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Hiway territory.

8 Sy

The sky becomes your \
playground when you fly
one of the new range of
Hiway hang gliders. N\
No longer need you sacrifice
handling to gain high performance.
Super scorpion and Spectrum become

your obedient servants as you {ly from

| & thermal to thermal.
A calSe.  And you get all this without the

~  cumbersome and drag creating

__
-

N\

deflexor arms and wing wires.The
simplicity of the new machines mean that you'll
be first to rig and first to fly.
Whether you're a cross-country pilot,
competition flyer or just gliding for fun,
Hiway have the machine for you.

L

Hiway Hang Gliders, Sirhowy Hill Tredegar, Gwent NFZ 4XP,
Telephone: Tredegar (049 525) 4521.



ARBEE A.S.I. AND VARIO

The new ARBEE A.S.I1.-£58:50

Very fast response.

Range-5 to 55 mph.

Setable audio stall warning indicator,

5 to 25 mph.
Low battery indicator.

The well proven ARBEE AUDIO VARIO.
Audio on up and down.

Different tone bleep for up and down.
Low battery indicator.-£47-50

This visual unit plugs into the ARBEE
AUDIO VARIO turning it into an

audio/visual unit.

-£15-00

Size of all units approx. 4-5"x3-5"x 2-5".

All prices include P&P. State 1or1'8 upright.

Send cheque/PO to Arbee Developments,

18 Stephens Crescent, Horndon-on -the -Hill, Stanford le-Hope, Essex.

To excel, you need the confidence
that only good equipment can give.
When the going gets tough, no
amount of flying skill can compensate
for Mickey Mouse equipment. You
need a glider that performs and really
handles, a glider whose safety
record is proven by sheer weight
of numbers and time, a harness
that is comfortable, convenient
and strong, a chute that is easy
to deploy and that has been
thoroughly tested, instruments that
are accurate, reliable and tem-
perature stable, mounted on a
well-engineered stalk, a helmet
that is light, strong and lets you
hear what's going on. You need
efficient and tough fairings to
improve your performance.

Windcraft stocks the Super-
scorpion, probably the most
popular glider ever made because
of its effortless and co-ordinated
handling. We manufacture the
Airstream 2, tested for strength
and well known for comfort. The

B.U.5. Mk. 2 has the easiest deploy-

ment system of all chutes and has
many documented saves to its
credit,

Windecraft stocks the Super-
scorpion, whose popularity testi-
fies tp its excellence, the Airstream
2 harness, tested for strength and
renowned for comfort, the B.U.S.
Mk. 2 chute with 1 step deploy-
ment, the Willis Gold Vario (each
unit tested!), the very excellent
Willis Digitar Altimeter, Thommen

to buy the bhest

Altimeters, Dynasoar Helmets,

still the favourite the world over,
Everoak Helmets, and Dunstable
Fairings. The fact that all this gear
was used by Bob, Migel & Jerome
on the 3hr. 34 mile flight with
6,700" height gain speaks for itself,
(excepting Bob's Gannet). The gear
is right. All it needs is you. Get it
right first time.

We are working on 2 new
quality accessories, The Airstream
Cocoon will shortly will shortly be
available. It's comfort will stagger
yvou and surely the ultimate in
instrumentation, the Willis Gold
Vario and Digital Altimeter in a
77w 3% x 37 streamlined fibre-
glass pod, weight approx. 1Kg;
mounted on an Instrumount,

SION LANE, CLIFTON, BRISTOL 8.

©

Tel: 37870/38682




NORTHERN GLIDER
SALES

(PARSEC LTD)

New and second-hand gliders in stock:
All our gliders are guaranteed to be test
flown and tuned to suit by C.F.I. and British
Team Member Graham Hobson, whether
for the beginner, intermediate or advanced
customer.

N.G.S. also undertake to repair, at cost of
parts only, and test fly any new glider
purchased from us, for the first 4 months
after delivery.

Agents for:

Chargus — Vortec and Cyclone
Flexiform — Skyline and Vector
Hiway — Spectrum and Super Scorpion
Skyhook — Sunspot and Safari
Wasp — Laser and Gryphon
Cherokees in stock

Also introducing the “ATLAS" from “La
Mouette” the new French Super Ship.
Northern Glider Sales is the sole importer
for “ATLAS” and the “La Mouette” range
of products and spares.

Inquiries for new and second-hand gliders
are welcomed and demonstration flights
are invited at:

Northern Glider Sales
061 973 4085 Graham Hobson
061 434 3364 John Higham

ANY saleable glider accepted in part
exchange




mainairsports || Fiy Better with 2
New Kite
catalogue :;t'::t us for the best trade in, and delivery time and after sales

Consider these advantages!
1. Free trial flights on the kite of your choice
2. Four days free tuition (prone conversion, soarnng etc).
3. If not completely satisfied with your kite, we will take it back (if
undamaged) within one month of purchase. (Full credit given)
4. Good secondhand kites available, harness, altimeters etc

(Send for free price list)

Our hills are unexcelled for initial training or for converting to
more advanced machines.

Our hills are within a few minutes walk — we are at the foot of
our main soaring ridge Penylan (1,000 feet up) — in fact you can
fly right over the centre!

Don't waste time travelling around looking for hills — we have
them on our doorstep

(Bed/Breakfast and packed lunch £4)

IF YOU WANT TO LEARN TO FLY — write or telephone for our free
32 page handbook and find why we consider your time and money
will not be wasted with us.

Self catering holiday accommodation at Rhossili, Rhigos and
Merthyr — from E2 per person per day. Telephone Mike Adam
batween 10a.m. - 11 a.m. or6 p.m. - 10 p.m. or leave your message
on Ansaphone.

IBIS, South Wales Hang Gliding School

67 Cardiff Road, Troedyrhiw, CF48 4JZ
Tel YNYSOWEN (0O443) 69078/ or Rhossili (044-120) 460

THUNDER BIRD
TOTAL ENERGY VARIO

NEW 24 PAGE PRINTING

MORE PAGES - MORE STOCK
MORE CHOICE TOTAL ENERGY CORRECTION ELIMINATES BAR THERMALS

CHIP ELECTRONICS STABLE OVER WIDE TEMP RANGE
AIRCRAFT TYPE VISUAL INDICATOR

SCALED IN METRES/SEC (KNOTS OPTIONAL)
FOUR RESPONSE RATES

CHOICE OF AUDIO SYSTEM

DIVE WARNING TONE AT S5M/SEC

AUDIO OVER-RANGE

BATTERY AND CHARGER INCLUDED

ALTITUDE CORRECTOR OPTION

DUAL RANGE OPTION

SHATTERPROOF CASE IN RANGE OF COLOURS
FULL SPARES AND SERVICE AVAILABLE

o © & @ 9 © & @ 0 9 0 © ©O

S.ALE. SAUNTON SYSTEMS

81/82 HIGH STREET
BARNSTAPLE, N.DEVON

PRICE FROM £145+ VAT TEL 0271 71921

1 YEAR GUARANTEE




ATLAS

“The Atlas is
aerodynamically,
structurally and
aesthetically the
most Impressive
Hang Glider | have
ever seen !

Graham Hobson

[British Team Meamber and
Twice Leagua Winnar)

Available From:
Northern Glider Sales
8 Brecon Avenue
Brooklands

Manchester 2Z39HL

061 973 4085
061 95 27861
061 434 3364 (main office)

and in the South:
Graham Slater (S.H.G.C.)
Brighton 25534



Cover: David Cook
flying his powered VI-23E.
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EDITORIAL

So, the eternal helmet chestnut has come out for a roasting again! Crit-
icisms of Lester Cruse in Airmail No. 4 have brought several reactive
letters to the columns of this issue.

I expected some response, but it was disappointing that letters missed
the main point. The original issue was not whether or not helmets should
be worn. Nor was it concerned with unlikely psychological delicacies, as
Barry Annette would have us believe. It was quite simply based on the
fact that a top fiyer behaved in an irresponsible manner by encouraging a
visitor to break club rules — and used flying status as a justification.

Does Tommy Thomson belong to a BHGA member club? He should
know that most member clubs insist that all pilots using their sites must
wear helmets. The reference to flouting of rules was no slip of the edit-
orial tongue.

It is a fact that the fatality rate of 1978 would have been even higher if
pilots involved in non-fatal accidents had not been wearing helmets.
Apart from wanting to preserve life, clubs also want to preserve flying
sites so that pilots can continue to enjoy flying from them. Fatalaccidents
can endanger even safe hang gliding sites — and more than one delicate
flying site has been lost through a fatality there.

Flyers of high repute and ability are regarded with awe and admiration
by newcomers to the sport. They are asked for advice, which, as in lan
Trotter’s case, is usually freely and helpfully given. But their own pattern
of behaviour sets an influential trend.

When a top flyer refuses to pay his club dues, or lands in the middle of
the corn on a light wind day (claiming that he is out to win the League and
1s going to practice somewhere), then patience and tact wears very thin,

Persistent non-conformity to club rules using pilot status as a justifi-
cation is the height of irresponsibility. It makes it difficult, if not imposs-
ible to explain to the intermediate pilots why they should not follow suit.

Top flyers can be a valuable asset to a club when they set a good,
responsible attitude. When they don’t, they create more problems and
dangers to a site than a whole host.of new flyers could ever do.

Rules are here to stay, and if the ones we have are persistently broken
we will have even more rules imposed on us from outside. It's up to
everyone to help preserve what we have got now —otherwise everyone’s
personal liberty in hang gliding will rapidly vanish from sight.

JEANNIE KNIGHT

WINGS EDITOR

Jeannie Knight has been appointed
permanent editor of Wings! following
a BHGA Council meeting on June
17th at which the appointment was
confirmed.

RECORDS and
FAI AWARD CLAIMS
OFFICER

The BHGA Council have appointed
me to this office to look after the
Records and Awards that some of you
fellows are going to acquire in the
future. This job will, I'm sure, be the
most interesting in the BHGA, and 1t
is my pleasure to accept.

Owver the last four weeks or so | have
been reading and making use of a host
of information supplied by the FAI,
and the British Gliding Association.
The guidelines are well set out in the
FAI Sporting Code and from this doc-
ument we already have a summary and
this 15 to be found in the Observer
Handbook. From all this information
and with an enormous amount of
expert help from Ann Welch I'm just
about ready to go into business, There
are in total six certificates and you will
be able to get them from our Taunton
office. All the certificates are in the
main self-explanatory and easy to use,
but like that law we know so much
about, we may well have to make
adjustments from time to time.

May I now wish you all the very best
of luck in the future and may all your
claims be big ones!

Rick Wilson

SILVER DELTA

The latest information that [ have is as
follows, the first 50 Silver Delta
Badges will be numbered 1 to 50 and
will be issued by the Federation
Aeronautique Internationale from
Paris. Number 1 I think has gone, but
numbers 2, 3, 4, 5 and 6 are there for
the taking. What an achievement it
would be for them to come to Britain.
We have at this time four Pilots well
on their way to the Silver, and there
must be one or two more of you
about. If you are in the running please
note the following.

Remember the paper part of your
claim will be going to Pans.

It's your responsibility to get it right,

two heads are better than one, make
the other head that of an Observer,
and refer to the Observer Handbook,
1. Make sure that you have the
necessary witnesses for the distance of
S0km (31.07 miles).
2. A properly sealed and officially
calibrated Barograph (see section 5 of
the Observer Handbook) for the
height gain of 1000 metres (3281 feet).
3. Last of all, but the most tedious
Perhaps 5 hours duration flight, with a
witnessed take-off and landing.

The Certificates that you will require
are to be had from the BHGA
Taunton, you or your club Secretary
can apply for them.

Best of luck,
Rick Wilson R&FATACO

Book Review

Black's Picture Sports: @ cvcomer to bane ghing win s
HANG GLIDING

jaundiced eye. Inevitably they are
BY DUNSTAN HADLEY

grossly out-of-date by the time they
have emerged from the lengthy pub-
Published on July 12th 1979 by lication process and usually they do
Adam and Charles Black,
35 Bedford Row, London,

not offer anything that has not been
dealt with before.
WCIR 4JH. Price £2.50p.

Having said that, 1 was pleasantly
surprised when 1 received a copy of
Dunstan Hadley's book just before
this issue went to press. Visually it is
one of the best books of its type that
has been produced.

It is a neat hardback, with colourful
cover, and an abundance of excellent
line drawing illustrations supple-
mented by some photographs. The
high standard of presentation makes it
an appealing book before content
matter is even considered.

There, an equally high standard is
maintained — marred only by one or
two areas that are really out-of-date.
The take-off procedure described
would be ideal on a standard rogallo.
But the tight strap, luffed sail, run,
push, pull method is hardly suitable for
second generation gliders (which afte
all are the types that people learn to fly
on nowadays. ).

Hang Gliding

Also in a small sub-section headed
‘Parachuting’ we are told in relation to
stalling too high on landing: “*Remember
that your glider is almost as big as a
parachute and will behave like one,
and slow your rate of descent. Hold
the bar where it is as you come down”.
In certain situations on second gener-
ation gliders that could be bad advice
— but perfect for standards.

But apart from those points, the
book is an excellent and clearly written
introduction to hang gliding for the
newcomer to the sport. It fills in many
gaps left by other publications and
explains everything in a very readable
form without losing anything in the
process.

The reader 15 taken carefully
through recommended clothing —
with explanations for the necessity of
each item into the theory of flight,
followed by airspeed and groundspeed
and control in flight. Take-off, difficult
wind conditions and landings are all
explained in detail, with a useful des-
cription of likely mistakes and their
oulcome.

A section on flight planning, in the
form of aiming for given spot areas, is
well laid out with plenty of line

drawings to illustrate the concisely
expressed points.

I liked the way the chapter on The
Wind was dealt with. Again, every-
thing followed the smooth, easy flow
of the remainder of the book and it led
through the effect of terrain into cross
winds and thermals.

Dunstan Hadley is medical adviser
to the British Hang Gliding Assoc-
iation and he has included a useful
short first aid section at the end of the
book.

His approach throughout the book
seems to achieve the right degree of
caution, stressing the importance of
progressing slowly and sensibly,
without appearing pedantic.

In general it is a pleasing book that
would be worthwhile reading for
anyone new to the sport, or those who
have just started flying.

JEANNIE KNIGHT




MEMBERSHIP OF THE
BRITISH HANG GLIDING

ASSOCIATION

RATES ARE YEARLY AND THE SAME FOR FLYING AND NON FLYING MEMBERS. THEY APPLY TO BOTH

U.K. AND OVERSEAS MEMBERS. MEMBERS RECEIVE “WINGS!"

MAGAZINE EACH MONTH AND ARE

COVERED BY PUBLIC LIABILITY INSURANCE CURRENTLY IN THE SUM OF £500,000 WHICH IS
EFFECTIVE THROUGHOUT EUROPE FOR THOSE ORDINARILY RESIDENT IN THE U.K. OVERSEAS
MEMBERS ARE COVERED WHILE FLYING IN THE U.K. ONLY. FULL DETAILS APPEAR ON MEMBERSHIP

APPICATION FORMS.

INDIVIDUALMEMBERSHIP ............... £ 9.50
Includes £1.00 ENTRY FEE for new members and those
whose membership has lapsed for more than 3 months.

FAMILY MEMBERSHIP (i.e. 2 adult members of the
same family and household) .................... £12.50
Includes £1.00 ENTRY FEE for new members and those
whose membership has lapsed for more than 3 months.

FAMILY MEMBERSHIP with Existing Member to

FEREWAE EIBEE. . oiiooimnow s i o s b en s g £ 3.00
RENEWAL of INDIVIDUAL MEMBERSHIP .. £ 8.50
RENEWAL of FAMILY MEMBERSHIP ....... £11.50

ADDITIONAL COST FOR AIRMAIL DESPATCH OF
“WINGS!” TO OVERSEAS MEMBERS OR

SUBSCRIBERS ...............oooeeeenen, £ 6.00
ITEMS FOR SALE

WINDSCREEN BADGE ......................... 25p
HELMET BADGE ..................... .07 25

CLOTH BADGE for flying suit etc. e

(coloured Logo on white shield with Iem:-rs BHGA ahuve]
CLOTH BADGE for flying suitetc. ............... 50p
(Hang Glider shape, Tricolour containing letters BHGA )
EXTRA CLOTH “WINGS" BADGES ............. 60p
(For those who have qualified as Pilot (under old system)
Pilot 2 or Pilot 3.)

PINONLAPELBADGE ......................... 30p
KEYRING AND FOB WITH BHGA BADGE . ....... 60p
KEYRING AND CHAIN WITH BHGA IN ACRYLIC
CTEARDROP™ ... unmiinmimimimsuasan i, 60p
(can be used as pendant)

“*HANG GLIDER PILOT" — by Ann Welch and

(811450 17 R e £2.75

John Murray 1977 A book for pilots of all abilities. (Plus

P& Ponthisitem) .............0vivirnrnrnnnnns 15p
“*HANG GLIDING" — by Bob Mackay ............ 50p
(Thornhill Press 1977 A book for beginners. (Plus P & P on
EIRSARBITE] oo sscusmaaur s B A 10p
BHGAPILOTSLOGBOOK .................... £1.00

(PlusP.& Ponthisitem) ..coiiivinsiviviviiin. 15p

BHGA STUDENT HANDBOOK (Members) . ....... 50p
AINON MEIDETS & vvaiii v vincawminie s arese s 75p
Written for the non pilot to provide background infor-
mation necessary during elementary training.

BHGA PILOT HANDBOOK (Members) .......... £1.50
NonMembers ............cc0vviiiiiinianninn. £2.00
The Training Manual written to guide newly qualified
“Pilot 1's through the Pilot Rating System to the advanced
Pilot 3 stage. (This book is included in the package sent to
those who join the Pilot Rating System).

BHGA OBSERVER HANDBOOK Members . ...... .15p
NORMemBers: oo smnpyamamrrasesss £1.00
Observers nominated by their Member Club are sent this
book free on appointment by the BHGA Training Officer.
It gives guidance on how to guide and check out Pilots
working their way through the rating system. Its chapters on
Records and FAI Awards are ESSENTIAL REFERENCE
MATERIAL FOR PILOTS WISHING TO QUALIFY FOR
FAI DELTA SILVER AND DELTA GOLD AWARDS OR
ATTEMPTING NATIONAL AND INTERNATIONAL
RECORDS.

“WINGS!”" MAGAZINE is sent monthly to BHGA
members but is also available by

ANNUAL SUBSCRIPTION .............couiuin.. £7.00
(See above for details of Additional Cost for Airmail

despatch)

“WINGS!"" BACK NUMBERS: Single copies

MICIBEDEEE . oo mniinvimsins sivieme s s i amissm 35p
NOR MEMDEIS ccivwnisminiv e amsasa s 65p
INFORMATION PACK Members . ............... Free
NORMEBETS oo iss ol S as 30p

Containing an Introductory Leaflet, Information on the
Pilot Rating System, Lists of Registered Schools, Major
Clubs, BHGMF Members and a MEMBERSHIP
APPLICATION FORM.

Please send an SAE if you want an information pack only
or items with a total value of less than 50p. Payment is
requested by crossed cheque or postal order or Sterling
International Money Order payable to BHGA.

WRITE TO MEMBERSHIP DEPT. BHGA., 167A
Cheddon Road, Taunton, Somerset TA2 TAH.




FIFTY MILE FLIGHT AND
THE BIG ‘IF’

BY ROBERT BAILEY
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Saturday 12th May 1979 dawned bright and clear
blue. The forecast sounded good; S.W. moderate
with good lapse rate. I deceided to head for Litton-
dale, Arncliffe in the Yorkshire Dales, a three-mile
ndge, 300ft. at taRe-off point, rising to 1000ft. best.

On arrival, Dave Harrison was there and we
rigged on the lower slopes as the wind was gusting
and strong. We had a chat and | decided conditions
were favourable for an attempt at Goal Distance
flight to Richmond cricket ground. We also discussed
the possibility of a cross-country flight together,
which would help our chances of catching thermals.
The morning was spent being thrashed in some really
padly torn gusty thermals so I decided it wasn't good
enough to set off and had a break for lunch.

In the afternoon the thermals cleaned up and 1
hooked into the cleanest, biggest thermal of the day
— the whole valley seemed to be lifting. [ shouted to
Dave to come across as I centred to a steady 600-
800f.p.m. up. He shot across, but must have hit the
tail end of the bubble and could not get away. A few
minutes later saw me at 4000ft. A.5.L. and climbing
steadily towards cloudbase. The hilltop is at 1500ft.
above sea level,

I worked the first thermal for 15 minutes and
reached cloudbase over Great Whernside at 5800ft.
A.S.L. On reaching cloudbase I noticed my drift
whilst circling was very slow (8 circles-200yds. ) and
as it was late in the day, (4 o'clock), I decided if [ was
to make distance I'd have to push on quick and not
hang around in weak lift.

[ glided straight back over Whernside and noticed
another hang glider rigging. The view was fantastic
and it was countryside I knew very well, having
camped in Coverdale many times in my younger
days!

I was over Scarhouse reservoir now and could see
the wind at ground level, still strong and gusty as the
water was well whipped up leaving white caps. How |
wished there was some strong wind at this height to
carry me faster across the countryside. Down to
4000ft. now and starting to look less at the view and
more towards the clouds for my next lift back to
cloudbase. Still straight downwind and the vario
wanders from 4 down to a steady 2 up. Steady circles
200-300yds. diameter, 4 up tighten then back to
S000ft. (It wasn’t that easy, but I've got 45 miles of
article to write about!)

West Scrafton Moor coming up next, I don't need
to look at the map tucked in my pocket as [ know the
countryside so well and have planned this route back
in snowy January. It looks massive and [ think to
myself — “If I hit heavy sink over the moor 1 will
have a long walk out to the nearest road!"” Again my
concentration wanders and I'm gliding to the south
of Carlton and I'm busy looking at the river; the spots
['ve fished and tickled trout. Middleham is in the
distance and looks miles away — “Will | make
Richmond?” crosses my mind.

Down to 3000ft., starting to concentrate more on
reaching the next cloud, which now looks far away.,
The clouds are small cumulus 2000ft. thick closely
grouped in places with big blue gaps —andlamina
blue gap — sinking, like hang gliders do — fast.

West Witton is below and looks really close. [ can
see the farmers in the fields, people on the river
banks and my thermal spatting sunglasses are not
working too good, sounds like Tennessee! Down to
2000ft. — I've blown it, no more hills now, It's all flat
out front and the clouds are miles above and I need a
lift back up. Good looking area to the north so [ fly
across-wind pulling just enough speed for maximum
glide. Sure enough — it's there, 2 up which 1 work for
10 minutes to gain 3000ft. This is no good as I'm
getting nowhere so [ head north to a brighter looking
area. Noughts and one up all the way but I take no
notice as I've been messing about in this bubbly trash
far too long now. I hit a four up and tighten which
gives me S500ft. I'm just feeling confident and
enjoying the view again, when it leaves me. [ open up
— search — nothing, just noughts, so 1 head on

down-wind. The clouds look really good 10 miles
away. If I can only get back up. 1 guess this is the
Dales sink hole, and I'm struggling.

Another mile in 0's and 2 downs and I'm down to
1000ft. real low but feeling confident that just a bit
further on I'm going to hit something really good —
which is going to get me back up top to where the
view is best!

| work another small thermal which gets me back
to 2000ft. then dies. 1 open up the circle and find
another active core — 4 up, smooth and big. It's my
lucky day (thinks) 2500ft. and it's gone. Maybe it
isn’t. It's really smooth round here and it feels like
it's decaying — nothing active and pumping as it was
over the Dales.

Onwards, down-wind, then I see there is a good
area to the north — 500 or 600 acres of ploughed
land. The sun is streaming down. It's got to be
cooking. I'm low again 1500ft. and it's only just
working, 0’s and 1's on the vario. Circle gently, I'm
getting just a little desperate. I've blown it! 2 up on
part of the circles, keep climbing and then it dies.
Still, I need all I can get out of *Sink City' (another
American term — they keep creeping in).

I work hard for what seems an age, just holding my
own, and then it goes — the bubble lifts, and I'm
climbing fast and smooth, 2000ft., 3000ft., 3500ft.,
its fading. The clouds are looking nearer and seem to
be building to the east, so I take a chance and pull
speed, leaving lift to fly a mile. The hunch pays off
and I'm in the best lift for 15 miles climbing smoothly
to 4000ft.

Catterick is coming up now. Military camp, with
just gliding and parachute drops at weekends. It's
really busy. Gliders, barrage balloon etc., and I'm
looking down on it all. Not quite a cloud base, | am
concentrating on getting there. 5000ft. cloudbase —
that's strange — I thought it would be higher in the
drier east. Maybe it's the higher wave systems that
are about today, pulling the cumulus upwards in
certain areas. Richmond is a couple of miles to the
north — my declared goal. I'm at 5000ft., the North
York moors are to the S.E. in sight now. There's a
high performance glass sail-plane 3000ft. below me
to the N.E. circling — it doesn’t take me long to
decide that declared goals are for another day. Let's
go get that record back.

Check on the watch — Omega chronograph stop-
watch — (maybe they’ll sponsor me next time!) and
it's late, after Spm. ['ve got to push on now to get the
miles.

Full speed to the north to my next cloud, which is
building over Darlington. The glider feels very good.
It's only my tenth flight in the Cherokee, and I get
there having lost only a 1000 or so feet. Sure enough
the cloud is building and the thermal below is strong.

About 500ft, before entering the base | decide
when I get there I'll pull speed fast to the N.E. to get
some miles under my belt whilst the sky is still good.

I wish I'd had my goggles on as [ hit four clouds
lined up which were all working, vario reading only 2
down with the bar to my waist. On flying out of the
far side, I hit 8 down which I fly in for half a mile
before deciding to head back into wind to climb back
under my last cloud. Maybe I'll wait a while longer as
the gap looks too big — have to fly with a calculator
next time. There's a wisp to the north, so [ pull out
and glide fast cross-wind to meet it at 2500ft. and
steadily climb back in the ‘ginormous’, very smooth
thermal.

On reaching cloud base, again, I can see Stockton
to the east with its cooling towers and [.C.1. works.
The smoke looks to be coming towards me “Oh no,
not a sea breeze". From this height and it’s 5.30pm
I’'m not drifting at all when circling, which leads me
to think maybe I'm not going to reach the coast —
which I've had in the back of my mind for the last ten
miles.

I start to get a little bit worried and decide the best
course is goint to be to blast on, and try and get as
many miles into the sea brecze as | can. Maybe

making it 40 miles.

I've got the bar way down and flying fast, through
lift, sink and then start to slow up as 1 notice the
smoke from the stacks is still drifting out on the light
westerly wind, towards the east coast, which is now
clearly in sight. It’s 50 miles to the coast, I've got to
make it there.

Just when [ need my next thermal it’s there. It'smy
lucky day and I work it back to 5000ft. before leaving
it once more, pulling speed, straight downwind
towards Hartlepool. There's Middlesborough to the
south, Saltburn to the south east. A cargo boat in the
bay — two miles out, Hartlepool straight ahead. No,
that's no good. I've got to get more miles so [ head up
the coast into a big blue gap. There's no future in
drifting out to sea and missing your spot landing on a
cargo boat with no witnesses on board!! The blue gap
15 a beauty — 8 down and it seems only a couple of
minutes to being in the middle of a housing estate
and looking for a flat landing field.

I'm not going to make it up the coast to Sunderland
as | had planned, but instead I am skimming between
the lamp posts and land in a perfect flat field by the
road. A motorist waves as he passes by and [ wave
back for him to stop — he has seen me glide in and |
have got to get my witnesses. It's above the 50 miles
mark and he is pleased to sign as a witness. Two
minutes past 6pm, I've landed at Hartlepool having
run out of land. I grab a couple more witnesses as I'm
de-rigging who have seen me fly in, and then start to
think of how to get home. It's taken me two hours to
cover 50 miles using lots of different techniques that
['ve never used on previous cross-countries. Pulling
speed, leaving lift, and flying fast cross-wind. It has
all paid off.

The local club round these parts is the N.Yorks
and I wonder how good my friends are. Bill Hopkins
is one of the most helpful guys around so I rang with y

is one of the most helpful guys around so I rang with
my fingers crossed. Told him the good news and
asked for a lift back. Fantastic, I've got friends. He
offers me a lift back, no problem, and we drive back
into the sunset for three hours on the winding roads
arriving late at night, back in the dales — the ‘hard
work’ part of cross-country flying. Thanks Bill.

On looking back at the flight I suppose I might
have blown it six or eight times but each time the
decisions 1 made were the right ones for the partic-
ular flight at that time of day. I'm quite sure 1 could
have flown a lot further if (the big ‘if’) England had
not eroded so much on its eastern coast line. 60, 70,
80, 100 miles, who knows? | wasn't all that tired
when | landed, just very jubilant and my ears were
popping from the fast descent.

I think 1t's possible to get the world record and
(old Goal distance in the U.K., but site and route
planning are going to become more a part of hang
gliding to do these types of big flights.

EQUIPMENT USED

1000ft. hill

Cherokee 220

Colver Variometer, Altimeter
Compass ,
Hiway prone harness \
Thermal detecting sunglasses! \
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INTERNATIONAL DRAW
RESULT

First prize: One hang glider, Richard Worth.
Second prize: Vario or trip to Grenoble. S.
Kynaston.

Third prize: Altimeter. A. Lewis-Evans.
Fourth prize: Altimeter. M. Stevens.

Fifth prize: £50 worth of Mainair goods. C.
Phillips.

Sixth prize. Protec Flying suit. Phil Brigstock.
Seventh prize. Compass. T. George.

Eighth prize. Bomber Jacket. J.A. Cunningham.
Ninth prize. Gloves. M. A. Jaynes.

Tenth prize: Birdman equipment bag. Ian
Coppinger.

Over the weekend of the 2nd/3rd
June, the Dover and Folkestone
Club were hosts to the Briforge
and Trier hang gliding clubs from
(Germany and during our Saturday
evening party at the home of Paula
and Robin Lewis, the winning
tickets were drawn from their 100-
year-old butter churn.

Making the draw were some of
our gorgeous ground-crew, wire-
women and keel-pushers. Con-
gratulations to the winners and
thank you girls for adding such
glamour to the draw.

Grateful thanks too from the
Competitions Committee to all
those who supported the draw —
we took in £2.800 and made a

profit of around £2,100 which will
2o a long way towards funding the
International competitions this
year. A big thankyou also for our
long-suffering manufacturers who
offer the hang glider prizes at a re-
duced price to BHGA
Birdman,  Chargus, Hiway,
Skyvhook and Waspair.

A final pat on the back to our
other sponsors for prizes —
Birdman harnesses, Protec flying
suits and Mainair sports goods.

DEREK EVANS

- foah NI
Audrey Evans, who ook all the
money, draws out Richard
Waorth's winning ticket,

JTudith Brenchley draws an
altimeter for A. Lewis-Evans

CASII?

CASH:
CASH?

Join the 500 Club and get yourself a ready income!

Details of the CASH LOTTERY which starts in September
are shown on the insert with this month’s magazine.
Don’t miss this opportunity of earning yourselt

a huge, tax free cash prize each month.
[f one third of the membership joins the scheme,
you have the chance of winning £250 cash
each month, each month, each month!

HURRY HURRY HURRY

Sue Hart enjoys giving C. Phillips
his £50 worth of goods

koo ( Photos Peter Brenchley)
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INTERNATIONALS DRAW 2

Remember your name could appear on the winning tickets this time . .
(Photo Peter Brenchley)

By popular demand, but mostly because we need the money, we are running our last fund raising exercise
in support of the 1979 International Competition programme. At the time of going to print, we are without
a sponsor for our competitions and unless one comes along and the draw is a roaring success, we may not
be able to afford to defend the American Cup in October.

So, dig deep again and try to flog the tickets which are enclosed with this magazine. Our prestige as a
leading hang gliding nation is at stake more than ever this year following last year’s successes in Europe
and America.

The prize list has a wider appeal this time, so perhaps your friends and workmates might like to con-
tribute. . .

OVER £800 worth of prizes to be won.

Ist Prize Hang glider of your choice or National Panasonic Music Centre (1090)

2nd Prize Colver Variometer or Tasco Binoculars with built-in camera and telephoto lens.

grd prize Colver Variometer or Konica Automatic Exposure and Focus Camera with built-in electronic
ash.

4th prize Prone harness of your choice (UK) or Sony Portable Cassette Radio (160—

Sth Prize Thommen Altimeter or Sony Digital Clock Radio (160)

6th Prize National Panasonic Portable Cassette Recorder (301)

7th Prize Braun Electric Shaver

8th Prize Sony Portable 3 band radio (6100)

9th Prize Protect Flying suit and Birdman Equipment bag

10th Prize Swinto Compass or Sony Pocket-sized Radio

Tickets 25p each — must reach BHGA Taunton by Thursday 6th September. Draw takes place at 6pm
on 8th September 1979 at the Mere Fly-in. Cheques and P.O’s payable to BHGA.

Money and tickets to be sent to Chris Corston (promoter) BHGA, 167a Cheddon Road, Taunton.
Somerset.
Hang glider may be chosen from Birdman, Chargus, Hiway, Skyhook or Waspair.
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Photo by James Collison{Black Star

The Pilot — Bryan Allen
On August 23rd 1978 Bryan Allen
made history by piloting Paul
MacCready’s Gossamer Condor
around a 1.15 mile figure of eight
course to win the Kremer prize of
£50,000. History’s largest aviation
prize had lain unclaimed for 18
years. Less than one year later the
incredible happened, the Gossamer
Albatross flew from England to
France under leg power alone — a
distance of 22 miles. Bryan Allen,
the triumphant pilot described this
remarkable achievement as ‘neat’.
Probably the greatest understate-
ment of all time.

The driving force behind the Gossamer story has of
course been Dr. Paul MacCready, whose history of*
aero-innovation deserves more than a mention.
Born in USA in 1925 he became a model aeroplane
enthusiast, but soon graduated to real flight gaining
his PPL at 16. During World War 2 MacCready was
assigned to the US Navy flight training programme.,
By 1947 he had earned his B.Sc at Yale and his
interest turned from powered aircraft to gliders, He
soon bought a competition glider, the ‘Screaming
Weiner' and took second place in the US National
Soaring Contest at the age of 21.

In "48, "49 and °53 he won the Nationals and pion-
eered high altitude wave soaring in the USA. He
later became the first American to win the Inter-
national Championships in France. During the
decade 1946-56 MacCready worked on sailplane
development, soaring techniques, meteorology and
invented the speed ring which is used world-wide by
glider pilots. He earned his M.Sc then a Ph.D in
aeronautics, ran a cloud seeding project and devel-
oped an armoured aircraft for flying into hailstorms.
Since 1970 MacCready has run his AeroVironment
Inc. company, involved in manufacturing air-drag
reduction devices for fuel conservation in the truck-
ing industry, worked in industrial pollution abate-
ment, wind power systems and made investigations

into aircraft vortex wakes. Then came his triumph
with Gossamer Condor in 1977,

After his success with the Condor, MacCready,
with material help from Dupont was able to modify
and refine his original design producing a craft which
needed only 25hp to fly compared with the .33hp for
his earlier model. The Condor was relatively crudely
constructed weighing in at 70lbs, and materially
could have been built 40 years ago. The Albatross
retained the same constructional principles but used
material which undoubtedly made it a plane of the
"Bls.

All structural tubing on the Albatross was home
manufactured from graphite. The carbon fibre/resin
was pasted on to aluminium tubing, wrapped with
tape, and baked in a makeshift coil oven. After
proper curing, the tape was removed, and the alum-
inium removed by prolonged immersion in an acid
bath. Mylar Polyester film, 0.0005 inches thick
covered the wings weighing only 31bs for the whole
craft. Gone were the piano wires of the Condor and
in came ‘Kevlar Aramib fibres. ‘Kevlar' has
previously been used in reinforcement of radial
tyres, conveyor belts and soft body armour. The con-
ventional bicycle chain was replaced by a urethane
toothed belt. The aerofoil was smoothed out with
more low density expanded polystyrene ribs and
‘Delrin” Acetal resin pulleys were used. Wherever
possible components were either disposed of, or
built of polystyrene (like the beautifully shaped air-
speed indicator propellor). MacCready had said, “If
it didn’t break on crash landing we would replace it
with something weaker and lighter”. However the
Albatross was not without an instrument panel,
which not only had the airspeed indicator, but asonic
altimeter capable of measuring altitude accurate to
Yzinch. Weight was reduced ounce by ounce.
However, before the attempt, the Albatross was still
6lbs overweight from cellotape repairs effected after
the multiple ‘dings’ during practice. Close examin-
ation revealed delightful additions such as internal
lolly stick deflexors.

Here it was then - the Gossamer Albatross - 96ft.
wing span, flying speed 10-12mph, stall speed around
bmph, sink rate 6ins. per sec, weight 55Ibs. Cost of
the project so far: £100,000. Prize to be won:
£100,000. Rules: To fly from anywhere in England to
anywhere in France, starting at less than 15ft. ASL
and never exceeding 160ft. ASL for more than 3
minutes. Major problems: visibility, wind, big ships
and overheating of cockpit with no ventilation for
pilot.

There were two back up craft, The Gossamer
Alba::0ss II — a more efficient Gossamer Albatross
| and the Gossamer Penguin — a racy 72ft. span
version which may eventually be the prototype for a
kit design. The back up crew included wéll-known
Taras Kiceneuk of Icarus fame and top US com-
petition pilot Sterling Stoll,

Bob Kelly continues story with an eve witness account
of the take-ofT at the Warren, Dover.

The English Channel which has long been the subject
of a variety of man's attempts to prove his superiority
over the elements, has had to concede yet another
defeat.

This time to a slightly built American, whose
stamina and ice cool nerve, matched the inventive-
ness and sheer genius that had produced the aircraft
which he piloted.

The Americans had assembled at the take-off
point at the Warren, (which is one of the Dover &
Folkestone Hang Gliding Club’s ‘landing’ areas)
Folkestone, at around 0230 hrs. on Tuesday, 12th
June, and were quickly joined by an enthusiastic
crowd of well wishers, and some seven or eight film
crews, from various parts of the globe.

A small armada of boats were already anchored
off-shore, containing the American’s ground/sea
crews, the press, the Aeronautical Society observers
and sightseers.

Photo by James Collison/Black Star

i,
The Designer — Paul MacCready

There followed a tense and expectant four hour
wait, whilst weather forecasts for both the English
and French Coastal arcas, together with the mid-
channel conditions were anxiously reviewed.

At long last, Paul MacCready announced that,
although conditions in the channel were not
considered to be perfect, an attempt was to be made.

The ground crew then sprang into action, laying a
number of pieces of linoleum across the extremely
rough surfaced concrete, to form an incredibly short
and narrow runway measuning approximately 30ft.
x 6ft. and the pilot, Bryan Allen, stripped down to a
tiny pair of sorts, cycling shoes and a light-weight
crash helmet, and was then sellotape sealed into his
flimsy cockpit.

There then followed an extremely tense 15
minutes or so, during which the pilot limbered up, by
slowly pedalling, causing the enormous propellor to
revolve lazily, and the ground crew, frantically
cleared various press men from the flight path.

Suddenly, all systems were go, and the craft began
to move slowly along the tiny runway, travelling
upon the two miniscule fore and aft mounted plastic
wheels when to everyone's horror, the Albatross
slewed across the runway and the front wheel ground
into the uncompromising concrete, accompanied by
a loud crunching noise, and the machine stopped
dead.

The atmosphere at this point, was one of miserable
foreboding, as the Albatross appeared to have sus-
tained a mortal ‘dink’. Amazingly, the ground crew
pounced upon the machine, armed with sticky tape
and a spare wheel, and within 40 minutes, machine
and pilot were once more poised at the top of the
runway, which had now been lengthened, by the
addition of three large wooden boards.

The aircraft again began moving along the
runway, gaining speed at an unbelievably slow rate,
and all hearts were in mouths when the end of the
runway was reached, and the now horribly familiar
‘crunch’ was heard, as the front wheel hit the con-
crete. As if spurred on by the previous experience,
the machine immediately left the ground amid
relieved and jubilant cheers, and smoothly turned
towards the sea, in the direction of the French coast,

Everyone present was amazed and delighted to see
how beautifully stable the Albatross flew in the light
morning wind, and the confidence of success ex-
pressed by the people I spoke to was easily justified
when the Gossamer Albatross landed on the beach at
Cap Grinez some two hours later.
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FATAL
ACCIDENTS

JIM PAYNE

Jim Payne, aged 27, of 26 Kings Road,
Wimbledon, was killed while flying a
Vulturelite Emu at Devil's Dyke,
Sussex, on Saturday June 16th. The
glider was seen to get into a whipstall
situation, after which the glider folded
up and impacted halfway down the
slope, 200ft. beneath. The pilot was
killed instantly.

Jim, who was a pilot badge holder,
was a member of Southern Hang
Gliding Club and a regular fiyer. He
gained second place in the Advanced
section at the recent Steyning Bowl
Championship. It was his first flight on
the ghider.

Following the accident, BHGA Inves-
tigation Officer, John Hunter, placeda
prohibition on aerobatics on Emus as a
precautionary measure until the cause
of the accident is determined.

He warned that a whipstall is a
highly dangerous manoeuvre which
should not be attempted in any
circumstances on a hang glider. The
glider was apparently correctly assem-
bled for flight.

A more detailed accident report will
be in the next issue of Wings!

JOHN OGDEN

Within the same week there came
news of the death of John Ogden, the
Australian flyer who was third in the
1977 Mere Open. He died whilst flying
at Fendas in northern Spain.

He was in charge of the Moyes
factory at Vitoria, Spain, where gliders
were produced for the European
market. Early reports indicated that
the cause of the accident was turning
too close to the hill and stalling,

LORRAINE EVANS

A member of the Malvern Club,
student nurse Lorraine Evans was
killed whilst flying in France during the
same week as the above two accidents.
News came through as Wings! was
going to press and the only other infor-
mation at this time is that she was a
Pilot 2 holder.

LES OSBALDSTONE

It 1s with deep regret that we have to
announce the death of Les
Osbaldstore on the afternoon of
Sunday July lst., following a hang
gliding accident at Combe Gibbett.
Les was an enthusiastic and very
active club man, A great loss to us all.
On behalf of the Club I would like to
extend our deepest sympathies to his
wife Sue.
Rick Wilson
Thames Valley H.G.C.
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LEARNING TO FLY

PRONE

Too many pilots try to change from
seated flying to prone flying far too
soon and with too much impatience.
The important thing to remember is
that it is like starting all over again.
The change should be made
progressively and with as much care as
was given to learning to fly seated in
the first place.

The sensible thing is to take a prone
conversion course — even one day will
help to set you off on the right footing,
The other thing to remember is the
“Three inexperiences’. DON'T make
your first prone flight on a new glider
on a new site. It is asking for trouble.
Learn to fly prone on a glider you are
familiar with and on a site that you
know well.

'f conditions are doubtful, don‘t fly
prone. After all, would you have made
your first few seated flights in
turbulent high winds? Remember you
are a beginner again and just as
vulnerable.

Before you attempt any prone flights
you should spend a good half-hour
hanging in the garage or from the loft
practising the different turning
techniques and getting used to the
harness. Keep your head in the centre
of the bar and move your legs and hips
in the direction you want to go. Don’t

move your head until you are more
experienced,

Programme yourself in the following
way when learning to fly prone.

l. Two or three straight flights to
achieve take-off, pitch control and
landings.

2. Three to five flights off a 200ft hill
with turns, setting yourself targets to
aim for on turns.

3. Three soaring flights on a very
smooth site that is an open fronted
ridge, with enough lift to enable you to
stay well away from the hill.

Practice coordination of tums and
beware of too much pitch control.

4. Progress slowly to trckier
conditions,

Golden Rules

Check harness height before take off.
Fly only in smooth conditions to begin
with,

Do  not
experienced.
Remember you are a novice again.

Look around carefully — vour vision is
more restricted than when flying seated.

Pull on speed coming into land and
slow down gradually in ground effect.

Stay prone as long as possible in flight.

scratch around  wuntil

FACTORS FOR A STALL

Many accidents occur because other-
wise sensible pilots stall inadvertently.
There are two basic reasons for this.

L. Their concentration is elsewhere —
such as trying to avoid a collision with
another glider, or because they are
temporarily carrying too high a work-
load — such as flying and worrying
about income tax.

2. Because they have got, or are
getting themselves into a situation
beyond their skill and experience and
are flying with increasing inaccuracy.

In relation to the first point — if you
can't concentrate for whatever reason,
then don’t fly. But as far as the second
point is concerned, there are several
traps waiting for the unsuspecting
flyer.

These include:

“Stalling in a turn, caused by flying
with insufficient air-speed to cope with
the increased loading,

"Stalling in a wind gradient, because of
failing to realise that the wind close to
the ground or face of the hill is less
strong. This can occur when ridge
soaring very close to the hill, as well as
when landing at the bottom of a hill.
*Stalling when flying out of a thermal
or large gust,

“Stalling when flying downwind, due
to seeing the ground rush past and mis-
takenly reducing speed in the belief
that the glider is flying too fast. This is
the most common way of stalling by
mistake.

*Stalling when starting to fly prone
because of the different pilot position
and attitude, or through looking to see
where the stirrup has gone or through
flying with the control frame as for the
seated position.

One problem by stalling inadver-
tently is that even if you act correctly,
some height will be lost in regaining
fying speed. At the worst this could
result in the glider hitting the hill.
Even if you avoid this, the glider is
likely to be off course and will need
correcting. Another problem is that of
instinct. In all your flying, whenever
the nose has dropped you have pushed
out on the bar to raise the nose again.
If you stall and do not appreciate why
the nose has dropped, your immediate
reaction will be to push out the bar, It
is of course the worst thing you could
do because at this critical instant you
should be trying to regain airspeed.
DON'T HEAD FOR A STALL

CLUB COACHES AND
DEPUTY CLUB COACHES

Anderson, Bill: Angus HGC.

Andrew, Robert: R.G.I.T. HGC,
Aberdeen.

Beard, Dave M.: North Devon Sail-
wing Club.

Bell, Graham: The Peak H.G. Assoc.

Best, Peter: Sheffield H.G.C. Ltd.

Black, Roger: Western Counties
H.G.C.

Coppola, Paul: Lanarkshire Soaring
Club.

Cronshaw, Keith: Pennine H.G.C.

Downer, Simon G.: University of
Stirling Sports Union H.G.C.

Forrett, Michael: R.G.1.T. HG.C.,
Aberdeen.

Gardiner, M.R.: The Sky Surfing Club

Geary, Sam.: Peak H.G. Association

Green, Ron.: South Essex Skywing
Club

Harthman, John. : Sheffield H.G.C. Ltd.

Horsfield, Eddie.: Southern H.G.C.

Ingram, Charlie.: Aberdeen H.G.C.

John, Ivor.: Aberdeen H.G.C.

Knowles, Tony.: Western Counties
H.G.C.

Lark, Colin.: Avon H.G.C,

Lees, Rod.: Mid-Wales H.G.C.

McKinlay, John.: Lanarkshire Soaring
Club

Moss, Steve.: Avon H.G.C,

Ogston, Simon A.: Angus H.G.C.

Parkins, B.: The Sky Surfiing Club

Parsonnage, Peter.: Mid-Wales
H.G.C.

Patch, Nigel.: University of Stirling
Sports Union H.G.C.

Pattenden, Brian.: Suffolk Coastal
Floaters

Renshaw, Brian.: George Caley Sail-
wing Club

Richings, Russ.: South Essex Skywing
Club.

Sharpe, John.: Suffolk Coastal
Floaters

Sheaf, Ken.: North Devon Sailwing
Club

Smith, John Howard.: Malvern
H.G.C.

Taylor Captain D.: Briforge

Trickey Lt. R.: Briforge

Ware, Rick.: George Caley Sailwing
Club

Whitfield, John.: Lothian H.G.C.

Ellison, Chris.: Hatfield Poly. H.G.C.




THE

GEORGE WORTHINGTON

COLUMN

The Cross Country Classic began at Bishop, California on July 7th, with a British team participating throughout the
eight days of the contest. George Worthington hopes that their entry to the event will stimulate British pilots from
beginner to expert and will add excitement to the World's first cross-country hang ghding championship. Here he
describes some of the things relating to the event and says how it can be of interest to the beginner.

The Competition tasks used in the Classic are very
sample. First let me tell you what it won't have spot
andings. It won't have spot landings. It won't have
“umed” runs where the pilot is supposed to arrive at
a certain place at a certain time. It won't have 360's
or figure eights near or over pylons. There won't be
any pylons. It won’t have endurance tasks where the
pilot tries to stay in the air for a prescribed period of
ume. It won't have landing accuracy or landing style
points.

It will have n distance tasks measured in a
straight line. That task will be scored on the relative
basis of who flies the farthest, with the leader
garmering 1000 points and the followers receiving a
score relative to their distance flown. It will have
speed tasks to a particular pre-set landing area of 25
to 40 miles distance. In these tasks, each pilot, taking
off when he or she chooses, will be timed so that an
average ground speed can be measured for each
pilot. Again, on the weather, there may be one out-
and-return speed task of about 25 miles round-trip-
distance. And there may be one task where the pilot
can take off at any ume after 12 noon, and fly to a
pre-selected landing site. The winner will be the first
pilot to arrive at that site, etc, This is an extremely
exciting task because the condition of *‘sustaining
lift"” doesn’t usually arrive till about 1.30 or 2.00 or
even 2.30 p.m. If you take off too early, you nsk not
being able to even remain airborne. If you wait too
long, you nsk being severely beaten by the pilots who
“risked" taking off too early. In all cases, the winner
of each day’s task will receive 1000 points.

If the weather remains excellent for the first 4 or 5
days of the contest, there will probably be one rest
day (or free flying day) “*declared”, before going into
the final two contest days.

How can this be of interest to the beginner? First of
all, 1 must assume that the vast majority of
experienced pilots have realized by now that the
most exciting, thrilling and rewarding type of hang
glider flying is cross country. If you are a beginner,
vou will have to go on faith that that is a true
statement. Some will say that all they desire, is to
“stay up’’, and enjoy all the beauty and dehight of
hang glider flight. [ respect this attitude. But whether
we realize it or not, all of us are excited to an ever
greater degree by the increase in surprise,
wonderment, and challenge of finding by actual tnal
how far we can go cross country in that ternibly
challenging endeavour of pitting our wits, skill, and
experience against that of Mother Nature. If you
haven't tried it yet, believe me, you will, if you have
any real degree of love for flying. Others will say:
That's very nice, but in my case I have no desire to
compete in any kind of formal competition. 1 respect
that attitude also. But | would like to say that after
all, life itself is a competition, is it not? And while we
are more or less forced 1o compete in the many
faceted areas of life's needs (money, food, comfort,
material things, skills, etc., etc.) there is, I believe,
lurking somewhere nside all of us, a possibility of

greater fulfilment by preparing and training for a George Worthington Photo (©) Bettina Gray

particular type of competition and then competing.
How do we become skilful and proficient at cross
country flying? Basically, we try. We fly enough
flights just-down-to-the-landing-area, so that we
have confidence and abiility to do that task really
well. Then we try to learn how to most efficiently use
all manner of life conditions. Next, we begin
perfecting our skills in making a safe approach, and a
safe landing, in areas we've never seen before. After
that, we search for and find other pilots who enjoy
flying cross country. We go with them and give it a
try, and compare notes afterwards. Now we have a
beginning. We can continue this friendly-cross-
country-fun indefinitely, or if we are willing, we can
proceed to the next step or actually entering formal
cross country contests. I can guarantee you that the
very best cross country contest in the world, at
present, is the Annual Cross Country Classic. The
proof of my statement is that every single pilot who
competed, during the entire 1978 Classic, said that it
was the best, the biggest, and the most exciting and
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thrilling hang glider flying he had ever done. All
British pilots who decide to enter, and to finish the
contest, will, [ believe, feel exactly the same way.

The type of cross country flying done in the Classic
15 basically that of using thermals to climb, and then
gliding to the next thermal. On all of our total
distance tasks and on some of our pre-selected
landing site tasks we will normally be flying along
and near a mountain range with bases at 4500 feet
ASL and tops at 12000 to 14000 ASL. But this lasts
for only 25 miles. Thereafter, for the next 50 miles,
the flight-will pass over a hodge-podge of hills and
valleys. As I recall, we had 3 or 4 flights over 70 miles
and 6 or 7 over 60 last year.

For reasons of safety, the total number of entnies
will be quite limited in comparison to my belief of
those who will want to enter. The “word" is out, and
I'm expecting hundreds of applications. However,
only 50 pilots can take off, at their choice of ume,
without filling the sky so full of hang ghders (in the
area within 1 miles of take off) that the possibility of
mid-air collision becomes prohibitively high. Even
50 is a high number. The pilots want to win, and
when they see good conditions arriving, as shown by
four or five gliders climbing above their heads, they
tend to all take off at once, and that little patch of sky
can become very dangerous. Just when you're trying
very hard to keep two or three nearby thermalling
gliders in sight, several more sneak up on you from
your “‘blind side". Safety is relative. This problem is
held to relatively safe limits if every single pilot
is very, very conscious of the problem and 1ts impli-
cation for hazard. We had no collisions last year.
We do not expect any this year. But in order to
have a fair degree of insurance of this safety, it is
absolutely necessary that all entrnies be expenenced
and capable pilots.

Camping out in the Owens Valley is practical and
comfortable in July. Just bring a sleeping bag,
mosquito netting and the usual camping gear and
save money.

It is my understanding that the entry fee will be
very close to eighty dollars. This will include
transportation each day from Bishop to the take off
site. You will need a camera using 126 film. Film will
be provided. You will need to arrange your own
retrieve after each day’s flight. (I recommend that 6
or 7 pilots hire one vehicle and obtain one driver, s.
that costs can be held to a minimum.*

The Classic i1s held at Gunter Canyon, 10 milesN.E.
of Bishop, California. The present hang gliding Out
and Return Record was made at Gunter in July of
1977. Seventy-five miles further South, Cerro Gordo
offers a great opportunity before or after the Classic.
The other three hang gliding World Records were
made from Cerro Gordo in 1977 and 1978.
Naturally 1 will be one of the contestants at the
1979 Classic. 1 hope that some of you British pilots
will also be there.

17



PILOT GRADING SCHEME

Task Forms

Please ensure that your Pilot Two task
form has a minimum of two signatures
and that all sections (1-11) and the final
declaration are observed and signed
off.

Task 11 should be signed by the
Observer giving the exam. Make sure
that you quote your current BHGA
membership  number and your
address.

Task 11

The exam requires the best correct
answer and not partially correct
answers. Failling the exam — that is
getting less than B0 per cent correct in
each section — means the applicant
will have to wait a further four months
before he may reapply. So ensure you
know enough to pass first time.

Observership

To become a BHGA Observer you
must fill out an observer application
form. These are available from
member clubs and BHGA central
office at Taunton or direct from the
Training Officer.

When applying make sure that (a)
your BHGA Membership is current.
(b) you are rated under the old Pilot
Grading scheme (Pilot badge holder).
(¢) you have applied for entry into the
new Pilot Rating Scheme. (d) the form
i1s correctly filled in and is legible.

Observers must ensure that a pilot
has skilfully completed a task and that
he had at least the minimum flying
ability required by the task. Don’t take
a pilot's word for it that he has done
the task.

Coaches and Observer Courses
Unfortunately Plas-y-Brenin will not

be available during the summer
months. On reviewing the situation it
appears that combined Club Coach
and Observer courses for the following
five areas will be the most effective
way of covering the country: The
South East, the South West, Midlands,
North and Scotland.

We have recently contacted your
club coaches with the dates and
venues. For further details please
contact your club coach or secretary.

Course content

The two day courses are likely to incl-
ude instruction on the following,
though wherever possible additional
specialised lectures will be given on
associated subjects.

1. BHGA — its purpose and functions.
2. The Coaching Scheme.

4. The Role of Observers.

5. Safety and Site Management.

6. Basic First Aid.

7. Parachute care and maintenance.
8. Airworthiness and maintenance of
equipment.

I hope that all of your clubs observers
will be able to support your Club
Coach in the first in the series of
Coaching Courses.

Note to all pilots

When applving for any licences,
badges, ratings etc., let us have the
following:

(a) Your current BHGA membership
number.

(b) Name

{c) Address

(d) What you want

(e) Any necessary fee

KEITH COCKROFT

OBSERVERS

l. Letter to Observers— Transferring
from Old to New. Pilots transferring
from the old Pilot Grading Scheme to
the new Pilot Rating System, since the
launching of the new system, are
having their old Grading Application
Forms returned to them together with
their new Task Cards, to use as evi-
dence of previous observed flights. All
flights that were completed and ob-
served on the old Task Form may be,
where applicable, transferred on to the
Pilot Two Task Card by an Official
Observer.

2. Before the pilot is given the exami-
nation (Task 11) he should be
thoroughly tested (under Task 10) on
his knowledge of Air Law, Navigation
and Meteorology. This is to ensure he
is of an adequate standard to pass the
exam. If he fails, he will have to wait
for 4 months before he may retake the
exam. Hopefully this will ensure,
within reason, that every Pilot has a
999 chanceof passing at the first time!

3. Task 11 must be signed and dated
by the person who gave the examina-
tion.

4. The final check, when signing the
Pilot off and Pilot Two task card,
requires a separate Observer, who
must check and know that the Pilot is
of Pilot Two standard and then sign the
Pilot onto his Pilot Three task card,
(which, the Pilot retains) and con-
tinues with his Pilot Three tasks.

5. To attempt the Cross Country
tasks, (Task 3-P.3 task card), the Pilots
must hold the Pilot Two badge, (the
completion of the Pilot Two task card
only means that he has done the exa-
mination and not necessarily passed it
— receipt of the badge means that he
has passed). If he fails then he must
wait at least another four months

before he may attempt the exam a
second time.

6. Please ensure that:

(a) your name is on the current list of
Observers, before signing any task
forms.

(b) your Observer Number is correct,
you have entered the Pilot Rating
System and hold both the Observer
and Pilot Handbooks.

(c) most important, your membership
of the BHGA is current.

PLEASE read your Handbooks and
Task Cards before returning the comp-
leted Task Cards. All the answers
seem to be there but, if any further
clanfication of procedure is required,
please do not hesitate to contact me.

The Pilot Rating System is being
administered at Taunton Office. If
there are any queries requiring either
clarification or perusal, could you
PLEASE write to me at Taunton
Office.

PILOTS Any Member not yet having
received his Pilot One rating, but who
believes he is of the required standard
may apply for Pilot One rating by
obtaining a written recommendation
from his club coach certifying he is of
the required standard. This recom-
mendation must be endorsed by a
BHGA registered Instructor. The
recommendation must then be sent to
central office at Taunton with the
appropriate fee of £3.00.

&
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TO ALL
HANG GLIDER
PILOTS

We are two hard working
Office girls
But listen to our plea

We're trying to make out Pilot
forms I, 2 and 3,

But it's rather hard to find a home
for just TOM JONES you see —

He could be anywhere from
Scotland to Capri!!

So hang gliders all — addresses if

you please
‘cos if this doesn’t work we'll be

on our knees!!
from

Lynne and Jeanne
at BHGA Head Office (Taunton)

Chris Hopkinson on final
approach near Shanklin Pier
during Isle of Wight Hang
Gliding Club’s recent Fly-In.
Photo: R. Coles



SNIPPETS FROM
MANUFACTURERS

WASPAIR
DROP TESTS

Waspair completed some drop tests to
conform with European safety regul-
ations on Tuesday May 15th 1979 at
Warren Barn Farm, Warlingham,
Surrey.

Present for Waspair were Rohin
Haynes, Barry Bourne and Terry
Bourne. BHGA was represented by
John Fack and Bob England while
other witnesses were George Stefll
(Germany) and Alios Sgier (America).

Glhiders tested: Falcon V, Laser L
190 and Gryphon G160-G180. Also a
prototype aircraft was tested with
great success.

The requirements for Europe and
America far exceed British hang
ghding specifications and because of
their volume of exports, Waspair
opted for the European test.

The weight used was 80 kilos
hanging through the uprights, allowing
the weight to rotate freely in line with
regulations. The height at the top of
the jib was 150ft. and from gliders
around 137ft., (the European allow-
ance is 165ft. from the nose of the
ghder). All pulled out well in time,

Falcon V

Falcon well on its wav outr.
Falcon continues.

Almost level weight shifting rear of

control frame,

Laser

A second after release already
pulling out, weight still ar nose of
atrcraft.

Weight begins to rravel back as
glider rotates around it,

Flying straight — this glider got
through the trees and into a car
park. We watched helplessly as it
landed next to a T reg. Saab
turbo. . .

Gryphon

A much faster aircraft whistles
earthwards.

Starting its way up again.

The conversions, note the way the
airframe gust relieves well.

FALCONYV ILASER GRYPHON

f
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Biggin Hill is undoubtedly the most evocative
name an airfield can have. It is a name auto-
matically associated with the ‘Battle of Britain’
and to take part in the air display means flying
before 90,000 people. My powered hang glider
and I did just that this year and it was a real
honour,

Press Day was a blow out with 50mph winds,
so the V] 23 E had to stay in the hangar with its
military and civil guard. The following day was
also a case of no flying, and all the action came
on Saturday and Sunday.

Talking to other pilots, 1 had some very
forceful views put to me about the military
pilots’ views of hang gliders, I learned that they
don’t mind us at all and it is hang gliders flying
In restricted areas that arouse animosity.

Apparently it happens often and it is under-
standable that a military pilot doing his job
should get annoyed when he finds a hang glider
in his airspace, which is a restricted area.

The general consensus of opinion was that
hang gliding should have sites of airspace for
hang glider usage only, and that if a cross-
country was to be attempted, a NOTAM must
be obtained. From all other air users’ points of
view, it is always they who have to miss us —
never us to miss them. Perhaps that point of
view is sometimes missed by hang glider pilots.

[ find it a little amusing how everyone seems
to hate CAA. All the pilots, aircrew, manu-
facturers, organisers — they all seem to treat
them as the CIA. I suppose it is true to say that
out private aircraft industry has been stamped
out by the CAA — one has only to try to count
British designed private aircraft on an airfield
in comparison with American or French.
Ninety-five per cent are always foreign.

VJ 23E on display.

THE VJ 23F AT
BIGGIN HILL AIR SHOW

By Dave Cook

“It was quite a sight inside the
hangar — an armed guard was on
duty day and night, inside the
hangar and outside, to protect two
Spitfires, a Hurricane, a Mosquito,
two Sea Furies, a Swordfish, a
Firefly and one VJ 23 E powered
hang glider. Ah! The BHGA has
arrived at last, I thought!”’

Dave Cook had been asked to
participate in the famous Biggin
Hill air display earlier this year and
he describes the event here.

The Air Show organiser at Biggin Hill
cleared all the display aircraft with the CAA in
order — with the exception of the powered
hang glider! We were told ‘no-way’ for this air-
craft. Only when the matter was taken up with
the hierarchy of the CAA, whose director
admitted there was nothing illegal about a
powered hang glider, was clearance given!

The flying programme was intense and Day
One saw me on the threshold of the runway for
my short time in warm bright weather, with
zero- wind. Not really the ideal situation to
guarantee take-off in front of 90,000 people!

As I lifted the VJ 23 E to start my run, the
engine was showing 7,600 RPM on the tacho,
All seemed OK, but a light gust of wind swung
my heading more than 90 degrees to starboard.
The take-off run commenced into this wind and
I had to time and fly off the runway 180 degrees
from the direction orginally intended . .,

I didn’t think this could have looked too
impressive to the capacity filled pilots’ tent
directly opposite. My mouth went very dry.
However I was airborne after grazing over the
runway and fence and the road immediately
behind it.

I had a ground drop of several hundred feet
below me — the famous Biggin Hole. I was
admired by the pilots afterwaerds for going into
this dip but unfortunately I hadn't intended to
do this. The VJ 23 was a full climb but the
sinking air was greater than my climb.

My thoughts were very collected as I thought
of the connotation of the first powered hang
glider participating in the biggest air show in
England, hopping off the runway end and dis-
appearing below the horizon for good!

In the mildest terms the situation has to be
admitted to be a potential embarrassment to
everyone. However, with a considerable
amount of praying, some skill no doubt, several
360s, I grazed back over the road and onto the
airfield. The normal climb miraculously occ-
urred and I blazed into my flight routine.

The crowds loved the powered hang glider.
They could see the pilot and it was slow enough
for them to see the machine in detail and the
ovation it got after I landed was akin to Ipswich
Town scoring at home.

Doing an air show is difficult because one
flies at an allotted time and not when conditions
are most suitable. Without take-off and landing
wind it is difficult to make an impact on the
crowd when no error is permitted.

The final day of the show brought dreadful
flying conditions. Heavy and continuous rain,
cloud at 200ft. and visibility of a quarter of a
mile . . . We parked at the mouth of our
hangar and awaited the slot times. No one was
flying. I was eighth from the start and when the
slot time came, we wheeled out on to the
threshold, getting wetter by the second.

The V] 23 lifted off and I droned around for
the allocated eight minutes and did out bit for
the poor drowned crowd. It was my delight to
rag the Air Force, Army and Navy pilots after-
wards that we civvy pilots are the ones who
really ‘cut it" and that I was the Biggin Hill Air
Display!

In fact a few other brave souls did fly that
day, but it was really a washout.




In the air at Biggin Hill.
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| have always believed that too little is
provided for the intermediate pilot
and when the entries started flowing in
for the Steyning Open it was even
more evident. We closed the Entries at
bl), and from those we had only 16 for
the advanced section — the remainder
were all intermediate pilots.

The event was a very tentative step
into the unknown. We wanted to
provide something that flyers would
enjoy, with interesting tasks, and to
show that Steyning Bowl has good
potential as a site. At the same time,
by force of circumstances we were
operating on a breathless shoe-string
of time and money.

Free-flying proved that Steyning
Bowl can be soared and the very high
standard of intermediate flying was a
pleasure to watch. Our largest
expenditure was having a full St. John
Ambulance Brigade service on site
both days. The biggest gratification
was in seeing their facilities entirely
unused!

The competition opened with the
advanced section on  Saturday
competing in a north-easterly.
Conditions were soarable and a task
was set with mirror pylons and spot
landing along the top of the ridge. This
was abandoned after a trial run and
mirror pylons were set up donw the
slope, with target landing area in the
bottom — all flights being timed.

The following day saw Steyning Bowl
shrouded in mist, with a strong north-
easterly wind. Gradually the mist
lifted and the wind decreased, making
it possible to run the intermediate
tasks over a similar course.

Scoring was simple, with points
allocated for clearing pylons, stand up
landings, target area landings. In the
event of a tie, the time taken was used
to ascertain placings. There were
vanations with foul pylons in one task,
where pilots failing to round them
successfully had points deducted from
their previous score.

The Johnny Carr Disco was the
highlight of Saturday, with a large
turnout and an evening enjoyed by all
who went. The draw was made for the
raffle and prizes went as follows: £10
first prize, John Whitehead; second
prize of whisky, John Whitehead;
third prize of wine, John Hewitt.
Murray Rose of Chargus made the
draw.
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THE
STEYNING OPEN 1979

By Jeannie Knight

The 1979 Steyning Open Championship held on
June 2nd and 3rd brought some unexpected
surprises. The overall trophy went to a pilot from
the Intermediate section and Lester Cruse was
pushed into fifth place in the Advanced group by
four non-league pilots.

One bonus was the weather. Despite poor
conditions at the start of each day, the weather
improved sufficiently to have tasks underway by
midday. Also, despite dull, damp weather and
petrol shortages, the general public were interested
— even though 1t had not been billed as a public
event.

Encouraged by the enthusiasm of participating
pilots, we are all set to make the August South
Downs Championship on the same site a more
ambitious event, geared to the public as well as the
pilot.

Competition trophies were presented
on Sunday afternoon, with the Johnny
Carr trophy for overall winner going to
Martin Powell of Horley, who has
been flying for a year. Trophies were
awarded to first three placings in each
section and main results were as
follows:

Advanced section:

I, Peter Banner, Wimbledon, Super
Scorpion, 150 points,

2, Jim Payne, London,
Scorpion, 150 points.

3, David Batter, Westcliffe on Sea,
Eagle, 140 points.

4, Andy OSmith, Bexley, Super
Scorpion, 140 points,

3, Lester Cruse, Coulsdon, Cherokee,
130 points.

6, Peter Banks, Dorking, Cherokee,
130 points.

7, Martin Brady, Horsham, Wills XC,
130 points,

Super

Intermediate section

I, Martin Powell, Horley, Spectrum,
170 points.

2, Dave Bowman, London, Sunspot,
170 points.

3, Dave Wood, Haverford West,
Vortex, 170 points.

4,John Whitehead, Brighton, Super
Scorpion, 16{ points.

3, Joe Anderson, Rustington, Vortex,
140 points.

6, Paul Green, Croydon, Super
Scorpion, 140 points.

7, Mike Lingard, Caterham, Falcon
[V, 140 points.

Johnny Carr had fun testing his flying
ability against competitors in each
section and we ran a private scoring for
him as an experiment. (No, he
wouldn’t have won!).

Asked to comment on the standard of
the tasks, he said that he felt some of
them were better than league tasks and
that this was certainly no Mickey
Mouse contest,

A special mention goes to Natalie
Wilson, who came 15th in the
Intermediate section with 100 points,
and Geraldine Brady, who was 20th
with 70 points. Keep trying, girls!

A pleasing finish to the entire event
was that preliminary accounts show
that we made a small profit of just over
£200 on the event, raffle and disco. A
much needed boost to the Steyning
Bowl fund. Thanks.

Martin Powell, overall champion,
lands inside the target area on his
final flight to clinch the title.
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Peter Banner, winner of the Advanced section, receives his trophy from  Murray Rose of Chargus draws out raffle winners at the Johnny Carr
Jeannie Knight, Disco, with Johnny Carr and Jeannie Knight helping.

INSURANCE

NEW INSURANCE RATES

THE FOLLOWING INSURANCES ARE THE NEW RATES, EFFECTIVE 1st MAY 1979, ALL PLACED AT LLOYD'S AND APPLICABLE
TO UNITED KINGDOM BASED BHGA MEMBERS — AND ARE EFFECTIVE THROUGHQUT EURQPE

PERSONAL ACCIDENT BENEFITS IN THE EVENT OF A HANG GLIDING ACCIDENT

CAPITAL SUM WEEKLY BENEFIT

IN EVENT OF DEATH, LOSS OF EYE/LIMB (OR USE PAID UP TO 104 WEEKS (EXCLUDING FIRST 14 DAYS)

THEREOF) OR PERMANENT TOTAL DISABLEMENT FOR SO LONG AS DOCTOR CERTIFIES YOU TOTALLY
UNABLE TO FOLLOW NORMAL OCCUPATION

Code Capital Sum Benefit Premium Code Weekly Benefit Premium

AZ £ 2,000 £ 4.00 D20 £20 per week £12.00

A3 £ 3,000 £ 6.00 D30 £30 per week £18.00

Ad £ 4,000 £ 8.00 D40 £40 per week E£24.00

A5 £ 5,000 £10.00 Ds0 E50 per week £30.00

AB £ 6,000 £12.00 Le0 £60 per week £36.00

A10 £10,000 £30.00

Al5 £15,000 £60.00

A20 £20,000 £80.00

FOR COMPETITION PILOTS i.e. THOSE WHO TAKE PART IN NATIONAL OR INTERNATIONAL COMPETITIONS OR IN THE
LEAGUE —, OR IN ANY COMPETITIONS ABOVE CLUB LEVEL, UNDERWRITERS HAVE INSISTED ON THE ABOVE RATES
PLUS 25%

FOR MANUFACTURERS, THEIR EMPLOYEES AND INSTRUCTORS PLEASE ADD 50% TO THE ABOVE PREMIUMS

No Proposal Form required, provided you are between 16 and 65, warrant you are fit and declare any serious accidents or illnesses during
past five years, we can normally give cover immediately we receive yvour NAME, ADDRESS, AGE, OCCUPATION. GLIDER DETAILS,
BHGA OR CLUB MEMBERSHIP NUMBER AND CHEQUE.

GLIDER ALL RISKS (GROUND) COVER
Policy excludes Flight Accidents but covers every accidental ground risk that we have yat thought of, e.g. Theft, Damage resulting from
Car Accident, etc. (Excluding first £5.00 each claim). Includes 30 days in Europe each year.

GLIDER VALUE £300 FREMIUM £8.00 GLIDER VALUE £400 PREMIUM £10.00
GLIDER VALUE £350 PREMIUM £9.00 GLIDER VALUE £450 PREMIUM £11.00

EACH ADDITIONAL £50 VALUE — ADD £1.00 PREMIUM

RATES FOR CLUBS, MANUFACTURERS, SYNDICATES AND WORLDWIDE COVER ON APPLICATION

LIFE & ENDOWMENT & HOUSE PURCHASE ASSURANCE

There need be no Premium loading to cover the Hang Gliding Risk. We have arranged Special terms for BHGA Members. Please outline

YOur requiremeants.

CLUB LIABILITY POLICY

The BHGA Master Policy provides £500,000 Public Liability Caver for all Clubs, their Officers, Committee Members, Members, Wives,

Girl-friends, Associate Members — and does meet all notified National Trust, Landowner and Local Authority requiremants. That cover

is valid throughout Europe.

NOTE NONE OF THE ABOVE COVERS THE TOWING CR MOTORISED HANG GLIDER RISK. QUOTATIONS FOR THOSE
RISKS WILL HOWEVER BE GIVEN IF YOU WILL SEND DETAILS.

HOLIDAY COVER — INCLUDING THE HANG GLIDING RISK — DETAILS ON APPLICATION.

REGGIE SPOONER INSURANCE BROKER FOR THE BHGA, CLIFTON HOUSE, BATH RD., COWES, I.O.W. P0O31 7RH.
TELEPHONE: (0983 292305)
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CLUBMAN’S
MERE 1979

I'he annual BHGA members’
event at Mere will be held on
September 7th (practice day), 8th
and 9th.

Last year's event was enjoyed so
much by the ordinary flyer that we
are developing the theme further
this year to make it into a Club-
man's competition (of if you must,
a Clubperson’s competition). The
relaxed style of last year will be
retained.

Everyone' come along. The
manufacturers will be there with
displays and shops and there will
be a second-hand ghder mart,
catering and all other facilities.
Once again we will be able to
camp/caravan on site.

There will be three events. You
can enter for all or any one of them
on arrival,

I. Cross country This event
will be open continuously over the
three days. Remember to bring
your own recovery crew!

2. Daily distance knock-out con-
tests with the Clubman’s Distance
Tankard for the winner.
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3. A timed precision event for:
(a) The Clubman’s Cup.
(b) The Club Team Shield.

In the third event, members can
enter as individuals if they want to
— in which case they will be com-
peting for the cup, which will be
awarded to the top flyer in the
class.

Alternatively they can also
enter as part of a team. A team will
consist of not less than four and
not more than six pilots who have
been members of the club they
represent for at least six months.
As well as retaining individual
scores for the Cup, nominated
team flyers will also have their
scores added collectively to therr
team scores to compete for the
Club Team Shield.

This particular event will be
held over Saturday 8th and Sunday
Oth September. Entries for all
events can be made on armval.
Entry fee will be £4, which covers
entry into all events and all com-
petitors will receive a commemor-
ative badge.

Full facilities will not be avail-
able on site until Friday evening.

Will League pilots be able to
enter! Yes, of course they will
Now 1s your chance to show them
that they are not as hot as they
think they are . . .

Old Uncle Bob will once again
be chief marshall (a couple of
barley wines might get you a good
score!). If you are prepared to
assist with marshalling, please
drop him a line at 83 Wern Road,
Skewn, West Glamorgan., stating
whether or not you can arrive on
Thursday evening,.

General helpers are also
needed. If you are willing to lend a
hand, to lift and carry, please
contact Percy Moss, 40 Moseley
Road, Kenilworth, Warwicks.

Accommodation: Members with
caravans can go to the camp-site at
Wincanton Race Course. A camp-
site with full camping facilities is
available at Dr, Hart's site at the
eastern end of the Mere by-pass.
Book by letter to Dr. Hart,
Willeybrook, Ashwell, Mere, or
telephone Mere 697.

For details of guest houses, bed
and breakfast and hotel accommo-
dation in the Mere area, send 25p
(stamps or postal order) and a
large stamped addressed envelope
to Salisbury District Tourism
Information Centre, The Square,
Mere, Warminster, Wilts.
Telephone Mere 341.

Camping on site will have mini-
mal facilities, so those with chil-
dren may wish to use one of the
alternative areas listed above.

See you all at Clubman’s Mere
1979.

PERCY MOSS



‘G’ FORCE
by Dunstan Hadley

The beginner, firmly gripping his hang glider, stands,
motionless, poised, ready for take off, on his first flight.
He is obeying Newton’s first law of motion which states
that:

‘A body at rest remains at rest until some force acts on

it to cause it to move’.

The moment for take off arrives, he contracts his muscles and starts to run.
As he runs, he accelerates smoothly forwards. He is demonstrating Newton's
second law of motion which states that:

‘A body moves, and accelerates, when a force is applied to it, in the
direction in which the force is applied, and with a speed depending on the
force.”

As his feet leave the ground and his eyes glaze in wonder, his muscles
freeze into immobility and he hangs rigidly below his glider. If the glider is
stable, and the weather calm, he now glides down under the influence of
gravity, modified by the air flowing over his wing, demonstrating again
Newton's first law, which also says that:

‘A body in uniform motion will remain in uniform motion, unless some
force acts upon it to change it.'

Proceeding on his way he continues towards the ground, until, when he is
still just above it, the nose of the glider strikes a bush, and, after penetrating
about two feet, comes to rest. This represents a negative acceleration, or
deceleration, from 15 m p h to zero in two feet. The glider has demonstrated
Newton's third law of motion, which states that;

‘When one body strikes another body there is an equal and opposite
reaction’,

This equal and opposite reaction acting on the glider to slow it means that
the pilot, now demonstrating inertia, will accelerate relative to the glider until
he strikes the control bar, bending it six inches out of line. He has decelerated
from 15 mph to Zero in two feet six inches. His stomach, loosely anchored
inside his abdomen, will continue for another few inches, until it is broughtto
rest against the underneath of his diaphragm. The pint of beer he had for
lunch now leaves the floor of his stomach and breaks against the roof in a
cloud of foam. The glider, the pilot and his tissues and any fluid they contain
such as beer or blood are now completely at rest. What has happened to all
that energy? Energy cannot be created or destroved only transformed into
another variety. It has gone to heating the bush, the glider and the air, and
neise such as breaking wood and bending metal. Added to, no doubt, by a few
words from the pilot,

The flight demonstrated how acceleration in a straight line can affect the
hang glider pilot. Should a pilot flying at 2,000 feet become detached from
his glider gravity will exert a more direct effect. The pilot than falls straight
towards the centre of the Earth. In the first second he falls 16 feet, in the
second second 32 feet, in the third 64 feet in the fourth 96 feet, After
the first second he falls an extra 32 feet for each second that he falls, or, an
extra 32 feet per second increase in sgecd for every second of time he is
falling. Written as 32'/sec/sec or 32/sec<. This continues until the equal and

opposite reaction of air resistance causes equilibrium to be established, after
about six and a half seconds of free fall. The pilot will have fallen 672 feet and
reached a speed of 176 feet a second or 120 mph. This is an acceleration of
IG and is due to the constant pull exerted by the Earths gravity on any object
which is falling. If the pilot now opens a parachute his speed will decrease
from about 176 feet a second to about 23 feet a second in the three seconds
that it takes the parachute to open. This will expose him to a deceleration of
about 17G for 0.3 seconds at the end of the third second. All these forces ma ¥
be measured and expressed in terms of weight.

Accelerations therefore results in changes of weight or alternativelyin
multiples of the standard gravitational acceleration of 1G or 32 feet per
second per second (32.2 feet/sec? is more accurate), Weight = mass x G.

10Ib=101bx 1G
201b = 101b x 2G

For 0.3 of a second, therefore, the pilot is about 17 times heavier as his
parachute opens, The body can withstand about 25G without injury,
sometimes more, providing that the force does not come on too rapidly. The
limit is a rate of application of about 300G a second (an acceleration of
300 x 32.2 = 9660 ft/sec2 for one second) known as the “Jolt”, which of
course must last for less than 0.1 of a second if more than a total of 30G,
and injury, is to be avoided.

EFFECT OF SPEED

Speed describes a rate of change of position, and the examples already
described show that changes in speed alone can produce accelerations in a
straight line. Speed together with direction is velocity, and a change of
direction, even without a change of speed, also produces an acceleration. This
can be explained as follows:

A bullet fired parallel to the Earths surface falls towards it at 32 feetfsec,
just as will a stone dropped from the hand. However if the bullet travels fast
enough, because the surface of the Earth is curved, it will curve downwards
away from the falling bullet as fast as the bullet is falling. The bullet is
continually falling towards the surface of the Earth but never getting any
closer, and will thus be in orbit. This can only happen above the atmosphere
where there is no resistance from the air to slow the bullet. The minimum
speed necessary would be about 18,000 mph,

In the same way a stone on a string held in the hand and whirled round the
head, continuously accelerates towards the head, without getting any closer.
There is an acceleration, or centripetal force, acting along the line to the head.
An opposite force, the centrifugal force is trying to hurl the stone off the end
of the string. In the same way the pilot of a hang glider flying in a curved
path, as when recovering from a dive, or in a turn, accelerates towardsthe
centre of the turn. There is a centripetal force pulling the wing inwards
towards the centre, and a centrifugal force trying to throw the pilot, suspended
by his harness, outwards. The centrifugal force increases the pilots apparent
weight, and also the apparent weight of the glider. The steeper the turn, and
the faster the glider is flying, the greater the apparent increase in weight
will be,

A person standing on the Earth's surface is being pulled towards the centre
of the Earth with a force of 1G. If the person stands on scales, the force is
recorded as his weight. When flying in a curved path therefore, if the weight
of the glider pilot is twice his normal weight he is under the force of 2G, which
has been generated by the curved flight path. This happens in a 60°
banked turn.

The effect that G has on his body depends on how much G is being

experienced, and for how long, and in which direction it is acting on the body.
The head to feet G felt in the seated position in a turn, or recovering from a
dive, is known as positive or + Gz. G felt from feet to head would be
negative or — Gz. Z indicates that the force acts along the head to feet axis.
In the prone position, during a turn, the G is — Gy and supine + Gx. X being
the relevant axis in the prone or supine positions.

In the seated position a pilot usually starts to black out at about + 3G,
because the blood is pulled out of his eye balls. He can stand about + 5G for
5 seconds, after which the blood draining out of his brain causes him to
become unconcious. Because the height of the column of blood is less in the
prone position than the seated position a prone pilot could withstand more G
than a seated pilot, without becoming unconcious. However, he could
probably not hold up his unsupported head above 3G, when it would be
three times as heavy. Also blood being forced into the eveballs causes a red
mist to form in the pilots vision, known as “redding out”. In this respect the
seated pilot is better off.

To give some idea of the magnitude of the G forces felt during life: A
pilot flying straight in very turbulant conditions is unlikely to experience
forces greater than + 2G or less than 0G, weightlessness, although —2G is not
impossible. This would be uncomfortable and would throw the pilot up to the
keel boom and down again. These excursions are however short acting, so that
blacking out or unconciousness would not occur, unless the pilot hits his head
hard on the glider and is concussed.

Should the glider be put into a violent manoeuvre there may be “jolt™
forces. Jolts of 10G to 20G, may be sufficient to cause structural damage to
the glider. A 75° banked turn puts about 4.4G on the glider.

A person jumping from a table to the floor may feel about 12G briefly.
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The amount of G which the glider will withstand varies with the glider and
the direction in which the G is applied. Most aircraft withstand + G better
than — G. The average Rogallo type glider will usually take about + 5G
sometimes more, sometimes less. A ham fisted pilot can exceed this.

There is one other type of acceleration. This occurs when change of speed
and direction take place together. This is not measured in G but in degrees of
roll per second. It only occurs in spiral type movements, such as may oceur in
a spin, and the axis usually passes close to, or through, the body of the pilot.
Its effect on the body is to cause vertigo. The effect on the glider may be to
cause structural damage, as of course will any acceleration if the amount of
G the glider wili withstand is exceeded.

HOW MUCH *G"?

For those of you who would like to calculate the amount of G which may
be felt continue reading. Consider first that the force of gravity causes bodies
to move towards each other. When one of the bodies is a brick and the other is
the Earth, most of the movement is made by the brick, the movement of
the Earth is too small to measure. The speed with which the brick approaches
the Earth depends on mutual attraction between it and the Earth, on its
mass and weight. Its weight depends on how far away from the Earth it starts,
because the force of gravity decreases with distance. Its mass will stay the
same, $o that it will require the same force to move it, regardless of its distance
from the Earth. If the brick was falling on the Moon its weight, as measured
by a spring balance, would be only about one sixth of its Earth weight.
Measured on a beam balance its mass would be the same as on Earth. All this
can be expressed quite simply as:

Force = mass X acceleration.
F=ma Formula 1
Force is measured in Ibs weight
Mass is measured in Slugs
1 Slug = 32.2 lbs

Acceleration is measured in Feet/sec/sec

In other words

A force of 32.2lbs weight (gravity) acting on a mass of 1 Slug (32.21bs)
causes it to accelerate at 32.2 Feet/sec? or 1G.

A man weighing 151 1bs jumps off a diving board.

151/32.2 = 5 Slugs
151lbswt = 5Slubs x a
Force mass * acceleration
a = 151/5
= 32.2 Feet/sec?
= 1G

In order to obtain the information necessary to find out the G sustained
by the hang glider hitting the bush more calculation is necessary. While
maoving at a uniform velocity —

Distance covered velocity x time
S (feet) = u (FT/sec) x t (seconds)
S = ut Formula 2
When acceleration takes place.
Final velocity = initial velocity + acceleration x time

w1

v (Ft/sec) u (Ft/sec) + a (Ft/sec?) x t (seconds)
v = u+at Formula 3
or
Distance covered = Average velocity x time.
5 =, ¥+u
{T— ) xt
But in Formula 3 v=u+at
S0 . =|.:l.l+.'ﬂ't+1.1:”“
2
or 5 = Ut+%at2 Formula 4
Starting again with v = u+at
¢ g Y=H
a
So that if in the equation
i s ¥ +u %1
2
t is replaced by V—1u
d
then g =(¥+u) (v—u)
2a
§ = vl - u2
2a
or vi= YWl 42as  Formula 5

It is now possible to calculate the answer. The hang glider decelerates
from initial velocity u = 15 mph = 22 Ft/sec to final velocity v = zero Ft/sec
over a distance S = 2 fi,
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Using Formula 5
Final velocity v° = 0= u*+2as
22x22+2ax2
484 + 4a
- 484

4
= —121 Ft/sec?
= —]21
32.2
- 375G

— G because this is a deceleration as the glider slows down after the nose
hit the bush.

The pilot travelled 2 ft 6 inches.

or 2.5 feet

So v = = 2_22‘* 2ax 25
= 484

5

= — 96.8 ft/sec?
= -~ 3.06 G.

Now using the other formula v = u + at

0 = 22- 1211
121t = 22

t = 0.17 seconds

Which is the length of time it took the glider to slow from 15 mph
to stop.

and for the pilot:

'u —
96-8t 22
t 0.22 seconds

Because of the give in the bent control bar the pilot experiences less G
as he has more time in which to slow down, 0.05 seconds.

Going a step further the glider has been subjected to —3.75 G for 0.17
seconds. So that if the deceleration had lasted for a whole second at this force
the G would be —

— 3.75
&8
= -2206G

Which means that the rate of application of G is —22.06 G per second.

As it is only experienced for 0.17 seconds the total force on the glider is
only — 3.75G

In the case of the pilot

— 3.06 G
0.22
= —13.91 G per second rate of application.

This is below the level at which injury would be expected to occur, apart
from a bruise. Your crash helmet, if it conforms to British standards 5631 or
2495 will withstand a rate of application of +400G/sec. The deformation of
the control bar helps to prevent injury in the event of a crash.

RADIAL ACCELERATION
The next aspect to consider is radial acceleration, the force acting during a
curved flight path. Acceleration towards the centre of a turn, the centripetal
acceleration is calculated from the formula: —

22—-96.81

Centripetal acceleration = i Formula 6
r
v = speed in Ft/sec

[}

r radius of the turn in Ft.
For example a glider flying at 30 mph is moving at 44ft/sec
If it flies in a turn of radius 30 ft the
Centripetal acceleration = 44 x 44
30
64.5 ft/sec”
64.5
32.2
= 2G
If the glider weighs S0 Ibs and the pilot 150 lbs,
The mass therefore is 200 Ibs.
200 lbs I
32T x
The actual force holding the glider in its turn therefore, the centripetal
force, can now be calculated
Centripetal force

]

6.21 Slugs

i

mass x centripetal acceleration
m x vzj’r Formula 7

= 6.21x2

12.42 Slugs

400 Ibs.

i

i
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The diagram represents the glider being banked in an accurately flown
turn, with no slip or skid. The weight of the glider needs an equal and opposite
reaction to hold it up. This comes partly from the component of lift, acting
vertically upwards, and partly from the component acting towards the centre
of the turn, the centripetal force. The amount of each depends upon the rate
of turn and speed of the glider, and the angle of bank. A model aircraft on
2 control line could “fly"™ without any wings if the engine were powerful
enough to make it go fast enough, just like the stone on the string.

The banked wing creates life, which acts at right angles to it (approximately
dong the line of the king post) and the total lift can be worked out by
Pythagoras’ theorem. The square on the hypotenuse is equal to the sum of the
squares on the other two sides. Who ever thought that flying a hang glider
would come to this?

/ 400% +200° = 447.2 Ibs

The angle marked & in the corner of the triangle is the same as the angle of
bank.
The tangent of this angle
tan # = 400
200
= 2
= 631"
This therefore is also the angle of bank.

tan @ = centripetal force
weight
The tangent of the angle of bank
= mv7jr

“!
The angle # therefore is the correct angle of bank for any turn of radius r
For an aircraft (or even a bicycle) travelling at a velocity of v fit/sec.
Look at a slightly different triangle

FIGURE 2
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The lift required is twice the weight of the glider so this is a 2G turn. The
centripetal acceleration now is only 1.73G. These figures are constant
relationships. A 60° turn always imposes 2G on the aircraft.

Some more examples are: —

0.5 = 60°

7014° angleof bank = 3G
75%° angle of bank = 4G
84%°  angleof bank = 10G

This is only true of accurately made turns. The pilot who flies a hang glider
at steep angles of bank will usually slip out of the turn as the bank is
increased, unless he lowers the nose to steepen the glide, most often some of
each.

The stalling speed of the aircraft in a turn, or recovering from a dive, varies
as the square root of the load on the wing, multiplied by the normal stalling
speed of the glider. Assume that the normal stalling speed in straight flight is
15 mph. In a 60° banked turn the load is 2G.

2x15 = 21.2 mph.

Some other figures are: —
30° banked turn = 1.1G 15.7 mph® stalling speed
70%° banked turn = 3G 26 mph" stalling speed
75%° banked turn = 4G = 30 mph" stalling speed
84%° banked turn = 10G = 47.4 mph® stalling speed

It can be seen therefore that G is of considerable importance to the hang
elider pilot.

It should be remembered therefore to increase speed before entering a
turn by an adequate amount, and to keep the speed on during the turn. A
pilot who starts a turn without sufficient speed is liable to stall the inside
wing as soon as he starts the turn. Pushing the bar out to maintain an accurate
turn is essential but if the turn is tightened too much the decrease in the
radius of the turn increases the centripetal force, and therefore the load on the
wing. This may push the stalling speed higher than the speed of the glider and
it will stall.
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MORE ON

TOW LAUNCHING

Tow launching is how modern hang
gliding started. In 1962 John
Dickenson, an Australian water skier
started towing rogallos instead of flat
kites and introduced them to Moyes
and Bennett. Richard Miller’s
‘Bamboo Butterfly’ did not appear
untl 1964, In 1969 Moyes towed to
2,870ft. He also foot launched and
soared for 32 minutes that year. It is
clear that towing played a considerable
part in the early development of hang
gliding. However, this initial towing
was an off-shoot of water skiing and so
wis done over water with its greater
inherent safety.

The problems started in the early
“/0s when as the interest and enthus-
iasm increased, people with little
knowledge starting towing foot
launched gliders which were larger and
weaker, with anything (car, boat,
beach buggy, snow mobile etc.) over
any terrain. However, in a few places
(i.e. Florida and Australia) they have
continued to tow launch successfully
all this ime. They accept certain limit-
ations and procedures and they have
reduced the risks and dangers to a very
acceptable level. In Flonda, where all
the flying is tow launched, the accident
record appears to be considerably
better than average for the States as a
whole when almost all the rest of the
flying in the States is foot launched!

FIXED LINE TOWING

Until recently all towing has been done
on a fixed line and this demands con-
siderable restrictions and limitations.
{a) An experienced ‘pin "man’ Is
essential. He is much more important
than the pilot. He waitches the glider
every second of the tow, controls the
speed of the boat (and so the climb rate
of the glider) and is always prepared to
operate the quick release on the
bottom of the tow line if necessary and
possible. Ideally the driver just steers
but if he has to control the throttle he
does so following the ‘pin man's’
instructions exactly.

(b) The tow is always done over
water. On a hxed line things do go
wrong occasionally, and water is a lot
softer than the ground!

(c) The Ghder, A-frame, releases,
bridle, tow line etc. need to be strong
enough to withstand the stresses that
can be generated under tow. These can
be considerably more than in free
flight. The glider needs to have good
directional stability and reasonable
pitch damping. A V-brnidle, with
releases top and bottom of Lhe A-
frame, is essential (just one release on
a 3-point bridle from the 3 corners of
the A-frame is an unsatisfactory com-
promise in several situations).
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BY PAUL BAKER

“Gliders were breaking up, diving into the ground,

tow lines were breaking.

The basic problem was that

most people did not know what they were doing, what
was going on, what the problems were, and what
safety factors were essential. All this led to tow launch-
ing being regarded as extremely dangerous in most

parts of the world”.

This was the situation several years ago. Paul Baker
describes here the development of towing systems,
including his experiences and development of a

dynamic tow system.

Paul Baker's winch system.

-
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(d) The air conditions must be stable
and the winds light. In any other con-
ditions the ghder can get out of control
extremely rapidly and the ‘pin man’
may not be able to do anything about
it. Given that the conditions are not
too extreme a skilled “pin man’ can sort
out a lot of problems (or rather pre-
vent them from happeming). All that is
required of the pilot is that he keeps
the ghder straight and has a basic
knowledge of flying skills. In Florida
the equivalent of our *pilot’s wings’ is
more than enough to tow safely.
Recently using a payout winch with
automatic line tension control they
have started towing over the land
without any problems.

NEW DEVELOPMENTS

We have spent 18 months researching
and investigating towed launches,
including visiting Florida where we
acquired a ‘Bennett Mountain’. We
discovered that our theories were born
out by what was being practised in the
States. We have experimented with
various methods of producing auto-
matic line tension control { ALTC) and
after a year of experimentation and
several prototypes we are producing a
payout winch with ALTC that main-
tains a very even line tension regard-
less of vanations in speed of payout
and the amount of line payed out.
Using thas winch we have safely towed

in greater range conditions than we
would normally free fly in. Take-offs in
light and variable (including some
shightly downwind) are achieved in less
than 4 paces with no undue effort or
skill required by the pilot. The higher
the wind speed, the easier the take-off.
In high wind speeds with severe wind
gradients the climb was very steady.
The limitation factor was that a very
slight forward ground speed on take-
off became a very rapid (faster than
max. airspeed of glider) backwards
ground speed, still facing into wind at
about 50ft.

Tows in very gusty conditions (the
ghder was being gust stalled flying
back downwind after the release) still
gave a very steady climb. In strongly
thermic conditions with the glider
being turned by lift under one wind,
we were able to straighten the glider
back into the line of tow without
serious height loss. Our technique with
the winch allows us to prevent ‘lock
outs’ developing into serious prob-
lems. Overstressing the glider is pre-
vented by the ALTC and we also use a
weak link as an additional safety pre-
caution,

We have done simulated line breaks
at both the standard and the high
tension setting and in both cases imm-
ediate pulling in on the bar prevented
the glider from stalling. Our V-bridle
with double top release prevents the

glider from climbing too steeply on
take-off and until a safe height has
been reached. The greatest height we
have towed to so far is 1,800ft. and we
expect to better 2,000ft. soon! 1
personally have thermal soared for
over 30 minutes. | released at 1,600
and climbed to a max height of 2,800ft,
using two different thermals.

DANGERS/RISKS

As in all flying, the danger is in hitting
the ground hard. With hang gliding
most accidents are collisions with the
hill. In towing, there is no hill to fly
into, and you are only near the ground
on take-off and landing. Structural
failure due to excessive tow line forces
(caused by too fast a tow, strong gusts,
thermasl etc.) s one of the major
dangers. ALTC copes with all these.
The lock out i1s another. When the
glider turns beyond a certain point
from the direction of tow, the pilot’s
weight is insufficient to correct it and
the glider goes into an accelerating
sideslip. As soon as the tension is
removed from the line the pilot can
regain control. The winch operator
prevents the lock out from developimg
into anything serious by relieving the
line tension as necessary.

Giiven a skilled winch operator any
‘pilot’s wings’ holder would have no
problems with tow launching (if he
does, he certainly should not have his
'wings'!) Very light and strong winds
should be avoided for the first tow. |
feel that as all the pilot has to do is to
keep the glider straight, and be able to
make positive corrections. It will not
require a lot more development before
pilot 1 holders can tow under exper-

ienced supervision, in  moderate
conditions.
DEVELOPMENTS AND THE

FUTURE

The re-emergence of towing will be of
considerable benefit to all hang
gliders. Safety will be increased in
various fields. Manufacturers will be
able to easily test fly production mach-
ines before sending them out. Testing
and evaluating prototypes will be a lot
easier and quicker. Clubs will be able
to function far more effectively
because they will be able to base them-
selves on one site, with clubhouse
facilities, permanent instructors etc.

Flyers will be able to practice
manoeuvres far more safely whether
they are experts thermalling, compet-
ition flyers practising tasks, intermed-
iates learning smooth co-ordination of
turns, or beginners without an obstacle
like a hill to fly into.

We feel that we have the possibil-
ities with towing to remain in the lead
in the hang gliding world with future
developments.



A TOWING INCIDENT

The day was going well. 1 had already
been towed to 1500ft. on the Moyes,
There were patches of lift around but |
hadn’t found one that took me up
rather than just slowed my descent.

Since we were having no serious
problems we decided to try towing
Dave Garrison's glider. Having pre-
flighted it, we attempted some hand
towing 1o check that the bridle was
satisfactory. There was insufficient
wind to gain any height, but everything
seemed in order, so we did some
ground skimming with our automatic
line tension payout winch set on a low
tension. Again, all appeared satis-
factory and it was time for a full
tension tow,

On the first launch the glider started
to turn off to the right as soon as it ook
off, so Chris (who was operating the
ALT) let off the tension, but by the
time Dave had the glider straight it was

almost back on the ground, so we
aborted that attempt.

Next | time, the glider started
climbing fairly steeply and was drifting
to the right. Chns let off the tension to
allow Dave to straighten up. When it
appeared straight the tension was put
back on and the glider immediately
pitched up and locked out to the right.
{Photo 1).

Chris had to release the tension or
the glider would have side-slipped into
the ground in a lock out — but this left
the nose of the glider up and the glider
stalled, turning down wind (Photo 2).
Here, note that Dave is not pulling in,
s0 he does not have airspeed, so he
cannot correct the turn and the glider
stalled, turning downwind (Photo 2).
Here, note that Dave is not pulling in,
s0 he does not have airspeed, so he
cannot correct the turn and the ghder
will continue to rotate.

BY PAUL BAKER

Dave said he was too low to pull in
and get the nose down because he
would have dived into the ground. He
prevented the nose of the glider from
dropping through as it rotated, so he
hit the runway at a fairly flat angle, still
in prone with the control frame pushed
fully out (Photo 3).

The packed parachute saved his
chest and because he was on tarmac,
everything slid nicely and the only
damage was some ‘road rash’, and a
bent leading edge. This is the only
incident we have had in 18 months
mvolvement with towing and we con-
sider ourselves very fortunate to have
had it.

It made us aware how things can go
wrong in spite of taking very careful
precautions and being well aware of
the many problems of towing a hang
glider. 1 hope our incident will make
others think and ask themselves

whether they are truly aware of the
problems they might encounter. If in
doubt, they must follow the traditional
towing procedure and tow over water.
My analysis of our incident is that
there were various factors, as in all
accidents.
|. The bridle system allowed the angle
of attack to get too high under higher
tension tow.
2. The pilot should have kept the
ghder straight,
3. When the lock out occurred, the
tension should have been released
gently so that the pilot could bring
down the nose at the same time and so
maintain airspeed, thus making the
correction. Yet another example of
the stall being a component of a hang
gliding accident!

Photos by Mike Wisternoff
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REPORT ON TOWING ACCIDENT

AT LITTLE RISSINGTON

EQUIPMENT

Estate car as tow vehicle

150ft. tow line fixed to car via quick
release operable by pin man, attached
to Glider through release, operable by
pilot, on the end of a 3-point bridle
fixed to standard A-Frame.

Glider: Chargus, Midas E.

Pilot: Terry Dwight.

Conditions: Wind approximately
18mph., somewhat gusty. Severe wind
gradient,

DESCRIPTION OF
ACCIDENT (based on film)

Vehicle moving at 3mph. Glider at
high angle of attack (stalled), some-
times supporting weight of pilot,
sometimes not (i.e. small hops). Wing
man (with radio). John Wescott,
apparently ordered vehicle to increase
speed to 5Smph. The glider took off and
started to climb. The climb rate accel-
erated all the way and at about 50ft.
with the glider turning slightly to the
right, the top leg of the bridle broke.
This, due to high speed of glider, imm-
ediately pitched the glider into a 90ft.
bank locked out situation. At this
stage, the release mechanism on the
glider failed and the glider was left
turning downwind to inevitable impact
with ground.

COMMENT/
OBSERVATIONS

Equipment: Releases both ends of
Tow line — good, but glider release
failed under load — bad 3 point bridle
attached to standard A-frame. 2
bottom attachment points, crude but
did not fail or contribute to accident.

Top point

(i) Mounted too far down A-frame —
less effect in keeping nose down.

(ii) Rope threaded through hole with
sharp edges very dangerous. This cut
through under load, and started the
chain of events that led to the accident.
(iti) Combination of bridle lengths
and top attachment point set the angle
of attack too high.

Long keeled ghders are considered
better tow gliders, certainly for begin-
ners in towing.

Conditions

Strong winds on a flat site mean severe
wind gradient. This has considerable
implications when towing on a fixed
length line. i.e. the airspeed of the
glider will increase dramatically as it
climbs.

Event/Accident
High angle of attack means that the
glider will climb fast with high loads on
glider, tow line etc., the greater the
tension in the line, the greater this
effect.

Due to the effect of the wind grad-
ient (mentioned above) and the high
angle of attack the glider was bound to
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accelerate its climb rate and increase
the line tension all the time as it
climbed.

The top leg of the bridle breaking,
with very considerable tension on the
line led to the short keeled glider
pitching up considerably.

As the glider was turning slightly,
this pitch up was converted into a 90ft.
wing over. The increased load induced
by this pitch up led to the release
mechanism failing. So, the glider was
left at 90ft. bank at approximately
50ft. with little airspeed (had been
used up converting glider to 90ft. wing
over) in severe wind gradient. Impact
with ground was inevitable.

If the release had not failed the
glider (being “locked out™) would
have gone into an accelerating side shp
towards the ground. Skilful timing of
release by either pilot or pin man
might have allowed sufficient speed to
be built up to use this to “convert™ the
glider round more of the tumn before
impact.

If the top leg of the bridle had not
broken the accelerating climb would
have continued further, but the “lock
out” would almost certainly still have
occurred, though possibly at a height
where once the line was released there
would still have been room to
complete the 360 and recover. Once
the glider ook off, the pilot and pin
man were powerless to do anything.
The forces on the glider were so great
that the pilot's weight/strength
became insignificant as a means of
control of the glider. If the glider had
been released it would have either
looped or stalled very radically with
almost no possibility of recovery. The
moment the release broke was the first
time in the flight that it would have
been plausible to release the ghder.
The only thing that could have been
done was for the flight controller to use
his radio to tell the driver to stop and
then reverse as fast as possible. But
this would have required fast thinking
and an awareness of what was happen-
ing and what could happen.

If the glider had been connected to a
line tension control device rather than
a fixed line, the radical climb would
not have happened.

RECOMMENDATIONS

Equipment

(i) Fixed line, must be releasable from
both ends, and only used in very
limited range of conditions.

(i1) Releases must neither fail (nor
seize) under any circumstances, home
designed and built not satsfactory,
must back release if over-flown.

(iii) Weak link in line. 2 functions
(a) to prevent structural failure of
glider etc. (b) to prevent excessive
loads/climb rates (more investigation
needs to be done on this one).

(iv) Bridle system (a) 3 point bndle
system is a compromise that is only
satisfactory in conjunction with low
tension tow. It can also induce pitch
oscillations once the glider gets to a
steep angle relative to the tow point on
the ground. It can also create certain
yaw problems. Both these occur when
the glider is being towed off the top
line and the bottom lines are slack.
(b) V bridle with the top leg releasable
(in preferably 2 stages) is important,
This allows the angle of attack and
therefore the climb rate to be con-
trolled near the ground, and through-
out the flight.

(v) Certain gliders appear to be more
suitable than others. Longer keels for
stability and pitch damping are more
favoured by the Americans and Aust-
ralians, but more experimentation
needs to be done before this can be
stated specifically.

(vi) The most important thing is that in
all but the most stable conditions the
glider is towed through a system that
controls the line tension. This will
compensate for gusts, thermals, coarse
driving, wind gradient, rough ground
(in the case of a vehicle mounted
system), etc.

Conditions

(i) If towing is done on a fixed line.
The wind must be light, steady, and
very little wind gradient. i.e. a very
limited range of conditions. Any
others are potentially very dangerous!
(ii) If a line tension control system
(L.T.C.S.) is used it is possible to tow
in any conditions that one can free fly
in. The limiting factor becomes the
knowledge and experience of the
L.T.C.S. operator and the pilot’s skill,
knowledge and experience. (e.g. after
the accident, the High School of Hang
Gliding tow team went to Little Riss-
ington on a day when the wind was
20mph at ground level and fairly gusty
to experiment with the wind gradient.
For safety we attached 100ft. ropes to
the ends of the cross spar as tether lines
(these in fact proved to be unnecessary)
with our L.T.C.S. set at 50-75lbs we
made several ascents to 100ft. and one
to 250ft. in every case the climb was
very steady and smooth, while the des-
cents, released from the line were
extremely difficult due to the wind
gradient — often landing almost
stalled in spite of pulling full speed. On
the climbs we found ourselves going
backwards, faster and faster as we
climbed through the wind gradient.
Our height was limited by the fact that
we were going backwards fast, in spite
of pulling full speed.

Personnel

(i) L.T.C.S. Operator or pin man 1s
the most important person in a towed
launch. He can kill or save a pilot in
difficult situations. He must know

what he is doing and be aware of all the
things that can go wrong and how he
can cope with them. He must recog-
nise and act on these things immed-
iately to solve them.

(ii) The pilot must be able to keep the
glider straight, making, as necessary,
quick accurate corrections. He must
be aware of what can go wrong and
how to cope with these situations.
(iii) Driver just steers vehicle,
controls speed as specified by pin man
(it is better if pin man operates throttle).
(iv) Launch assistants/wireman as
necessary for pilot, glider, conditions
etc.

CONCLUSION

This accident was a classic example of
the fact that towing is dangerous unless
you have the knowledge and the
equipment. In this case the team had
neither. They were not aware of what
is involved when you attach a hang
glider to a tow line, how this affects its
control and performance, how con-
ditions affect its control and perform-
ance. They appear to have done eff-
ectively no research into towing at all,
and that they allowed an almost com-
plete beginner (regardless of how
talented his flying appeared) to be the
test pilot shows very little sense of
responsibility or imagination as to the
consequences.

PAUL BAKER

A TOWING
FIRST

There was great excitement re-
cently on a disused RAF station in
Gloucestershire as Paul Baker,
after a poor launch to 750ft. (the
norm is now 1800ft.) connected
with a thermal and started to wind
his Maxi up to 2600ft. Ann Welch
and I, mere spectators on the
ground, worked out the best
cloud line for a cross country
flight, carefully avoiding the local
MATZ and radioed up “Go for
it",

But a lazy Etonian voice
returned: “Well, I'm feeling a bit
tired”, and after 32 minutes of
hopping from one thermal to
another, did his wusual low
downwind leg and dropped in next
to the towing vehicle. This has got
to be the first half hour thermal
flight from a tow launch — unless
you know different?

KEITH COCKROFT



DANGER
OF NEW
INSURANCE RATES

Dear Editor,

I read Reggie Spooner’s article on the
new insurance rates very carefully
three times, because this could put a
stop to hang gliding faster than any
council or even the CAA_ | cannot dis-
agree with any of it, and I know very
well that Reggie has got us better
terms than anyone else could have
done.

I believe that the bulk of our
members are probably young married
people, between the ages of twenty
and forty, with financial responsibil-
ities. I think that the consequences of
the increase will be either that they
simply cannot afford to go on flying or
they will be flying uninsured or with
inadequate cover. My guess is that
some will turn to other sports or other
types of flying and some will take the
considerable risk of flying uninsured.

I admit I cannot supply the answer
to this problem, but I believe that we
should all think about it hard. I think
that if any money comes to us from the
sports council some of it ought to help
pay the insurance, but I doubt they
would agree.

When you think of the huge sums of
money lost by the government each
year on such things as grand opera,
which 99.9 per cent of the population
would prefer to do without, or the
money squandered by the Tate gallery
on heaps of stones, which are sup-
posed to be art, then I think it isa great
pity that a true art such as flying has to
suffer,

The BHGA should concentrate
mainly on safe enjoyable flying for the
bulk of its not very rich, nor very
skilful members, and I believe that this
is what it tries to do, despite the appar-

ent emphasis on excellence in all dir-
ections. Benefits filter down to the
masses from the expertise of the few.

However, the insurance problems
could leave the BHGA, with nothing
but 200 experts and no money, and for
most of us, that would be that.

Dunstan Hadley
Itchenor Green

HELMETS OR NOT?

Dear Editor,

With regard to the recent controversy
regarding the wearing of crash
helmets, surely it should be up to the
individual whether or not he wears a
helmet, in the same way that he takes
off in dodgy conditions, or an experi-
mental glider or whatever.

Obviously a helmet is first and fore-
most in protective gear but if one is to
apply rules to enforce the wearing of
protective gear, why stop at helmets?
“All supine/seated flyers are to wear
back protectors, knee pads and jack-
boots™, is just as sensible (and just as
enforcible) as a helmet rule.

We choose to take some risks
inherent to hang gliding to enjoy the
freedom of true flight. Some of us
choose to take an additional risk to
enjoy the freedom of true flight
without the encumbrance of a helmet,
cutting down on sound and vision in-
puts, and preventing the wind from
blowing through one's hair while
soaring a gentle breeze on a hot
summer day.

A lot of this helmet ‘rule’ stuff is just
a manifestation of peoples’ instinctive
desire to impose their will on others,
and using safety as an excuse, they feel
entitled to do so. As hang glider pilots
tend to be ‘thinking people’ I would
have thought we could recognise these
things for what they are and realise

that choosing to fly without a helmet is
precisely the same kind of choice as
choosing to fiy at all.

Everard Cunion

Pontypridd
Mid Glamorgan

PERSONAL LIBERTY

Dear Jeannie,

I am not acquainted with the full facts
concerning the Lester Cruse incident
at Devils Dyke, nor do I have any
sympathy with anyone who behaves in
an arrogant manner, but I must give
him full marks for standing up against
the “Little Hitlers™” who seek todictate
what we must wear etc. elc,, even
although the Official BHGA Medical
Adviser has stated that the wearing of
helmets should be voluntary,-albeit
recommended.

And what a slip of the Editorial
tongue (as per the comment at the end
of Harold Rice's letter) to talk about it
as “flouting the rules”; I have locked
through all the BHGA literature on
the subject, and can find no “rule”
about it, except for certain compet-
itions. Perhaps it was a subconscious
prognostication by the Editor (and
other Councillors) in anticipation of
the day when they gradually but insid-
ously transmute all the present
“guidelines" into “‘regulations”, in the
same manner that personal liberty has
been gradually eroded over the past 40
or 30 wears, without the public
knowing very much about it (or indeed
apparently caring). 1 define personal
liberty as the right to de anything
which does not harm anyone else.

Perhaps the “holier-than-thou”
enthusiasts might do better to ensure
that every hang-flier is complying with
all the provisions of the Air Navigation
Order (non-compliance of which is
certainly likely to harm someone else).
If there be any irresponsible
behaviour, the matter can be dealt
with through the medium of charges
relating to some specific clause of the
Air Navigation Order, or the all-
enveloping one of *“Dangerous-
Flying", rather than the setting up of
Kangaroo Courts to ban anyone from
the League or deprive them of status
(which incidentally, if it affects their
livelihood, is contrary to E.E.C. Reg-
ulations). If anyone is dealt with in this
way, for refusing to wear a helmet, be
sure that my resignation will be on the
Secretary's desk the next morning,
followed 1 am sure, by an unspecified
number of other members. This sort of
talk is madness at a time when the
Treasurer is appealing for an increase
in the membership.

Tommy Thomson
West Drayton
Middx.

Editor’s comment. The rules referred to
were Southern Hang Gliding Club
rules which anyone using their sites is
expected 1o conform 1. Tommy
Thomson obviously didn't read my
editorial in issue No.3. Failure to
observe club rules can harm others —
wltimately by causing loss of sites and
removal of personal freedom for
EVEryone.

ONE VIEW OF
LESTER

Dear Madam,

An inch or two, if you can spare it, to
give a different picture of that infamous
loonie and nice guy, Lester Cruse.

In a roll-rate task at Merthyr
Common at the first League this year,
Lester got a bump of lift during a steep
180. The roll input came off to use the
lift and 1t was the smoothest, most ele-
gant piece of hang glider flying I've
CVEr sccn.

A couple of months before that he
was up here delivering a Fledge, and 1
took the opportunity to quiz him on
wingover technique. He refused to tell
me and advised me to confine myself to
steep 360s, offering effective advice on
improving them. Other expert pilots
have since described wingovers, but
Lester refused to do so, because they
are potentially very dangerous and he
didn’t want to encourage me towards
the sort of situation he was so lucky to
survive.

Casual about safety and somewhat
rude on the Dyke it seems but, in my
experience, helpful, friendly and con-
cerned about my safety, and a delight
to watch in the air. The human mixture
I suppose.

I wonder whether a little more tact,
all round, and an effort at least to
understand the other person’s point of
view might not help everyone?

Ian Trotter
Edinburgh

. .« . AND ANOTHER

Dear Jeannie,

So Lester was embarrassed. Before he
is condemned any further, let us con-
sider what this proves:- it is possible to
get through to him. Harold Rice
should take note how this was done.
Where's your helmet, Lester? That
was not an order. It was not aggres-
sive.

Harold does not describe his own
approach; but if he had taken the
trouble to be polite it is virtually cer-
tain that he would have mentioned this
1o score an extra point. But he says he
CALLED across; and it is dangerous
to call in certain ways to a person just
about to take off. Lester, | imagine,
understands this better than anybody;
and this is why he would be reactive,
more than others would see reason for.

Also 1t seems evident that the
Austrian was not going to put a helmet
on anyway, because he must have
heard the conversation. Given this sit-
uation, Lester would have put himself
in the way of the emotional effect, to
make the best of a bad job. The com-
plication of a new machine was enough
for the Austrian to deal with. It was
especially important that he should not
be distracted, in view of the extra nsk
he was taking.

| think most people would take the
conversation which followed simply on
its face value: Lester felt like putting
Harold down. It would not be reason-
able to deduce his actual feelings about
helmets from this exchange.

Barrie Annette
Twickenham
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MISLEADING
ACCIDENT STATISTICS

Dear Jeannie,

Reference the report on Fatal Acci-
dents 78 in Wings! No. 4. [ was very
interested in the individual reports and
the investigator's comments, but I was
very disappointed by the shortsighted
way in which the graphical present-
ations were limited to '78 statistics,

What's going to happen next year
when hopefully there will be less fatal-
ities? Will the figures mean even less?

Surely we should try to build up the
most complete picture we can from all
the available information. Figures
from all previous years should have
been included to increase the popul-
ation and thereby increase the validity
of any possible conclusions.

Having got that off my chest I can
only recommend all you people at risk
to improve your chances by flying only
in July and August, in the momings on
the Mondays and Fridays.

As for my generation, surprise, sur-
prise! The risks are negligible! Perhaps
my daughter should take it up. Her
risk is negligible too! But who is
kidding who?

The one true lesson is that we must
all individually discipline ourselves to
learn from the ten experiences quoted.

Terry Prendergast
Weybridge, Surrey

PARACHUTE LETTER
WAS NEGATIVE

Dear Madam,

The letter in WINGS! No.4 entitlted
“Fatal accidents and parachutes™ was
totally negative. Perhaps it was written
out of a sense of frustration over the
deaths of 29 “poor sods clawing”, but
that does not explain or excuse the
one-sided way in which the facts were
presented. Bill Cowell completely
ignores the many “saves” achieved by
commercially-available chutes.

My system was recently inspected by
a licensed rigger who felt it
represented good value for money,
and good design in view of the
limitations imposed by the glider itself.
He said there was no way he could
produce a similar system at a cheaper
retail price. All my parachute has done
1s to slightly improve my confidence,
but a fellow club member had an A-
frame collapse at 200 feet ATO, and
was able to deploy his system, thus
averting serious injury.,

We tax payers are naturally relieved
that the Army found Bill's chute a
profitable exercise, considering how
much their test programme has cost us.
Can we look forward to their system
being marketed at £95 in the near
future? Can we hell!
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What matters if that Bill and 1 have
both got parachutes which may one
day save our lives, regardless of cost. |
pray that neither of us will ever have to
use his ‘chute. 1 pray that Bill's letter
has not deterred somebody from
buying a system who is going to need
one In the next few weeks.

Simon Murphy
Honiton, Devon

PARACHUTE
CONTROVERSY

I should like to answer the article in
Wings! No. 4 headed Fatal Accidents
and Parachutes as follows:

There seems to be quite a lot of con-
troversy in the design and function of
hang gliding escape systems and with
this in mind the answer to the safety-
minded hand glider pilot is to wear a
parachute.

Although this in itself is a feeling of
secuity whilst flying, the whole aspect
of a safe descent in the event of a mid-
air structural falure of a hang glider air
frame or whatever, depends solely on
deployment, 1 read with immense
interest the article from Bill Cowell
and must agree on one thing: that
some deployment systems which |
have seen make one shudder to say the
least.

Bill makes a point with reference to
the number of accidents, which I
would take to be a world-wide figure.
Although there seems to be a serious
malfunction rate, unless the facts given
are circumstances, one cannot put a
true picture on the reasons of mal-
function occurrence: in other words,
what percentage of this figure was truly
human failure and what percentage
was actual rig design failure?

My own view on hang gliding
systems are 1) per cent for
deployment bag design, with properly
stowed lines and girdle.

I do not agree however, with the
coiled spring drogue deployment
against the kicker plate. This is a first
class system of deploying a reserve
after malfunction and cut away from a
main canopy, but we are not para-
chutists and our situation would be
quite complicated with the possibility
of bits and pieces of hang glider draped
around us.

If 1 read the article correctly ‘Bill
Cowell" would have no control on the
direction of deployment from his army
manufactured rig. The canopy used in
this rig would be the old faithful 1 24,
or a T 10A with Lackengirths. Both
these canopies 1 would agree are
excellent. I have seen many lives saved
by the deployment of these after main
canopy malfunction, but for hang
gliding one must have control on the
development direction. Remember it
would still be possible to have debris
hanging below, even though a pilot is
flying in a prone position. Then it
would be a mistake to pull the plug and
‘have the deployment blast out where-
ever the drogue decided to take it.

With regard to the statement made
and 1 quote ‘the eddy of wind’, this
would not occur with a deployment
bagsystem. This problem is sometimes

encountered when a parachute is
deployed from the back of a para-
chutist, whilst he is in the green side
down (face to earth) position and
called a “hesitation’. I intend to man-
ufacture my own rig using the old
faithful I 24 but certainly with a de-
ployment bag and properly stowed
lines ete. 1 would want to be in total
control of any emergency situation and
not reliant on a coiled spring to blast
off in any direction dragging the
canopy after it. [ am convinced that the
correct opening is the same for sport
parachute deployment, i.e. lines first,
canopy second. In hang gliding you
would throw the canopy first to clear
any debris, thus deploying the bridle.
This in turn would pull out the lines,
then the airstream would inflate the
canopy and open same.

Most parachuting malfunctions are
caused by either a bad body position,
or incorrect packing. [ have witnessed
both thise occurrences, and would
conclude this by saying that provided
your parachute is a well-designed
system, neatly packed and deployed
into space, then and only then can you
depend on a relatively safe descent to
earth. You must also remember that
your worries are not altogether over
because you could be flying in a 30mph
wind, and believe me, it is no joke
being blown horizontally as well as
dropping through the sky at a vertical
speed of approximately 19ft. per
second.

Happy landings!

Bert Tyrell
Wootton Bassett
Wilts

BAD ADVICE ON
PARACHUTES

Dear Madam, Iwasmost disturbed to
read Bill Cowell's letter regarding
parachutes in WINGS! No.4. | think
that this was full of bad and dangerous
advice.

I saw one of these Army packs from a
member of the German Briforge Club
at the A.G.M. and, frankly, 1
considered it to be a positively
dangerous system. The workmanship
was superb. The pack was for a seated
harness and was worn like a rucksack.
An ‘over-the-shoulder’ ripcord tube
and standard parachuting ripcord
deployed the pack which was ‘blasted’
away by the 36" spring extractor Bill
Cowell is so proud of. Beautiful for a
free falling pilot who does not have to
contend with 95 feet of aluminium
tube, 200 square feet of sail and,
perhaps, 126 feet of rigging wire.

Having no control over the direction
to which you can throw your pack
could be disastrous; gliders tumble,
twist and spin in many cases. A case in
the Pennines of an inverted glider had
the parachuteless pilot lying upside
down on the rear of the sail. ‘Blasting’
his pack off would have resulted in a
mess, whereby, throwing it in a
particular direction could have
resulted in a clean deployment,

There is nothing wrong with an Army
reserve parachute. They are heavy,
bulky, but cheap. If you insist on one
and are prepared to put up with the

weight and inconvenience then take it
to a professional rigger and have it re-
packed — not as a sky diver would use
it, but related to our particular
circumstances: i.e. possible slow speed
deployments from out of a mass of
broken glider which may be wrapped
around the pilot,

I would also like to ask Bill Cowell to
send us details of the 29 malfunctions
he talked about. According to
January’s Hang Gliding Magazine:

‘Conservative deployment statistics
were reported as follows: 40 total saves,
28 documented and 12 undocumented.
They are: Windhaven EPS:4 U.S.
documented, 6 European
documented. Advanced Air Sports
Products, Inc. 1 U.S. documented, 5
European documented. Bennett BUS:
8 U.S. documented, 10 European
undocumented. Guardian-FXC Corp.
2 U.S. documented. Odyssey Sky
Industries: 2 U.S. documented, 2
European undocumented. Reported
deployments outside the U.S. are
slower in reaching the manufacturers
and distributors, so those counts may
be low for the actual saves.’

Later on in the article regarding
malfunctions......

“There have been a few times when
chutes did not work.

A description of these problems might
help a pilot in an emergency.

A pilot was on a 70 foot hill. Just as he
went to take off a strong gust hit him
and blew him nose high as he rose
above take-off. He knew he was going
to hit hard so he threw his chute out, It
never even reached bridle stretch.

A pilot’s glider tucked 400 feet above
the ground. His chute ended up in the
rear flying wires. The bridle and lines
played out. He never tried to redeploy
the chute.

At 70 feet a pilot's glider that had
been assembled incorrectly fell apart
in a wingover. The chute was thrown,
but never got out of the bag.

A chute accidently deployed on a 400
foot cliff launch,

A pilot crashed on take-off and the
glider took off anyway, accidently
deploying the chute after the container
opened on contact with the ground.

A glider tucked right after take-off
and tumbled three times before hitting
the ground 300 feet below take-off.
The pilot was too busy trying to get the
glider under control to go for the
chute.

A pilot was 300 feet above an 11,000
foot peak when his glider tucked.
Rather than deploy his chute and risk
drifting away over a canyon, he deci-
ded to crash on top of the mountain.

A couple of pilots could not get the
containers open in time.

Only two of the above pilots died.
The other ones lucked out.’

It seems that some of these ‘malfunc-
tion situations’ were probably unreco-
verable anyway, but 40 documented
saves are enough to  con

convince me of the desirability of a
‘TESTED' reserve system. £95.00 may
be “cheap”™, but is £200 too much to
pay for a chance of saving your life?

John A. Hudson
Rochdale, Lancs.



DUNSTABLE
HANG GLIDING CLUB

DARTMOOR
COMMONS BILL

By the end of July all Club Secretaries
will have received a circular from the
BHGA Secretary asking for help in
iobbying MPs to have references to
nang gliding removed from the Bill.

Will any member who feels partic-
ularly able to represent our case to
MPs or who knows MPs or Members
ol the House of Lords please contact
nis/her Club Secretary for details. 1f
vou don’t belong to a club contact
Taunton Office.

SITES

A circular was sent out by the BHGA
Secretary to all Clubs controlling sites
in late June. If you are a Club Secret-
ary and did not get one please contact
the Taunton Office at once. Mike
{aston urgently needs the informauon
requested to help in negotiations with
the C.A.A. It is possible that the most
heavily used sites can be allocated
ATZs. If you have not yet sent a reply
please do so by the end of July.

AIRSPACE NEWS

AIRMISS

We have been reminded by the CAA
of the necessity to report an Airmiss
immediately. However an Airmiss
should only be reported when a defin-
ite risk of collision occurred. The in-
itial report should be made to any
ATC Unit by telephone followed by a
report on the appropriate form sent to
the Joint Airmiss Section in Uxbridge.
An Airmiss report should only be filed
by the pilot/pilots concerned.

NOTAMS
Please notify the CAA of any compet-
imons to be held, by originating a
NOTAM.

LOW FLYING

If you fly a site near a Military Low
Level area, please contact the local
Military ATC Unit and inform them of
your intentions. Military Low Flying
Maps are available from Taunton.

GEORGE CAYLEY
SAILWING CLUB

T'he new chairman is Richard Ware of
Pickering Cottage, Staxton, North
Yorkshire. Tel: Sherburn 333 and the
new secretary is Simon Hetherton,
Garden House, The Ryde, Skelton,
York. Tel: Beningbrough 241. All
visiting flyers should contact either of
the above for full details of sites,

RECEIPT OF
WINGS!

1f you change your address or copies of
Wings! do not arrive please contact the
Membership Secretary at the Taunton
Office as soon as possible,

VISITORS TO DOVER
& FOLKESTONE SITES

Visitors are extremely welcome but
because of an ever-increasing influx
the club there has decided that some
form of control is necessary. In order
o prevent any disappointment, both
visitors and club members, and any
pilots wishing to use the sites should
contact the club flying and safety
officer, Phil Hart, telephone
Hawkinge 2066. He will make appro-
priate arrangements.

Because of a lack of sufficient
parking and rigging space at the sites,
the club is going to apply a limit of five
visits per year for each visitor and can
only accept a maximum of five visitors
on any one day.

The regulations have been imposed
with regret, but the club feels that to
continue with the present free-for-all
would jeopardise the present tentative
arrangements.

The new club secretary is Bob Kelly,
68 Bekesbourne Lane, Littlebourne,
Canterbury, Kent.

KNOWING ABOUT
WEATHER

A course entitled “Understanding
Weather™ will be run at Malham Tarn
Field Centre in Yorkshire from 15-
22nd August 1979. Course tutors are
Keith Weston and David Warren of
the department of meteorology, Uni-
versity of Edinburgh, Mayfield Road,
Edinburgh.

It is particularly suited to people
who are involved in weather-sensitive
sports like ours and involves some
interesting practical work, It should be
well worthwhile for anyone who has
the time available.

SOUTH DOWNS
CHAMPIONSHIP

A reminder that entries for the South
Downs Championship to be held
August 25th, 26th, 27th should be sent
to Jeannie Knight, 10 Spring Gardens,
Washington, Sussex as soon as
possible.

SOUTH WEST WALES
HANG GLIDING CLUB

As from August 4th the secretary,
Tony Fletcher, will have the following
address and telephone number: 27
Portia Terrace, Mount Pleasant,
Swansea. Tel: Swansea 49825,

SOUTH EAST WALES
HANG GLIDING CLUB

Because of some appalling examples
of flying on one of the club’s sites
recently, visitors are requested to give
the club the courtesy of a telephone
call before flying any of the sites. Sec-
retary is Martin Hann, telephone
Cowbridge 2953.

The club is now flying under a Bedford-
shire County Council bye-law author-
isation which in fact allows hang
ghding to take place, but under severe
restrictions. Basically these are: only
two gliders soaring in the air atany one
time, a height limit of 100ft. above the
ridge, and not beyond 50yds. out from
the ridge and specified take-off and
landing areas.

These restrictions are written into
the bye-law by the council with the co-
operation of the London Gliding Club
in whose A.T.Z. we fly. It is renewable
on a yearly basis.

The frustration of members and vis-
itors to Dunstable is very understand-
able. It's even worse for our club of-
ficials who are doing their utmost to
keep the situation under control. Most
flyers are remarkably tolerant in the
circumstances and most pilots now
abide by the two in the air only, and
the S0yds. from the ridge rules. The
height limit is s0 restrictive that we are
finding this very difficult to control
with the latest high performance
ghders.

We would ask any flyers who do in-
advertently go way above the height
limit not to admit to any irate London
Gliding Club official who appears on
the hill that we cannot keep below a
certain height in certain conditions.
This plays right into their hands when
we ask for a relaxation of the rules,
They love quoting these remarks as
examples of us not being in full control
of our gliders and until we have proved
ourselves, they use this sort of
comment as an excuse not to allow us
to widen our flying limits.

We as a club do not accept these lim-
itations as permanent of course and
are seeking as many ways as possible to
get them changed, we hope initially
that a meeting between BHGA, the
B.G.A., ourselves and the London
Gliding Club maybe able to work out a
fairer and realistic set of flying rules for
flying Dunstable.

Until we have achieved this we hope
all fiyers will appreciate the frustrating
and difficult situation we have at Dun-
stable. We operate a temporary
membership scheme which is £1 for
seven days, this helps towards a very
heavy farmers’ fee and insurance. We
have site marshalls on duty at week-
ends who will give visiting flyers the
do’s and don’'ts.

The club meet on the second
Tuesday of the month at the Chequers
public house, Whipsnade which is two
miles from Dunstable Downs.

For further information, please ring
Dennis Munn on Uxbridge 39896,

EMU

Due to a communication problem the
Emu was prematurely advertised as
being approved by BHGA. The fact is
that Vulturelite have not yet received a
certificate of airworthiness and their
application is still being processed.

RHOSSILI

Problems have started relating to visit-
ing flyers. Pilots must still contact
officials of the South West Wales Hang
Gliding club (the secretary is Tony
Fletcher, telephone Swansea 49825)
and observe site rules.

An unknown flyer on a Cyclone
recently landed in the camp site, which
is strictly forbidden. The club holds the
site in trust for all BHGA fyers and
there is a limit to official tolerance of
misdemeanors. Don't lose this site.

RHOSSILI: SITE RULES

1. All flyers must be Full Members of
the BHGA.

2. All flyers must haise with HM
Coastguard before flying commences
in order to verify the situation regard-
ing low-flying aircraft from Brawdy or
Swansea Airport, weather and tides.
Ensure that HM Coastguard are noti-
fied when flying has finished for the
day.

3. The minimum number for flying is
one pilot airborne and another pilot at
the take off area observing the flying.

4. TAKE-OFF AREA: The crest of
the Ridge and Pimple, down to 30m
below the top. Note: Leave airspace in
from the take-off area clear when
others are waiting to take-off.

5. RIGGING AND PARKING: If
you are not about to take-off rig and
park at least 10m behind the take-off
area. Keep all gliders parked flat.

6. FLYING LIMITS: North: a line
east-west from the souhtern end of Hill
End Caravan Site. South: a line along
the foot of the cliffs continued east
along property boundaries. East: a
line parallel to the Ridge crest and
200m behind it. West: the sea.
NEVER FLY OVER THE SEA.
SEA.

7. LANDING AREAS: You may
land back at the TOP or on the
BEACH only. NOWHERE ELSE.

8. The maximum number of gliders
flying the Ridge at anytime is 20, and
flying the Cliffs is 4. These numbers
may be reduced at any time, at the dis-
cretion of officers of the South West
Wales Hang Gliding Club, according
to conditions. When the maximum
number of gliders in the air is reached,
and other pilots are waiting to take off,
flyers must restrict the duration of
their flight to 30 minutes on the Ridge,
or 15 minutes on the cliffs.

9. Only recognised gates, stiles and
paths are to be used. DO NOT climb
over walls or fences.

10. Only the Official Car Park is to be
used

11. Any breach of Site Rules, or Acci-
dent must be reported to the secretary
of the South West Wales Hang Gliding
Club.

12. Take off in the correct areas. Land
back at the TOP or on the BEACH
only.

13. The wind at Rhossili is usually
very smooth coming off the sea, but
this is not so when the wind is at an
angle to the ridge. Flying is NOT
ADVISABLE IN §.W. WINDS.
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DEFLEXOR SYSTEMS
v DRAG

Ken Messenger poses a question
for everyone . . .

A year ago it was almost standard
practice for gliders to have triple de-
flexor systems. This is an awful lot of
wire and metal festooning the glider.
Now suddenly it is fashionable to have
none whatsoever and claim drag re-
ductions because of this. It seems that
we have gone from one extreme to the
other.

The basic reason for triple systems
was the tighter sails coming into use
and 1%2in. diameter leading edge
tubes which are not really strong
enough for many modern configur-
ations. Gliders which have no deflex
wires at all appear fine, but have
several inherent problems. Firstly
washout depends on the wing loading
as a heavier pilot is able to force the
leading edge back allowing the sail
more washout. It could be possible to
have excessive washout which will
detract from performance. On the
other hand a light pilot could possibly
fly with minimal washout because he
has insufficient weight to curve the
leading edge enough. One way around
this problem is to fit a wire right across
the trailing edge holding the leading
edges back to set the minimum safe
washout. The snag with this is of
course you have virtually reintroduced
as much drag as a single deflexor wire.

MORE

NEWS

FROM THE
MANUFACTURERS’ SIDE!

Another potential difficulty with a
deflexorless glider is when a pilot has a
heavy landing and puts a curve back
into one wing tip. [t is possible that this
could not be observed whilst the glider
is on the ground. Once airborn without
the tension in the leading edges being
equal a decidely exciting-flight could
result,

It is always necessary to have a sub-
stantially longer cross spar with a de-
flexorless system. This is likely to
mean in addition to the extra length of
the tube, a larger diameter is needed to
maintain sufficient column strength.
Weigh the extra tube against the drag
of asingle deflex wire. A dragsaving? |
doubt it.

Having carefully considered all
these alternatives, on the Cherokee we
use a single deflex wire in conjunction
with a very strong low drag tubular
wing post, giving us the following
advantages.

1. Positive, fine tuning, using the turn-
buckles.

2. A system not unduly influenced by
differing pilot weights.

3. A system where damage is readily
visible.

4. Lowest drag consistent
strength and safety.

What do readers think?

with

NOTICE FROM
WILLS WING, INC.

While doing HMGA certification load
tests on the OMEGA 260, we found
that the crossbar was the first member
of the airframe to yield, and that it
yielded at a load which we felt was
insufficiently  high. We  have
redesigned the xbar, and are sending
this modification kit with which you
can alter your xbar to bring it up to
current design standards. With the

modified xbar, the 260 pulled 2000
pounds in the positive loads test, well
in excess of the load required for
certification.

The modification kit consists of two
pieces of 17%* .058"* tubing, 810"
long. These are to be used as
oversleeves, and the presently
installed crossbar innersleeves should

‘be eliminated.

First, drill out the rivet which secures
the innersleeve in each crossbar half.
Remove the innersleeve, and carefully
sand the area around the rivet hole on
each crossbar half with an ultra-fine
grit emery paper. Carefully check your
corssbar halves for straightness, if they
are at all bent, the oversleeves will not
slide on,

Second, liberally lubricate the inside
of the oversleeve with WD-40, and
carefully wipe the crossbar half with an
oil dampened rag. Slide the oversleeve
on to the inside end of the crossbar
half, sliding the oversleeve about 7

AIRWORTHINESS
SCHEME

In order to keep BHGA members
informed as to the progress being
made by one aspect of the airworthiness
scheme, 1 have submitted a type of
league table that is fairly self-
explanatory and will be updated in the
next issue of Wings!

The table denotes which manufac-
turers have applied for Certificates of
Airworthiness and the progress each
application is making. Failure by
manufacturers to apply for, and
eventually receive, a C of A fora hang
glider will debar them from advertising
that particular model in Wings! until
they meet the requirements of the
BHGA, as agreed between the BHGA
and BHGMF.

Barry Blore

BHGA DEVELOPMENT
OFFICER

Flexi-Form Skysails have not been
included in the table since the
Company is in the process of being
taken over by Hue McGovern.
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past the end of the crossbar half. DO
NOT POUND ON THE
OVERSLEEVE OR XBAR HALF TO
GET IT ON, if it slides on with
difficulty, use straight pressure to slide
it on. If you have problems with this,
give us a call.

Third, reassemble your crossbar on
the glider, and slide the oversleeves
inboard until they butt up against the
crossbar centre section. Drill a Vs*
hole 6* outboard of this butt joint, and
use a set screw or rivet to secure the
oversleeve at this point.

While doing HGMA certification
load tests on the OMEGA we found
that under a negative load, the
kingpost was the first structural
member to yield. We feel this is an
undesirable design feature, and have
redesigned the kingpost to strengthen
it. We are providing modification kits
to all OMEGA owners to bring your
kingpost up to the current design
standards. The kit consists of a 60"
length of 1** .065", with which to
innersleeve the kingpost. With the
redesigned kingpost, the OMEGA
passed all the HGMA negative loads
tests.

To modify your kingpost, remove the
bolt that holds the kingpost to the
kingpost bracket, and remove the
kingpost from the bracket. Pull out the
short 1** innersleeve from the bottom
of the kingpost, and insert the 60*
innersleeve from the bottom. The
innersleeve will slide in easier if you
first lubricate it and the inside of the
kingpost with oil. Slide the innersleeve
up flush with the bottom of the
kingpost, and use the %" holes in the
base of the kingpost as guides to drill a
s** hole through the sleeve. Remount
the kingpost to the bracket and
reinstall the bolt.

HANG GLIDING
INSTRUCTORS
ASSOCIATION

REPORT ON SEMINAR RUN IN
MARLBOROUGH AREA
3rd AND 4th MAY 1979

The meeting took place over a Thurs-
day and Friday; the first day covering
practical training practice on the hill
together with assessment of gliders —
and the second day was spent indoors
with the discussion centering largely
On communication.

Tether Training
Those assembled were introduced to
four students training with a school



and during the course of the day four
gliders were used and one CFI was
asked to head the training on each
glider in an observing capacity, Diffe-
rent instructors took turns to teach and
assist. A discussion took place on the
pros and cons of different techniques
of line use and also the best type of
glider to use at this stage of training.
Graham Slater and Tom Knight
demonstrated beginning take-offs with
poth hands on the bottom bar using &
Vortex. Ashley Doubtfire recorded
some of the training on film to be
shown at the next seminar. The group
was generally impressed with the diffe-
rent training methods used and every-
body was able to gain from this prac-
tical work. A view was expressed that
ghders with keel pockets and plenty of
roach were more suitable for beginner
training than the second generation,
taster fAlying ghiders.

Glider Assessment

Report Sheets were filled in by most of
those present and covered information
gained from flights on the following
ghders both at the assessment at Rivar
and from previous experience:
Vortex 120

Hiway Harrier

Hiway Gemini

Hiway Super Scorpion

Hiway Spectrum

Detuned Vortex 120

Flexiform Spirit

Vortex 110

Summary of information on gliders
reported on:

Vortex was thought 10 be generally
difficult to handle in the air at high
speeds and poor to handle on the
ground. Not thought to be very
suitable for a first solo flight except in
cases where the previous (tether) work
has all been done on the same type.

Harrier Excellent for first solo flying,
“The ideal trainer’, Not a bad word
about the glider for initial training.

Super Scorpion No-one felt that it was
suitable for first solo fiving except per-
haps at the end of a Pl course. Too sen-
sitive,

Spectrum, Gemini Tip stalling ten-
dency rules it out for beginner train-
ing. Large glider designed mainly for
dual flying. OK with the appropriate
experience of instructor.

The following day the seminar
covered communication in relation to
syllabus, training aids and techniques.
Take-off techniques and the instructor
handbook were also discussed in
detail.

ASHLEY DOUBTFIRE,
CHAIRMAN
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Sky a Safari

Fly next year’s machine this year

Safari Winner of the 5th league,
Graham Hobson — 17 miies. Over 18
months of intensive flying of the pro-
totype “'Safari’”’ proved to us that we had
a winner to follow “Sunspot’ and it is
now in production. For light winds the
medium ‘‘Safari’ has the min. sink
performance to equal the large
“Sunspot’ and that is saying something.
It also has the penetration for strong
winds and positive, predictable handling

with immediate response which is so
necessary for.all kinds of flying.

Glide angle at speed is good. The
reflexed preformed battens in every
seam make the whole wing pitch positive
without the need for locked up tips etc.
Vertical dive recovery is positive.

Safari is a real cross-country machine
which easily makes use of thermals and
handles the strong turbulence which
often goes with them.

For the experienced pilot wnho
demands the best performance but still
wants outstandingly good handling.

Sunspot. Still one of the best all
rounders next to “'Safan’’ for fliers of
E.P.C. standard.

104° nose angle. A/R 5. Available in two
sizes. Prone hamesses and parachutes
also available.
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Skyhook Sailwings Ltd.

-

Vale Mill, Chamber Road, Hollinwood, Oldham, Lancs.
Tel: 061-624 8351/3427 Telex: 667849 HOLMES G.

Ultra Sports Hang Gliding Centres Ltd.
Flight Director: Graham Slater

ORA
SPORT

LOOK WHAT WE CAN OFFER YOU

Training: 7 days a week. 2/4/5 day courses to Pilot |

Intermediate Tralning: Dual soaring, top landing courses (with
ground to air radio) £10.00 per day.

Bed and Breakfast: Now available at £4.00 per night.
Contact us for our FREE colour brochure with details.

Kite Hire: £16.00 per day
Kite Sales (HP now available)

Contact us for

] a free test flight
Chargus: Cyclone, vortex on any of these
Hiway: Super Scorpion, Spectrum gliders

Vulturelite: Emu

Free Delivery: For every new glider bought, we offer a free delivery
service to your nearest main station. Each glider is guaranteed against
damage etc.

Accessories: Stockist in the south for Hiway and Chargus spares,
prone hamesses, helmets, varios, parachutes and roof racks.

Full repair service for gliders.
Second Hand Glider brokerage service.

Southern Northern
Hang Gliding Centre Hang Gliding Centre
22 Albany Villas Pickering Cottage
Hove Staxton
East Sussex Nr. Scarborough

BN3 2ZRU N. Yorks
(0273) #0261 (09444) 333
——
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MAIN AGENTS FOR;

ELECTRA FLYER (Scot-Kites)

Olympus 140,160 and 180 £614
Cirrus V in four sizes £560
NEW Intermediate Nimbus now available POA

CHARGUS GLIDING CO.

Vortex 120 £460
Cyclone (Pilots only) £590
ECLIPSE GLIDERS LTD.

Eagle Il intwo sizes £405
Super Eagle - single deflexors £433

ACCESSORIES

CGS Instrument Pods; two types available. Fitted with

Air Speed Indicator, Audio Visual Vario, Altimeter, Compass
and Stop Watch... P.O.A.

Instruments by; ArBee, Diplex, Bolam, Theotech, Sunto & Ball,

Helmets; Britax Roma and the Everoak.

Harnesses: Proneweb and Proneweb 'S, Arriving soon;
the strongest Prone Stirrup Harniess available.

Parachutes. Back up hang point straps.

Kite Boots made in half sizes.
New Parra Boot, very light and comfortable.

Spares always in stock.

SECOND HAND KITES

Stock always changing.Phone for details or call...

Dunstable (0582) 801768

46 Princes St, Dunstable, Beds.
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For full details of our training
courses, send for free colour brochure.

Photography Richard Kenward

B Flight Director Gerry Breen

South Wales Branch
New Road Crickhowell
Powys South Wales

Telephone 0873 810019

North Wales Branch
17 Well Street, Ruthin
Clwyd North Wales

Telephone 082 42 4568



SMALL ADS

For your own safety, if you are puchasing a second-hand
glider, check that it is a registered BHGA model, see it test

flown, test fly it, and inspect it thoroughly for damage or
wear to critical inrls. If in doubt seek advice from the Club

Safety Officer.

All small ads shoud be sent to Lesley Bridges,
Commercial Editor, Wings', Yard House, Weninor,

Nr. Bishops Castle, Shropshire.

Ads sent to any other address will be redirected and

therefore delayed.
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SST 90 UNIVERSAL.
Excellent condition, hardly
used, £300 including seat
and bag. Derby 676571
VORTEX 120 inexcellent
condition. Trial Might
arranged (weather
permitting!) Flies seated
and prone. Suit EPC/ Pilot
One onwards, £390.
Contact John Bowman
0642 87769

{ Middlesborough)
MITCHELL WING
PLANS, complete set,
unused £25. Also Skvhook
A standard, good
condition, £35 ono. &
Roxholme Grove, Leeds 7
ELECTRA FLYER
CIRCUS 1 immaculate
condition. Light blue
apphed leading edges, light
blue tips, orange, gold,
vellow, white.
Seated | prone. Special
triple deflexors. Trimmed
hands off, Classic
intermediate, £300. Tel
Rumford (Cornwall) 596
(084 14)

WASP FALCON 1V,
hardly used, good
condition, no prangs, only
£300. ClLff Pummell, |
Langley Court, Red lodge
Road, West Wickham,
Kent,

MIDAS SUPER E, very
little airtime red, orange,
vellow, white. Knock-down
version £395, Dave Parker.
Phone Astwood Bank 3344
(evening) Studley 3424
{work)

COBRA 200 - v.g.c. No
prangs. Good

beginner/ intermediate
glider. Red, orange,
vellow, white. E200, (N,
London) Tel Cuffley 3155
PRONEWEB knechanger
harness plus stirrup. v.g.c.
£30 (N. London) Tel
Cuffley 3155

FIREBIRD MKkII, good
condition, brown/orange
sail, large control frame,
seated harness, blue
carrying bag. £180 ono.
Phone Dave Orrock on
Stevenage 66561 ext 278
{day)

Large CY CLONE latest
spec. flown 6 times, not
damaged at all - the
ultimate in performance.
£520. Tel Winslow
(029671) 2086

PHOENIX SI1X, rainbow
colours, scated harness,
very good condition,
carrying bag. £300 ono.
Tel Wokingham TE9768
evENings.
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ICARUS V complete with
trailer, seat, spares, eic,
Bargain at £250. Space
required. Phone Mike
Batchelor on Thornbury
414729 or John Hunt on
Bristol 696866

MIDAS C. Bainbridge sail,
complete with bag. Cash
urgently needed. £160 ono
or will exchange for a good
vario. Phone Alan, Slough
48218

SUPER SCORPION B.
Distinctive Bainbridge
dacron sail, excellent
performance, & superior
machine in thermals. £470.
Phone Slough 48218
MIDAS E All white sail,
excellent kite in excellent
condition. £310. Dehivery
possible, Details from Steve
Cuttle, 11 Temple Park
Crescent, Edinburgh EH 11
1jf (Tel. 031 667 1081 ext
2680 daytime)
FLEXIFORM VECTOR
{large) only one year old
and still suffering from
newness. Very distinctive,
tight symmetrical sail with
white centre. Selling to
make way for new
Flexiform. To a good home
only £360. Tel 077 473 3021
S5T 90. Red, orange,
vellow, & white sail,
excellent condition.
Complete with bagand
seated harness if required.
£350. Tel. Doug Werts,
Sittingbourne 74728

Mark | MOONRAKER 77
with red / white/ blue/ yellow
Howe and Bainbnd ge
dacron sail. Rigs seated or
prone, recently checked by

_Birdman. £3253 ono. Part

exchange could be
considered. Phone Crewe
(0270) 663416

MIDAS E. Financial
circumstances force the sale
of my versatile "National
Panasonic”. It [Tes
beautifully. £275. Tel
Taunton B5862

WASP FALCONI1Y -
unused for about a year so
needs a checkover by
competant person. Hence
£350 ono to include bag,
seated harncss and Hiway
prone harness. Phone
evenings Crowthorne 71366
BREEN l6ft HIFLI-6109
stone pilots only or strong
wind fliers. Good performer
and in superb condition.
First reasonable offer
accepted. Inc. bag, seated
harness and helmet.
Contact Rupert on 060 83
295 (South Wales)

CYCLONE 180 in perfect
condition with. latest
modifications. £500. Percy
Maoss, Kenilworth 59924
SUPER SCORPIONC.
Immaculate condition,
flown five times, beautiful
rainbow sail. 3 months old.
C/w bar, scated and prone
harnesses and bag. £595
ovno. Phone Richard,
Woking (04862) 5815
WASP CB 240. Very good
condition. With brand new
rigging wires, £100. Tim
Richards, Southgate Post
Office, Bishopston,
Swansea.

FLEXIFORM SPIRIT -

suit pilot approx 10 - 12

stone. Known as a ‘very
good flier’. £270 ono,
including brand new Scot
Kites prone harness. Phone
Mike Ross, Manchester 223
134] cxt 364 day.

Sheep Street, Charlbury,
Oxford. Dear Madam,
Please place ad in Wings!
For sale FIREBIRD 19 x
16 small. All gold, and
mauve edge with seat
harness and bag. £150.
Thank you, Tony Brookes
YORTEX 120 - only 3
maonths old. Also Dunstable
prone harness and helmet.
Tel Brighton 60661 1 and
ask for Dr. Entwisle.
GRYPHON. Immaculate
condition £400, Phone Paul
evenings. Lodge Hill 45410
MIDAS SUPERE. As
new, less than 5 hours flying
time. Blue, gold, yellow,
white sail. Very realistic
price for quick sale. £360. J.
Swayne, |4 Ficldgate
Mansions, Myrdle Street,
London E. |, phone 04585
137

£440 for my CHARGUS
CYCLONE 180 as | have
just won a new ghder.
Richard Worth, Jolly
Ricks, Enstone, Oxon. Tel.
060872 322

£325 give away price for
WASP GRYPHON Il as |
have just won a new glider.
Richard Worth, Jolly
Ricks, Enstone, Oxon, Tel
No. Enstone 322
FLEXIFORM SPIRIT
22{t. Rainbow colours.
Pulley system. 8 months old.
£320 with scated harness,
bag, ventimeter and helmet.
Phone Arthur on 0788 77667
SUPER SUNSPOT. Suit
E.P.C. holder up to expert,
1012 stone plus. Rigs seated
or prone, seated harness
free. £300 ono. Ray 0792
B12483

CHARGUS CYCLONE
165 Two months old £500
ono phone Chris Ashman
Northampton 858098
SPIRIT small 9 - 10 stone.
Good condition. Red &
blue in colour, Pulley
system. £250 for quick sale.
Wetherby 626212
MOONRAKER 78, 34
hours airtime, unforgettable
cream and red, £425. Also
bag. prone harness, vario,
helmet, Offers separately or
the lot. Phone Mick Lamb,
Frampton Mansell (028
576) 370

HIWAY SCORPION B.
Beautifully coloured
dacron sail with black
leading edges, triple
deflexors, breakdown
version. Good condition,
but emigrating so must sell
at £340 ono. Contact
Denis, 30 Brndge Street,
Aberystwyth, phone
fi12449

MOONRAKER 78
excellent condition, one of
the best performing 78's.
Pale biue with red flash,
complete with bag. £425.
Graham Leason, 52
Brunswick, Bracknell,
Berkshire. Tel 0344-27316
ALTIMETER REQUIRED.
Wanted ex-RAF or similar
altimeter in good condition
and working order. Cash
waiting, contact Chris
Hartfield. Brighton (0273)
503783

FLEXIFORM YECTOR
large size, | vear old
immaculate high performer
with bag. £395 Tel Disley
(Cheshire) 2390

COBRA 188, ideal
beginners, in very good
condition with seated
harness. A very docile kite
for 9 - 11 stone pilot. £165.
Tel Woking 63494
CYCLONE 180, Clean
white sail, green leading
edges. Immaculate
condition. Owner going
abroad so must sell. £500 -
call John on
Middlesborough 87769
26ft PARACHUTE. Wills
Wing Advance Air Sports.
Less than 2 months old.
Owner going abroad so
will sell for £160. Phone
John on Middlesborough
R7769

PHOENIX VIB Junior -
good condition - 2 years
old, one owner. £250. Tel.
Bristol 34595
MOONRAKER 77, 180 sq
ft, to suit 10 stone pilot.
This kite is in excellent
condition and has a
beautiful sail. Sorry to see
it go. £345. Kevin Emery,
Totton 04216 3757
PHOENIX 6B excellent
condition. £250 ono
including seat and bag.
For further details nng
Derby 676571

CHARGUS YEGA 11 - as
new - flown only a few
times, no prangs - the Ist
Vega 1l Chargus made!
Your chance of fame. Suit
beginner/advanced. £199
ono. Phone Waldon (0621)
R91098 after 6 o'clock
PERSON eager to learn
hang gliding would like to
meel same in the
Nottingham area, with a
view to sharing costs. Tel:
248002

Genuine Bargain, Falcon
IV. White sail with
Oxford/Cambndge blue
panels. This ship has been
completely stripped and
rebuilt at a cost of £116
and has been test flown.
Price. only £285, no
offers. Reading 471851

Lost at Combe Gibbet on
Easter Monday, 2
aluminium battens and 2
black anodised t. ip rods in
green bag. Reward

for safe return. Mike
Hibbit. Tel: Reading (0734)
B64543,

Wasp Falcon IVB.
Beautiful condition, nice
sail, never pranged, well
cared for, must go to
conscientious pilot. Will
suit capable beginner or
intermediate. THE classic
floater, for £340. Tel:
Howard Rockliffe,
Maidenhead 34588,

GRYPHON 111 Excellent
condition, 35 flying days
old, white, with
assymetrical coloured tips,
recent Waspair check-over,
Offer includes generous
supply of spares. Ring 01-
969 2788, Price negotiable.

CYCLONE - superb high
performance glider, droop
floating tips, 130 degrees
nose. Mo crashes, only 4
months old. Unforscen
circumstances force sale at
bargain price £475. Phone
Mansfield 34002 { Dave)

SUNSPOT - small.
Multucoloured sail, low
flying hours. Complete with
prone harness and
instruments. £360 ono,
John Wescott, 32 Tommy
Taylors Lane, Pittville,
Cheltenham, phone
Cheltenham 516914

WASP FALCONIIL 15
months old. Multi coloured
sail. Excellent beginner
intermediate Glider. Soars
very well. Must sell, hence
£200 only, inc, bag. Phone
Medway (0634) 241095
MOONRAKERTT.
Individually designed sail.
Shades of red through to
vellow. Chevrons on white
background. £375 ono
scaled / prone harness
available. Chns Naylor.
lichester 840764 5
SKYHOOK SAFARIL
Medium. 9 months old.
Colours red, orange,
yellow, Immaculate £400
John Turner Rose Cottage
Wagon Lane Bingley West
Yorks

HAWK standard. Blue and
yellow sail, good general
condition, complete with
seated harness. £50 or
reasonable offer. Tel. Dave
Whitelaw, Wishaw 70033 or
Gordon Murray, Holytown
832580

WILLS WING XC 185,
Excellent condition.
Treated like a baby. Only 13
hours logged airtime. £495.
Tel Bedlington 822890 or
(work) Ashington 813254
(Northumberland)

BREEN HI FLI. Good
condition, suitable for
EPC/intermediate pilot.
With harness and helmet.
£120 phone Tony at

Cradley Heath 65504 alter 6
pm

Large MOONRAKER 78,
very good condition. Must
sell £400 ono, Just taken
delivery of new Cherokee.
Tel Terry, Leiston (Suffolk)
831027

SKYHOOK 3A. Homebuilt
to plans, professional made
sail. Blue/ orange, seat
harness & bag, little used.
Requires slight attention
£50 ano. Also 4 spare tubes
I2ix 1 112" 0.D.x 16
gauge £8. Tele (0535) 3891
(W. Yorks)

SST 100B, white, scate
harness, hardly used. No
reasonable offer refused.
Also HIWAY 160 seated
harness. Phone Newick
2769

CHARGUS YEGA, flown
3 or 4 times since new,
Perfect condition. Genuine
reason for sale. Cheap as
owner leaving country. £250
ono (0922) 51317 (Aldridge)
KESTREL WINDHOVER
I1. Very idy rog. Colour
red-gold. Complete with
seated harness inc bags and
spare bolts. Cheap at £65
oOvRo. "_!'J:J Wincanton 32359

ECLIPSE SK9%6. Ideal
trainer/ intermediate glider.
Three years old. Complete
with bag and seated
harness. £150. Prone
harness, almost new £33,
Diplex altimeter with wrist
strap, brand new and
unused E40. Graham,
Taunton BESE62

WASP FALCON V. Good
condition and excellent
performance. Perfect
beginers/ intermediate kite,
A bargain at £230. Phone
Polegate (Sussex) 4581
MOYES 5% MAXL Six
months old, must sell.
Suitable for intermediate to
advanced flier. £425 ono.
Phone Robin at
Farnborough, Hants 40005
Large SKYLINE, lovely
condition - currently being
flown in League. Suitable
intermediate or advanced
pilot. £400 ono. Also large
early VECTOR. No baby,
but superb performance
£250. Tel John North,
(125485 2578 evenings.

hon. Superb
condition. As new! X
country kite. Must be
seen £450 o.n.o. Tel:
Mike (0734) 564543,

INSTRUCTOR REQUIRED,

Good all rounder - Flyer,
Teacher, Driver. South
Wales Hang Gliding
School. Tel: Mike Adam.
Ynysowen (0443) 690787
GLIDER SALE. We have
several secondhand
Moonraker “7TT's and “78's
for sale. All have been
checked and set up
correctly. Prices [rom £280.
Telephone Birdman Sports
Lid, 0672 53021

A VACANCY existsin our
Sail Loft, experience an
advantage, but not
essential. Apply in writing
to Ken Messenger, Birdman
Sports Lid, Mildenhall,
Marlborough, Wilts.



NYLON RIPSTOP and TERYLENE

(P.U. coated) for sails. All weights and colours. For Hang
Gliders. Hot Air Balloons. Stunt Kites. Largest retail stocks
in England.

Please state your particular interest.

Immediate delivery. Safety webbings. Sewing threads, etc.

Dave Simpson

Ultralight Flight Engineering

At normal flying
speeds the drag produced by king
post and cross boom on modern hang gliders
represents between 10% and 15% of the total drag,
at higher speeds a great deal more. Fairings which
streamline the flow around circular sections reduce
that drag to less than one-tenth. That means a 9:1
glider becomes 10:1, and top speed increases
Practical trials on two otherwise identical gliders
have proven that the advantages of fairings
are astonishing

First send S.A.E. for full range of samples, before calling.
Free sewing instructions.

Fdward Barnes (wgs)

Hawksfold House,
Fernhurst - Haslemere - Surrey -

(Established 1928)

Waterproof, tough, lightweight plastic
resisis |mpact

CAR STICKERS

Three Colour - High Quality
Adhesive Vinyl. 50p each

Hang Gliders — — - Have you hugged your
stay up longer. - N Hang Glider today?
I'd rather be R Reach for the Sky

Quick easy fixing  temporary or

M- peErmangnt
'i':ﬂ."ll|.1'|-|':'.€_- S8l comprisimng 5 g ET0SE BOGIM S&CHONE (WD 1o & jand
1 = 4" 6" king post section (up o 1;7) plus all ivings and instruchons £18.50
T S Yo e ol T T T e e e I T T N e O e e §

wWelded seam

Dave Simpson, 13 Portman Close,
Bedford Road, Hitchun, Herts SG5 2UX.
Tel: Hitchin (0462) 52103

Dunstable Hang Gliding school,
58 Spring Lane, Great Horwood,
Milton Keynes. Tel: 029671 2086

Also available from

Mainair Sports, Shawclough, Rochdale.

Tel: 0706 55131

Birdman Flight Training School,
Mildenhall, Marlborough, Whlts
Tel: 06725 3021

Windecraft Co Litd, Sion Lane,

Clifton, Bristol. Tel: 0272 37870

Unique opportunity. We are considering eimploying a TRAINEE MANAGER to take
control of our Hang Gliding Accessory Business. Salary will be around £3,000 p.a. with
wdditional equipment fringe benefits. Time off for League, National and International
competitions will be looked on favourably.
I'he successful applicant will be a good pilot, honest, dynamic enthusiastic and prepared 1o
work hard to build humsell or hersell a solid {uture. The job carries strong responsibilities. 1f
vou are interested in carving a Hang Gliding future your yourselfl please write in strict
conhidence to: John Hudson, Mainair Sports, Shawclough, Rochdale, Lancashire.

QUIZ

l. Which make of Glider is Mlown by more than 307 of the British League Pilois?
2. Which Glider was first to break the British 50 mile cross-country barrier?
1. Which Ghder can be flown by Pilot | badge holders and vet have the performance

toachieve 27

=

5. Which Ghder has the best finish?
Ifvou have any difficulty in answering these questionscontact Birdman Sports Lid. 0672-53021

for the correct answers.

PHOENIX 12 £500
BENNETT MOUTAIN
WINCH £999
High School of Hang Gliding
Telephone: (0272) 311212
Learn to Hang Glide in
England’s most beautiful
county at Roger
Middleton’s Cumbrian
Hang Ghiding Centre
Open 7 days per week for
2 and 4 day courses o
Pilot One standard. Books
and second-hand gliders
for sale. Hiway and
Flexiform Agencies. Want
a Skyline? Come and fly
before you buy! Pony
Trekking also available
Contact:- The Cumbrian
Hang Gliding Centre,
Rookin House Farm,
Troutbeck. Penrith. Tel
Lazonby ((76883) 610

Galaxy Fller Helmet now
with the new British
standard 5361. £16 plus £1
p&p. Frank Acton, 53

Royston Park Road,
Pinner, Middx. HAS 4AB.
Telephone: (11-428 2686,

There have now been over
12 issues of A4 Wings! You
will appreciate them even
maore if they are bound in a
dark walnut simulated
leater Wings! binder with
gold blocking on spine and
motif of hang glider on
front. £2.95 for A4 (Hang
Glider also fits). £2.50 for
AS (onginal Wings' and
Club Magazines).
Livingstone Promotions: 2
Timberyard Cottage,
Herstmonceaux, Sussex.

Which Glider has a Howe and Bainbridge dacron sail at no extra cost?

“Dragon Hote
Crickhowell, Central for
all South Wales best
soaring sites. Already
popular with hang
glider pilots. Tel:
Crickhowell 810362

L]
",

Robert Ed. Bailey's
Yorkshire Hang Gliding
Centre. Booking now for
7Y scason beginners’
courses. Axent for Hiway.
Wasp. Skyvhook.
Flexiform. Test fly the
latest models. Part-
exchange your old glider.
Used ghders for sale.
Parachutes, varios,
altimeters, compasses,
helmets. etc. n stock. 2,
Denton Ave, Leeds 8.
Tel: 662518,

From

Dave Simpson
13 Portman Close, Bedford Rd,
Hitchin, Herts. Tel: (0462) 52103

Instrumount — Vario
mounting stalk — fully
anodised “Kick up™
feature — secure and
instant fixing — £9.95 inc.
VAT & postage —
Mainair Sports.

Before you buy a vano
from anyone ask about
repairs and back-up
service and don't be
fooled — buy with
confidence — contact
Mainair Sports.

Wills Wing — Colver
Soaring variometer and
Chad AVT flight deck —
Price Prone Harness and a
great deal more —
Mainair Sports —
Rochdale (0706) 55131.
Pellet Variometer — We
are the UK Agents for
Makiki Electronics — self-
contained variometer
model 2 is only din. x
5%in. and weighs 150zs.
— Just as sensitive as
electronic variometers —
£36 inc. p&p/VAT —
money back guarantee —
Mainair Sports.

Windhaven — Mainair
Sports are the UK
Agents, dend a Yp stamp
for a copy of their
catalogue.

Trade

enquiries
welcome.

Interested in Towing? Now
available, compact.
lightweight. powered tow
winches with limited line
tension. Safari Tow Gliders  annual subscription —
using unigue retractable £12 surface mail—
three point towing system. approx 8 weeks:
Details from: Skyhook £16 Air Mail-
Sailwings Ltd., Vale Mill,  approx 2 weeks'
Chamber Road, For your Mainair
Hollinwood, Oldham, Accessory Catalogue —
Lans. 06]-624 8351. send large s.a.e. —
Mainair Sports,
Shawclough, Rochdale,
Lancs.

Hang Gliding Magazine
and Ghder Rider
Magazine — keep up-to-
date with a Mainair

New Parachutes. Strong.
compact, low sink rate,
single handed “Throw

Away" deployment. SUPER SCORPION C £500

Competitively priced. VORTEX 120 £4K)

Phone or write for details,  High School of Ha GEd';‘E!
Skyhook Sailwings Lid., Telephone: (0272) 311212
Vale Mill, Chamber Road, o A&
Hollinwood, Oldham, it St Bt
Lancs. OLB 4PG. Telex pocket £300

667849, Tel: 061-624 8351,
681-5045 or 33649,

Small ads must be limited to 35 words. Personal
ads are free to BHGA members. Non-BHGA
members or commercial small ads will be accepted at
a cost of 7p per word. Send to the Commercial
Editor, Lesley Bridges, with a crossed chegque or
postal order for the correct amount (minimum
charge £1) made payable to the British Hang Gliding
Association. Copy date is Ist of the month
PRECEEDING publication.
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VULTURELITE HANG GLIDERS PRESENTS THE EMU

Conceived as a glider offering a genuine performance increase, while
remaining easy and forgiving to fly, the Emu is the first production
glider to combine the advantages of a bowsprit type airframe with a
flex-batten cambered sail.

The absence of a crossbar, and the low drag airfoil section
achieve a considerable drag reduction and consequent
performance increase throughout Emu’s broad speed range. The
low sweep angle reduces induced drag at slow speed, improving
the sink rate and reducing tip stall tendencies.

The front wires have been linked to an ingenious — yet
simple — bellcrank on the bowsprit which permits carefully
matched differential movement of the inner and outer front
wires, thereby controlling billow-shift to optimise yaw/roll
co-ordination — so important for pleasant handling.

This combined with Emu’s short span and low roll
inertia gives an extremely quick roll-rate and a circling
ability unequalled in any other flexwing glider, allowing
efficient, confident soaring in the roughest of thermals.

Pitch stability and control is excellent, a result of
advanced sail camber and flexible battens, allowing
the sail to blow down at negative angles of attack
adopting a reflexed section. This augments the
positive pitching action of the defined tips
without the potential danger of pre-formed ribs
near the leading edge.

The Emu is very strong, having withstood
extensive vehicle testing to extremes of load,
both positive and negative. Its unique gust
alleviation system allows the crosstubeless
airframe to flex and mitigate severe gust
loads. Also, the use of flat plate and
straight tube components eliminates
weaknesses caused by unreliable
pre-formed alloy parts. Thus
replacement parts are simple and
inexpensive to fit.

STANDARD FEATURES INCLUDE:

Howe and Bainbridge Dacron used throughout; Super-quick rig airframe with nylon
slide on control frame: Rapid breakdown to 7% feet for transport; All alloy parts
anodised and all bolts nickelplated; Compensated DBS Bellcrank; Straight flexible
battens; Plastic coated stainless steel rigging cable; Tough waterproof bag for

HERER VULTURELITE LTD. 34 BATH STREET,
BRIGHTON, SUSSEX. Telephone: (0273) 27364

SPECIFICATIONS: UK Price £533 plus VAT (Either Size)

. Knockdown | .
Sail Area Aspect Ratio  Nose Angle L/E Length Length Weight Pifot Weight
LARGE 35ft. 195sq.ft. 6.3 140° 17.5ft. 7.5ft. 52 Ibs. 126 =210 1bs

SMALL 33ft. 170sq.ft. 6.4 140° 18.5ft. 7.5ft. 49 |bs. 126 -2101bs




