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Thermals That Rotate
Garry Speight

Many thermals rotate, and they may be the strongest of the day. You can soar better
if you learn to work them. Circling against the rotation is a dream; circling with
it, a nightmare!

Part 2: What they are like
F l i g h t i n r o tat i n g a i r

The glider flies because of its speed through
the air. In a thermal, the pilot must keep the
airspeed just a few knots above the stall. This
airspeed is the same whether flying with or
against the thermal rotation, (so long as the
air is just as smooth each way). The ground
speed is not the same: the ground speed is
higher when flying with the rotation than
when flying against it.
To keep a turn going, the pilot must
bank the glider so part of the lift of the
wings pulls the glider towards the centre of
the circle. Otherwise, (said Isaac Newton)
the glider would fly out of the turn in a
straight line. At a chosen speed, a chosen
bank angle causes a particular rate of turn.
Is the speed I mention here the same
as airspeed? Not if the glider is turning in
a rotating thermal. Provided there is no
wind, it is the ground speed that decides
the rate of turn and the radius of the circle.1
To see that this is true, think of the path
of the shadow of the glider on flat ground
on a day with no wind. It is a circle exactly
the same as the one the glider makes in the
air. It has a certain radius and the distance
around the circle is a certain number of
metres. The shadow of the glider, travelling
at the glider’s ground speed (not airspeed),
goes around in a given time. From this you
can work out the rate of turn, in degrees per
second. Thus, rate of turn relates to ground
speed rather than airspeed, and so does the
radius of turn.
To show how this might affect a pilot flying in a rotating thermal, here is an example.
A pilot circles at 50kt and 45º of bank
in a thermal that rotates at 10kt. Flying
against the rotation gives a ground speed
of 40kt; flying with it gives a ground speed
of 60kt.
The Technical Note 2 explains how the
radius of turn is 40m in the first case and
90m in the second (Figure 2.1).
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Figure 2.1: Turning radius at 50kt with
and against a 10kt thermal rotation

A thermal rotation of as little as 10kt
makes the radius of turn when flying with
the rotation more than twice that when
flying against it! Added to that, a 90m radius
is very large; larger than the radius that
Australian pilots normally use for climbing
in thermals. The cores of our thermals
are seldom wide enough to contain circles
that big.

Figure 2.2: Movement of the air around
a rotating thermal (as a Rankine vortex)

T i m e ta k e n t o o r b i t

The glider takes a certain time to get from
a starting point round an orbit back to the
starting point. It is not clear whether it will
take a longer or shorter time when flying
with the rotation rather than against it.
Flying with the rotation gives a higher
ground speed, but there is more distance
to go. In this example, an orbit takes
19 seconds flying with the rotation, and
13 seconds flying against it. The orbit
with the rotation takes longer, but not
by so much that the pilot will notice.3
Although skilled pilots notice their rate
of turn, and the time taken to get round an
orbit, this is little help in deciding the sense
of rotation. The circle may be very large
or very small without the pilot knowing it.

Winds in a
r o tat i n g t h e r m a l

If a thermal rotates, it is like a very weak
tornado. Experts have found the pattern
of winds in a tornado.4 I suggest that this
pattern also occurs in a rotating thermal,
only the winds are not so strong. In Figure
2.2, I have drawn lines to show how much
the wind in the rotating thermal has moved
the air after certain times. Near the axis the
air moves only slowly. Out to the edge of
the core it moves faster and faster. Outside
the core the air moves slower and slower.
Because the air outside the core is moving
slower and also has further to go around
the circle, it gets left far behind the air in
the core.
The flow inside the core is quite different from the flow outside it. The core rotates
Soaring Australia
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almost as if it were solid. The air can become
calm. Outside the core, each rotating layer
of air lags behind the layer nearer the core.
As the layers of air flow past each other, they
catch and mix together, curling up to form
little willy-willies. The biggest change of
speed is in the first few metres outside the
core. Here, the air will be very rough.

Figure 2.3: Profiles of upward movement
of the air in model thermals

In a thermal, pilots expect the lift to get
less away from the centre, often in a smooth
way.5 In a rotating thermal, every part of the
calm core is likely to have the same strong
lift (See Figure 2.3). The core will be almost
perfectly circular, because the rotation will
smooth off any bumps around the edge. In
the rough air outside the core there will be
wild updrafts and downdrafts. The lift will
get very weak not far away from the core.
F e at u r e s o f
r o tat i n g t h e r m a l s

In summary, rotating thermals differ from
simple thermals in several ways. Clearly,
there is a rotating wind that becomes either
a headwind or a tailwind for a circling glider.
In the core of the thermal, the wind gets
faster away from the centre and outside the
core it gets slower. The edge of the core is
very sharp, and forms a perfect circle. Inside
the core the air is smooth, while outside it
the air can be very rough.
In Part 3 of this article I show what
happens to the glider in such a thermal.
Technic al Notes

1. The pilot must bank the glider to make
it fly in a circle. The lift must not only
support the glider’s weight against the
acceleration of gravity, g, but also cause
acceleration, f, towards the centre of the
circle. The higher the speed, V, and the
2
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smaller the radius, R, of the circle, the
larger the value of f, and the steeper the
bank angle, ! (phi), must be.
The acceleration towards the centre is:
2
f = V /R
It is easy to show that:
tan ! = f/g
Then:
2
tan ! = V /gR
And:
2
R = V /(g tan !)
This shows that the radius of the circle
depends on two things the pilot can control:
the speed and the bank angle. Unfortunately, “speed” could mean airspeed, or
ground-speed, or speed around a circle
allowing for the wind. Which is correct?
We can solve this puzzle. Express the
acceleration, f, towards the centre of the
circle not in terms of speed, but of angular
velocity "(omega). Angular velocity is like
rate of turn, but measured in radians
per second:
f = "2 R
Then:
tan ! = "2 R/g
And:
R = (g tan !)/"2
This shows how the radius of turn
at a fixed bank angle depends on the
angular velocity.
Angular velocity has only one meaning.
It is rotation relative to the universe. Since
the earth rotates very slowly, it is nearly the
same as rotation relative to the surface of
the earth. On a calm day, the speed that
sets the radius of turn of a glider in a
rotating thermal is the ground speed. When
there is a wind the velocity over the ground
must have the wind vector subtracted.
2. Suppose the glider pilot maintains airspeed
of 25m/sec (about 50kt) to keep an
adequate margin above the stall. Suppose
the part of the thermal the pilot is flying in
is rotating at 5m/sec (10kt), and there is no
wind. Flying against the rotation gives a
ground speed, V, of 20m/sec (40kt); flying
with it gives a ground speed of 30m/sec
(60kt). Also, suppose that the angle of bank
! is 45º, so that tan ! = 1. The value of g
is about 10.
Find the radius of turn r by:
2
r = V /(g tan !)
In the case of flying against the rotation, r is 40m; in the case of flying with the
rotation, r is 90m.
3. Since the angular velocity in a circle is:
" = V/R
The time for an orbit, T is:
T = 2 # R/V
Substituting for R:
T = 2 # V/(g tan !)

Young Garry

This gives the values in the text.
Note that the orbit time varies with
the speed, while the radius of turn varies
with the square of the speed.
The pilot could still work the thermal
if the headwind were equal to, or greater
than, the airspeed. When the headwind
equals the airspeed exactly, the ground
speed is zero, and the orbit could be said
to take forever. In this case, no bank is
needed. If the headwind is greater than the
airspeed, so that the glider is being blown
backwards, it must again be banked
towards the thermal axis.
4. The pattern of horizontal winds in a
tornado is like a Rankine vortex. The
Encyclopaedia Britannica reports that,
in 1957, meteorologists observed wind
speeds of one tornado near Dallas in detail.
The rotational speed of the air was very
low near the centre, and increased in
proportion to the radius, until it was 67m/
sec at 60m, then decreased in inverse
proportion to the radius, falling below
10m/sec at 400m from the centre. This
pattern of linear increase in rotational
velocity with radius, followed by decrease
inversely with radius (Figure 2.2) is called
a Rankine vortex. Others have seen the
same pattern in dust devil rotation. Research
that is more recent uses other vortex models,
but the Rankine vortex model will do.
5. I once proposed two thermal models,
“normal” and “narrow” (Figure 2.3) with
the lift falling off according to the cube of
the radius (“Rate of Climb in Thermals”
by Garry Speight, Australian Gliding Vol.
31, No. 2, February 1982, pp 28-39, 47).
“Normal” thermals are easy to work;
“narrow” thermals need more care and
concentration.
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I set up these models to put numbers
on the profile of Australian thermals as the
sailplane pilot sees them. They reflect my
experience better than the usual parabolic
(square of the radius) ones do, not to
mention the very narrow models proposed
by Bruce Carmichael in 1954 (“What
Price Performance?” Soaring, 18 (May/
June), pp 6-10).
Carmichael’s thermals are still cited in
textbooks, including “Fundamentals of
Sailplane Design” by Fred Thomas (College
Park Press, Maryland, 1999). Glider
designers use much simpler thermal profiles
than those glider pilots fly in. Even the
latest ones cited by Thomas, those of K H
Horstmann, look like a witch’s hat (but
someone has fudged the profiles, by rounding off the sharp peak in the diagram.
Bernard Eckey has copied this diagram for
his article in January’s “Soaring Australia”).
Witch’s hat profiles are “Konovalov Type B”
thermals, as discussed by Ian Strachan in
Sailplane and Gliding Vol. 25, No, 6
(December 1975), pp 266-271.
In metric units my thermal profile
3
-6
models are: VR = Vmax – R x k x 10
where VR is he vertical velocity of the air at
radius R in m/sec

Vmax is the vertical velocity of the air
at the thermal axis in m/sec
R is radius from the thermal axis in m
k takes the value 0.5 for a “normal”
thermal, and 1.5 for a “narrow”
thermal.
Two things are to be understood:
1) negative values of VR are replaced by
zero values;
2) the equations do not allow for a broad
zone of more slowly rising air that
surrounds the thermal core.
Figure 2.3 shows these model thermals
in the case of a central velocity of 4m/sec.
They will yield a rate of climb of about
2.5m/sec (5kt).
I believe the lift in a typical rotating
thermal is like the “narrow” thermal
model, but with a broader zone of nearly
constant strong lift near the axis, and a
more rapid decrease of lift outside the core.
This is better matched by a fourth power
curve rather than a cubic:
4
-8
VR = Vmax – R x k x 10
where k takes the value 2.1.
Figure 2.3 includes this curve.
Such a fourth power profile (not unlike
a top-hat) is like the “Konovalov Type A”
thermal. Helmut Reichmann,

Garry airborne

in “Cross-Country Soaring” (Thomson
Publications, Santa Monica, 1978, p 92)
notes that this type of thermal profile
occurred when there was strong surface
instability, and that turbulence was greater
at the edges than in the centre. One would
expect both in the case of rotating thermals.
Perhaps the Konovalov Type A thermal
profile results from thermal rotation.

Weather Station

Wind, rain,
temperature,
humidity,
barometer,
plus more…
Also available:
Windsocks and frames,
handheld weather meters.

Australian Agent
for Davis Instruments.

ECOWATCH

Ask for your
FREE catalogue.

Unit 5, 17 Southfork Drive
Kilsyth VIC 3137
Phone: (03) 9761 7040 Fax: (03) 9761 7050
email: <davis@ecowatch.com.au>
web: [www.davisinstruments.com.au]
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The Three Rivers Run
Ian and Elaine Willis

It all started for me early last year, when Garath Otley took me for a ride in his Gazelle.
It was not long after that I was hooked. After gaining my microlight pilot licence,
radio and cross-country endorsement, I bought a secondhand trike with Streak wing. I
gained another 20 hours solo to get my passenger endorsement, after which there was
much flying around the Nowra/Wollongong area with friends. This was great fun, but
offered no navigational challenge, as I have lived here for the second half
of my 44 years. Then came a whisper of the Three Rivers Run from Holbrook…

T

he Three Rivers Run was a joint trip
between the Holbrook Ultralight Club and
the South Coast Flying Club, held in March
this year. We arrived at the Holbrook Ultralight Club fairly late, where we met Dave
King, said gidday and then goodnight see
you in the morning. They have three motel
style rooms for use of club members and
visitors at a very reasonable rate.
Wednesday morning saw Elaine and
I set up the Airborne Classic with Streak 2
wing. This takes us about 40 minutes now
that we somewhat know what we are doing.
After having a look in ERSA to see the local
rules and speaking to Dave King, I did a
check flight circuit and landed. Previously
I had done a touch and go landing at Milawa
during my training, so I knew there was
a strip there. Dave told me there was also
a nice restaurant at Milawa. After checking
on the map and the weather I just casually
asked Elaine if she wanted to fly to Victoria
for lunch? After about 20 questions she said,
“Yes.” So after doing the proper planing and

Junction of the Lachlan and Murrumbidgee Rivers

South of the Murray River in Victoria
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obtaining landing approval we were off, following a WAC chart for the first time. Compared to the coast at Nowra there are fewer
features, but there are still plenty of places
to confirm your position. I did have a GPS
with a “goto” set to Milawa, but wanted
to get there without it, which we did.
After a very nice meal at Brown Brothers
Winery Restaurant, without the included
wine, it was off to Wangaratta to fill up on
Avgas, then back to our original track back
to Holbrook, which turned out to be quite
easy. These WAC charts are great. Arriving
back in Holbrook doubled Elaine’s total time
in the trike and chalked up my first crosscountry expedition in unfamiliar territory
without an instructor checking my calcs
and intentions. A smile sat on my face
at completing the day safely.
The next day saw the start of the Three
Rivers Run. After a photo opportunity for
the local paper it was off to Forbes via the
Rock and Coolamon, landing at Temora for
lunch where Jim Shephard joined the fleet.
The Forbes Club put on a top BBQ feed for
dinner at the airfield – a very friendly bunch
at Forbes.
Second day of the run saw Elaine and
I leave 10 minutes before the rest because
we are the slowest. Following the Lachlan
west to Condobolin, the windsock said land
on the dirt cross-strip, not the bitumen main
strip. I got there just before the others, so
they followed me in after I reported that the
strip was fine. This was about the time I was
introduced to the four-corner burrs and
what they can do to tyres. The next hour
was spent digging out 6mm spikes. Luckily
only one tyre out of 21 suffered.
After a while we were back in the air,
heading to Lake Cargelligo for lunch. Some
flew direct to Hillston to the camp for the
night. A couple of the others bypassed

Condo and the burrs. We landed at Lake
Cargelligo, which is a similar set up to
Condo. The wind still said the cross-strip
was the one to use, so I lined up on final,
saw the green leaf of the burr plants at 5ft
altitude and chose to touch down 20ft short
of the main bitumen strip, stopping before
the other side. After eating our tailwind sandwiches (egg and lettuce), beautifully prepared
by Isabell and Barbara before the sun came
up, we departed for Hillston with a tailwind
seeing us arrive a little early. More drinking
time. The Hillston Club did dinner nicely.
More fine weather greeted us the next
day, and Brassbutt Station was the chosen
lunch spot with three strips in an ‘A’ formation on the Lachlan. Once again, very friendly people. As I was last to land by heaps I
was able to overfly at 5,000ft and do a great
glide, practicing the figure-eight pattern off
the end of the strip with no one hassling me
about circuits, directions, and radio calls. I
was just able to enjoy the freedom of flying.
On the way to Balranald an attempt was
made to find the junction of the Lachlan
and Murrumbidgee Rivers. I’m buggered
if I could find it, it just seemed to swamp
out. I found out later we were over it, but
could not actually find the junction.
Balranald was the night stop.
The fourth day of our trip took us to the
junction of the Murrumbidgee and Murray
Rivers, which was easy to see, on the way to
Swan Hill for morning tea. These were the
second and third rivers. Over the Murray,
Dave and I decided to photograph each
other. This was an interesting exercise
because Dave’s Rans does about 70kt slow
and my trike does about 60kt fast. After
10 minutes or so of photos I tracked back
on to the river, but Dave told me it was not
the Murray and that the Murray was over
to the left. So we headed over to the other
June 2006
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Murray and followed it. Dave had since disappeared at 30kt faster than my trike. The
ground just did not gel with the map, so
calling Dave up I asked if he had given me
a bum steer. He said, “I was thinking the
same thing.” So I headed over to the first
Murray and the map was saying the right
things to me again. Later research revealed
that the other Murray was the Edward River.
Swan Hill morning tea was with the very
friendly members of the flying club there.
After taking off and just leaving the circuit
area a C130 Hercules joined circuit. Best
not push right of way with that one, ’eh!
Kerang saw another top packed lunch
from the ladies, with plans to fly direct to
Tocumwal. It looked good on the map, but
all those trees were just too scary. Time to
divert a bit to the south and go around them.
This is why you always fill up the tank.
Cohuna was confirmed on the map and
then we fell off the edge. Twenty minutes
later a break in the forest with some landing
ground gave us an opportunity to head east
into NSW, following our nose to another
break across the real Murray back into
Victoria. Eventually the Murray Valley Highway was confirmed on the edge of the map,
so a track was made for Tocumwal. Active
gliders in circuit (not my circuit) made the
prior ERSA research very valuable. Staying at
the airfield was great. Cabins made a change
from putting up the tent each night, and an
on-site restaurant, museum, tie down wires,
a kitchen to prepare a 12-egg omelette and
a huge hangar were a most welcome change.
The hangar was almost big enough to take
off and do a U-ey in. During WWII,
Tocumwal trained our bomber crews
amongst many other tasks.
Great weather again the next day saw the
bearing on the compass set for Holbrook.
Follow the map, this outback nav stuff is
a bit of old hat now; some of the day was
even over old ground from the Milawa trip
last week. Was it that long ago? Just to let
you all know, the GPS was not once referred
to, except to let Elaine know that I really did
know what I was doing. Nice to have it as
a back-up, though.
Holbrook saw us have lunch, and I had
a short sleep. But I hadn’t quite had enough
flying yet, so it was off to Bright for dinner.
This flying out of state to eat was getting
to be a habit. It was interesting flying just
below the steps past Albury controlled airspace. We logged on with Albury tower anyway till Kiewa had passed below, then followed the Kiewa Valley till we were able to
climb to 5,000ft over familiar ground again
(from one of my cross-country training
flights with Steve Ruffels). Jumping over the
hill from Kancoona, Porepunkah was just
June 2006

The Murray River surrounded by tiger country

where it should have been. Mt Buffalo was
a bit of a give-away. Steve was busy with a
student, so arrangements were made to park
in his hangar for the night and we caught up
with him next morning for breakfast. Steve
has the distinction of being the only person
in the world to train a quadriplegic to fly a
trike solo [Sub-ed note: See Soaring Australia,
May ’06 issue].
Heading back to Holbrook in the morning saw us going past Albury again, but this
time the airspace was quite busy. Logging
on again to Albury tower we were told to
stay on the east side of the west bank of Lake
Hume below 2,500ft. I think a few of the
RPT had a course change so that conflict
was not possible. At Bowna the air traffic
controller said gidday. That’s ATC language
for we won’t be talking to you again.
Back at Holbrook saw us packing up
and saying goodbyes to new friends. We
had a top trip and are very much looking
forward to the next flying trip.
There were a whole heap of new things
for me on this trip: flying in unfamiliar territory without an instructor behind or in radio
contact, flying near controlled airspace, flying over flat ground with few features, using
a WAC chart for nav, flying for more than
1.5 hours at a time, flying into unfamiliar
strips, flying interstate for lunch and dinners,
parking the trike overnight in a hangar, more
than a 30 minute flight for Elaine, mixing
with Hercs and gliders, and paying for wine
but not drinking it. It was a shame that the
rest of the crew from Nowra could not fly
out as the weather was crappy all week on
the coast. Many thanks to the Holbrook
Ultralight Club for all the organisation and
friendly attitudes.

Junction of the Murrumbidgee and Murray Rivers

Photos: Elaine Willis
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Issues with Accidents
Michael Zupanc
Recently, Chris Fogg and myself were invited to attend an accident investigation
course. The course, hosted in Canberra by the Australian Transport Safety Bureau (ATSB),
was run by Cranfield University, an English university that specialises in aviation issues.
Cranfield is one of the world’s leading air crash investigation authorities. We were
privileged to have a team of their lecturers travel to Australia to conduct the course.

T

he course dealt primarily with large and
complex investigations, ones that involve
power plants, complex control systems, electronics and hydraulics. So on one hand it
was somewhat irrelevant to accidents involving hang gliders and similar aircraft, however
the forensic techniques and attitudes are certainly applicable in any accident investigation,
and issues concerning interaction with various bodies such as police and the coroner’s
office were studied with great interest.
For example, one of the issues within an
accident investigation is the fact that we can
only get evidence from people willing to give
it, as we have no physical powers to collect
evidence. So, in a serious sport aviation accident, regardless of whether one of our representatives is investigating, the police may also
be investigating, and while they have power
to collect evidence as they see fit, they would
have little expertise in what is or isn’t relevant
to our sport and would have little expertise
in analysing that sort of evidence.
There is also the issue of what is to be
achieved by an investigation. When we investigate an accident it should be from the point
of view of finding out why the event occurred
and then using this information to try to prevent anything similar from happening again.
Other people though may have other reasons
to investigate accidents, and those reasons
may include the allocation of blame. However the Transport Safety Act specifies that
evidence gathered by the ATSB cannot be
used as evidence in court. That way people
who give evidence in an accident investigation
can do so without fear of legal consequences.
When the police investigate an accident,
they are obliged to look for evidence of foul
play, but they are also tasked with public
safety, and in that respect share the motives
of the ATSB. During the course, there was
much discussion about developing a memorandum of understanding between police
and sport aviation bodies so that we can
share information in order to assist each other
in conducting a viable and accurate investigation.
So… If you are faced with the situation
6
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of an accident occurring when you are
around, what should you do?
Firstly, search and rescue and first aid
must, of course, take precedence over any
thought of accident investigation.
Next to consider is that police, search and
rescue services, ambulance and other medical
personnel may be involved at this stage. Who
is in charge? If the police are in attendance
they would typically take charge of such
a situation, and you will need to establish
contact with them to explain that the HGFA
will also need to conduct an investigation.
Keep unnecessary people away from the
accident site and keep media at a respectful
distance. If the media want a story, simply
tell them the truth: “An investigation is under
way and it is too soon to make any statements
as to what happened.” Even if the cause of the
accident appears obvious, it may not be that
simple, so be very careful that you do not
jump to conclusions. Keep in mind that accidents are usually the place where lawsuits are
spawned, so be very careful that you do not
say anything that might imply that one party
or another could be responsible. Keep any
public statements brief and stick to known
facts. Keep in mind though, if you shun the
media altogether, that might simply spur them
to be more persistent, or to simply make
things up. Be very wary that if the media particularly wants to get information on something, then long telephoto lenses and rifle
microphones might be getting sound and vision
of the event when you are not aware of it!
Unnecessary people need to be kept
away from the area so as to avoid disturbing
the scene, and if a police team is going to be
looking at the scene then work with them.
The police will be obliged to treat a serious
accident as a possible crime, and they might
then decide to bring in their crime scene
investigators. They would typically not know
what they are looking at, so explain how various parts of the wreckage work and get lots
of photos of the scene. Get close up photos
of the way the wreckage is lying, plot where
it is in relation to other wreckage, and get

overall photos of the scene showing the accident site in relation to any nearby obstacles.
Take note of the weather at the time of
the accident, including strength and direction of wind. Plot the location of trees, hills,
buildings and anything that would alter the
airflow in the vicinity of the site. Which way
was the aircraft travelling? How high? What
sort of angle was it coming down at? Was it
turning? If it was a powered aircraft, was the
engine working? Check to see what position
the various engine controls are in and photograph everything! Photograph the gauges,
any marks on the ground, trees, rocks, whatever. Get witness statements; preferably
interview the witness in the same location
from where they witnessed the event so that
they can relate what happened with respect
to the surroundings. Get lots of witness
statements, but be prepared to ignore some
of them! If a number of people witness the
same event, you are likely to get a number
of different versions as to what happened.
While you are busy compiling a magnificent accident investigation, think about how
far you want to get involved. There may be
a coronial inquiry, and if that eventuates and
you are called to give evidence, the first thing
you will be asked is, “What are your qualifications?” “Err, well, I’m a bricklayer…” You might
have an expert view on the matter, and be
shut down by someone with no idea, but they
have an impressive qualification. Be wary.
On one hand it would be really great
if accident investigations were not necessary,
but unfortunately they are. In the event of
an accident, we do need to get a logical, unbiased view of what happened so that the information may be used to help prevent similar
incidents in future. However, carrying out
an investigation does not necessarily mean
that anything useful will be learned.
Remember that we carry out investigations to make the sport safer. Remember that
you can only form a conclusion based on
evidence. And remember that “I don’t know”
is a perfectly normal answer to the question
of what caused an accident.
June 2006
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Once Upon a Time in Lexton
Andrew Stephens

I

van and Vera live on a few acres in
Lexton, having retired from the farming game. Vera still works a couple of
days a week at Haymes Paints, and Ivan
now has a new pride and joy to replace the
dogs and tractor – a bright purple XR6 ute
with a go-fast spoiler and set of shiny mags,
enough to make any 18-year-old farm boy
drool with envy. Their daughter and son-inlaw live in Ballarat and bring their two girls,
Blaze and Storm, to visit on weekends. A few
weeks ago the whole family, including Vera’s
elderly dad, gathered together for a lazy
Sunday barbecue. The guys were grouped
around the barbecue, because that’s what
guys do, while the women were making
salads. Suddenly the girls said, “Pa, there’s
something funny in the paddock…”
I first met Ivan when I heard someone
calling out, “Are you alright, mate?” I looked
up to see someone peering at me over the
fence. I had just been thrown from the sky in
a torrent of rotor coming from some unseen
hill to the south of Lexton. From 800ft I was
on the ground in a matter of seconds – a real
roller coaster ride – but still managed to pull
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off a no-step landing (as you do when no one
is looking). I tucked the Fun beneath some
shady trees by the fence, thanked old Ivan
for the use of his paddock, and set about
explaining how I came to be there on said
lazy Sunday afternoon.
“Well, if you’re alright then, you’d better
come and use the phone in the house, ‘cause you
won’t get any reception out here… and by the
way, the barbecue’s cooking so you’ll be staying
for something to eat.” With that he headed
back down towards the house with me tagging along behind, while a group of bemused
relatives stood looking from the verandah
at this dacron spaceship and strange guy that
no one knew from a bar of soap.
As I timidly made my apologies a glass
of lemonade was thrust into one hand and
a phone in the other. With the pick-up directions relayed to my retrieve, the barrage of
questions began. How far? How high? How
long? Why? Which, considering that I’d just
indulged in the use of their paddock, were
probably quite reasonable questions to ask.
While this was in progress Ivan administered
final jabs to the meat and then it was inside
to gather up a plate and fill it with food. “And

don’t be shy now, ‘cause you’re one of the family.”
A smile crossed my face at the thought
of the other guys still in the tow paddock as
a glass of the Pyrenees’ finest was passed my
way. I sat and ate and talked politely like the
new boyfriend who’s come home to meet the
future in-laws, until the food was demolished
and the bottle empty, at which point Ivan rose
from his chair and announced, “Well, we’d
better get you packed up and on the road or you’re
going to miss your boat.” I secretly think he was
looking for an excuse to show off his new toy,
but I wasn’t complaining – better than walking 500m to the main road with my glider.
So while I packed, he chatted, then it
was a quick trip in his bright purple ute
down to the main road. He dropped me and
my gear in the shade of a redgum, where
I promptly fell asleep waiting for my ride.
A while later my retrieve arrived and we
were off, speeding towards Bealiba to pick up
another pilot who’d flown 75km. My 20km
to Lexton didn’t sound so great in comparison, but as the red wine kicked in and the
cool breeze blew through the window,
I didn’t really care.
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Flight of the Bumblebee
Chad Nowack

I’ve long considered myself similar to the good old bumblebee – until recently thought
by scientists to be theoretically unable to fly. But, like my old friend the bee, I’ve managed
to commit aviation and enjoy the wonders that await me under those big fluffy clouds.

t

he past 16 months have been some of
the most exciting and memorable times that
I’ve ever had. However going cross-country
and leaving that all-powerful local soaring
area has at times been hard. Earlier this year,
after being approached by a few more experienced members, I was asked if I’d thought
about flying in the up and coming Queensland Easter Comps being held this year at
Chinchilla. These comps have a reputation
of being friendly and run on the fun side.
At first I couldn’t say anything except
“maybe” and “I’m thinking about it” because
to be perfectly honest, the thought of racing
around the sky with 50 or so other gliders
around didn’t exactly thrill the pants off me.
Add to this the fact that the number of
cross-country flights I’d done could be easily
counted on one hand made me think some
of my club mates had a higher respect of
my flying skills than they should.
I didn’t want to disappoint my fellow
pilots, who thought so high of me by backing away from the idea, so I went to my
instructors. Surely they’d say to wait another
year and I’d be off the hook. After a short
meeting they replied with “Sure Chad, Just
go on Ralph and Roberts GlideFast course,
practice gaggling when possible and then you’ll
be right to go.” Dash it! It wasn’t supposed
to go like that. So once word got around and
I booked the club LS7 (XOW) for the week
my fate was sealed. There was no going back
from here. As the competition date drew
nearer my mind started cooking up plans
to let me back out at the last moment. Last
minute business trips, sudden uncontrollable
bowel movements or a death in the family
were all considered but then I factored in
two or three weeks of no flying at all if I
8
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backed out and soldiered on. Nothing could
be worse than enduring nearly a month
of no flying, at least nothing I can think
of anyway.
Before I knew it there I was, driving
through Dalby en route to Chinchilla with
XOW in her trailer behind my trusty canary
yellow 1983 Corolla stationwagon. Yes,
I know what you’re thinking, I towed with
that, but I’m still worried about flying? As I
screamed down the highway at warp 9 (read
80km/h) I noticed something strange
happening to the area along the road. The
ploughed paddock after ploughed paddock
after ploughed paddock that I’m used to
flying over at DDSC (were spoiled at our
club) started being replaced by tree after tree
after tree with the occasional unfriendly
“hasn’t been ploughed in years” paddock.
This is not good. I’d only flown over scrub
once before when I went to Brookwater but
got scared and turned for home only five
kilometres in and at 6,000ft. I rested easy,
thinking to myself that they wouldn’t be so
nasty as to task over this horrid place
anyway, would they?
After arriving at Chinchilla airport my
trusty steed was rigged, tied down and
lovingly washed so I could attend to my five
star accommodation (thanks mum and dad
for lugging the caravan out all that way).
Saturday started early with the installation
of a B400 vario and a basic rewiring of
the electrical system. Did I mention that
I managed to book the only glider with
a broken vario? I must thank Graham (I’m
not GRUMPY!) Hennessy and Keith (this is
how you do it!) Allen for their long-suffering
help. The vario worked fantastically. After
that I pushed XOW online to give myself

a site check, as this was a practice day. Once
airborne I found good climbs to 5,000ft
QNH and although it was a blue day I
thought I’d try the task, however at 20km
out I realised I’d forgotten my map and
promptly turned for home in between the
nasty remarks I started to throw at myself.
D ay On e

Sunday was the first comp day but was cancelled due to poor activity of the vertical
kind. Some competitors still tried the task
but struggled. I chose to do some more local
flying and find out what trigger points
worked in that area. I tend to rely on dams
but when you cant find any you have to
look elsewhere.
D ay T w o

Chinchilla–Jandowae Silos–Dalby AF–Cecil
Plains–Chinchilla, AAT, two-and-a-half hours.
Going east meant I was on home turf. I felt
comfortable with that. Not having tow-out
gear for XOW meant I needed a wing walker
and so by the time I got help the grid was
almost full and I was near the front. I didn’t
mind, being a novice I was allowed to start
before the start gate opened. I liked this idea,
as I wanted to leave early and get home
before the cavalry arrived. About five minutes before I launched (get nervous time) my
instructor ran over and told me that the start
points he downloaded for me were wrong
(thanks Mike) but not to worry, as I could
just start over the airfield. I tried this only
to be told over the radio that it wasn’t a start
point and to see the fines$$ officer when
I landed. Someone mentioned something
about some silos so I headed for some and
called my start hoping they were the right
June 2006
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Left: XOW taking flight. Note the graffiti

ones. After starting I roared to the first turn
point without turning, using good streets
and promptly turned for Dalby. A little extra
height was needed to cross a blue patch to
Cecil Plains and received some more solid
climbs there. By now the day was dying so
I headed for home following the edge of the
scrub. This gave me enough rising bubbles
to get home. The flight was a good confidence-builder for me and had me chomping
at the bit for the next flight.
D ay T h r e e

Chinchilla–Yuleba–The Gums Silo–
Chinchilla, AAT, three hours.
Going west over scrub. I was at the front
of the grid again, but I wanted to go early as
I could see high cloud and overdevelopment
out that way. By the time I got to Miles
things were bad. I had to wait for a really
bad patch to go through before cautiously
moving on. After Miles I didn’t see the sun
for the rest of the flight. Just getting to the
Yuleba circle was a challenge as rain was
dampening my spirits as well as XOWs
performance. The rest of the day entailed
getting high and staying high. I felt happy
with myself just to make it home as a
number people chose places other than
Chinchilla to land.
D ay F o u r a n d F i v e

Both days were cancelled due to bad
weather. Many people set their own tasks
during this time. A common one was from
your caravan to the glider tie-down area,
nipping the circle at the airport terminal
and then heading back to the caravan. Some
people got caught out near the terminal,
outlanding next to the bar and drank beer
while waiting for their retrieve crew to take
them back to the caravan.
D ay S i x

Chinchilla–Jandowae North X–Bell–
Brookstead–Chinchilla, AAT, three hours.
During the night some anonymous vandals
armed with coloured tape graffitied poor
XOW (and others) but they did such a good
job I left it there for the remainder of the
comps. On the grid I was at the front again
but going east meant I was over home turf
so once some clouds lined up I was off.
When I was close to my club (DDSC) I had
a quick chat to some of the members on the
radio and warned them of the crowd not far
behind. The combination of 8,000ft thermals and streeting cumulus meant I had an
enjoyable fast run with an easy glide home.
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D ay S e v e n

Chinchilla–Yuleba–Meandarra Silo–Tara
Silo–Chinchilla, AAT, three hours.
I thought this time I’d go on the front of the
grid just for a laugh. I got off tow at 1,000ft
just like every other day but this time the lift
wasn’t there. I backtracked to the lift I flew
through while still on tow but it was only
just keeping me up and now I was directly in
the way of all the tugs towing up the fleet.
After a few futile minutes I gave up and
joined circuit for a re-light however straight
after my radio call I hit a bubble at 600ft
and turned for all I was worth. As I drifted
over the runway the vario started making
happier noises. I was relieved that I got away.
Because I was one of the first to launch I
knew I’d have a large audience. The task
itself had a bit of everything. Some
amazingly fast runs under streets, some quiet
blue patches and some drops of rain near
Yuleba… again. I got down to 2,000ft agl on
my second leg and after scraping away I
thought I’d never make it home on time but
hooked up with some fantastic streets and
rocketed home at 90kt. Even after getting
bogged down halfway I still managed an offthe-stick speed of 103km/h. My fastest speed
to date.
D ay E ig h t

Chinchilla–Kumbia–Dalby AF–Chinchilla,
AAT, two hours.
The last day. After delaying the launch and
changing the task to follow better weather
I decided this time to wait for the start gate
so I could follow the experts and maybe
learn a thing or two. When the start gate
opened I had my instructor Mike Codling
and David McManus in my sights. Shortly
after that I learnt that if you decide to follow
someone, make sure its someone you can
keep up with. I lost them as I passed over to
the north of the Bunyas. This was another
area I hadn’t flown over but I was at 8,500ft
so I wasn’t worried about the unfriendly
terrain below me. That was before the
massive dark cloud above decided to dump
wet stuff on me. I thought we were in a
drought! Trying to get out of the rain and
to a landable paddock I lost about 4,000ft
in 15km. When I got back into the dry again
I still had a way to go to get to a paddock
and was not feeling comfortable being at
3,500ft. After flying with another glider for
a while we hit some lift and managed to get
back to cloud base to continue on. Staying
high I managed an easy flight home. I was a
little depressed however when the realisation
set in that the comp was actually over.
On the Sunday night we had the trophy
presentation and dinner. One of our longest-

Yours truly ready for combat

serving tug pilots, Stow Kentish (MDK) was
recognised for his efforts and long history
with gliding. During dinner the winner was
announced. David McManus took out top
honours showing that the younger people
can stick it to the older more experienced
ones from time to time. The one that
surprised me though was when it was
announced that I won the Novice Class.
This came as a shock as I was just happy to
make it around each day. The drinking and
laughs continued into the night before
everyone eventually retired to bed knowing
what had to be packed up still the next day.
Just a quick note about FLARM. I
believe 99% of aircraft were fitted with
Flarm and I only heard good reports. Just
looking at it from a personal point of view
I don’t see how anyone could fly without it.
I’ve stopped counting the number of times
I’ve seen that little green light and thought,
gee that’s a great little device. I now have a
little game I play with Flarm. I try to spot
the glider before Flarm does. Just when your
patting yourself on the back for beating that
green light it flashes another one warning
of another glider you didn’t see.
The Boonah Club needs to be congratulated for doing an excellent job of running
the Easter comps. I don’t think anyone had
any major problems with the week and
everyone seemed to have a ball. Next year
the comps will be again hosted by Boonah
and will be held at Dalby. If you’re a pilot
who is in a similar situation to what I was
before the comps and are not sure about
trying, then I urge you to have a go. I left
the comps having flown further, faster and
longer than I ever had before. I feel much
more confident, I am happier flying over
scrub and feel I am a safer pilot as well.
I guess the only downside is now I have
a reputation to uphold. What a blast!
During the week I filmed the comps
from the air and ground and have made
a DVD from the footage. If you would like
a copy email me at <walkyworld@hotmail.
com> and for $20 I’ll send you out one.
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The Normal (Outlanding) Circuit
Richard Pincus

This is the third in a series of articles on outlanding safely.

i

will assume that you are flying a glider with
about 30 to 1 glide ratio when the wheel is
down, and a full dive brake rate of sink in
still air of about 800ft/min (fairly typical for
many gliders.) Assuming still air and a wind
below 15kt, and assuming that you do in
fact fly so that you do a final turn at a safe
height (say 250ft) and a half dive brake final,
lets do some maths.
Most people use more than half the
available maximum for what they call half
dive brake, so “Half” dive brake will be
say 500ft/min down and your final will
thus take 30 seconds. You will travel about
2,400ft in this time (half minute at 50kt
into a slight wind) so your final turn will be
nearly half a mile behind the landing area!
Surprised about that? Not sure its really true?
Read on.
If you do a base leg (many now do not,
and we will come back to that) that adds say
1,500ft and 20 seconds and a height loss of
only 50ft (30 to 1, remember.) A downwind
leg of about one mile is a minute (slightly
less, since the wind is behind) and a height
loss of around 170ft. So total time less than
two minutes and total height loss to the final
turn – 220ft. You are going to have to start
that downwind at only 470ft to turn final
at 250ft. Do you call that a normal circuit?
I do. It is what I was taught and try to
teach. It is the circuit set out in the GFA
Instructors Handbook, except the start may
be a bit further upwind and the height is
said to be 500 to 600ft. In my book it has
everything going for it.
What do most people do in practice?
My observations over many Australian sites
suggest the usual circuit is higher, and
further out, than this. At Camden, many
people are so far away they fail to see or
identify the (huge) windsock before late
downwind (if then). They take about three
minutes and start at least 800 and often
1,000ft agl. There are several disadvantages
to that sort of circuit if used in landing out,
but few use this sort of circuit for an
outlanding. The result is they are trying
something new and something they are quite
unused to, when actually outlanding.
The advantages of the GFA circuit include:
• the ability to examine the ground carefully
as you pass the area you have chosen to
land in,

and use full wheel-brake in addition in any
the ability to adjust the circuit to any
paddock landing (because every
conditions, to turn in if sinking, and
10 yards of run is a small risk of injury
away if getting too steep, and
or damage from a previously unseen hole
• the ease with which most pilots can learn
or rock or stump.)
to arrive at the correct spot for the final
What do people actually do in outlandturn while still at a safe height.
ings? I have seen a few and seen a few traces
But there are other advantages. For
from others. I have been in dozens of
example, if you actually do a proper base
practice (and a few real ones) where I was
leg you can actually “see” the final glide
not the pilot. From the traces I know that
path and turn in or out to intercept it.
competition pilots often do a most unusual
Actually you should aim to go just below
circuit, presumably to extend the search area
it, because one of the main features of the
for lift. I do not do that and cannot comGFA circuit is to glide forward without
ment on it. From the other ones, I can say
using dive brakes and without diving, until
that it is common to CROWD the circuit,
you identify the fact of overshoot before
(too steep and too close) to use full dive
opening the dive brakes.
brakes, to over-speed, and to land hot and
Then and only then you may lower the
long. None of this matters much in most
nose and open the dive brakes to about half
Australian paddocks, (as they are huge) but
brake. If you do all these things you can do
it is certainly not what we should be aiming
these three crucial things first you can keep
at, and it may be serious if you have only
your speed nearly constant; second you have
a short stretch of good ground to hit.
the maximum flexibility to make any adjustWhy not be safer by being high and
ments to the glide path and finally, you can
adding a few knots for granny? If it was safer,
achieve the stabilised approach that makes
the GFA would require you to fly higher and
every landing easy and safe. Lets look at each
faster. The higher you go on downwind, the
of these.
further you are away from the landing area
Constant speed is the least often of
(so you cannot see the sheep ruts, or the
these three actually achieved. So many pilots
temporary fence) and the harder it is to
dive at the aiming point and speed up,
reach a good spot to turn final (which is the
which makes every landing different and
whole point of the circuit). How do you get
difficult, and a few do the dangerous
down to 250ft at 2,400ft away, from a
opposite that is slowly lose speed while still
1,000ft circuit? Only by grossly distorting it
coming at the aiming point. Some do each
or by using dive brakes a lot before final,
of these on different flights, depending on
which has its own set of problems. Finally,
whether they start final a bit too high (very
it is far harder to judge a high circuit by eye
common) or too low (far less common and
the higher you are the harder it is to judge
much more dangerous.) Many just lose a bit
height accurately. As for extra speed, momenof speed because they do not lower the nose
tum is proportional to the square of the
when they open the dive-brakes.
speed, which is why so many of those
As to the flexibility, you can see how
who add extra speed damage gliders while
great your choices are when you remember
attempting to land.
that from 250ft (good final turn height) at
Why not cut the corner and eliminate
30 to 1 you can go 7,500ft plus the 1,000ft
the base leg? Many do it and the GFA has
or more in ground effect, and thus land well
allowed it, and it was said years ago to be
over a mile past (or to the left or right of)
the way people actually outlanded. I can
where you first intended. On the other
see little in favour of it as a routine, but like
hand, by diving and using full dive brakes
everyone else I turn in if there is some sink
and side-slip, you can get down and brake
on late downwind, or if I have misjudged
and stop in 1,000ft, that is, short of the
the height/distance relationship.
downwind fence!
The stabilised approach, with half dive
Paddock selection, and inspection
brake or so, is the essential pre-requisite
It has always surprised me how poorly this is
to a good, easily reproducible, landing. Of
done. I once saw three gliders in a row land
course, you will open the dive brakes fully as
in a wheat paddock (tall uncut wheat) in the
soon as you touch down in every landing,
11 Soaring Australia
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1983 world comps. The second had its tail
broken. The first went in from a very low
height, and the other two followed presumably because they saw the first go in.
On a number of occasions I have picked
up people in paddocks very near a landing
strip complete with windsock. Why is it so?
Many people, even on a practice outlanding, even in a motor glider, (the best and
safest bet for these exercises by a long way)
pick the biggest paddock even when there
are far better ones within easy reach. They
then fly right over it, which is the worst
position to a) inspect the paddock and b)
to fly a circuit into it.
The best paddock is one that has a few
hundred yards of good flat surface, a long,
into-wind, approach path. It has no house
or building in it (less chance of a wire) and
no stock. It has been cultivated, but not
lately (although a freshly ploughed field is
one of the safest to land in, and a cropped
wheat field next best. (The long lines in it
from the header give it away). It has a road
running to or past it, and you can see a gate
to the road. It is not billiard-table smooth
and evenly green that is a crop, and you
never land in crop. It is not circular that
is an irrigated paddock. It does not have
a central berm that looks like a strip, and
curving lines running from it that is a
contour paddock and it can only be landed
into parallel to the longest line, upslope.
A paddock can have power lines in it if so,
there are less likely to be unseen smaller lines
in it – for example SWER lines. If it has,
landing under them (touching down short
and running under) is fine.
Suitable paddocks are best looked for,
seen, and inspected, while well away from
them, not nearly above them. That gives you
far more paddocks to look over, and you can
see the lie of the land (that is, rises, slopes
etc) and the roads and the power poles, and
the buildings they run to, far better.
Pick one or several, and fly towards them
but never over them. Look particularly for
slope. Never land in a visibly sloping paddock any slope you can see from the air is
too great to land into, generally. If you have
to use one, you must land up-slope. Gentle
slope can be suspected by the fact that a
creek is at one end, and is best seen by being
well away to the side (that is, crosswind)
from the paddock as you approach circuit
height. You are far better to land upwind
and upslope into a small paddock than
downwind or down-slope into a huge one.
Gently rolling paddocks are fine, but plan
to land at the bottom of an up-slope.
If a paddock is then inspected from
a low height (say 600ft) from the side,
and the landing is into wind, the chance of

damage is very close to zero. You must select
and carefully inspect the surface of the exact
place you are going to land on and then land
exactly on that place and no other. If you
cannot land exactly where you want to you
should not go cross-country.
If you obey the three rules set out in
these articles you should be okay:
1. Never let the glider get into a situation
where there is no safe outlanding area
within easy reach.
2. Judge height by eye only. And,
3. Use a normal circuit.
So how does damage happen? There has
been a lot of damage over the years, mainly
from breaking the three rules, but there are
five basic outcomes, and each deserves a
word, because the actual crash is not necessarily inevitable even after mistakes are made.
1. Stall-spin has become uncommon in
Australia. The only one I know personally
of was many years ago, when a top pilot
found himself too low trying to get into a
small paddock after failing to work some
weak lift. He does not know how it happened, but it doesn’t really matter. If you
break rule number one, and rule number
two, the precise mechanism of the crash is
almost irrelevant, but stall-spins cannot
happen if you keep enough speed, always
use well-banked coordinated turns, and
never pull the stick right back to the stop.
One thing that worries me about the “no
base” circuit is that it teaches you to make
turns with less bank than the well-banked
turns that should be made in all circuits.
And that can lead to a stall-spin accident.
2. Hitting things while still flying is
another consequence of breaking the three
rules, and remains sadly common. A few
reminders may help.
If you have to turn when too low to do
so really safely there are again three rules:
a) Make sure you have enough speed
before you do.
b) Use a well-banked, coordinated, turn,
without dropping or raising the nose.
That means making yourself look at
the nose as you roll in (to stop it going
up or down, and to make sure you use
enough rudder for co-ordination.) It
also means bringing the stick well back
as the bank steepens.
c) Then look at where the wing is going
look at the wingtip itself, and eyeball
the path it is going to take. If you have
the chance, actual practice with a
really experienced instructor is possible
do a cable-break exercise, but agree in
advance to do a turn back and
modified circuit. If your Instructor
cannot offer that safely, find one who
can. It may well save your life one day.
June 2006

June 2006

If nothing else, it will teach you just
how much space you need to complete
a turn, even a well-banked one! If you
are well-taught, you will see that you
can take over 100m for a quarter
(90º) turn, but can get around in less
if you bank more. Just in passing, a
90º turn is much safer than a 180º (or
more) turn, as any error will be much
more likely to creep up on you in the
longer turn.
3. Damage on the ground is the commonest
and the least dangerous. It is usually caused
by the ground or things on it, or ground
looping. If you have inspected the actual
intended landing run carefully, and landed
on it, and done so at the correct (least
possible) speed, you should be safe. Full
dive-brake and full back stick after
touchdown, and keeping the wings level
will prevent any ground loop. Full wheel
brake actually helps cause ground loops, so
only use enough to allow the tail to remain
on the ground, and use most wheel brake
in the early (fast) part of the run.

LAKE
KEEPIT

TAMWORTH NSW

Visit Lake Keepit Soaring Club
for some of the best crosscountry gliding in NSW
[www.users.bigpond.com/keepitsoaring]
Email: <keepitsoaring@bigpond.com>

Ph: (02) 6769 7514
Fax: (02) 6769 7640
★ Club rates for all GFA pilots
★ Good glider availability
★ Winch and aerotow courses
★ Free flying after 4 hours
★ Mid-week operations
★ Airconditioned cabins,
bunkhouse, camping
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A Day in the Life of an Addict…
with hints about flying around Canberra
Barry Oliver

They drug the water. That’s how they get you to stay. You go for a visit,
usually in summer, and one sip of the water and that’s it – you’re hooked.

M

ost people that visit Canberra and
escape think it’s the most boring place
ever. Most people that live in
Canberra love it and are happy
the rest of the world doesn’t want to live
there. They like the peacefulness. I’m sure
they drug the water – those that drink it love
the place, those that don’t can’t wait to leave.
If you’ve been to Canberra, thought it boring
and left, then you probably didn’t drink the
water. A couple of glasses and you’re addicted
– you won’t leave. And then you get to
discover all the other great things to get
addicted to!
This is my story as an addict, a serious
addict, stuck in Canberra. I’m not talking
about the excellent mountain bike tracks
(I was addicted to mountain biking once),
or the great hiking (I was addicted to that
too), nor the snow skiing just a couple of
hours away (been there, done that). Today,
I’m writing about a more serious addiction
– an addiction to paragliding – and
Canberra is the worst place to be afflicted.
This is a story about one day in my life as
an addict. I hope it will help other addicts
when they come to Canberra.
My day usually begins around 4:30am.
Not because an external alarm clock goes off
beside my bed, but because an internal clock
that was turned on about three years ago

wakes me up. Sometimes it’s annoying, particularly if I’ve had a big night the night
before! Irrespective, at 4:30am my eyes pop
open, nearly the same time every day. I then
stagger out of the bedroom and check the
weather conditions on my computer.
I have Weatherzone [www.weatherzone.
com.au/] set up on my computer and my
Weatherzone briefing provides me with
observations from about six local Bureau
of Meteorology (BOM) weather sites. These
include Canberra airport, Tuggeranong,
Braidwood, Goulburn, Mt Ginini and

Cooma. They give a reasonably good idea
of current conditions.1
A check of the BOM forecast, which
comes in around 5:30am, adds more information to my often cloudy head. The final
check of three UHF wind-talkers that are
positioned at Spring Hill, Pig Hill and
Lake George, the main flying sites around
Canberra, provide real-time updates of wind
speeds and directions for the three microclimates around the sites.
Armed with three years of paragliding
weather forecasting experience, I develop a

Flying at Lake George, looking south towards
Geary’s launch (launch is where the highway turns right
towards Canberra, in the background of this photo). The
first rest-stop can be seen mid-picture
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plan. This often comprises of three choices:
go to Lake George, go to Spring Hill, or go
to work.2 Probably in that order. If a strong
easterly seabreeze has come in overnight then
Lake George can provide up to 15km or
more of soarable ridge. If the prevailing
westerly wind is blowing, then Spring Hill
is the most likely spot to go. All three sites
are about 30 to 40 minutes drive from anywhere in Canberra.
Lake George is Canberra’s equivalent
of coastal soaring, and if the Lake fills with
water then I guess it would be coastal
soaring.3 However the ‘beach’ is the fourlane Federal Highway and landing on it
could cause problems for the big trucks that
cruise along at 110km/h, not to mention the
paraglider pilot! This is probably equivalent
to landing in the ocean – you only do it
once. Thankfully, without water in the Lake,
the bed itself is a perfect landing area.
Pilots have flown for many hours at a
single time at the Lake in a mix of ridge lift
and thermals. Often the seabreeze that provides ideal conditions for hang gliders in the
late afternoon, has settled down overnight,
providing ideal conditions for paragliders
in the early morning.
There are a couple of tricks when flying
at the Lake, apart from dodging the magpies
during nesting season. The first is to make it
across the first venturi, which is just north of
Geary’s launch. Failure at this point means
you are heading to the dry Lake bed, as you
are most likely not going to have enough
height to make it back across the venturi and
back to launch to top land.
If you make it across the first venturi
then it’s reasonably easy going until you get
to the first ‘rest-stop’. As I mentioned before,
in between the ridge and the Lake bed is the
main Federal Highway from Canberra to
Sydney. Along the 15km of highway, which
skirts the Lake, there are two ‘rest-stops’ for
vehicles. These are at about 5km and 10km
along the Lake from launch. If you make it
past the first rest stop you are most likely
able to make it to the second rest stop. If
conditions are excellent, then it is possible
to continue to a northern launch site at
Collector. Most pilots manage their addiction
soaring up to the second rest stop and back.
A normal flight to the second rest stop
and back is about an hour or so. On your
return, you can often top land or fly down
to the bed of the Lake and walk along to a
carpark at the bottom of launch to be picked
up, or even walk back up to launch. The
walk back to launch takes about 20 minutes
and is quite steep.
If conditions are good and you have
good height as you come back to Geary’s
June 2006

Flying at Spring Hill

launch, then it is possible to get across the
highway as it leaves the Lake and head south
towards Bungendore, another 10km. There
are at least two big gaps to get across, needing a lot of height to be successful. If you
aren’t successful there’s always the option
of flying out to the Lake bed and landing.
This is much more convenient than coastal
soaring, where flying directly out to sea isn’t
really an option!
If the easterly is too strong early in the
morning for Geary’s launch, but settles down
later, an option is to head north to the
Collector launch. This allows cross-country
flights over the back towards Gundaroo and
Murrumbateman. East from Collector is
difficult due to airspace restrictions. The
turnaround time at Collector from the LZ
is about 30 minutes, so available time must
be factored into the equation.
The prevailing wind in Canberra and
surrounding area is west, so generally the
easterly seabreeze comes in during the afternoon or evening and blows through the
night and early morning and then swings
back west during the day.4
If conditions in the morning are light
west, the main option is Spring Hill. However it can often be blown out at Spring by
lunchtime (ie, above 20mph on the Spring
wind-talker) because the prevailing westerly
is likely to pick up during the morning.
Checking the wind strength at Mt Ginini
(a high mountain to the west of Canberra,
in the Brindabella Ranges) gives some indication of whether the wind is likely to

Photos: Barry Oliver
strengthen. If it’s over 25mph at Mt Ginini
then there’s a good chance it will come in
stronger, often quite quickly, at Spring.
The other trick for Spring Hill is knowing about the inversion. In the morning
there is often a big inversion layer. This
means that although the wind-talker, which
is at launch, may be calling perfect conditions (15 to 18mph), these conditions are
sometimes right at the top of the ridge.
Below the ridge line the air is colder and
quite still without lift. Good for sled rides,
but not much else. The quickest sled ride
I’ve done here is a little over two minutes!
As the day heats up, the westerly generally increases, the inversion lifts and mixes
with the westerly. The possibility for nice
soaring increases. This of course gives way to
often strong thermic conditions. Although
many hours of ridge soaring are possible
at Spring Hill, the cross-country potential
to the north and west are good. There have
been numerous epic cross-country flights
from this site towards Yass to the west and
towards Goulburn to the north. Recently,
two pilots flew over 100km from Spring.
The thermals that come up the face of
Spring can be nasty. On an unstable day
it is not a site for the weak of heart. Major
collapses and significant losses of height have
been experienced here by many pilots.
On the other hand many pilots, including
myself, have had many very enjoyable and
memorable experiences flying at Spring Hill.
Currently, there is a proposal to build
about 10 wind turbines at Spring Hill.
Soaring Australia 13
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Looking east towards Canberra after launching from Pig Hill. The LZ is on the east side of the road
in the foreground, mid picture

It would be a shame and a big loss to freeflight if this goes ahead.
If conditions have remained easterly
during the day and are unstable, one can
head to Pig Hill. Pig Hill is on the northwestern end of the Brindabella Ranges,
on the south-western side of Canberra.
Pig Hill is mainly thermic, although
some amazing soaring flights have been had
when the seabreeze has arrived in the afternoon. Quite often it has lost a lot of its force
by the time it reaches Pig Hill, and the lift
can be extraordinary. The ground that has

heated up during the day breaks off as the
cooler easterly seabreeze arrives underneath.
There have been many cases where I’ve
nearly reached 4,500ft (airspace) solely
on ridge lift from the afternoon seabreeze.
Flying out towards flat paddocks in smooth
continuous lift is quite an experience.
However, Pig Hill is mainly a crosscountry site. The cross-country potential
is either south down the range if there’s
north in the wind, or more west towards
Wee Jasper and Tumut if it is easterly.
Heading north or east makes for difficult

retrieves as there isn’t easy access. Directly
over the back is challenging due to tiger
country, but there are some landing options
at Dingo Dell, which is a property a few
kilometres over the back.
So, it’s now 6am, my addiction is beginning to kick in. I have to make the choice:
Geary’s Gap, Spring Hill or work. Let us
assume the worse-case scenario – work. My
hands begin to shake as I head off to work,
obviously due to lack of my fix. In my office
I have a UHF radio as well as all the weather
facilities the internet has to offer. Most
Canberra-based pilots have similar resources,
as they’re addicted too. I arrive at work and
trigger the wind-talker at Spring Hill. Oh
dear, it’s coming ‘on’ at Spring. A 30 minute
drive and I’m at Spring Hill ready to launch.
My fix, my rush, my addiction.
If you visit Canberra, make the appropriate arrangements with the local association [www.hgfa.asn.au/~acthpa/], or a local
instructor such as Peter Bowyer [www.
paraglide.com.au/]. All the sites are extremely valuable; some have locked gates, 4WD
access only, and the landowners are often
very sensitive about people on their soil.
There are also airspace restrictions and other
site specific safety and operational matters
that you must be advised of to make your
flight as enjoyable and as safe as possible.
We welcome visitors.
If you ever come to Canberra, don’t
forget your wing – our sites cater for paragliders as well as hang gliders. But bring your
own water, otherwise you may not be able
to leave.
1. Weatherzone membership is free and I’ve found
that the briefings are sometimes a little more
current than the hourly weather observations
from BOM [www.bom.gov.au/products/IDN
65091.shtml]. Both provide good information.
2. Pig Hill is essentially a soaring site so doesn’t
‘work’ early morning.
3. Lake George has been dry on the western
side for about 10 years.
4. This is really the summer system. In winter,
the easterly doesn’t have the strength to push
in from the coast, so you end up having light
westerlies each day.

Looking back to Pig Hill launch (cleared area).
Safe landings over the back are limited, but possible to the
right of picture (not shown)
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New Owners at Widgee, QLD
The new owners of Widgee launch in south-east
Queensland have installed
a locked gate to limit access to the site. They are
keen to let us fly, but their insurance company has
asked them to more closely manage who
accesses their land.
Following negotiations with the owners, they
have provided me with a key to the gate. They
have requested that all pilots wishing to fly the
site contact me before driving up the hill. We have
been asked
to lock the gate behind us as we drive up the hill
to prevent other vehicles entering. The gate is
situated just after the steep, sharp bend near the
top of the range.
The owners are concerned about litter at the
site and have asked that everything be removed.
Following our first flight at Widgee under these
new conditions the owners went up to check for
litter at launch.
Widgee is one of the premier flying sites in
our region. I believe it is important we pay careful
respect to the owners’ wishes so that we can
continue to have access to the site.
Please call me on 07 5484 0464
if you are in the area and wish to fly
at Widgee.

Phil Lewis

NEW PRODUCTS

A New Concept in Flight Instruments
from Digifly
Two years of hard professional
work was needed for Digifly
to produce this new range
of instruments, resulting in
four new instruments for
free-flight with some functions superior to anything else available today.
The Flyer II (basic vario) and
Cartesio II (works with
external GPS) are a
continuation of the previous
range of products. The
Leonardo and Leonardo Pro are completely new
products incorporating GPS receiver. All
instruments have identical casings of impactresistant plastic and buttons ergonomically
designed to be operated easily by gloved hands.
All can transfer data to an electronic logbook. The
hardware represents the latest technology using
the fastest sensors and processors available.
Together with pixel screen (as opposed to the
generally used sector screen) and the ability to
upgrade firmware without the need for a special
programmer, these instruments have virtually
unlimited upgrade potential.
All instruments feature a new
graphic altimeter, three years warranty,
extremely long battery life, and are
June 2006
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competitively priced (from $480 for the
Flyer to $1,440 for the Leonardo Pro).
The Leonardo Pro has all the bells and
whistles you can think off, and then
some. Besides of course boring old
glide and waypoint functions, it also
helps you locate and core thermals,
changes screens automatically
depending on the way you fly, talks to
you (voice synthesiser) and is capable of
transmitting your position through a
radio or mobile phone. The features are
too numerous to be listed here. For
more info visit [www.
paraglidingheadquarters.com/
new% 20digifly.html]. These instruments
are available from Paragliding Headquarters: ph 0414 332737, email <info@
paraglidingheadquarters.com>.

FA I N E W S

Successful FAI Seminar
for Event Directors
From 7 to 9 April 2006, the Danish
House of Sports in Bröndby (near
Copenhagen) hosted the first FAI
Seminar for Event Directors.
Twenty-six persons from 20 different
countries on five continents attended
the seminar, organised under the
initiative and leadership of FAI Executive
Director Bengt-Eric Fonsell. The main
objective of the seminar was to allow
event organisers
to share experience in order to improve
the attractiveness and organisation of
FAI competitions.
Experts made high-quality presentations on public and media relations,
safety, insurance and environmental
aspects, and these raised many
questions amongst the participants,
who shared their ideas during lively and
interesting discussions. The presence of
eight air sports and two FAI Technical
Commissions was an excellent
opportunity for the participants to widen
their horizons by hearing about
problems encountered and successes
achieved in other air sports. The
presence of Mr Toralf Nilsson, Secretary
General of the 19th European Athletics
Championships 2006 in Gothenburg
(SWE), brought an additional dimension
to the Seminar and provided the
participants with many useful hints.
The participants welcomed the networking opportunities provided by the
seminar, and hoped that other such
seminars would be organised in the
future.
Soaring Australia 15
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Getting Out of Date
Martin Simons

b

oys and girls of my generation (I was born
in 1930) were often very keen on aviation.
In our early teens we were guided by
books and articles published by authors
born before the Wright Brothers made their
first flights. We youngsters did not realise
that much of the advice we got from these
sources was already decades out of date. Our
mentors were not in touch with the results
of the most recent research. Unfortunately
many of the ideas we picked up had persisted long after they had been abandoned by
professional aerodynamicists and engineers.
These out of date notions even now are
sometimes brought back from the dead and
taught again to the unsuspecting.
One of the central ideas purveyed in the
years of early aviation was the notion of
centre of pressure. This was defined as the
point on a wing at which the various aerodynamic forces, especially lift and drag, were
deemed to act. Research institutions, like
the National Advisory Committee for Aeronautics in the USA, the English National
Physical Laboratory and Royal Aircraft
Factory, Göttingen University in Germany,
and many others, published charts of wind
tunnel tests resembling that given here as

Figure 1:
A typical wind tunnel test result of 1925, as published
in standard form by the NACA.
Note that the centre of pressure is shown as lying
at 120% (ie, aft of the trailing edge, at a lift coefficient
of 0.2, corresponding to a fairly fast flight speed,
at minimum profile drag
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Figure 1. The example wing profile shown,
Göttingen 535, was very widely used for
gliders, especially the famous Grunau Baby
of 1931 and, as late as 1947, on the Slingsby
T 21b Sedbergh on which I myself learned
to fly.
Note the date of publication: 1925. The
actual testing was done some time earlier.
On such a chart the curve showing the lift
coefficient, labelled CL, was a line plotted
against the angle of attack of the wing to the
airflow, sloping up from left to right to some
maximum, the stall, after which lift fell away
rapidly. The drag coefficient curve CD had a
low point at some value of lift, but increased
on either side of this, rising much more
rapidly approaching and beyond the stall.1
The curve LD indicated the lift-drag ratio,
which reached a maximum in this particular
test at a low lift coefficient about 0.025. For
powered aircraft best L/D yields the greatest
possible flight distance with a given amount
of fuel. For a glider it corresponds to the best
glide ratio. In practice, a glider when soaring
is trimmed to fly at a higher CL, which gives
a low rate of sink through the air. To achieve
the best glide ratio requires a forward movement of the trim to bring the wing to its
best L/D. For faster flight, as when crossing
the gap between thermals or penetrating
through sink, a further increase of airspeed,
well beyond that for best L/D, is needed.
The centre of pressure curve labelled CP,
is what concerns us chiefly at present. Explanations of this appeared in many textbooks
of aerodynamics, such as that by Professor C
C Carter published in 1929.
At the best L/D, the centre of pressure
is shown on this chart at almost exactly 50%
of the wing chord aft from the leading edge.
As the angle of attack increased, the CP
moved forward quite rapidly until at a CL
of about 1.45, some little way before the stall
it was at 33%. At higher lift values still it
began to move slightly aft again until at the
maximum CL, 1.47, the airflow around the
wing broke down completely. It was not
usual to plot the results much beyond the
stall because aeroplanes were not flown at
such angles, or if they were (as in a spin
or flick roll), everything was usually done
quickly to restore streamlined flow and bring
the wing back to the charted figures.
It was easily understood that at moderate
lift coefficients the movement of the CP was
unstable. An increase of the angle of attack

in flight, caused by a gust or by the pilots
use of the controls, caused the CP to move
forward, tending to increase the angle further. Unless corrected in some way, the
aircraft would rear up and stall. At and
beyond the stall the CP moved sharply back.
This was responsible for the abrupt nosedown pitch normally experienced by an aircraft when stalling; a happy result since it
tended to return the wing to a smaller angle
of attack and hence to restore normal
streamlined flow.
At angles of attack for low lift coefficients,
corresponding to high speed flight, the CP
curve on the chart plunges down. A slight
nose-down disturbance would tend to
become exaggerated as the CP moved aft.
Unchecked, such a movement would cause
the aircraft to dive and as it dived the CP
moved even more rapidly aft. This draws
attention to the position of the CP at high
airspeeds. How far back could it go? Did the
CP come to rest somewhere before reaching
the wing trailing edge? Some writers evidently thought so, because they would speak of
two conditions in flight, CP forward near
the stall, and CP aft at high airspeeds. There
was talk of wing profiles which had greater
or smaller centre of pressure movements.
Designers were sometimes criticised for using
profile with large, unstable CP movement.
The chart showed that at the lift value
corresponding to minimum drag the CP lay
at about 120 or 130% of the chord. That
is, the centre of pressure for high speed
flight lay behind the wing entirely. This
would correspond in practice to an aeroplane
at maximum level flight speed, or a glider in
a cross-country, racing between thermals.
To those of us teenagers who noticed
this, these results were very puzzling. If the
centre of pressure was, as defined, the point
at which the aerodynamic forces act, how
could the lift and drag produced by any
wing originate at a point somewhere behind
it? Surely, not possible. Yet this is what the
tests seemed to prove.
A little further study showed that the
plotted curve stopped where it did only
because no-one bothered to draw it. In a
steep dive the CP was actually so far behind
the aircraft that it lay beyond the limits of
any drawing board. To plot it on a chart,
the draughtsman would run out of paper.
In a truly vertical dive CP was at infinity
out of the universe. This applied to all wings.
June 2006
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All airfoil sections had the same kind of
range of CP movement: forward near the
stall, back to infinity in a vertical dive.
Further investigation (as we grew up)
revealed that the centre of pressure was never
actually measured in the wind tunnels at all.
How could anyone plot the location of a
point that moved to the other side of the
furthest stars? No one rushed off to infinity
with a measuring device to find the CP.
Or if anyone did, they are still travelling
and there’s a long way yet to go.
The centre of pressure was an abstraction produced by an arithmetical calculation.
A small wing would be suspended in the
wind tunnel on wires, or on a simple rod
from side to side of the tunnel test section.
Lift and drag forces could then be measured
using some form of weighing scales or
sensors. For this it was necessary to hold the
test piece steady at each chosen angle of
attack, many different positions being
required to enable the forces to be found
over a range of lift values. The test wing
would not stay in one position unless it was
braced in some way to prevent it shifting
as the air flowed around it. There was almost
always a force tending to pitch it to some
different angle. It was clearly of great importance for balance and stability in flight,
that the pitching characteristics of the wing
should be known. The pitching force was
therefore always measured. This done it was
treated as a moment or couple produced by
the action of the lift at some distance from
the point of suspension. The outcome of this
calculation was then plotted in terms of the
wing chord percentage to yield the motion
of the abstraction called centre of pressure.
In other words, the CP was not real, it was
the result of a calculation. It was not, as the
definition implied, the point where lift and
drag acted. It was, rather, the point at which
they could be imagined to act although in
reality they did not.
The CP theory worked well enough for
most of the necessary stability and balance
calculations that had to be done at that time.
A whole generation of aircraft engineers and
designers were schooled this way. Many
satisfactory aeroplanes and gliders were
designed, but things were moving on and
had in fact moved on even before I was
born. By the early nineteen thirties, the
testing laboratories began to show their
results in a new way.
All this was fully explained in available
texts, such as that published in 1936 by
Professor Bradley Jones. (I was six and didn’t
read the book at that time.) How the CP
calculation was done was described there and
in student courses, and its limitations made
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Figure 2: Wind tunnel tests of the NACA 2412 profile from NACA report no. 460 in 1931. For explanation, see text

clear, together with the more up-to-date
methods which involved no anomaly and
were in practice much more useful.
The fundamental theoretical work had
actually been done long before, in the early
years of the 20th Century by the famous
Russian aerodynamicist Nikolai Joukowsy.
It took some time for this work to be
followed up but by the late 1920’s it was
understood by most professional aerodynamicists that the point at which the lift and
drag truly acts on an unstalled wing is
normally at or very close to the 25% chord
location. This point is called the aerodynamic centre. It must be emphasised that the
aerodynamic centre of a wing is not the
same as the centre of pressure. This mistake
is often made even now. The AC does not
move about appreciably in normal flight.
However, together with the lift and drag
at this point, there is also a pitching force
and this, in the steady airflow of a wind
tunnel, is constant at all normal angles of
attack. If the flow streamlining is breaking
down or entirely destroyed, as it is beyond
the stall, this does not apply. But in normal
flight, the lift acts at the aerodynamic centre
and there is a pitching moment with it. Like
lift and drag, the pitching moment measured
in a modern wind tunnel is expressed as a
coefficient, labelled CMc/4 or something
similar. The subscript indicates that it is
measured at the quarter chord point.
The form in which NACA wind tunnel
rest results were published in 1931 is shown
in Figure 2. On the left is a chart showing
the old style, with the curve of lift and drag
coefficients plotted against the geometric
angle of attack, just as in the 1925 chart.
The line representing the calculated
movement of the abstract centre of pressure
has been emphasised here and the CP

is shown, as always, moving far aft as
the airspeed increases.
On the right hand side the results of the
same test are shown in the new style. The
horizontal axis is now the lift coefficient
because this, rather than the geometric angle
of attack, is the fundamental variable.2 The
drag coefficient is plotted directly against
the lift. The drag scale on both diagrams
is identical.
The measured pitching force at the
aerodynamic centre is plotted as the moment
coefficient at 25% chord. At all useful lift
coefficients it is proved to be constant.
In this example the value is 0.46. The minus
sign indicates that the NACA 2412 profile
tends to pitch nose down at all flying angles
of attack. Beyond the stall the moment coefficient curve moves sharply more negative,
nose down as expected.
(In the 1931 chart, various other changes have been introduced, especially standardisation of the results to allow for aspect
ratio. This need not concern us for the
moment although it does have important
implications for stability, trim and control
as well as drag.)
This method of plotting wind tunnel
tests was not immediately adopted universally but it has become normal since to plot
drag directly against lift, and to note the
value of the pitching moment coefficient
at the quarter chord point. Since this is
practically a constant figure for any wing
profile, it is not always plotted on charts,
but the value of the moment coefficient can
be given. The exact location of the AC does
depart slightly from the 25% chord position
with some profiles, but is always near
enough to make little difference in practice.
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Figure 3:
The influence of flaps on the pitching movement

The outcome of all this was been a great
simplification in understanding balance, trim
and stability in pitch.
For example, it is easily demonstrated
that the value of the pitching moment of
a real wing depends chiefly on the camber
of the wing profile or airfoil section. A symmetrical wing profile, such as that of a normal tailplane or vertical fin, has zero pitching
moment. A profile with a reflexed trailing
edge, or a cambered wing flying upside
down, has a nose up, positive pitching
moment (Figure 3). If the camber is positive,
which it usually is for a glider, the pitching
moment is always nose-down, negative on
the test charts. This force is balanced, in the
orthodox layout, by a down load on the
tailplane. The more the camber, the stronger
the nose-down pitching force. An inverted

profile has a nose-up moment because it
is similar to a strongly reflexed profile.
It is easy to understand from this that
if the wing has flaps that change the effective
camber, the pitching moment alters accordingly. Flap down, the pitching moment
is more strongly nose-down, flap up it
is smaller or might even be nose-up. In
orthodox aircraft with flaps, changing the
pitching force by moving the flaps obviously
changes the balancing loads on the tail,
to trim for different airspeeds. This is
important when the general balance and
stability of the aircraft are considered, and
the loads on the tail and rear fuselage at
different airspeeds.
Another interesting result of the pitching
moment variation with camber, is that an
aircraft can be controlled in pitch by flaps
on the wing. At least one sailplane designed
deliberately with a rigidly fixed tailplane
has been flown without any elevator, relying
entirely on the pitching forces created by
moving the flaps. Moving the flap down
pitches the nose down, moving it up brings
the nose up, like an orthodox elevator.3
The same applies to a tailless aircraft
with flaps on the trailing edge.
This is important also when considering
the twisting loads on a wing caused by
deflection of the ailerons. The up-going
aileron tends to reduce or even reverse the
pitching moment on that side. The down-

Happened recently on an Airfield
Martin Feeg

T

he comment “you can go everywhere” was recently fired at me once again. Meaning
I don’t have to have a landing spot in glide range as I call a sustainer my own and
the engine will help me out.
Close shave? Such an attitude is asking for it.
Unfortunately too many casualties and fatalities support my advice: “Never ever go
anywhere where only luck will get you out.”
A sustainer engine only allows for about two to three knot lift and even a self-launcher
with up to six knots is not much better as a safety belt.
What we call heavy sink is usually in excess of six knots down you see what I mean,
don’t you. Usually speed is the best way to escape a sink hole. Vne with a modern aircraft
is about 130kt, maximum speed while the engine is out is only about 75kt and even less
while extending or retracting.
Or these narrow valleys, too narrow for a 180º, are usually too steep to be out-climbed
by such a meagre performance.
And then there are the times the engine simply doesn’t start. Every longstanding
owner has at least once accounted this problem.
Sustainer engines are designed to motor you home after the days convection is gone.
On a European summer day convection dies about three hours prior to sunset. And
occasionally the fun factor kicks in; no tug is available but winch or auto tow. At the top
of the launch the engine is popped and one motors (over landable terrain) to the area
of lift which in other ways would be out of reach.
Safe soaring
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going aileron increases it. If the wing is
too flexible in torsion, these forces may be
sufficient to cause aileron reversal. The down
aileron twists the wing nose down, the up
aileron forces the wing nose up, with effects
on the lift directly opposite to those desired
by the pilot. This does not usually occur
at low airspeeds but as the speed rises, all
aerodynamic forces increase rapidly and the
pitching forces become much greater.4 Some
older types of aircraft with relatively light
wooden structures showed this effect to an
alarming extent. The ailerons at high speed
became less and less effective, and could
become totally useless. At even higher speeds
they actually reversed in effect. If, in a
banked turn, the airspeed was allowed to rise
too much, it became impossible to roll out
of the turn.
The idea of the centre of pressure is still
explained in some aerodynamic texts, but
its usefulness is very limited and it is better,
and easier to understand, the fact of a fixed
aerodynamic centre combined with a pitching moment. Those who insist on resurrecting the CP, are about 80 years behind the
times. If we reckon from the time of
Joukowsky, who worked it all out before the
NACA existed, they are more than a
hundred years out of date.
1. Plotting the test results in coefficient form was
an elementary arithmetical trick which every
student of aeronautics could do. It enabled results
from the laboratory to be translated quickly into
actual forces and loads for any real aircraft in
flight at varying airspeeds and altitudes.
2. The angle of attack, a, has its own curve.
By reading from the CL scale the geometric
angle of attack at any value of lift and drag
is found if necessary. This angle requires
correction for aspect ratio effects.
3. This was the Hungarian KM 400 designed
by Kesselyk Mihly and flown in 1983.
4. The moment coefficient remains unchanged,
but because the airspeed is higher, the force
on the wing is increased.
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GlideFast Coaching
Course at the Gliding
Club of Victoria

Canberra Gliding Club Inc. 2006 Wave
Camp
26 August to 3 September 2006
Held from the clubs airfield at Bunyan, 15km north of
Cooma. Limited accommodation in the clubhouse on
the airfield. Oxygen refills available for visiting aircraft
and one two-seat aircraft fitted with oxygen for
instruction, coaching and mutual wave flying.
For further details, book accommodation, or your
intention to attend, contact Stuart Ferguson <sdf01@
bigpond.com> or 0419 797508.

Queensland Cross Country Coaching
Week
25-29 September 2006
Please contact Ralph Henderson <rhenderson@iinet.
net.au>.

45th Multi-class National
Championships
8-20 October 2006
Kingaroy, QLD. Practice days 8 and 9 October. Entry
$300, late fee $50 after 30 August 2006. Strictly
limited to 60 gliders. Contact Lorraine Kauffmann
<lkauffma@bigpond.net.au> or 07 54427448, [www.
kingaroygliding.com].

Narromine Cup Week
19-25 November 2006
Narromine aerodrome, NSW. Further information
available from Mrs Beryl Hartley, ph: 02 6889 2733;
email <hartley@avionics.com.au>.
Book your accommodation early!

10-16 December 2006
• Peter and Lisa Trotter are offering coaching at Benalla in the month prior
to the Club Class National Championships.
• The format will be lectures/discussion, briefing and post-flight analysis.
• The course is aimed at advanced cross-country pilots who are interested
in competition or who are attempting 300km or greater distances.
• There are a limited number of places available. To secure a place, send $250
to GCV (PO Box 46, Benalla VIC) with your name and email address.
• For more information contact John Switala by email <john_switala@ptp.com.
au> or telephone GCV on 03 5762 1058.
G F A

N A T I O N A L

C O A C H I N G

The Great Eastern Fly-In
29 December ’06 – 1 January ’07
Evans Head, NSW. Celebrate aviation by flying in to
Evans Head with family and friends and stay for some
flying, fun, sun and surf! Air displays,

P R O G R A M

joyflights, aviation businesses, market, dinner and
film show. No matter what you fly, join us
at this WWII Heritage Aerodrome for four days
of aviation celebration. No rego or landing fees.
Contact: Gai Taylor 02 6621 5592, mobile 0427 825
202, email: <gai@i-byte.com.au>.

GFA National Coaching Program 2006/07
DATE

EVENT

PLACE

LEAD COACHES

CONTACT NAME

EMAIL & PHONE NUMBER

25-29 September ’06

Qld Coaching Week

Jondaryan

Ralph Henderson

Ralph Henderson

23-28 October ’06

WA Coaching Week

Cunderdin

James Cooper

4-12 November ’06

Vic Coaching Week

Bendigo

James Cooper
Martin Feeg
Dave Wilson
Peter Buskens

Peter Buskens

<rhenderson@iinet.net.au>
0409 596 579
<james@jamescooper.com.au>
042 999 2468
<dwjcra@ozemail.com.au>
03 9836 0683
<pbuskens@melbpc.org.au>
03 5367 1050
<james@jamescooper.com.au>
0429 992 468
<gliderpilots@bigpond.com>
0417 888 040
<john_switala@ptp.com.au>
GCV 03 5762 1058
<paul@mander.net.au>
0417 447 974
<CirrusC2@internode.on.net>
0419 412 772
<eckey@internode.on.net>
0412 981 204
<gliderpilots@bigpond.com>
0417 888 040
<xcCloudBase@aol.com>
02 9863 3055
<pbuskens@melbpc.org.au>
03 5367 1050
<dwjcra@ozemail.com.au>
03 9836 0683

Dave Wilson

12-18 November ’06

Long Distance Course

Narromine

James Cooper

James Cooper

19-25 November ’06

Narromine Cup
Coaching
GlideFast Course

Narromine

National Coach

Peter Trotter

Benalla

John Switala

JoeyGlide Coaching

Leeton

Peter Trotter
Lisa Trotter
Paul Mander

10-16 December ’06
30 December ’06
– 6 January ’07

Paul Mander
Nick Gilbert

6-13 January ’07

SA Coaching Week

Waikerie

Bernard Eckey

Bernard Eckey

21-27 January ’07

Novice GlideFast
Course
GlideFast Course

Narromine

Peter Trotter

Lake Keepit

Peter Trotter
Lisa Trotter
Matin Feeg

Horsham Week
Coaching

Horsham

Dave Wilson

Peter Buskens

28 January
– 3 February ’07
3-10 February ’07

Martin Feeg

Dave Wilson
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Bogong Cup
Hang Gliding Championship
2006

After questionable
weather in most of

Carol
Carol Binder
Binder

Australia for at least
two months leading up to
this year’s Bogong Cup, no
one would ever have imagined
we’d get seven out of eight tasks,
even
even beating
beating last
last year’s
year’s fantastic
fantastic
competition of six out of eight tasks. The
2006 Bogong Cup surpassed everyone’s
expectations… even those of the weatherman.

T

Directly over Mt Buffalo

Photo: Jorg Baweski

The drivers – there’s no comp without them!
Photo: Carol Binder
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he event was based at Mt Beauty,
near Mt Bogong, which is
Victoria’s highest mountain standing at 1,986m (6,516ft). The competition ran from 7 to 14 January, and once
again the local chamber of commerce backed
the event, allowing the organisers to concentrate on running the championship, which
is turning into an international smorgasbord.
This year the competition almost filled,
with 66 pilots registered in comparison to
last year’s turnout of a mere 43. The Bogong
Cup, now in its 18th year, is getting stronger
and stronger, though numbers are still down
compared to its hay days back in the early
’90s with around 120 pilots competing.
Day One saw Mt Emu (3,200ft) as our
launch site, with a light southerly wind forecast. A zig-zag task skipping into the Ovens
Valley then back into the Kiewa Valley was
called; a distance of 113.7km, bases over
2,400m, and an awesome sky for the first
day of competition. The best thing about
the Bogong Cup is not just the great flying,
it’s the Aussie humour that mixes in perfectly
with our international guest pilots. Sydney
pilot, Dick Heffer, brought his red-bellied
black rubber snake along with him, allowing
it out only on the best of occasions and scaring the crap out of Day One winner, Attila
Bertok of Hungary, planting it under his
glider. Japanese pilot, Fumihiro Sato, took
out the first day’s Stuff-up Award by completely destroying his A-frame on landing.
The Bogong Cup prides itself on fun.

Behind the scenes the organisers take note
of all that occurs, putting culprits in the
running for dreaded novelty awards such
as Downtube Dingers, Navigator’s Award,
There I Was Award, just to name a few.
The most prestigious award however is the
Stuff-up Award… more on that one later.
The second task was off the incredible
shear gorge at Mt Buffalo, site of the ‘88
World Championship. The task took pilots
out to Gapsted, onto the edge of the flatlands, back into the mountains in front of
launch, into the Kiewa Valley, then back
home to Mt Beauty – 120km all up. It was
a rough and turbulent day, although another
awesome sky. More than half the field made
goal, with the traditional Aussie goal beers
chilled on ice for the cream of the crop.
With temperatures up around 42ºC the pool
was the only place to be after the day’s flying,
so we hired it and lounged around for the
evening. Pilots didn’t seem to understand the
words “relax” and “layback” however, instead
reverting to swimming races till late into the
night, awakening the sleepy town
of Mt Beauty.
Each day pilots were flown-out and
happily exhausted. Day Four saw the field
launch at Mystic, with a task out into the
flatlands and back to Mt Beauty. Bases
rose slightly to 3,300m, with distances also
increasing to 134km. Another challenging
day and only the best 16 pilots in goal. Attila
stretched his lead even further, winning
another day and another 1,000 points.
June 2006
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Left: Oliver Barthelmes flying over Bright
Photo: Carol Binder

After four days of full-on flying in challenging but great conditions, no one was sad
about rain coming to town and a rest day
being declared. It cleared just in time for a
game of lawn bowls and a BBQ, followed by
a DVD night of extreme sports. Yes, it was
non-stop action, even on the bowling greens!
Amazingly we awoke to a clear sky with
cu’s starting to pop just before the window
opened. A 90km cats cradle task was called
– launch, Mt Emu and back to our fantastic
goal marshal, Maureen, at the Mt Beauty
airstrip. This time Gerolf Heinrichs raced
home way ahead of Attila and Balazs, but
it wasn’t enough to take the overall lead.
Day Seven was a 105km task. Pilots
were getting sore, tired and at times a little
agitated. Now, back to the Stuff-up Award.
It’s the type of award that someone receives
when they really stuff-up! Chris Smith, an
up and coming pilot from the USA, launches off Mt Emu worried about his take off
technique and gets away perfectly. However,
he underestimates some sink near a thermal
he’s turning in directly in front of launch
and turns right into launch (a cut out gap
in a forest of eucalyptus trees) almost giving
both launch directors a heart attack. Chris
barley missed 80ft gum trees at maximum
speed to continue flying and make goal.
On the final day of competition, tension
was building within the top ten places of the
field, not to mention the top five! A very
difficult, stable day presented itself for this
championship task, with slow conditions
early and a lot of compromising to be made.
Launch was held up with pilots unable to
make decisions, the wind techs not showing
pumping thermals and high bases as on previous days. Do the top pilots risk their positions and take a chance?
All of a sudden a push was on from the
back of the queue, which meant panic stations
on launch. With very high temperatures on
the ground, even at 3,200ft on launch pilots
sweltered in the heat in their harnesses with
their decision-making crisis: Should they
wait? Will it be better later? Or should they
go now, maybe the valley winds will kick in?
The task wasn’t short, 132km to Gundowring, Bullioh, Gundowring, and Mt Beauty
Airport. One hell of a day with struggling
gaggles. Eleven ended up in goal, with many
falling a painful few metres short. A euphoric
or frustrating day to determine the 2006
Bogong Cup winner.
Day winner, Dave Seib, showed that
Day One was just bad luck when his hopes
of winning the event died after landing short
June 2006

Competitors of this year’s Bogong Cup on Emu launch
Photo: Oliver Barthelmes

of goal and being punished with 26th place.
He ended up with twelfth position overall;
unfortunately too little, too late. Attila risked
all and steamed home once again, coming
in third and showing a very very convincing
overall win 423 points ahead of Austrian
Gerolf Heinrichs, with Oliver Barthelmes of
Germany holding onto his third place overall.
Over $15,000 of prizes and cash were
given away during this year’s Bogong Cup.
It’s developing into one of the most fun and
weather reliable competitions in the world,
with lots of giveaways not only for the
pilots but also for helpers, volunteers, drivers
and supporters.
I’m already looking forward to next
year, now that I’ve recovered!
TOP 10 RESULTS

1 Attila Bertok
2 Gerolf Heinrichs
3 Oliver Barthelmes
4 Balazs Ujhelyi
5 Lukas Bader
6 Steve Moyes
7 Rohan Holtkamp
8 John Durand Jnr
9 Phil Pritchard
10 M. Friesenbichler

Moyes LS S5 (HUN)
Moyes LS S4 (AUT)
Moyes LS S4 (GER)
Moyes LS S5 (HUN)
Moyes LS S4 (GER)
Moyes LS S4.5 (AUS)
Airborne C4 13.5 (AUS)
Moyes LS S4 (AUS)
Moyes LS S4 (AUS)
Moyes LS S3.5 (AUT)

6,433
6,010
5,844
5,671
5,650
5,446
5,407
5,263
5,254
5,234

Above: Winner Attila with a smile on his face
Top (left to right): Gerolf Heinrichs, Attila Bertok
and Oliver Barthelmes
Photos: Carol Binder

Waiting on Emu launch
Photo: Carol Binder
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The Killarney panorama
is dominated by the
rugged grandeur of
the Great Dividing
Range and sweeping
thermic plains to the

Killarney
Paragliding
Classic 2006

west. It’s the scenic

Wendy Mugridge (Assistant Competition Organiser)

dramatic waterfalls.

A

s with Manilla, it was the hang gliders that
originally discovered Killarney as a flying
site, holding their nationals here in the
’80s. Years later, with lots of work done
on the launches and the Killarney town’s folk
well and truly backing the sport of free-flying, the area now hosts the annual Killarney
Paragliding Classic.
The competition this year was a great
success with 75 pilots coming to enjoy the
town and the flying. The pilot field was
made up of competitors from over 10 different countries, including former world
number one, Nikolai Shorvkhov of Russia.

Comp Organiser, Andrew Horchner, also takes part
in the competition
Photo: Wendy Mugridge
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The registration night was a bit slow for
some, but with the bar open at the Rec Club
all went rather smoothly (apart from the
usual hiccups with those pesky GPSs).
The pilot pack was said to be the best that
any had ever received. It included the usual
T-shirt (designed by local school girl, Jade
Little), maps, GPS co-ordinate sheet, a magnet
from the Tucker Shop, caps from the Warwick
Shire Council, postcards from the Killarney
Post Office, coffee vouchers, and a pen from
the Killarney Co-op.
D ay 1 – C a n n e d

The second of the Aussie season AAA comps
started with a strong SE wind that became
stronger just after launch opened, soon
canning the task. James Thomas got in an
early launch attempt and bounced down
the slope before being stopped by a tree. The
knock to the head must have joined some
loose wires, as he flew like a man possessed
for the rest of the week: in goal nearly every
day and finishing the comp in the top 10.
Rod Merrigan left the hill low through the
back gullies with myself and one of the
retrieve drivers, Damian, following with the
tree rescue kit in the 4WD that had been
donated by Black Toyota Warwick. Rod
made it out to return to his team who were
giving him a stern talking to after we left…

gem of Queensland’s
southern downs with
rolling foothills, deep
secluded valleys and

East launch windsock and competitor
Photo: Wendy Mugridge

The Welcome Night Dinner was held at
the Killarney Hotel, with the running of the
Calcutta by Damian Edwards to raise money
for Angel Flights. This saw a bidding war
break out between Brian Webb and Bernie
Kelly to see who would end up with Craig
Collins. The bid finally went to Brian for
$350. Barb was not happy. Brian spent the
next few days selling off shares. The evening
raised $1,700, with $850 going to Angel
Flight. Pilots then headed off to the Rec
Club to see the jelly wrestling… and when
they jelly wrestle in Killarney the whole town
turns up. The wrestling was serious and the
jelly poorly set, resulting in some semiserious injuries including a dislocated
shoulder. Given its success a recommendation has gone to the comp organisers to
make it a must-have social function at every
Killarney Classic.
D a y 2 – Ta s k 1

Canel Creek Service Station, 76.4km
The early morning brought thick, fast-moving clouds. Within a few days pilots would
soon learn to recognise this as a sign in
Killarney that it’s going to be on (though
with Cyclone Jim teasing the coast to the
June 2006
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D a y 3 Ta s k 2

Felton East, 78.9km
This was a task of classic flatland flying over
chequerboard paddocks with a road network
that makes long walk-outs rare.
Ian Ladyman, “test flying” the Advance
Sigma 6 for the second season, chucked the
hanky over the back of launch creating the
highlight of the day. The cascade only ended
as he grabbed the reserve handle 100m off
the ground. The landing was hard with a
good puff of dust, but no injuries. Craig
Donnell overcame equipment problems that
plagued him in the Canungra Cup with an
impressive 10 minute plus win in this 79km
task. Viv and Heike both made goal. Colin
Page drove his Tattoo Super hard, only being
stopped by high voltage power lines 800m
out. James ‘The Gull’ Lawson, despite the
distraction of several manufactures chasing
his sponsorship signature, made goal in his
usual blistering pace. Jason Turner appeared
as a potential dark horse in the chase for an
Aussie team spot, grabbing third place on
the day. Winning the day was Craig Collins
(Gradient), second James Lawson (UP Targa),
and third Jason Turner (UP Trango 2).
D a y 4 – Ta s k 3

Pittsworth Airstrip, 93.7km
Despite earlier signs of brilliance, Craig
Donnell is the first to crack in the lead
gaggle pressure cooker and heads down a
dark gully looking for a miracle climb that
never eventuates. Former Aussie champ Fred
Gungl (Nova Tycoon) wins the day, with
Andrew Horchner (Gin Boomerang 4)
coming in second and Enda Murphy
(Advance Omega) third.
The day saw three 100km virgins – Gavin
Zahner, Matt Church and Geoff Wong –
Last Task is Stopped

flying on after the task to claim the tonne.
Nicky Moss continued further, setting a new
site record of 102km. Benn Kovco made his
first AAA goal and a stack of other pilots had
PB flights.
With all the variables for a good comp
in place – the choice of flatlands or the
ranges, roads in every direction, and a town
that’s really interested in the sport – another
great day of flying was over.
D a y 5 – Ta s k 4

Felton East, 78.9km
James ‘The Gull’ Lawson (UP Targa) wins
the 1,000 points for the day, leading out and
pushing the whole way. Davide Cardona
(Mac Para Magus) was second, with Andrew
Horchner (Gin Boomerang 4) coming third.
The Pizza Night later that evening was
a huge success, with about 30 pilots who
hadn’t been filling up on pizza the whole
week coming along and having their fill at
the smorgasbord. The children had a great
time wrapping the Italians around their little
fingers, being waited on hand and foot.

Blown Out Day
Photo: Gavin Zahner

D ay s 6 & 7 – C a nc e l l e d

More strong winds. Pilots took advantage of
this and went exploring the local area. The
Italians went to Queen Mary Falls for the
day to swim. The Mac Para team went on
a hunt for the much protected “secret swimming hole”. It took a bit of sweet-talking
to get the location out of the locals. Some
pilots headed for Cherrabah Homestead to
see some of the local wildlife, while others
went off to Warwick. Still others went as
far as Stanthorpe for some wine tasting.
D a y 8 – Ta s k 5

Clifton, 58.4km
Former world number one Nikolai Shorvkhov
(Gin Boomerang 4) takes the day win as the
task is stopped just before he arrives in goal.
Second was Rhett ‘Mac’ Rockman (Mac Para
Magus 4) and third Craig Donnell (Gradient).
When the rain clouds on course produced lightning, James Lawson left on an
early final glide expecting a stopped task. He
landed short of goal and the stop call came
just in time to give him his first competition
win. Andrew Horchner coped well with the
double pressure of comp organiser and high
level competitor to finish third overall.
The Presentation Night was great fun for
all, with a big thank you to all the local land

James, Craig and Andrew

Photo: Brett Robinson

north, not everyone was confident). By the
time pilots were on launch the low clouds
were gone and a healthy wind was setting up
interesting clouds patterns over the range.
The wind also brought some wave-like shut
down cycles that dumped parts of early
gaggles onto the plateau behind launch. Colin
Page and Alison Cawte weaved through the
trees. Col Hjortshoj found the trees.
The day also saw the long running Enda
Murphy/Geoff Sexton feud reach new
heights, with a case of beer taken on Geoff
to beat Enda on any given day. Enda put
everything he had into it and the Advance
proto pipped Geoff by 800m.
First for the day was Brian Webb (Gradient),
with Craig Collins second (Gradient), and
Rhett ‘Mac’ Rockman third (Mac Para Magus 4).

R e s u lt s
OVERALL

FEMALE

1
2
3

1
2
3

James Lawson
Craig Collings
Andrew Horchner

Heike Hamann
Viv Williams
Nicky Moss

owners who have given us permission to use
their land: they were all given a bottle of red
wine and a huge round of applause from all.
The sponsors were presented with a Certificate of Appreciation from the competition
organisers. After the presentations the entertainment started off with a display of whip
cracking from the whip cracking champion
of Australia, Chris McGregor from Killarney.
Then it was on to dinner and the bull riding
(thanks to local group, Goanna Entertainment)
and some lessons on how to crack the whip.
Nicky Moss found out that you can get a lot
of bruises from doing this too much. Nicky
also won the women’s bull riding.
Overall it was a very smoothly run comp,
and Andrew and I have worked very hard
to get the whole local community involved.
The National Paragliding Ladder is left as a
super tight race with only a few points separating the top runners.
And finally, a new flatland mecca for crosscountry and competition flying is rediscovered.
For all the info on flying Killarney, have
a look at [www.fly-killarney.com.au].

Photo: Colin Page
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Carry on Corryong
David Stafford

Someone was sure to pen some lines about the
Corryong comp. Flying conditions, tasks and
results for each day with a few stories of
amazing feats and great daring gleefully
recounted. That’s mainstream; but
my reflections on the comp drifted
in streams that are not.

Photos: Ann Stafford
Wayward marks

i

’m a late starter. In an earlier life, before hang
gliding, she-who-must-be-obeyed decreed
that hang gliding could be indulged only
at the risk of divorce; two little tackers
needed a proper, not paraplegic, father.
However, after almost 20 years of hang
gliding interruptus, the tackers had become
adults and could fend for themselves.
The strength of the decree began to weaken.
Then, a few Christmases ago, Kevin, my
bro from over there (Perth) was over here
(Newcastle). It was he who led the open
rebellion but I was easily enlisted. We
canned a day of sailing and snuck off for a
couple of tandem flights with Tony Barton.
Our broken-bone-free return delivered a
death-blow to the assumptions underpinning
24 Soaring Australia

the decree. I instantly snaked the moment
of weakness and quickly got my licence
and first hang glider. It was still another
18 months before my beautiful, darling wife
(I badly need to recover some brownie
points) for whom the third rung of a ladder
is positively stratospheric and definitely lifethreatening (I think I just wasted them)
was even prepared to watch me fly. It was
an interest in photography that eventually
did the trick.
And here is the connection with Corryong. For almost a week at the comp, she
became totally absorbed in the sport via
her camera lens – seeing colour, geometry,
rhythm, the natural aesthetic of the gliders,
the beauty of the sky and earth and people

of character. She won’t ever fly, but hang
gliding has wormed its way under her skin
via bits of glass and an electronic grid.
Splint is progressively loading a portfolio
of the images onto the Newcastle club
website [nhgc.asn.au].
That’s one stream. The other is about
hang gliding competitions. I went to Corryong
to check out the comp scene. I’m not convinced. A competitive spirit, even at a
so-called friendly comp, sometimes seems to
be at odds with friendliness; fun becomes
too serious; it seems to favour the high end
– those with money and time (or few other
responsibilities) and risks riskiness. I know…
I know… it’s just my opinion against the
wealth of wisdom of the hang gliding
June 2006
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Jason orders another can

The full kit

Bomb-out buddies

community, but surely there must be some
creative tasks that can be set to test and
potentially reward everyone equally whether
novice or expert? Will hang gliding go the
way of windsurfing that caved in to kitesurfing because of a myopic focus on the
elite top end?
By the way, my bro got his hang gliding
licence last October. He phoned me from
Perth last night to calmly tell me that on his
second tow endorsement training flight last
weekend, he pinged off at one grand and
climbed to over nine from which he flew
15km still at seven grand plus. Hang on…
that’s better than my PB and I have six times
the hours up. Gunna’ hafta’ do something
about that. The comp is on, kindly disregard
my comments above!

Dream on…

Dream on…

Wendy canning

Consuming time

Migratory birds
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ASG 29

A New 18m Racer From Schleicher
Bernard Eckey

Some new gliders seem to strike a love affair with pilots while still on the drawing
board. Amongst these gliders is the new ASG 29, Schleicher’s new 15/18m flapped glider.
Already prior to its maiden flight the entire production was sold out for almost
two years. Today, almost six months later, production is in full swing and the factory
is introducing a weekend production program to ensure that the waiting list is not
growing too much longer.

o

bviously a new star has made it onto
the world stage. It might have arrived
quietly, but its fantastic looks and its
first class heritage has the gliding world
excited. What is so special and what separates the ASG 29 from the rest? I was trying
to get answers to these and other questions
during my recent visit to the factory.
A quick glance at drawings and specifications quickly provides insiders with valuable
clues and hints. But lets dissect the aircraft
piece by piece and look at all major components in separation. From any angle, the
aircraft is a work of art. The slender appearance with clean and flowing lines highlights
the fabulous aspect ratio of 30.8. If you are
not impressed looking at the photo you
certainly should be. It is hard to imagine
a more beautifully crafted glider. In fact, you
can be forgiven for getting the impression
you are looking at an Open Class ship.

The roomy fuselage features in-flight
adjustable backrests and has otherwise
retained all the safety features for which
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Gerhard Waibel received an OSTIV award.
Of course, automatic control connections are
standard and so is the hydraulic disc brake
on the large 5.00-5 main wheel. Schleicher’s
philosophy of enhancing competition scores
by looking after the pilot and by providing a
comfortable working environment was
implemented once again. Built to the highest
ergonomic standards the ASG 29 will prove
popular amongst pilots but regardless of how
comfortable or safe the cockpit is the fuselage is not a brand new development. The
same applies to the tail plane; both are
largely identical to the ASW 27B.
That leaves the wing as the talking point
amongst glider pilots. Surprise, surprise,
although the wing design is totally new, the
wing section is not. “Why change a winning
formula”, remarks designer Michael Greiner
“there is nothing better on the horizon than the
well proven wing section of the ASW 27.” If
you ask me, his approach makes good sense
indeed. After all, the ASW 27 has an

enviable reputation for being by far the best
performing racing class glider on the market.
Lengthy research backed up by wind
tunnel tests confirmed that performance
enhancements cannot be expected by
modifying the wing section. On the other
hand, the design team lead by Michael
Greiner discovered that by optimising the
wing layout and by selecting a high aspect
ratio wing further performance boosts can
be expected.
Teamwork with fellow designer Martin
Heide, Professor Loek Boermans and various
European research organisations ensured that
the ASG 29 is not just a trendsetter for the
new 18m FAI Class but also remains the top
gun in 15m Racing Class. Yes, these may be
contradictory requirements but on closer
inspection it became evident that these
seemingly conflicting demands can be met
with a clever wing layout. Of course, it
requires a pair of exchangeable outer wings
but it remains a desirable option for pilots
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keen to compete in both classes. But more
on that later.
That’s all very well you might say, but
none of the above really explains why the
ASG 29 is a step ahead and why insiders are
sure of a performance gap to similar gliders.
Well, in laymen’s terms the secret is in the
wing, or better still, the lack of it. Due to
an extremely lightweight design (even the
prototype topped the scales at only 284kg)
the wing area could be reduced to 10.5m2.
A smaller wing creates less drag and, even
more importantly, a smaller wing area allows
a higher aspect ratio. Needless to say it
boosts performance, especially during
circling and low speed flight.
The brains behind Schleicher’s latest
creations clearly knew what they were doing.
The wing features unusually long and stylish
swept-back winglets but performance eating
kinks in the outer wing are nowhere to be
found. Instead, the design team took advantage of a softer wing with a natural bending
of the wingtips in flight. This is by no means
a new idea, but a design trick already successfully applied on Schleicher’s Open Class
ships, namely the ASW 22 and ASH 25.
Apart from a slight reduction in induced
drag it also provides superior pilot comfort
due to vastly improved turbulence absorption. Pilots not being tossed around get less
fatigued, they get more enjoyment from the
flight and they perform better towards the
end of a flight. This, plus a comfortable and
roomy cockpit, seems to have a greater effect
on competition scores than most top pilots
dare to admit.
The new wing plan form required a
four-part wing with a strategically placed
joint. Reducing the length of the inner wing
to 5.5m has resulted in a lower component
weight and makes the inner panels easily
manageable even for today’s back-troubled
pen-pushing generation. Joining the inner
and outer wing panels is made easy by a
catch, similar to the ASH 25. As the outer
panels don’t contain any control mechanism
or water ballast tanks their weight is only
15kg each and the total weight of each wing
could be reduced to a remarkably low 82kg.
Talking of weight, 284kg including
optional tail tank puts the ASG 29 into the
featherweight category. If that is not good
enough, a SL (Super Light) version is
available reducing the weight by another
10kg. However, putting 170 litres of water
in the wing tanks plus an additional 35 litres
in the fuselage turns the ASG 29 into a
heavyweight that just loves to glide at high
speeds between sources of lift. With its
maximum take off weight of 575kg the
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wing loading is a whopping 55kg/m2 and
at a speed of 80kt the polar curve points to
a stunning glide ratio of just below 50. Not
even the best of today’s Open Class aircraft
can match that.
A large water inlet (located on top of the
wing close to the wing junction) makes ballasting straight forward and the newly-designed
mechanical water jettison system allows all
ballast to be dumped in four minutes.
Flown dry and with a medium size pilot
on board the wing loading comes down to
33kg/m2. Experience suggests that a modern
18m wingspan glider can do with a higher
wing loading even on weak days with broken
and narrow lift. Therefore, it is likely that
performance-orientated pilots either want
a few litres of water on board or alternatively
opt for an optionally available sustainer engine.
The design brief was to give the 18m
wing span ASG 29 the same rate of roll as its
smaller ASW 27 sibling. This was achieved
by re-designing the flap/aileron mixer and by
increasing the control deflections. Only 3.5
seconds for +/-45º bank angle changes are a
truly excellent result and will ensure that
ASG 29 pilots can chase even the smallest
pockets of lift. Obviously the tall winglets do
a superb job as well and ensure a clean
airflow right to the end of the long ailerons
and beyond.
The ASG 29 is also an exceptional aircraft in terms of its speed envelope. In recent
years we got used to reports of average task
speeds exceeding the V
ne of older fibreglass
gliders. The message behind such reports is
loud and clear; the new generation of gliders
is likely to be operated at much higher cruising speeds, especially when featuring a polar
curve as shallow as the ASG 29. For racing

at the highest level today’s gliders need to be
capable of safely withstanding significantly
higher flying loads and speeds. Therefore, it
is no surprise that Vne of the ASG 29s is as
high as 145kt (270km/h) and the manoeuvring speed is 113kt (210km/h) at a g-load
envelope of +5,4g and -2,65g.
Central Europe was in the grip of an
unusually harsh winter when I visited the
factory in January. The whole of Germany
was under a layer of snow and the area
around the Schleicher factory was no exception. Although I arranged my visit on a
flyable day there was definitely no chance
of any soaring. Not only that, but the prototype and factory demonstrator was also
required for type certification. “Bernard,
you can’t be lucky all the time,” I thought and
agreed to postpone my flight until later in
the year. Not getting off the ground in this
jewel of a glider was very disappointing but
gave me the chance to discuss the handling
of the ASG 29 with other pilots. They have
left me in no doubt that the aircraft is not
only a top performer but also a delight to fly.
It possesses the pleasant handling Schleicher
customers have come to expect but also
retained the docile flight characteristics of
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the ASW 27 and/or ASW 28. The new wing
seems to possess another desirable feature,
something the ASW 27 is not well known
for. It is reputed to provide definite pointers
in regards to the location of up-draughts and

GFA News

the strongest pockets of lift. I cant wait to
find out for myself how good the ASG 29
really is in this respect.
Enough on the airframe, let’s talk about
the engine for a while. Schleicher has chosen
the same power-plant already providing
excellent and reliable service in the ASW
28-18E. This lightweight 18hp SOLO 2350
two-cylinder engine is equipped with a direct
driven 1.2m diameter two-bladed propeller
and is extended/retracted by an electrical
spindle drive. Convenience is taken one step
further by the single lever engine control
system neatly integrated into the left cockpit
console. A big step forward – not only in
terms of simplicity but also in terms of
safety. Of course, a multi-function engine
control unit is integrated into the instrument
panel with indication of fuel level, battery
voltage, engine speed and total engine hours.
It also displays a warning message about low
fuel levels and prevents a start in case the
engine is not fully extended.
Ease of operation and reliability were the
main design objectives. Therefore, the drive
unit includes a decompression valve for airstarts evading such items as starter motor,
choke or throttle (spinning the propeller
is courtesy of the airflow). The engine is
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GFA Badges & Certificates
FA I B A D G E C L A I M S
To 1st May 2006
Tse, Wah Chiu
Miller, Jeremy Peter

11196
11198

Byron Bay GC
GCV

A & B BADGE

Bowyer, Ashley Charles 11195
Fardell, Leneese
11199

The contents photo of the May issue
was mistakenly credited to David
Pietsch. The photo was actually taken
by Paul Wiggins and submitted by
David.
Our apologies to Paul Wiggins.

Gympie GC
Caboolture GC

C BADGE

Zoller, Martin
Thompson, Mark K

10026
11138

Sthn Cross GC
Caboolture GC

11191
11192
11193
11194
11197

Narrogin GC
RAAF Richmond GC
Geelong GC
Darling Downs SC
Narrogin GC

A, B & C BADGE

Terrell, Ben
Woods, John Joseph
Liebrich, Dieter
Jamieson, Kent Murray
Shearer, Jennifer M

SILVER C BADGE

Palmer, Jade

4622

SA Air TC

DIAMOND GOAL

A BADGE

May 2006 Correction

extended by moving the control lever to the
first stop and when the green light illuminates the pilot only needs to put the lever
in the foremost position. This retracts the
propeller stop, turns on the ignition and
opens the decompression valves. Now the
pilot just moves the control lever to “START”
and once the engine is running the ASG 29
E climbs at a rate of just over 2kt or 1m/s.
Several ASG 29 will be competing at the
forthcoming world comps in Sweden. The
news has already created some excitement
amongst Australian pilots because Schleicher’s
management has agreed to ship a factory
demonstrator down under immediately after
the closing ceremony. The waiting time is
almost over for those clubs and individual
pilots who have booked the aircraft in
advance. Further bookings can be arranged
by contacting the agent on (08) 84492871.
It won’t be long before we know what the
ASG 29 is capable of on those strong thermal days in Australia or on those famous
wave days in other parts of the world. The
first ASG 29 for an Australian customer is
arriving in Queensland some time in August
2006 with several others to follow in 2007.
Stay tuned to this channel.

Wilkins, Gary George
Leibing, lav Sven Peter

Boonah GC
Sportavia SC

DIAMOND DISTANCE

Wilkins, Gary George
Leibing, Olav Sven Peter

Boonah GC
Sportavia SC

Claims for all badges and certificates to:
FAI Certificates Officer Beryl Hartley
PO Box 275, Narromine NSW 2821
Ph: 02 6889 2733 (w), 02 6889 1250 (h)
Fax: 02 6889 2933,
Email <hartley@avionics.com.au>.
Decentralised Competition entries to:
Chris Stephens
PO Box W48 Wanniassa ACT 2903
Ph: 02 6231 4121,
Email <poboxw48@dynamite.com.au>.

FA I B A D G E N E W S
I have received a number of claims with
flight recorder files in IGC format as
evidence of the flight where there are
sections of the evidence not submitted
as per the sporting code. It seems that
many clubs now have club-owned IGC
approved flight recorders (loggers) but
do not offer any training or instructions
on how to use the units to the pilots
28 Soaring Australia

who are using them for the first time.
Maybe the winter period will be an
appropriate time to undertake a short
training period on the use of loggers
and preparation for flight with a logger.
The important issues are the name of
the pilot, the declared task, constant
power available to the unit.
The FAI sporting code with all infor-

mation on requirement for flight with a
flight recorder is available on [www.fai.
org]. Sporting Licence Applications can
be downloaded from the GFA web page
[www.
gfa.org.au]. Send application form, payment and photographs to Beryl Hartley.
PO Box 275, Narromine NSW 2821.
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Brief Notes on the
GFA Executive Meeting

22-23 April 2006 in Melbourne
John Welsh – GFA Executive Officer
President’s Activity Report
– Daryl Connell
20 February: Meeting with OAMPS regarding GFA
Insurance Policies.
27 February: Signed off Australian Sports
Commission agreement to recognise GFA as a
National Sporting Organisation (NSO).
12 March: Finalised Gympie loan repayment.
12 March: Settled CASA ADS-B Training/
Education distribution to GFA members.
14 March: Ongoing negotiations with CASA
regarding ICAO compliant licences.
23 March: Pacific Gliding (Caboolture)
application for affiliation.
24 March: Input to ASAC submission re
proposal to require ADS B for
“security” reasons.
25 to 30 March: Leave.
4 April: Input to lobbying effort regarding cost
squeeze on gliding at Camden Airport.
4 April: Dispute between a gliding
club and one of its members. Privacy issue for GFA.
6 April: Investigation of circumstances regarding
non-GFA gliding activity sanctioned by CASA.
8 April: Australian Sports Aircraft
Confederation Board meeting. Sydney

Executive Officer/Insurance Officer
Report – John Welsh
CASA Liaison
Tug pilots contacted me approaching 31 March
having not received their AVIDs as to what is the
legal position. I contacted the CASA Team Leader
to get the legal position which is now published
on GFA web site. CASA has issued a web page on
[www.casa.gov.au/fcl/licence/questions.htm]

GFA Insurance Policies:
OAMP’s representatives met with myself, Daryl
Connell and Beryl Hartley on Monday 20 February
at the GFA office. New premium quantum from
QBE was just received from OAMPS prior to the
Executive meeting. Little or no change on the
premiums. (Executive voted to renew policies.)

Survey of Gliding Club tenure at airfields
The survey was designed in consultation with
Beryl Hartley and distributed by the GFA Secretary
to all clubs.
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This can be self administered
by individual clubs.
Reviewing any airworthiness issues about
FLARM fitment.
• Permanent fitment of items to the cockpit of a
glider is covered by MOSP Pt3.
• Temporary/removable item – no policy as yet
– treated like a GPS/IPAQ.
*

To date over 25 responses received so far,
with over 50% of clubs stating they have either no
written lease to occupy their airfield, or have less
than 10 years left on their lease.
The Executive Officer to report to the next
Executive meeting when the survey has been
concluded.

Liaison with HGFA
An informal meeting was held with Chris Fogg on
19 February after a Board meeting.
A report on the meeting with HGFA Board
Member Kathy Little, 15 April, with Board member
Graeme Wishart and WADO Richard McLean (see
Executive Officer’s magazine report).

Chairman Technical Committee Report
– Andy Wall
In the process of preparing an article on
Light Sports Aircraft Legislation for
Soaring Australia.
A fallback is to direct interested
members to the CASA website, which
will be the source of information for the
article [www.casa.gov.au/
rules/1998casr/021/
021c41.pdf].
Actioning Disaster Recovery for GFA
Office Airworthiness files. Electronic
recording of paper airworthiness files
and authorisations – in progress.
Review of the business plan with
regard to CASA’s new schedule of
Regulatory Review – ongoing.
Management of future training and
supervision of major repairing and
re-finishing workshops – Department
preparing a proposal for solution.
With Technical Committee reviewing:
• Requirement for second signature
on maintenance release at rigging
with regard to Independent Operators –
ongoing.
• Daily Inspector Ratings for types and
categories.
* Too difficult to administer
by Airworthiness office.

Chairman of Operations Panel Report –
Peter Gray
RTO/Ops Positions
We have recently had two of our RTO/Ops retire,
Reg Moore (SA) after nine years and Ken
McCracken (NSW. Central), two years. Elections for
both these positions were run with Paul Mason
(SA) and Werner Von Euw (NSW) being the
replacement RTOs. Many thanks were extended to
both the outgoing for the services they have given
during their respective terms of office.

Low Level Finishes
At last, CASA has approved the Operations
Directive (OD) and has amended CAO 94.4,
allowing GFA pilots to operate gliders below 500ft
with a GFA low level finish endorsement, this also
allows for the training of pilots for the
endorsement
as per the requirements of the OD.
Kevin Olerhead will issue the “Operations
Directive 1/06”, along with the “Pilots Notes”
outlining the requirements for the issue of the
endorsement, as soon as possible.

Instructor revalidations
The requirements for Instructor authorisation
validity will be finalised at our Ops Panel meeting
in June, removing the hourly based requirement
and making renewals an annual recency/currencybased procedure with more authority for the CFI/
CIP to renew “just out of recency” instructors. An
annual return list of current instructors will be
required to be completed by CFI/CIPs and sent to
their respective RTO.

ATSB course
Report on the ATSB/Cranfield University Aircraft
Accident Investigations Fundamentals course on 3
to 6 April that Kevin Olerhead and I attended.
Kevin and I will report on the course to the
RTO/Ops at our Panel meeting in June and we
intend to put together a training program to take
to the Level 3 Instructors on the upcoming
national round of NGS later this year.
Soaring Australia 29

G FA
Operations Panel
Chris Thorpe (CFI Beaufort club, new
Level 3 Instructor) is to attend our next
meeting with a view of utilising his IT
skills in making all our manuals available
electronically, with indexing, for easy
access, and to produce a series of
safety CDs, including safety statistics, in
PowerPoint presentation for clubs and
Safety Officers to use
at briefings. His position on the panel
will be Technical Officer IT. This position
has been ratified by the GFA Executive.

•

•

Ops Status Checks
Report on the status of all states.

The $350K ITC fund does not contribute
anything to our international participation, the
rules put in place by (past) council ensure
that the fund only reinvests in itself. This
somewhat defeats the intent of the fund as
originally established.
The ITC fund rules need to be changed so
that the fund can contribute. At the same
time, the benefits provided to the membership
from our international participation indicates
that general revenue, through the ITC Levy,
needs to contribute further to this participation. (Executive to progress this further with
the Board to achieve objectives raised by
CSC)

CTO/OPS – Good News

How the funds should be applied

Kevin Olerhead has now moved in to his
brand new house (over Easter), he has
the phones connected and is now fully
operational on all previous phone
numbers
and email.

Pilots will be funded from the ITC fund
by guidelines set by the sports
committee from recommendations from
the ITC committee.
•

•

•

•

Review the objectives of the ITC Fund
Rob gave an extensive report on the
review. For a full report see the
Executive Minutes on the GFA website.

•

Recommendations
Given the value of international participation for the sport, and in support of
improved pilot selection procedures,
the major recommendations are:
• Increase the member individual contribution
from $10 to $20 (Executive voted to increase
to $13)
• Increase the ITC National’s Competition levy
from $ 25 to $50 (Executive voted to increase
to $40)
• Remove the two per cent growth requirement
of the ITC (Executive referred this issue to the
Board for action at their May meeting)
• Change the investment strategy for the ITC
fund to increase the interest rate for the fund.
(Executive to progress this further with the
Board to achieve objectives raised by CSC)

Recruit replacement Trophies Officer
An article in Soaring Australia and the
website has asked for a replacement
but no volunteers have emerged as yet.

Treasurer’s Report
– Beryl Hartley
•

•
•

In Brief

Chairman of the Sports Committee
Report – Rob Moore
Joint Statement on FLARM: An article
was placed in the April edition of
Australian Soaring.
Review of “Further & Faster” sale
price and its contents for any
obsolescent material. The coaching
panel will be asked to comment on the
subject at their Meeting on the 6 May
06.
A meeting of the Sports Committee
was held in March at which the request
below was discussed.

(The Executive gratefully noted these
changes by the Sports Committee)

•

•

•
•

For selection in the Open Class, Club Class,
Standard Class, 18m Class and 15m Class
Pilots must achieve 90%
of the winner’s score at two National
competitions or equivalent contests approved
by the ITC.
For selection for the Female World Comps a
female pilot must achieve 70% of the
winner’s score at a National competition or
equivalent contests approved by the ITC
For pilots to be considered for selection in a
Junior World Competition the rules have not
changed in that the first and second pilot will
be selected.
All pilots must attend a pre-world championship in the class they wish
to compete. If unable to do so their place will
not be assured.
Pilots may not reach their potential
at the first attempt at a World championship
so after three attempts, if pilots have not
finished in the top 30% they will be ineligible
for selection.
World championship pilots will be encouraged
to attend coaching courses in Australia as
staff.
The Tasman trophy will be selected
by application with the pilot selected being a
subjective choice.
The entire selection guidelines will
be placed on the our web page.
The criteria are much more stringent than
before with pilots now having
to reach a standard before selection, not just
winning a contest.

•

•

•

•

The Treasurer presented the Financial report
for 2005/06 so far, with a few days left until the
end of the financial year.
* The report indicated that an operating
surplus would be likely this financial year,
due to some departments under-spending
their budget.
The Investment performance on cash
reserves was reported on.
Contributed to the smooth running
and decision-making processes of the GFA
Council and the GFA Executive
* Sport committee presentation
on ITC fund
* Investigate establishment of
the GFA Club
Assisted with the supervision of, and liaise
with, GFA office and office staff. Monitored the
operation of the GFA office to minimise costs
* New staff member
* Staff appraisals
* Staff holidays
* New industrial relations laws
* Clean up of airworthiness office and
meeting room GFA office
Prepared budgets and provided financial
advice to the Executive.
* Budget working paper for this meeting
* Investment proposal
* Manage the accounts as required.
* Training of office staff with MYOB.
* New accounting in MYOB set up to handle
the new prepaid membership.
Supervised the financial operation of the GFA
office (accounts and membership)
* The new prepaid AEF forms
are now in operations.
* A number of clubs have
already purchased.
* Membership trends.
Plan and supervise annual return and produce
annual financial report to members
* Audit planned to take place in office to
suit the treasurer attendance at the May
board meeting
* Stock take planned for the next two
weeks
* Financial report for the July meeting for
printing and inclusion in
the August magazine

Note:
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•

•

•

•

•
•
•

•
•

Continued to review of the investment
strategy for GFA funds.
* Investment for 2006/7
* ITC fund
In conjunction with the President and
Executive Officer, monitored the GFA insurance
policies and to minimise costs.
* Report from OAMPS for 2006/7
Liaised with and reviewed the actions of the
Museum group and other groups in receipt of
GFA funds
* Funding to museum group and acquittal
of funding completed.
* Investigate offer of sponsored building for
museum.
Overseen stock and inventory control and
procurement.
* Streamlined stock holding in line with
change of purchasing of books on
dedicated book outlets on web
* Promote GFA agency for TOST stock in
Australia
Be responsible for the training and mentoring
of a replacement Treasurer. – ongoing
Current Goals (from current Operating Plan)
Create up a financial development group to
produce a five year financial plan
* Prepare an initial plan.
* Set up processes to maintain this plan in
an ongoing manner.
Sport committee position of ITC
Put in place at this meeting, persons to
undertake options for alternate site of GFA
office.

Chairman of Development Committee
Report – Ian Grant
•

•

•

Next Development Committee meeting to be
held 6-7 May in Brisbane. Outcomes of all
meetings available
on GFA website under ‘Development’.
National Seminar – Brisbane 2006. Confirmed
venue Robertson Gardens Conference Centre,
and Gavin Wills (NZ) as keynote speaker.
Marketing initiatives
* Public advertising campaign – Australian
flying campaign suspended until fault
with [Soaring.org.au] website fixed – 56
hits recorded up to fault identification.
* Newsagency sales trial of Soaring
Australia (RRP $6.95) in WA – average
~25%. To be discussed at May
Development Meeting.
* HGFA Proposals regarding Soaring
Australia – awaiting outcomes of
meetings with HGFA representatives.
* Gliding calendar to be printed in May,
designed by Al Sims, single page, June
2006 – May 2007.
* Grand Prix NZ January 2006 – detailed
report submitted by Al Sims.
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Recommendation that Al Sims and Henk
Meertens meet Gawler Grand Prix
organising committee.
• Marketing & Development website [Soaring.
com.au].
* lack of technical support and access is a
critical issue.
* Need above to proceed with planned
expansion of this website
• Club Development
* Terry Cubley completed 70% of
a new GFA Development Guide
as a resource for Club Development
Officers
* Club visits commenced in WA, Vic/Tas
and Qld by State Development Officers
* Terry Cubley is a resource for State
Officers, to advise them in issues raised
by such club visits, and has been pleased
by the results.
• The Executive noted the praiseworthy efforts
of Richard McLean, Maurice Little and Al Sims
in this area.
The above interim notes were
collated to meet the Soaring Australia
deadline this month and are subject to
confirmation of the minutes by the

Executive. Any clarification or
amplification of the notes should be
sought from your State GFA Board
Member in the first instance.

Congratulations

to well-known Queensland glider pilot
Bevan Lane who took out the award for
the Best Jabiru at the NatFly ultralight
Easter fly-in held at Narromine
aerodrome. What a great acknowledgement of the many months of hard and
exacting work put in by Bevan who built
his Jabiru from a kit.
NatFly attracted in excess of 700
aircraft during the three-day period
culminating in some 470 aircraft on the
ground at lunchtime on the Saturday.
Ultralights from all states and territories
of Australia took part in this annual
event.

OAMPS Insurance
Brokers Ltd
ABN 34 005 543 920

Let us set a better course for your GFA Glider insurance
OAMPS Aviation

Australia’s Aviation
Insurance Specialist
ACN 005 543 920
PO Box 1898
North Sydney
NSW 2059
Fax: (02) 9424 1717

GFA Glider insurance packages
are the only option approved
and initiated by the GFA for
the benefit of members.
Why pay more than you need to?

Email: aviation@oamps.com.au

Call OAMPS Aviation now

(02) 9424 1700
A PROFESSIONAL REGISTERED INSURANCE BROKER
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The Freedom Flight Expedition
Ricky De Agrela

Australian readers may be familiar with the Freedom Flight Expedition, the 2004 flight
in which, after three years of planning, Alan Honeyborne and I flew our microlights
around the world. It took selling my house and as many of our possessions as we could
to fund the expedition, taking off from Cape Town 17 December 2003, the date that
commemorated the centenary of aviation.

i

t was an incredible flying adventure through
Africa, over the Serengeti, across Asia, along
the Himalayas and south following the
Indonesian islands to Australia.
In Australia we had a much needed
break from the bureaucratic hassles of Asia.
It was a fantastic experience flying in Australia,
and amongst these experiences we had the
privilege of meeting some of Australia’s great
adventurers: Dick Smith, Jon Johanson,
Vinny Lauwers and many fellow microlighters. It is contact with people like these

I’m on TV trying to look confident while explaining to TV
how we were going to fly our microlights around the world

Alan and Ricky
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around the world, some of them on their
own great adventures, that gave us inspiration to commence and later the motivation
to continue our own expedition to its
conclusion… but more about that later.
After Australia we headed north to
Thailand and across the rest of Asia into
China, where tragedy struck and Alan had
a fatal accident. I was left with some very
tough decisions to make, and after much
encouragement from others I decided to
continue flying. As the Chinese and Russian
authorities refused to allow me flying permission, this left me with no option but to
airfreight to San Francisco where I met up
with a fellow South African trike pilot,
Martin Walker. We continued flying across
America to Oshkosh and then south through
Mexico to a small country, Belize. Tragedy
struck again when Martin took a tourist for
a pleasure flight.
Circumstances made me more determined to not let our expedition be remembered only for its tragedies and I flew back
to the USA and airfreighted to London. I
flew out of London, through Europe, across
the Sahara Desert and south through the rest
of Africa for seven challenging weeks. After
a total of eleven months and 64,000km,
I made it back home to Cape Town.
It will come as no surprise to hear that
on a personal level the expedition contained
more challenges and rewards, more soulsearching and soul-discovery, than I would
have thought possible. However the expedition also gave me the chance to discover a
greater context – the bigger picture, if you
like – into which my personal experiences
fitted. It’s this picture, that is perhaps clearer
in hindsight, which I’d like to take the opportunity to share with you now – an understanding of how much those in our aviation
community influence and encourage each
other both directly and indirectly.

I hope to start highlighting this picture
by describing some of the background influences during the preparation stages of our
trip. It was in 2000 that we came up with
the idea of flying around the world, and at
first we were too embarrassed to talk about
it. We weren’t even sure we could do such
a flight. Such flights were done by greater
beings with massive support and backing
and not by lesser ordinary little individuals
like ourselves. It was this mind-set that got
us spending many hours doing research and
planning, firstly to work out if our outrageous scheme was at all feasible, and secondly to convince ourselves we could do it.
A lot of this research was on historical
flights, dating back to the first successful
flight around the world in 1924 and right
up to the present planned attempts. Many
internet hours were spent squirreling out
this info and in the process we were greatly
inspired and stunned by the courage of those
early day aviators. From this research, in
order to give our planned expedition context
relative to other around-the-world flights, we
put together a brief history of these flights
on our web page (see [www.safreedomflight.
com] under the ‘Aircraft’ menu and ‘Flights
History’ sub-menu). If you have a chance,
read up on these amazingly brave flights.
Bear in mind that they didn’t have our current abundance of airports and facilities on
offer – in some cases none at all. The pilots
would take off with no knowledge of what
lay ahead, only having sent telegrams
describing how a runway should be built and
that they were heading in that direction. The
stories of how many engines were used on
each attempt, with virtually no navigation
systems, and how mechanics walked along
the wing while in flight and cleared the
carburettors of ice, etc, make one’s hair stand
on end. Those flights must have taken
serious courage, to say the least. So with
those stories as a back drop it was almost
June 2006
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Flying through Sossusvlei in Namibia, Africa

Dealing with the intimidating aircraft at
Bangkok airport was all part of a day’s flying

Over Victoria falls, Zimbabwe, Africa

Flying through the Sahara Desert
on the way back home

Ricky De Agrela during one of his talks in Australia in 2005 after the completion of his around-the-world microlight
expedition. Left to right: Ricky De Agrela, Kathy Little (HGFA Board Member), Keith and Rosemary Page-Sharpe, Richard MacDonald
Photo: Courtesy Kathy Little

embarrassing for us not to do the flight!
These stories encouraged us and also made
us feel like whimps for even worrying about
whether or not we were able to do the flight.
We would be flying with the best engines
ever made, fancy radios and modern GPSs.
So from this point of view we were convinced we had to do it.
The next thing was how does one
organise such a flight? In our search for
information and finding out how others had
done it we came across web pages like Earth
Rounders, which helped a lot and also
brought to our attention flights in progress
and flights being planned for the future. All
these, and several smaller commercial airline
web pages, pointed us in the right direction
and helped us get our calculations, planning
and budgeting developed.
There were a few planned expeditions
we were following closely because they
would be flying at the same time as we were
thinking of flying, and we hoped to learn
from their experiences. The one that seemed
most impressive was the Marco Polo Rally
[www.wst.nu/mpr/], a hugely ambitious
project organising 150 ultralights on a flight
from Paris to Beijing. What was interesting
on that web page was the people who were
offering advice and help with organising it.
The advice was often very good and from
experts in their areas. We contacted these
experts and they were very helpful. Some

people, like Captain Siva in Malaysia, later
became very instrumental in our expedition.
We actually didn’t quite believe that the
Marco Polo Rally would take place, and
now know that if it did it would be one
of modern aviations greatest bureaucratic
achievements! Fellow South African, Martin
Walker, had subscribed to this expedition
and even went as far as buying the equipment in preparation for it. He eventually got
despondent about it and in October 2003
phoned me up, told me the story and asked
if I would be interested in organising a big
expedition with him. I told him about the
trip Alan and I were departing on in
December. He was surprised and also upset,
and asked if he could join us somewhere
in the world for part of the trip. I said we
couldn’t make any promises because we did
not really know what we were letting ourselves in for or whether it would be at all
practical. This was the beginning of his
involvement in the expedition.
The next expedition that caught our
interest was the Global Eagle Expedition
[www.army.mod.uk/news/year_2004/ex_
global_eagle/]. This was a British expedition
of a pilot who would fly the first gyrocopter
around the world. It was an expedition that
was planned to start before ours, but because
of the Iraqi war it was postponed, and when
it came back on line it was going to coincide
very closely with our trip. We figured they
had also done homework on the weather

Table Mountain, Cape Town, Home!
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Sand dunes of Sossusvlei, Namibia, Africa

Island en-route into Phuket, Thailand (Pre-Tsunami
of December 2004)

Flying with a Tiger moth along the Gold Coast, Australia

Ankhor Wat, Siem Riep, Cambodia
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patterns and had developed a similar program to ours, which was very reassuring.
Their organisation seemed really good and
was backed by the British army. At the time
we thought it would be great fun to get in
contact and, if possible, try to meet up along
the way. We sent them emails to this effect
and understandably received no reply. We
weren’t exactly professionally presented and
they were probably unsure who they might
be getting involved with, so we left it alone.
An interesting one that cropped up when
I was doing homework on flying through
Eastern Russia was a Slovenian pilot, Matevz
Lenaric, who had attempted to fly a threeaxis ultralight around the world. He had
flown through Siberia in Russia, but ended
up being blocked in Canada by the Canadian
bureaucracy who refused to let him fly across
the Atlantic. It inspired us because Russia
was our biggest hurdle, and if he had done
it then there was hope for us.
A well known character in microlighting
also popped into the picture, Brian Milton,
who flew a trike around the world in 1998.
Dick Smith gave us Brian’s email address and
recommended we contact him for some suggestions regarding Chinese and Russian clearances. We emailed Brian who was very helpful. Dick Smith himself was extremely helpful,
too. He picked us up in his helicopter and
took us out to lunch in Sydney. He assisted
us in several ways, including advice regarding
clearances through difficult countries.
The next contacts were about two weeks
after Alan’s accident, when I was in China
contemplating whether to carry on or not.
Out of the blue I received two emails, one from
Global Eagle and one from Matevz Lenaric.
The Global Eagle organisers sent a message for me to phone Barry, the gyrocopter
pilot who was now in India. I called him
and he asked if I would consider continuing,
joining him when he came through China.
It was just the push I needed to carry on.
He had a huge support system and back up
planes for Eastern Russia, and that was the
only way I could consider, or be permitted
by the Russians, to fly through that area.
I got all keen and went and beat down the
door at the Chinese civil aviation authority
to try and get permission to continue flying.
Matevz had sent a message of condolences, as he had heard what happened from the
Chinese authorities. He also mentioned that
he was on his second attempt around the
world and was stuck in Mongolia as the
Chinese had cancelled his flight clearance
because the rainy season was setting in and
they pointed out Alan’s accident being
weather related. While I was negotiating
with the authorities to let me carry on flying

At Avia Club. Pokahara, Nepal

Flying over the Orange river, border between
South Africa and Namibia

Along the coast of Pakistan en-route to Karachi

The Fish Tail Peak, Himalayas, Nepal

Mount Rushmore, USA
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Children at Ende, Indonesia

Assembling Martin’s trike in San Francisco
Flying over Monaco
Islands at Kupang, Indonesia

I asked them if they would reconsider giving
Matevz another clearance, but they refused.
Matevz was appreciative of my attempts, and
then worked on the Russians and succeeded.
He proceeded along his previous route, but
only after incorrectly being chased out of
Russia back into Mongolia by the Russian
airforce who were not informed about his
permitted flight. The fun and games of flying in those East Asian countries!
In the meantime Barry was still stuck
in India with a seriously bad stomach. He
certainly had my sympathy; I could relate to
it because we had the same experience when
we were there. The only problem with this
delay was that he was going to be arriving in
China in late June, which was pushing it far
too late with the Chinese weather and also
reducing the chances of making the Bering
Straits to Alaska. The Chinese stuck to their
No Permission for me, and Barry eventually
left his gyrocopter in India to go back home
to recover… and on his return found his
gyrocopter damaged beyond repair by floods
in the area.
Martin was also in contact with me and
said he would like to join me if I went to
America. There was no option but for me
to airfreight out of China to San Francisco,
where Martin and I arranged to meet. It was
great meeting up with him and we headed
across the Rocky Mountains to Oshkosh
Airshow, where guess who arrives? None
other than Matevz! He made it through
Russia and was on his way back up into
Canada, this time a lot wiser on how to
June 2006

deal with them. He succeeded in making
it around the world and back to Slovenia.
In London, I met up and had dinner
with Brian Milton, who came across as a
seriously driven character and a great guy.
Then it was on to the final stages of my
journey. After Egypt, flying into the Sahara
Desert alone got desperately scary, and to
think of pioneer pilots flying through similar
areas in far lesser machines and making it
was very encouraging.
These are only a few of the people who
encouraged and helped me get our expedition to its conclusion. More importantly,
they’ve made me realise how we all influence
each other in our aviation and adventures.
Aviators – a community truly bound
by an adventurous spirit.
I’ve written a book about my experiences
on this microlight expedition, titled Freedom
Flight. It’s being published by a subsidiary of
New Holland Publishers and will be on the
shelf in Australia in July. The book describes
details and answers questions about the expedition. I explain the reasons and motivation
for continuing. Included are over 300 of our
best photos, giving a visual picture of the
stories and places. Feel free to contact me
<freedomflightbook@yahoo.com> for more
information on where in Australia the book
will be available.
I hope the positive experiences of the
expedition will motivate others to pursue
their goals, and that these experiences will
be of benefit to yourselves as pilots.

Camping on the river bank. Orange River, Africa

Following animals, Africa
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Selection and Funding
of International Teams
Paul Mander

The purpose of this article is to provide an explanation of the various international
competitions recognised by GFA for which teams are selected and funded, to describe the
means by which teams are selected, and to encourage all pilots to aspire to selection.

w

e have quite a number of FAI
sanctioned international events
which the GFA, through the Sports
Committee, nominates pilots to
attend. Most, but not all, attract some GFA
funding. The intention of GFA funding is
to assist pilots who have a prospect of high
achievement in competition, and to assist
pilots to gain competition experience at the
level and in environments that they cannot
experience in Australia. The ultimate GFA
goal is to have another Australian world
champion within 10 years.
Presently the recognised events are:
FAI Multi Class World Championships
held every two years, 2006, etc.
FAI Club Class World Championships
held every two years, 2006, etc.
(The PW5 World Class is not supported.)
FAI Women’s World Championships held
every two years, 2007, etc.
FAI Junior World Championships held
every two years, 2007, etc.
The Tasman Trophy between Australia and
New Zealand, annually.
The Sailplane Grand Prix, a new program
to be published.
From 2008 on, the FAI World Championships will be grouped into two separate
contests at separate sites: Flapped Classes
(Open, 18m, 15m) and Unflapped Classes
(Standard, Club).
All of the World Championships are
preceded by a Pre-Worlds at the host site.
Teams are selected on a cycle that enables
the pilots to compete in the Pre-Worlds, but
funding is not currently provided for these
contests.
The policy of the GFA towards funding
of participation in FAI World
Championships is that it will endorse pilots
in order of ranking up to the limit of entries
permitted by the organisers of the contest
in question, with the proviso that they must
be capable of competing effectively and
safely at the particular site. This policy is
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administered by the International Teams
Selection Committee by application of the
guidelines that follow. Available funds will
in general be allocated so that all pilots in
a given year receive equal amounts. (This
does not include the Tasman Trophy, which
is supported separately, nor the Grand Prix,
but selections to both these events will be
based on these guidelines.) There is an
expectation that the selected pilots will
conduct themselves appropriately, co-operate
with their team mates, and share their experiences with the GFA community.
To sum up, the GFA wishes to support
the greatest possible number of pilots to
participate in International competition,
but requires value for money, safety and
appropriate conduct.
Because of the number of domestic and
overseas events, and taking into account the
limited time and money that Australian
pilots have available to them, guidelines have
been established which aim at making the
most objective selection possible while
allowing flexibility to all concerned. They
are outlined below.
1. Teams for FAI World Championship events
will be selected at the end of the Australian
season immediately before the corresponding Pre-World contest.
2. The position of pilots who fly in the PreWorld contest will be held secure. Any
remaining positions will be reviewed at the
end of the subsequent Australian season in
accordance with the principles of these
guidelines.
3. Pilots will be selected to fly only in a class
in which they compete in the Australian
Nationals in that season, in order of what
will be called the Ranking Percentage.
4. The Ranking Percentage of pilots in a class
will be calculated by taking 60% of their
performance points in that class in the
selection year/season, plus 40% of their
performance points achieved in the prior
year. Juniors flying in their first Junior

Nationals will have the whole of the
selection years performance points taken
as their Ranking Percentage.
5. The performance points of a pilot at any
contest will be taken as his/her achieved
cumulative score expressed as a percentage
of the winners cumulative score regardless
of the winners nationality.
6. Pilots who fly in the same class for two
consecutive years in Australian Nationals
will automatically be ranked in that class
using the scores from those two contests.
7. Pilots who do not fly in the same class
for two consecutive years may apply
to the Selection Committee to have their
performance during the prior year at
a suitable alternative contest taken into
account. The onus is on the pilot to make
this request prior to the contest of the class
in question. In requesting this consideration
the pilot must identify all contests that
could be taken into account within the
scope of these guidelines and the performance points from all of them will be
averaged. Abuse of this process will result
in withdrawal of any resulting selection.
8. Pilots must have achieved a Ranking
Percentage of at least 90%. This
benchmark is reduced to 75% in the case
of the FAI Women’s World Championship
and for the Junior World Championships.
9. Pilots and their crew chiefs are required
to sign the relevant Code of Conduct
as a condition of inclusion in the team.
10. A pilot who attends three World Championship events without gaining a cumulative score or placing in the top 30% in
one of those events will no longer be
eligible for selection.
11. Pilots will be ranked for selection on the
basis of their performance in Australian
National or recognised International
contests only.
12. Pilots wishing to represent Australia in
the Women’s World Championships or
the Tasman Trophy must make this known
June 2006

G FA

Mike Pobjoy flying the Mt Beauty Gliding
Club syndicate Pilatus over Mt Bogong
Photo: Mark Bland

to the Selection Committee prior to the end
of April of the season just finished,
and should advise the committee as to
which competition results are to be taken
into account.
13. No lay day allowances will be permitted
in calculating a cumulative score.
14. No allowance will be made for pilots
who share a glider at a contest.
15. No pilot will be selected for a World
Championship at a site which is deemed
to have special requirements as to safety
or performance unless the pilot concerned
has flown in the Pre-Worlds or in a previous contest at that site.
16. The Selection Committee retains the right
to make an over riding decision on any
of the above guidelines based on criteria
other than the above but must explain such
a decision to the Sports Committee and
if asked in writing, to any pilot affected
by such decision. The Selection Committees
decision is however final, as are its interpretation of these guidelines.
Explanatory notes:
Item 1:
The intention of this is to enable pilots to
engage in a suitable program of preparation
including attendance at the Pre-World
contest secure that their investment of time
and money is well spent and that they are
in the team.
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Item 2:
Only the positions of those who compete in
the relevant Pre-Worlds will be held secure.
All other positions will be reallocated on
the ranking of the remaining aspiring pilots
performances in that class in the following
Australian Nationals. Selected pilots affected
by this rule who can identify suitable alternative training undertaken during the period
may bring this to the attention of the Selection Committee who will make a determination as to the suitability of such training.
Item 11:
International contests are taken to be those
listed in the preamble as recognised by GFA.
Should a pilot wish to have a result in some
other contest taken into account it will
necessary to make special application to the
Selection Committee who will decide each
case on its merits.
Item 12:
A time limit is set for clarity. Because the
writer did not previously indicate a time
limit, the closing date for applications in
2006 was, in an article published last month,
nominated as the end of May.
Applications and queries should be
directed to the Chairman of the Selection
Committee, currently Paul Mander, <paul@
mander.net.au>, 0417 447 974.

GLIDING FEDERATION OF AUSTRALIA
Airworthiness Inspection

FORM 2 AND C OF A NOTICE
■

A Form 2 inspection is due. $143* payment
is enclosed

■

The C of A requires renewal. $33* payment
is enclosed and the existing C of A document
is returned

■

Initial registration package is required.
$363* payment is enclosed
* Fees include GST

Payment method:

■

Cheque ■ Credit Card ■ Direct Deposit
For internet payments, deposit into:
BSB: 013-442 Account No: 304729562

A) DOCUMENTATION REQUEST
■

Please send me a transfer of ownership
document

■

Please send me a change of registered
operator document

Aircraft Type ...................................................................
Registration marks VH – ..............................................
Address to which documents are to be sent is:
Name .............................................................................
Address .........................................................................
........................................................................................
State. .............................................Postcode ................
Forward to: GFA Airworthiness Secretary,
130 Wirraway Road, Essendon Airport VIC 3041
Email: <Airworthiness@gfa.org.au>
Fax: 03 9379 5519
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GFA Executive Officer’s Report

En route to Melbourne

A

gain I am writing this report on the move,
this time in the Qantas B767 en route
Melbourne to Perth after the April GFA
Executive Meeting. Like the turnpoint photo
out the window?
I’ve included a prcis of the heads of
department reports to the meeting for those that
are interested.
Please note my interim report on the Site
Tenure Survey, which indicates that over half the
respondents could be at risk in the next 10 years,
either through a lack of written leases or with
written leases with less than 10 years to go.
The main item of the two day meeting was
the Budget Session, and you will be pleased to
hear that the Executive has come up with a
balanced budget for 2006-07, with only a $10
(~5%) increase in fee. It really was a classic
economic problem with unlimited wants coming
up against limited resources available. There was
a lot of “robust debate” during the Budget session,
as each Head of Department
put their proposals forward, then the intense
negotiation to bring the overall budget into
balance.

Hard at work during the budget session:
GFA Vice-president David Conway, President
Daryl Connell and Treasurer Beryl Hartley
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The minutes should be on the GFA website by
the time of publishing this report.

A Day in the GFA Office
I took the opportunity on the Monday
after the Executive Meeting to spend the
day
in the GFA office in Essendon Airport.
This allowed me to make good progress
with the minutes of the meeting without
the numbing influence of the long flight
to Perth tacked on to the meeting day.
Edwin Grech-Cumbo dropped into
the office and showed me the online
reference material that he has produced
for Form 2 inspectors including:
• PowerPoint slideshows for the Form 2 training
course
• Airworthiness Directives
• Complete AC43-13
• Reference library full of useful articles on
information, products and techniques.
The material fits on a CD-ROM, and
we are working out how to get it on the
website.
Congratulations to Edwin
for his outstanding effort in
collating and preparing this
excellent resource for the
Airworthiness department.
Edwin installed it on my laptop
and it will be put to good use
at the WA Form 2 Course in
July this year.
Whilst I was in the office,
I tidied up some issues arising
from the meeting with Marcia
Cavanagh, our Secretary and
Office Manager:

“Associate Membership” is a
concessionary membership designed for
current GFA members that are of long
standing, who only wish to either carry
on maintenance work for their club, or
continue their association with GFA with
a non-flying membership and is only
granted with the following conditions:
• Application must be made to the
GFA Secretary for approval.
• If acceptable, will send the appropriate
documentation to the applicant.
• The documentation for consideration as an
“Associate Membership” must be countersigned by Club President, Secretary or
Treasurer, and then forwarded to the GFA
Secretary
with the appropriate fee.
• No insurance cover for any task carried out
for hire or reward.
• No flying activity to be undertaken.
• No voting privileges.
• No Soaring Australia Magazine subscription
(may be purchased separately).
• No State, ITC or ASAC fees
are included.
• Must be a member of an affiliated active
gliding club.
• Any changes in circumstance to be passed on
to the GFA Secretariat.
NB
• Associate members pay an annual
membership fee, which is considerably less
than full membership.
• Associate members are covered by
the GFA Broad Based Liability and Contingent
Liability Insurances whilst carrying out
voluntary ground-based activities, but no
flight risk insurance is provided.
• The above criteria should by now be
published in the membership section of the
GFA website.

Pre-payment of
Introductory Memberships
You may have noticed that GFA has
implemented a pre-payment system for
Introductory Memberships from 1 May
2006. Your club secretary should have
received a briefing letter from Marcia,
and explained the change to you by
now. Some clubs had already
commenced the system at the time of
writing, and the feedback has been
positive so far. The obvious change is
the booklet that the forms come in are
now more user-friendly and include
instructions on how to process the
forms. Please take time to acquaint
yourself with the new system, especially
if you are a Level 2 instructor, a duty
pilot or logkeeper. If you have any
June 2006
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The hive of youthful activity at Skydive

queries, please give Marcia a ring at the
GFA office.

Insurance FAQs
The subjects for this month are:
1. The grid master at a State Comps, which is
run by the State Association, sets the grid up
in accordance with
his requirements. The tug lands
over the gliders and the rope breaks several
canopies. Damages are claimed against the
grid master.
Assuming that running the State
Comps is listed in the Memorandum and
Articles of Association of the State
Association (which, for example, it is
in WA), this would be covered by the
GFA General Legal Liability policy.
GFA Contingent Liability may also
cover it because the grid master is an
appointed ground crew for gliding
activities.
2. An RTO Sports is coaching a GFA member and
seriously damages the two-seater glider in an
outlanding accident. The gliders owners have
no hull insurance and submit a claim against
the RTO.
The Contingent Liability Policy (CTL)
was never intended to stand in the
shoes of a Glider Hull and Liability
policy. It is
up to the glider owners to carry their
own insurance for their own protection,
as the CTL is designed for the
protection of the coaches, instructors,
etc.
The reason for this is not just exposing a GFA Group Policy to a loss
normally covered by the members own
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policy. Also, that the CTL is a Liability
Policy. For Liability to exist, there must
be negligence on the part of the coach/
instructor for the owners to sue or take
action successfully, whereas, a Glider
Hull Policy is a Material Damage policy
and not subject to the liability test.
Whilst the CTL will, and was
designed to, protect the coach/
instructor etc, the owner(s) are well
advised to carry their own protection for
their asset.

Disclaimer
The above item is only a summary of
policies and should not be relied upon
as advice. Formal enquiries must be
made to the GFA Executive Officer or
OAMPS Aviation on 02-8838 5760
before making any decisions regarding
Insurance based on the above notes.
Thanks to Bryan Blackburn from
Narrogin Gliding Club and Wayne Cottier
from OAMPS for the help they provided
in preparation of the above.

A Trip into the Country
Richard McLean (WA Development
Officer), Graeme Wishart (WA Board
Member and myself had an interesting
trip into the WA countryside on Easter
Saturday. The primary reason was to
meet with Kathy Little, an HGFA Board
Member,
who has just taken occupancy of a B&B
property just east of York, around 40km
north-east of Beverley.
We stopped on the way to lunch at
Skydive Express, a professional parachuting centre based at York, which has

an impressive facility including hangar,
comfortable clubroom with canteen and
bar facilities (bar not opened until
jumping ceased), swimming pool and
sauna in a landscaped garden setting.
The place was a hum of activity with
sorties continually launching in their
Cessna Caravan and 182 aircraft,
repacking chutes, and practicing freefall manoeuvres with coaching. The
average age of the participants was
obviously well under 35, and I noticed
Richard taking great interest in the
environment (why aren’t these people
flying gliders?), so I think that will be an
interesting topic at the next
Development Committee meeting.
The lunch was good as well.
Not many people know that Graeme
was a jumper in his youth and has over
140 jumps experience.
We then travelled to Kathy’s
property, which is a delightful group of
buildings constructed of rammed-earth,
a method which has gained favour again
in the country, is cool in hot weather and
looks great. Kathy has a trike, and is
hoping
to get an airstrip going in one of her
paddocks, after some earthworks are
completed. We had our meeting in her
conference room, which was very comfortable. The meeting was a getting-toknow-you meeting, with swaps of
information about each organisation,
and about the magazine, as Kathy has
undertaken the Soaring Australia
portfolio on the HGFA side at their
recent Board meeting.
After the meeting finished, we took
Kathy to meet some of her constituents
at Rod Carters farm, which is just down
the road from her place. Flying was just
winding down for the day when we
arrived, but we caught up with some of
our HGFA friends who occasionally fly
“our” gliders, including some I hadn’t
seen for years.
A big contrast to the commercial
environment of Skydive Express, but still
people having a lot of fun flying, which
is what
it is all about, isn’t it?
Happy Soaring, remember your
priority task is “Under 700ft, Land Safely.”

GFA EXECUTIVE OFFICER

John Welsh
10 Merton Road, Roleystone WA 6111
Email: <EO@gfa.org.au>
Blog: [www.arach.net.au/~jwelsh/Blog.htm]
Mobile: 041 794 5981 (CDMA)
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Paraglider Review:

UP Summit 3
Hakim Mentes
PARAGLIDER SPECIFICATIO NS

Make
Model
Size
DHV
Number of Cells
Take-off weight (overall)
Glider weight

UP
Summit 3
Medium
2
61
90 to 107kg
68 Newton (6.8kg)

FLIGHT SET-UP

Harness:
Riser separation:
Overall weight in flight:

Edel ProLight
42cm
95kg

Construction

Most of the standard features of a modern
glider can be seen on the Summit, including
full internal stitching, cross bracing, enforced
eyelet stitching, etc. Although the trailing
edge of the glider is re-enforced, the enforcing strip is not as solid as can be seen on
some other gliders. I guess it is a weight
saving compromise.

Control (brake) line attachment to the trailing edge

have though! The webbing used for
manufacturing risers is tiny, which is another
new trend we have been witnessing on DHV
2 gliders in recent times.
A small opening, kept closed by velcro
fasteners, on the trailing edge of each wingtip is handy for removing debris trapped in
the wingtip. Because of their location, only
on the very last cell of each wingtip, there
will still be some fiddling to get rid of debris
accumulated in nearby cells, but this system
still makes for easier cleaning than without
them. Lines are colour-coded, which is not
that common with DHV 2 gliders. I like
it though, another visual aid to ensure the
correct identification of risers while getting
ready to launch.

I managed two reasonable flights (one inland
and one coastal) with the Summit. Flying
at Corryong was rough and tough, but the
coastal flight at Flinders was very smooth
and enjoyable. The Summit is a very active
glider and requires proper control input for
smooth flying. It likes to talk to the pilot.

Response to control input is excellent. What
is impressive, though, is the Summit’s willingness to get into big wingovers or spiral
very quickly. This is not a glider for the
inexperienced.
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Cleaning openings on wing tips
Photos: Hakim Mentes

Flights

Turns

Control (brake) line attachment to the
trailing edge is quite different. Each line goes
through a small ring, fitted to the trailing
edge, before the line itself attaches to the
trailing edge. I have seen similar mechanisms
in the past, but only one or two lines had
the system. Not sure what the impact of this
mechanism on the flying or turning performance of the glider might be. My guess is
that the system would have something to
do with the reduction of control line effort.
Lines attach to the risers via a type of
D-shaped mallion. As with many other
gliders, O-rings are used to minimise line
movement over the mallions. There are four
risers with a kind of split A-riser
arrangement. It is an interesting trend to see
that risers are getting quite complicated and
each manufacturer has a different style. It is
not very common to see a split A-riser
arrangement in a DHV 2 glider, good to

Colour-coded risers

Control (Brake)
Line Force

Control line effort is just right for my taste,
not too light and not too heavy. It is proper
for a DHV 2 class glider.
Ta k e o f f / l a n d i n g

This is one of the features I did not have
much chance to experiment with, therefore
it is difficult to make valid comments. I had
only two flights with the Summit, and on
both occasions it behaved nicely on take off
and landing.
Asymmetric Collapse

I started inducing small asymmetric collapses
cautiously, because of the agility of the glider.
After a few trials, I was confident to practice
a full 50% collapse. To my surprise, the
Summit behaved itself. Very little tendency
to dive to recover, very little height loss, just

over 90º turn and it was on its course again. I
tried many times and the result was the same.
Big Ears

The split A-riser feature makes life a lot
easier when it is time to come down a bit
faster. I needed to sit up to reach them though.
Surprisingly, big ears pop up once released,
not a common feature on a DHV 2 glider.
Big ears tend to stay tucked in on most
DHV 2 and high-end DHV 1-2 gliders.
Speed Bar

The speed system effort is on the soft side,
but there is room for improvement. It is
a short travel speed system and two steps
are almost enough.
B - l i n e S ta l l

This is one of the areas the Summit has quite
a bit of room to improve. Entry to or exit
from a B-line stall is no problem; I did not
notice a falling back or surging forward tendency. What I noticed, though, was its tendency to stall if the B-lines were pulled in
too much. When the time came to practice
a B-line stall, I pulled in the B-lines as usual
without watching the wing. It all felt okay.
But when I looked up, I noticed that the
wing was getting ready to stall, so I eased the
risers a bit and it corrected itself. I checked
the DHV rating to see what they said about
it. They claim the B-stall characteristics of
the Summit are DHV 1! Further to that, I
communicated with a UP test pilot and they
claimed that they did not experience this
June 2006
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problem. Descent rate seemed to be quite
impressive, but I was paying more attention
to the glider than watching my vario.
Conclusion

A scoring table is included, where each characteristic tested is scored between 1 and 10.
This scoring reflects my preferences, which
may not necessarily be the same for everybody. It is up to pilots to decide if the glider
suits their flying style or not.
Notes

The characteristics of the wings I measure/
comment on are the ones comparable, quantitative and repeatable. This is one reason why
there is no comment on speed or sink rate.
The following points must be noted though:
• Weight in flight can have an impact on
some characteristics
• My comments concentrate on the safety and
ease-of-use characteristics of a glider,
therefore gliders with higher DHV ratings
may be disadvantaged as the speed and
glide ratio is an important consideration
for higher DHV rated gliders
• Before making a decision on any glider,
it is good practice to check out DHV test
reports, talk to other owners, and check any
and all other resources

HIRTH ENGINES

To test fly a UP paraglider, contact: Lee
Scott, High Adventure, <fly@highadventure
paragliding.com>, [www.highadventure.com.
au], ph: 0429 844 961.
CHARACTERISTICS

Electronic Fuel Injection Options

SCORE

Control (Brake) Line
Effort (Force)
Response
Weightshift response
B-Line stall
Reach
Entry
Stabilisation
Holding effort
Exit
Descent rate
50% Asymmetric collapse
Direction change
Recovery
Height loss
Take off
Inflation
Stabilisation
Speed bar
Initiation
Holding effort
Travel distance
Build quality
Stitching
Re-enforcing strips along edges
Cross bracing
Eyelet attachment points
Risers colouring
Big ears
Reach
Holding effort
Average Score

9
8
9
6
6
4
7
7
8
8
8
8
8
8
7
8
8
10
5
10
10
8
9
9
7.83

•
•
•
•

Superior Reliability
15-110 hp Air Cooled and Liquid Cooled
1, 2, 3, 4 Cylinders
1,000 hour Rated TBO

Distributor for Powerfin propellers
AATI Pty Ltd
PO Box 490
Archerfield Qld 4108

Phone: (07) 5464 4993
International: +61 7 5464 4993
Visit our web site for more engine details and the Hirth
Owners Forum [www.aati.com.au/hirth-engines.htm]

$1/day for Life and Total & Permanent Disability Cover
“Enjoy paragliding knowing your loved ones are looked after”
For each launch wouldn’t it be great to know that if
you had a heavy landing that those supporting you in
your sport (your loved ones) will be protected. 95%
of paraglider pilots aren’t aware that they can protect
their families and business whilst still enjoying gliding.
So while you are thermalling in the sky, we are
brokering your life insurance with all the major players.
Wouldn’t it be great if you could access a simple and
affordable policy which has no exclusion
and no extra premiums!
At WealthSure we know you can, because our team
leader is a paraglider pilot who had just taken out cover
before experiencing a collision with powerlines. He
then dropped 10m straight down on his back and

watched in horror as the powerlines sparked around
him, finally coming to rest in the dry grass to start
a bush fire as well as blacking out 3,000 homes.
Luckily, covered by his policy, he was able to focus
on his recovery, knowing that his financial health
was also covered.
How much? Depending on your occupation,
the following amounts are available:

* For a 25-year-old male, $29.08 per month
for $200,000 Death/TPD cover.
* For a 30-year-old male, $26.40 per month
for $200,000 Death/TPD cover.
* For a 40-year-old male, $35.22 per month
for $200,000 Death/TPD cover.

Contact us now to arrange your peace of mind.

Happy landing!
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HGFA General Manager’s Report
The days have shortened, signalling the
end of the 2006 summer flying season.
An important time of year to ensure that
wear and tear is properly attended to,
cleaning gear of dust and debris gathered
during the flying season. A good time for
planning and providing Safety Officer
workshops, First Aid courses, parachute
repacks and film nights with collected
movies from the summer fun. Also a time
for clubs to organise their AGM to follow
the end of the financial year, and a time
to elect the ongoing club office bearers
and to step up to assist in supporting
your club’s direction.
Much of the freedom in flying you had
this season was due to the efforts that
clubs have put in to securing and
developing sites or organising events.
The support you give to your local club
will provide better opportunity to profit in
your next flying season.

Waiver
The long-awaited HGFA waiver is finally
complete and has been implemented to
schools and instructors from 1 April 2006.
Initial feedback suggests that the form
is being well accepted, but as with any
implementation there will no doubt be
some further refinement required over
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time. The waiver will be a requirement
of membership to the HGFA. As renewing
members, a form will be posted along
with the membership renewal form. Once
signed and returned to the HGFA office,
the waiver will stand in force for the term
of your membership. All instructors will be
required to have their students sign the
waiver prior to undergoing instruction. In
this case the instructor may request that
a further waiver be signed by the member
who is up-skilling to higher pilot certifications. The instructor’s request should be
supported and the member sign the
additional waiver.
The waiver is now on the HGFA website for your review. You are welcome
to download it, read it and even send in
a signed form prior to your membership
renewal. At present there is no requirement for the waiver to be signed by
sports passengers (due to no
dependency on passenger liability
insurance), although
it can be used, having your passengers
sign the waiver prior to flight, for your
defence in case of any misfortune during
the flight. If you do decide to use the
waiver for sports passengers you should
send the signed form to the HGFA to join
your records on file at the office. If the

• • •

HGFA does take up passenger liability
insurance, the insurance will be dependant on the signed waiver being on file.

Pax Insurance Cover
Passenger insurance was provided as an
option to take up as part of the insurance
cover package for this year. An email and
postal mail (to members with no email
address) was sent to all passenger
endorsed pilots to inform them of the
cover options and to request a response
that would inform whether the HGFA
should or should not take up the cover
at the respective cost.
During the Board meeting in late
March it was decided that the number of
responses to this issue were not sufficient
to make a decision on behalf of the membership. Therefore in this issue of Soaring
you will note an included form that
requests your vote on whether the HGFA
should take up the passenger insurance
on offer and to what level of cover. All
votes will be reviewed whether you are
endorsed to carry passengers or not.
Insurance is an issue for us all, and
any of us may at some point decide to
seek passenger endorsement if we do not
already have it. The insurer has made this
offer based on the November ’05 mem-
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bership figures. At present the insurer is
not able to provide cover at a higher level
but this may be reviewed in the future
based on claims history and our pilot proficiency programs. Your vote and contribution to this insurance issue is important
in formulating the direction of insurance
cover taken by the HGFA. Please take
time to read the offer and send in your
vote.

Trike Sub Committee
The March Board meeting included much
discussion regarding trike issues within
the HGFA. A trike sub committee was
established in order to ensure that there
is a pathway for trike issues to be
properly represented and to facilitate the
development of trike activities within the
HGFA. Kathy Little, Board representative
from Western Australia, has been
nominated to head the sub committee
and sponsor it from the Board
perspective. Kathy will be establishing a
work group to assist her lead the way to
a positive future and voice for trike pilots
within our organisation. Kathy will be
providing contact details in the magazine
and reports on developments as the sub
committee gets more formally organised.

ATSB Accident
Investigation Course
Early in April, Michael Zupanc and
myself attended an aircraft accident
investigation course, which was
provided by the Australian Transport
Safety Bureau (ATSB) and delivered by
representatives from
the Cranfield University of England. The
university has become a world leader in
the training of aircraft accident
investigators. Much of the content
focused on highly technical aspects of
evidence detail relating to complex
powered aircraft (helicopters and
commercial airliners), however there was
also very relevant topic matter on the
management of accident sites, the roles
of investigators and their management/
interaction with other rescue services,
media control and the logistics that
come from running an accident investigation. Throughout the course it was
highlighted that every accident is
different and each accident investigation
and report should look to provide
lessons to be learnt for the future safety
of all pilots.
Lessons from this course will be
passed onto the membership in the
form of a booklet documenting our own
particular aircraft accident investigation
June 2006

Easter Cross-country social competition at Mt Borah, Manilla
Photo: June Underwood

brief, which will become an addition to
our Instructor and SSO training material.
Michael Zupanc has also written an
article about our experiences at the
course for this issue of Soaring. In the
meantime, it is important to remember
that any serious accident must be
reported immediately, either direct to the
General Manager or to ATSB (1800 011
034). If there is loss of life in the
accident then it is a police matter. The
accident site should be contained
immediately and preserved as is until
police arrive on site. Any witnesses

should be noted along with contact
details and a brief statement of what
they saw. The HGFA plays a supporting
role to the police investigation, providing
expert advice and assistance where
required.

HGFA GENERAL MANAGER

Chris Fogg
PO Box 258, Helensburgh NSW 2508
Ph/fax: 02 4294 9300, mob: 0417 766356
Email <general.manager@hgfa.asn.au>
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Contact Addresses
G FA

Gliding Queensland (GQ)

NSW Gliding Association (NSWGA)
327 (Gliding) Flight, Australia
PO Box 1643, Port Macquarie, NSW 2444
0427 259990.
Australian Air League
NSW Gliding Wing, 1 Perry St, Kings Langley
NSW 2147.
Bathurst Soaring Club
PO Box 1682, Bathurst NSW 2795.
Byron Bay Gliding P/L
1 Old Brunswick Rd, Tyagarah Airfield,
Tyagarah, NSW 2481, <thomas@byronbay
gliding.com>.
Canberra Gliding Club
PO Box 1130, Canberra City ACT 2601,
02 64523994, 0428 523994.
Central Coast Soaring Club
PO Box 1323, Gosford South NSW 2250, 02
43766944.
Cudgegong Soaring Pty Ltd
PO Box 352, Frenchs Forest NSW 1640,
02 94522777, 02 94530777.
Forbes Soaring & Aero Club
PO Box 267, Forbes NSW 2871,
02 68523845.
Goulburn Gliding Group
57 Munro Rd, Queanbeyan NSW 2620.
Grafton Gliding Club
16 Fuller St, Mullaway NSW 2456,
Sec: Bob King, 02 66541638 (h), 0403 088551,
<graftongliding@yahoo.com.au>
Harden Gliding Club
78 Badenoch Crs, Evatt ACT 2617, 02
62585554, 02 62578280, 0418 670291, Sec:
Richard Hart 02 62585554.
Hunter Valley Gliding Club
PO Box 9, Newcastle NSW 2300.
Lake Keepit Soaring Club
PO Box 5152, South Tamworth NSW 2340, 02
67697514, 02 67697640.
Leeton Gliding Club
PO Box 607, Leeton NSW 2705,
02 69536970.
Narromine Gliding Club
PO Box 240, Narromine NSW 2821,
02 68897373, 02 68892733.
RAAF Richmond Gliding Club
RAAF Base, Richmond NSW 2755.
RAAF Williamtown Gliding Club
c/o Mr AJ Lee, 10 Federation Dr, Medowie NSW
2318.
Scouts NSW Air Activities Gliding Wing
RG (Bob) Balfour, 80 Malvern St, Panania NSW
2213, 02 97735648 (h), 02 9695
1100 (w), <rbalfour@tpg.com.au>.
Soar Narromine Pty Ltd
PO Box 56, Narromine NSW 2821,
02 68891856, 02 68892488.
Southern Cross Gliding Club
PO Box 132, Camden NSW 2570,
02 46558882.
Sydney Gliding Inc. (Concordia GC)
PO Box 633, Camden NSW 2570,
0412 145144.
Temora Gliding Club
PO Box 206, Temora NSW 2666,
02 69772733.

201SQNAAFC FTF-GLD
PO Box 2109, Wellington Pt QLD 4160, 0422
954792.
Boonah Gliding Club
PO Box 107, Boonah QLD 4310,
07 54632630.
Bundaberg Soaring Club
PO Box 211, Bundaberg QLD 4670,
07 41579558.
Byron Gliding Club
PO Box 815, Byron Bay NSW 2481,
02 66847627, 0428 847642.
Caboolture Gliding Club
PO Box 920, Caboolture QLD 4510,
0418 713903.
Central Queensland Gliding Club
PO Box 953, Rockhampton QLD 4700,
07 49371381.
Darling Downs Soaring Club
PO Box 584, Toowoomba QLD 4350,
07 46637140.
Gympie Gliding Club
PO Box 103, Gympie QLD 4570,
07 54835380.
Kingaroy Soaring Club
PO Box 91, Kingaroy QLD 4610,
07 41622191.
Moura Gliding Club
PO Box 92, Moura QLD 4718, 07 49973265.
Motor Gliding Club of QLD
PO Box 205, Everton Park QLD 4053,
1300 667042.
North Queensland Soaring Centre
PO Box 1743, Aitkenville QLD 4814.
Southern Downs Aero & Soaring Club
PO Box 144, Warwick QLD 4370,
07 38923473.
Summerland Gliding Club
PO Box 820, Lismore NSW 2480, Sec: David
Wright, 02 66216495, <wrights@nor.com.au>.
Tarwan Soaring
PO Box 34, Wandoan QLD 4419,
07 46274080.
SA Gliding Association (SAGA)
Adelaide Soaring Club
PO Box 94, Gawler SA 5118, 08 85221877, 08
85223177.
Adelaide University Gliding Club
Adelaide Uni Sports Association, the University
of Adelaide, SA 5005, 0412 870963.
Air Cadet Gliding Club
PO Box 2000, Salisbury SA 5108.
Alice Springs Gliding Club
PO Box 356, Alice Springs NT 0871,
08 89526384.
Balaklava Gliding Club
PO Box 257, Balaklava SA 5461,
08 88645062.
Barossa Valley Gliding Club
PO Box 123, Stonefield via Truro SA 5356, 08
85640240.
Bordertown Keith Gliding Club
PO Box 377, Bordertown SA 5268.
Millicent Gliding Club
PO Box 194, Millicent SA 5280.
Murray Bridge Gliding Club
PO Box 1277, Victor Harbor SA 5211.

G FA M E M B E R S H I P F E E S 2 0 0 6 - 2 0 0 7
Membership:
NSW/QLD
Victoria
South Australia
Western Australia

Normal
$186
$187
$190
$191

Family
$150
$151
$154
$155

*Note: Once only purchase to Australian
residents, thereafter 12 month membership to
be purchased.

Student membership:
NSW/QLD
Victoria
South Australia
Western Australia

Full
$113.50
$114.50
$117.50
$118.50

Family
$77.50
$78.50
$81.50
$82.50

Short-term membership:
NSW/QLD/VIC
South Australia
Western Australia

1 Month*
$48
$57
$58

3 Month*
$60
$69
$70

Zone
1
2
3
4
5
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International postage for Soaring Australia
to be added to membership fees:
Country
New Zealand
Singapore
Japan, Hong Kong, India
USA, Canada, Middle East
UK, Europe, South
America, South Africa

Price
$54
$60
$60
$66
$72
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Northern Australian Gliding Club
PO Box 38889, Winnellie NT 0821.
Port Augusta Gliding Club
PO Box 272, Port Augusta SA 5700,
08 86436228.
Renmark Gliding Club
PO Box 450, Renmark SA 5341, ph/fax: 08
85951422, mob: 0417 890215.
Scout Gliding Club
22 Burford Crescent, Redwood Park SA 5097.
Waikerie Gliding Club
PO Box 320, Waikerie SA 5330, 08 8541
2644, 08 85412761.
Whyalla Gliding Club
PO Box 556 Whyalla SA 5600, 08 86452619,
0413 876642.
Victorian Soaring Association (VSA)
Albury Corowa Gliding Club
PO Box 620, Wodonga VIC 3689.
Beaufort Gliding Club
66 Waterdale Rd, Ivanhoe VIC 3079,
03 94972048.
Bendigo Gliding Club
62 Lawson St, Bendigo VIC 3550.
Corangamite Soaring Club
Kurweeton, Derrinallum VIC 3325.
Geelong Gliding Club
PO Box 197, Bacchus Marsh VIC 3340. [www.
gliding-in-melbourne.org], 0409 212527,
operating from Bacchus Marsh aerodrome.
Gliding Club of Northern Tasmania
58 Hales Street, Wynyard TAS 7325,
03 64422108.
Gliding Club of Victoria
PO Box 46, Benalla VIC 3672, 03 5762
1058, 03 57625599.
Grampians Soaring Club
PO Box 468, Ararat VIC 3377, 03 53524938.
Horsham Flying Club
PO Box 158, Horsham VIC 3402.
Latrobe Valley Gliding Club
PO Box 625, Morwell VIC 3840.
Mangalore Gliding Club
RMB 6640 Longwood VIC 3665
Mount Beauty Gliding Club
38 Highland Crs, Wodonga VIC 3690.
Murray Valley Soaring Club Ltd
PO Box 403, Corowa NSW 2646.
RAAF East Sale Gliding Club
c/o Gary Mason, 9 Weir St, Sale VIC 3850.
Soaring Club of Tasmania
c/o Bruce Thompson, 34 Clinton Rd, Geilston
Bay TAS 7015, 03 62552191 (h), 03 62252561
(CFI).
South Gippsland Gliding Club
PO Box 475, Leongatha VIC 3953.
Sportavia Soaring
PO Box 78, Tocumwal NSW 2714,
03 58742063.
Sunraysia Gliding Club
PO Box 647, Mildura VIC 3500.
Swan Hill Gliding Club
PO Box 160, Nyah VIC 3594.
Tumbarumba Gliding Club
PO Box 99, Tumbarumba NSW 2653.
Victorian Motorless Flight Group
(Operates out of Bacchus Marsh aerodrome)
GPO Box 1096J, Melbourne VIC 3001, 0402
281928, 03 98486473.
Wagga Wagga Gliding Club
PO Box 5104, Wagga Wagga NSW 2650,
0428 205624.
WA Gliding Association (WAGA)
Beverley Soaring Society
PO Box 136, Beverley WA 6304,
0407 385361.
Gliding Club of WA
PO Box 6231, East Perth WA 6892, 0417
176979 (weekday), 0417 992806 (weekend).
Morawa Flying Club
PO Box 276, Morawa WA 6623.
Narrogin Gliding Club
PO Box 232, Narrogin WA 6312, 0407 088314
or 08 98811795 (weekends).

Stirlings Gliding Club
PO Box 2314, Bunbury WA 6230.
WA Squadron Australian Air Force Cadets
Headquarters, RAAF Base, Pearce, Bullsbrook
WA 6084, 08 95717800,
08 95717877.

H G FA
All correspondence, including changes
of address, membership renewals, short term
memberships, rating forms and other
administrative matters should be sent to:
HGFA National Office
PO Box 157, Hallidays Point NSW 2430. Ph: 02
6559 2713, fax: 02 6559 3830, <office@hgfa.
asn.au>.
HGFA General Manager
Chris Fogg, PO Box 258, Helensburgh
NSW 2508, ph/fax 02 4294 9300, 0417
766356, <general.manager@hgfa.asn.au>.
Information about site ratings, sites and other
local matters, contact the appropriate State associations, region or club.
Board Members
Pres: Craig Worth <President@hgfa.asn.
au>, PO Box 102 Hallidays Point NSW 2430,
02 65592704 (w), 0418 657419.
V-Pres: Andrew Polidano <Vice.President
@hgfa.asn.au 146 Stuart St, Mullumbimby
NSW 2482, 02 66843510, 0428 666843.
Sec: Michael Zupanc <Secretary@hgfa.
asn.au>, PO Box 1093 Oxenford QLD 4210,
07 55461024, 0408 662328.
Trs: William Olive <Treasurer@hgfa.asn.
au>, 50 Park St, Charlestown NSW 2290, 02
49213804 (w).
Board Members:
Kathy Little <Kathy.Little@hgfa.asn.au>,
c/o Post Office, York WA 6302, 08 9641
1418, 0438 054072.
Rohan Grant <Rohan.Grant@hgfa.asn.au>,
188 Bathurst St, Hobart TAS 7000, 03
62311112.
Bill Moyes <Bill.Moyes@hgfa.asn.au>, 173
Bronte Rd, Waverly NSW 2024, 02 93875114
(w), 02 93897969 (h), 02 93693342 (fax).
Hakim Mentes <Hakim.Mentes@hgfa.asn.
au>, 16/59 Riversdale Rd, Hawthorn VIC
3122, 03 98187650 (h), 0412 617216.
Tove Heaney 14 White Av, Tocumwal NSW
2714, 041 9681212.
Microlight Public Relations
Paul Haines ph/fax: 02 42941031.
States & Regions
ACTHGPA
PO Box 3496, Manuka ACT 2603; Pres: Steve
Foggett 0417 313589, 02 62884351, <steve.
foggett@homemail.com.au>; Sec: Mark Elston
0428 480820, 02 62655718, <mark.elston@
defence.gov.au>; Trs: Tony Davidson 02
62392019, <td@silktel.com>; Sites officer:
Michael Porter, 0415 920444, <michael.
porter@jllrld.com.au>; Committee: Nicolas
Siefken, Barry Oliver, Stephen Harris; SSO: HG
– Peter Dall, PG – Peter Bowyer 0412 486114.
Meetings: 1st Thu/
mth 7:30pm Yamba Sports Club, Phillip.
Hang Gliding Association of WA
PO Box 146, Midland, WA 6936; <hgawa@
hgfa.asn.au>. Admin: Rick Williams <hang
_gliding@dodo.com.au>; V-Pres/Sec: Nigel
Sparg <nsparg@bigpond.net.au>; HG Rep: Gavin
Nichols <gknichol@tpg.com.au>; PG Rep:
Gordon McCabe <sikacro@yahoo.com.
au>; PM Rep: Mark Wild <mark@gastech.
com.au>.
NSW Hang Gliding Association
Sec: Steve Hocking, 19 Gladswood Gardens,
Double Bay NSW 2028, ph/fax: 02 9327
4025, <nswhga@s054.aone.net.au>.
North Queensland HG Association
12 Van Eldik Ave, Andergrove QLD 4740; Pres:
Graeme Beplate 07 49552913, fax:
07 49555122, <sitework@mackay.net.au>; Sec/
Trs: Ron Huxhagen 07 49552913,
<sitework@bigpond.net.au>.
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Queensland HG Association
Pres: Greg Hollands <greg.s.hollands@
transport.qld.gov.au>, PO Box 61, Canungra Qld
4275 07 38448566.
South Australian HG Association
1 Sturt St, Adelaide SA 5000, ph: 08 8410
1391, fax: 08 82117115; Pres: Stuart McClure 08
82973452 (h), <stuart.mcclure
@csiro.au>; Sec: Mark Tyminski 0411 414 816,
<marknjan@senet.com.au>; Trs: Robert Woodward 08 82977532 (h), <rob_woodward
@ultimatepositioning.com>.
Tasmanian HG & PG Association
[www.thpa.net]. Pres: Rob Steane (Hobart
PG pilot), 0418 146137, <president@thpa.
net>; Sec/Trs: Stephen Clark (Hobart HG pilot),
0419 997550, <secretary@thpa.net>. Northern
Tas info: Richard Long (Burnie PG pilot), 0438
593998, <northern@thpa.net>.
Victorian HG and PG Association
PO Box 157 Northcote VIC 3070, [www.vhpa.
org.au/]. Pres: Stuart Coad 0408 524862,
<stuartcoad@hotmail.com>; Sec: Steve
Norman; Trs: Lisa Charleston; SSO: Rob Van Der
Klooster 03 52223019 (h). Site weather-boxes:
Three Sisters 0409 864700, Buck-land Ridge
0407 356295, Mt Buffalo
03 57501515, Ben More 0417 112062.
Clubs
NEW SOUTH WALES
Blue Mountains HG Club Inc.
[www.bmhgc.org.au]. Pres: Neil Evans 02
47878027, <dream2@tpq.com.au>; Sec: Andrew
Paterson, 02 96395461, 0425 305
984, <apaterso@bhsc.nsw.gov.au>; Trs: Allan
Bush 02 47738037, <fairallan@pnc.
com.au>; Newsletter: Paul Hunt 02 9699
7720, 0404 851876, <huntp@ozemail.com.
au>; Comps: Alan Bond 02 98995351, 0408
470544, <skybond@primus.com.au>; SOs: Allan
Bush, Paul Hunt. Meetings: With Club Comp round
last Sun/mth or contact above committee
members.
Central Coast Sky Surfers
[www.centralcoastskysurfers.com]. Pres/Ed:
Javier Alvarez 0418 116681 <javier@myreal
box.com>; V-Pres: Jeff Terry 0416 291545
<jeff@survivalsolutions.com.au>; Trs: Anthony
Scurrah 0427 000410 <anthony_
scurrah@yahoo.com.au>; Sec/Web: Martin Haig
0403 276227 <mhaig@dataweb.com.au>.
Meetings: 1st Thu/month, 7:30pm, Erina
Leagues Club, Ilya Ave, Erina.
Dusty Demons Hang Gliding Club
6 Miago Court, Ngunnawal, ACT 2913. Pres: Trent
Brown 0427 557486, <Trent.Brown@
anu.edu.au>; Sec: Peter Dall 0428 813746,
<peter.dall@casa.com.au>; Trs: Michael Porter
0415 920444; SSO: Peter Dall 0428 813746.
Hunter Skysailors
Pres: David Holgate 0410 112381, <david
holgate@hotmail.com>; V-Pres: Meg Butler 0408
446358; SSO: James Thompson 0418 686199,
<james.b.t@hunterlink.net.au>. Meetings: last
Tue/mth 7pm, Hexham Bowling Club.
Illawarra Hang Gliding Club Inc.
27a Paterson Rd, Coalcliff NSW 2508. Pres: Frank
Chetcuti 0418 252221 <chetcuti1@
bigpond.com>; Sec: John Parsons; SSO: Tim
Causer 0418 433665 <timcau@ozemail.com.au>.
Kosciusko Alpine Paragliding Club
[www.homestead.com/kapc]; Pres: James Ryrie
02 62359120, <rymicalago@netspeed.
com.au>; V-Pres: Andy Abbott 0419 897005,
<andy@ali-oup.com>; Sec: Mark Mourant 02
48464144, <talect@ispdr.net.au>.
Manilla SkySailors Club Inc.
PO Box 1, Manilla NSW 2346, [www.mss.org.
au]. Pres/SSO (PG): Godfrey Wenness 02
67856545, <skygodfrey@aol.com>, V-Pres:
Matt Morton <Matt.Morton@defence.gov.
au>, Sec: Suzi Smith <suzismith@hotmail.
com>, Trs: Bob Smith <bobskisan@hotmail.
com>, SSO (HG) Patrick Lenders 02 6778
3484 <patrick.lenders@gmail.com>, SSO
(Trike): Willi Ewig 02 6769 7771 <skyranch
@gmx.net>.
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Mid North Coast HG and PG Club
Pres: Nigel Lelean 0419 442597, <lelean
@smartchat.net.au>; SSO: Jason Turner 0419
997196, <jasonflys@hotmail.com>.
Newcastle Hang Gliding Club
PO Box 64 Broadmeadow NSW 2292; [www.
nhgc.asn.au], <fly@nhgc.asn.au>. Pres: Matthew
Clarke 0419 908283, <penders@
nobbys.net.au>; V-Pres: Matt Olive 02 49436791;
Sec: Simon Plint 0407 613701, <SimonPlint@
newcastle.edu.au>; Trs: Monica Barrett 0425
847207; SSOs:
Tony Barton (coastal) 0412 607815, John
O’Donohue (inland) 0419 765715, Alaric Giles
(inland) 02 49430674, James Thompson (PG)
0418 686199; Newsletter: David Stafford 02
49215832 <editor@
nhgc.asn.au>. Meetings: Last Wed/mth 7:30pm
South Newcastle RLC, Llewellyn
St, Merewether.
Northern Beaches HG Club
Pres: Wayne Fitzgerald 02 99827094; Sec: Brian
Clarke 0418 280407, <trincott@big
pond.com>Trs: Jim Gaal 0414 799822, <jimg@
acay.com.au>; SSO (HG): Glen Salmon 02
99180091; Wayne Fitzgerald
02 99827094; SSO (PG): Wayne Fitzgerald.
Meetings: 1st Tue/mth, 7pm, Mona Vale Bowling
Club.
Northern Rivers HG and PG Club
PO Box 126, Byron Bay, NSW, 2481
[www.nrhgpgc.com]. Pres: Maggie Clark 0409
611845, <mclark@versa.com.au>;
Sec: Ashley Wilmott 0428 560248, <awilmott@
bigpond.net.au>; SSOs: Lindsay Wootten 0427
210993, <lindsaywootten@
bigpond.com>; Cedar Andersen 0429 070
380, <cedar@poliglide.com>. Meetings: 1st
Tue/mth, 7pm, Byron Services Club.
Stanwell Park HG and PG Club
PO Box 258 Helensburgh NSW 2508; Pres: Chris
Fogg 0412 904800, <fogg@idx.com.
au>; Trs: Adrian Le Gras; Sec: Scott Zwanenbeek
<scottz@internode.on.net>; SSO: Tony Armstrong
<tony@hangglideoz.com.au>,
02 42949999.
Sydney Hang Gliding Club
Pres: Bruce Wynne 0417 467695, <bwynne
@bigpond.net.au>; Trs: John Selby 02 9344
7932, <johnselby@idx.com.au>; Sec: Steve
Hocking 02 93274025, <nswhga@s054.
aone.net.au>; SOs: Bruce Wynne, Doug
Sole; SSO: Ken Stothard. Meetings: Monthly
7:30pm Endeavour Hotel, Botany.
Northern Territory
Alice Springs HG and PG Club
Pres: Ricky Jones 08 89551088, 0402 805
099, <paragliding02@austarnet.com.au>. Please
contact for paramotoring, PG ridge soaring &
thermal flying.
QUEENSLAND
Caboolture Microlight Club
50 Oak Place, Mackenzie QLD 4156. Pres: Derek
Tremain 07 33957563, <derekjo@gil.
com.au>; Sec: John Cresswell 07 34203254,
<crezzi@lineone.net>; SO: Graham Roberts 07
32676662, <trike@tpg.com.au>
Cairns Hang Gliding Club
Pres: Bob Hayes, 0418 963796; V-Pres: Joe
Reyes 07 40555553 <rohayes@optusnet.
com.au>; Sec: Lance Keough 07 40912117, Trs:
Nev Akers 07 4053258631; SSO: Ian Graham
07 40915466.
Canungra Hang Gliding Club Inc.
PO Box 41, Canungra QLD 4275; [www.chgc.
asn.au]. Pres: Brandon O’Donnell <president
@chgc.asn.au>; V-Pres: Martin Nightingale
<vicepresident@chgc.asn.au>; Trs: Cameron
McNeil <treasurer@chgc.asn.au>; Sec: Melissa
Darke <secretary@chgc.asn.au>; Gen-Exec: Greg
Hollands gem@chg.asn.au>; Editor: Susan
Nightingale <newsletter@chgc.asn.
au>; SSO PG: Phil Hystek 07 55434000 (h), 0418
155317, <sso@chgc.asn.au>; SSO (HG): Ken Hill
0418 188655, <sso@chgc.asn.au>.
Central Queensland Skyriders Inc.
915 Yeppoon Rd Iron Pot Qld 4701. Pres: Bob
Pizzey 07 49387607; Sec: James Lowe 07
49309298 (w), 07 49363836 (h); Trs: Adrienne
Wall 07 49362699; SSO: Alister Dixon 49861984;
Towing Biloela: Paul Barry 07 49922865,
<prbarry@tpg.com.au>.
Conondale Cross-Country Flyers Inc.
[www.entrypoint.to/conondale-x-country-flyers].

ALL CLUBS PLEASE CHECK DETAILS IN THIS SECTION CAREFULLY
Could all Clubs please ensure they maintain the correct and current details of their Executive
Committees and contacts here in the magazine. Specific attention is directed to the listing of
SSOs and SOs for the Clubs. Please ALL CLUBS and nominated Senior SOs and SOs confirm ALL
SSO and SO appointments with the HGFA Office <office@hgfa.asn.au> to ensure that those
holding these appointments have it listed on the Membership Database and can receive notices
and correspondence as required. Appointment of these officers is required to be endorsed by
Clubs in writing on the appropriate forms. Sometime in the future if confirmation is not received,
those listed in the Database where no current forms or confirmation is held, the appointment
will be taken as having expired.
General Manager, HGFA

Pres: Graham Sutherland 0429 935882; Sec:
Denis Davis 0403 349344; Trs: Steve Stocker
0411 226733; SSO (PG/PPG) Graham
Sutherland 0429 935882, (MHG) Frank Fontaine
0408 556113.
Dalby Hang Gliding Club
PO Box 107, Dalby QLD 4405; [www.hgfa.
asn.au/-dhgc]. Pres: Daron Hodder 0413 240610,
<daron@aclad.com.au>; Sec: Regan Kowald
0418 729456, <rkowald@
centrepointfinance.com.au>; Trs: Don Cramer
0409 699115, <don@cramer.com.
au>; SSO: Jason Reid, 0424 293922, <jasonr@
gleda.com.au>; SO: Rod Flockhart, 0412 882639,
flockhartrod@hotmail.com>.
Sunshine Coast Hang Gliding Club
PO Box 227, Rainbow Beach QLD 4581;
<intheair@ozemail.com.au>. Pres: Geoffrey
Cole 0408 420808, 07 54554661 (h); Sec/
SSO (PG): Jean-Luc Lejaille, 0418 754157,
<rainbow_flyer@hotmail.com.au>; Trs: Gary
Allan 0417 756878; SSO: David Cookman (HG)
07 54498573; Jonathan Allen, 0438 107518.
Whitsundays HG Club
Pres: Graham Lee 07 49546726, <gdsrlee
@hotmail.com>; Sec/Trs: Ron Huxhagen 07
49552913, fax: 07 49555122, <sitework@
bigpond.net.au>.
NORTHERN TERRITORY
Alice Springs HG & PG Club
Pres: R D Jones, 1/14 Lyndavale Dr, Alice Springs
NT 0870, 08 89551088, 0402 805099.
TASMANIA
Tasmanian HG&PG Ass. (see States & Regions)
VICTORIA
Dynasoarers Hang Gliding Club
Pres: Darren Brown 03 93971233 (w), fax: 03
93974566, <dbrown@bmlegal.com.au>; Sec:
Dale Appleton 0408 382635; Trs: Greg Holt 0418
516058; SSO: Rob Van Der Klooster 03
52223019, 0408 335559; Publicity Off: Harry
Buckle 03 52214544, <monument@pipeline.
com.au>. Meetings: 1st Fri/mth, venue see: [vhpa.
org.au/dyna].
Melbourne Hang Gliding Club Inc.
PO Box 8057, Camberwell North VIC 3124;
[www.hgfa.asn.au/~melbourne/], <melbourne
@hgfa.asn.au>. Pres: Hugh Alexander 03
97101214 (h), 0417 355578, <wurund
jerilane@bigpond.com>; Sec: Curtis Greenwood
03 96895322 (h), 0431 662089, <jfcg@
optushome.com.au>; Trs: Greg Stroot 03
98443459 (h), 0402 473113, <greg.stroot@
ozonline.com.au>; SSO: Adam White 03
94583780 (h), 0419 395844, <maxidog6@
optusnet.com.au>. Meetings: 3rd Wed/mth
6:30pm Palace Hotel, 893 Burke Rd,
Camberwell.
North East Victorian Hang Gliding Club
Pres: Heather Mull 0428 993125, <president
@nevhgc.net>; V-Pres/Trs: Isla Christian 0418
385933, <vicepresident@nevhgc.net>,
<treasurer@nevhgc.net>; Sec: Brian Webb
0417 530972, <secretary@nevhgc.net>; M/
ship: Simon Taylor 0428 333617, <mem
bership@nevhgc.net>; Comps: Karl Texler 0428
385144, <brightvt@netc.net.au>; Comms:
Geoff Wong 0403 441147, <geoff
@zikzak.net>; Committee: Vivian Williams 0409
505812, <viv@forwardsixty.com>; Carol Binder
0429 403606, <binder_carol
@hotmail.com>. Meetings: [www.hgfa.asn.
au/~nevhgc/].
Sky High Paragliding Club
[www.skyhighparagliding.org]; Pres: Malcolm
Marker <president@skyhighparagliding.org>;
V-Pres: Peter Whitworth <vicepresident@
skyhighparagliding.org>; Trs: Stuart Banks
<membership@skyhighparagliding.org>;
Sec: Leanne Kennedy <secretary@skyhigh
paragliding.org>; Sebastian Stoffels, <web
master@skyhighparagliding.org>; Linda

Wooley, <merchandise@skyhighparagliding.
org>; APN Editor: Julie Sheard <editor@
skyhighparagliding.org>. Meetings: 1st Wed/
mth 8pm Retreat Hotel, 226 Nicholson St,
Abbotsford.
Southern Microlight Club
[http://home.vicnet.net.au/~stclub/]. Pres: Kel
Glare 03 94395920 (h), 0421 060706; V-Pres:
Mark Howard 03 97511480; Sec: Dianne
Pierpoint 03 9735278; 0429 938426. Newsletter:
Barry Wood <jbwood@
bigpond.net.au>, Michael Rose <mrose3@
bigpond.net.au>. Meetings: 2nd Tue/mth 8pm
Manningham Club, 1 Thompsons Rd, Bulleen.
Western Victorian Hang GIiding Club
PO Box 92, Beaufort VIC 3373, [www.WVHGC.
com]. Pres: Phil Campbell <President@
WVHGC.com>, 0419 302850; V-Pres: Glenn
Bachelor <VicePresident@WVHGC.com>, 0419
324730; Trs: Stuart Coad <Treasurer
@WVHGC.com>, 0408 524862; Sec: Lisa Miller
<Secretary@WVHGC.com>, 0407 319397;
Webmaster: Damien Georgiou <Webmaster@
WVHGC.com>, <damian@
bachomp.net>; SSO: Rohan Holtkamp <SSO
@WVHGC.com>, 0409678734; Paul Rundell
<SSO@WVHGC.com>, 0418 348948. Meetings:
Last Sat/mth, The Beaufort Hotel, Beaufort.
WESTERN AUSTRALIA
Albany HG & PG Club
SSO: Simon Shuttleworth 0427 950556; Sec:
John Middleweek 08 9841
2096, fax: 08 98412096.
Cloudbase Paragliding Club Inc.
334 Belmont Ave Kewdale WA 6105. Messagebank 08 94875253; Pres: Nigel Sparg,
<president@cloudbase.asn.au>, 0427 476629;
V-Pres: Mark Wild, <vice_
president@cloudbase.asn.au>, 0411 423923; Trs:
Colin Brown, <treasurer@
cloudbase.asn.au>, 0407 700378; Sec: Lachlan
Byrd, <secretary@cloudbase.asn.
au>, 0439 922510; Committee <committee
@cloudbase.asn.au>: Mike Allen 0408 947048;
Gordon McCabe 0407 776462; Alain Latino 0408
099679; SSO: Gordon McCabe; SO: Mark Wild,
Nigel Sparg
Meetings: 2nd Tue/mth, 7:30pm, The Windsor
Hotel, 112 Mill Point Rd.
Goldfields Dust Devils Inc.
9 Broadarrow Rd, Kalgoorlie WA 6430. Pres:
Richard Breyley 0417 986896 <richard.
breyley@kbrl.com.au>; Sec: Andrew Talmage
0413 992960 <jodandrew@bigpond.com>;
SSO: SSO/Trs: Mark Stokoe 08 90911297
<Mark.Stokoe@health.wa.gov.au>.
Hill Flyers Club Inc
<hillflyers@dodo.com.au>; Pres: Rick Williams
0427 057961; Sec: Gary Bennett 0412 611680;
Committee: Dave Longman 08 93859469, Mike
Ipkendanz 08 9255
1397, Gavin Nicholls 0417 690386. Meetings held
on site during club fly-ins, at either York, Toodyay
or Seabird.
Western Microlight Club Inc.
Pres: Brian Watts 0407 552362; V-Pres: Keith
Mell 08 97971269; Sec: Paul Coffey 0428
504285; CFI: Brendan Watts: 0408 949004.
Western Soarers
<wshgc@hgfa.asn.au>, PO Box 483, Mt
Hawthorn WA 6915, [www.westernsoarers.
com]. Pres: Mirek Generowicz 0427 778280,
<mgenerow@optusnet.com.au>; V-Pres: Mark
Wild 08 94098581, <mark@gastech.
com.au>; Sec: Ben Griffith 08 94724068,
<bengriffith@westnet.com.au>; Trs: Sun
Nickerson 0401 135042, <Sunny@iinet.
net.au>; SSO (HG): Shaun Wallace 0411 885178,
<shaun@hangglide.com.au>;
SSO (PG): Jules Sanderson 0405 089709,
<airoz@westnet.com.au>. Meetings:
Last Tue/mth 7:30pm Windsor Hotel,
112 Mill Point Rd, South Perth.
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Classifieds
G FA

Single-seater Sailplanes
NOTICE TO ALL GFA ADVERTISERS
All advertisements and payment can be sent to:
The Gliding Federation of Australia Inc/Advertising
130 Wirraway Road, Essendon Airport VIC 3041
Ph: 03 9379 7411, Fax: 03 9379 5519
Email: <secretary@gfa.org.au>
Advertisements may be emailed in high resolution (300dpi
at 100% size) using TIF or EPS formats. Photographs may
be provided in either photo print or slides. Disk photographs
are not suitable. Photographs, slides or disks may be
returned. Please include a self-addressed and stamped
envelope for the return of any promotional material.
All GFA advertisements must be paid for prior to
publication. (Payment by cheque, money order or credit
card). Don’t forget Classifieds deadline is the 25th of the
month, for publication five weeks hence.

ASTIR CS, VH-GDT. Excellent cond, 2,800 hrs B50
vario, Dittel radio, c/w parachute, oxygen system & all
tow-out gear ready to fly. $20,000. Ph: 0417 964340
or 0147 964752.
HORNET, VH-GHX. Recent re-finish of whole fuse, etc,
new water bags, radio & vario, etc – now looks & is a
beauty. Closed trailer all tow-out gear. Came third two
days in Standard (not Club) Class recent NSW comps
so still goes well. $26,000 or $36,000 with T-hangar
Camden.
Ph: Richard 0408 525 618.
JANTAR STD SZD 41 A. 800 hrs total, NIL accidents,
Pollard trailer, full covers, tow-out gear. 720ch radio.
Cambridge S-Nav linked
to GPS. Will consider sale less Nav/GPS.
Ph: Colin 03 98488189.
PW5, VH-ZBA, with trailer, Microair, $14,000 ono. Ph:
Don Woodward 0419 809463.
STD CIRRUS GYZ “C2”. Half share based at Stonefield, Adelaide. Ilec SB8 & Filser LX16 electric varios,
Cambridge GPS-Nav datalogger with navigation
screen, Cumulus Ipaq mount, HP Ipaq 5550 with
Winpilot Microair radio, dual 7ah batteries & dual
chargers, tow-out gear, excellent dual axle trailer,
fully certified winglets, extra airbrake, blade
modification, nose release & nose ballast
modification, adjustable seat back, new tinted blue
canopy, Form 2 completed 3/06, polyurethane finish,
$13,000. Ph: Chris Kiehn 0403 188686 or [www.
schempphirth.com/].
JANTAR STD SZD 41. In good cond. with all equipment
to get you flying, incl. enclosed trailer, tow-out gear,
wing & tail covers. Making way for next aircraft
bargain at $15,000. Located WA. Ph: 0405 232489 or
<grpercival@optusnet.com.au>.
STD LIBELLE 201B 3,800 hrs. Original good gelcoat.
B40 vario, dual battery, FLARM/PDA wiring. Enclosed
trailer, very good cond, no problems. Proven 500+ XC
aircraft. $15,000. Ph: 07 54635700.

Two-seater Sailplanes
BLANIK GIU, (NSW Scouts Gliding owned since new,
excellent cond, never damaged) 30 yearly just
completed, 4,300 hrs, 13k flights, enclosed roll-out
single-axle trailer. Expressions of interest. Ph: Richard
0417 485652 or Bob 02 97735648. Available
immediately.
GROB 109B. 1984, excellent cond, maintained to
professional standards, engine 700 hrs, airframe
1,550 hrs, Icom & Dittel VHF radios, King 76A
transponder, intercom, G meter, great fun machine!
Price neg. Ph: Petar 0428 864425 or <pnovakov@
bigpond.com>.
KOOKABURRA Mk II GRR. Needs some kind person to
save it from a bonfire on Guy Fawkes night. Could be
brought to flying cond. again with skills & time.
Materials, fabric & trailer incl. Must vacate existing
storage – URGENT! Ph: 07 3390 6692 (Brisbane).
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PUCHACZ XJI, $35,000. Because of Bathurst Soaring
Club’s fleet upgrade, we are offering this aircraft for
sale. The glider is in excellent cond, well maintained
with a fresh 100 hourly & a recent major overhaul
& life extension. The glider has always been hangared
& never damaged. You can view this glider on our
website photo gallery [www.bathurstsoaring.org.au/
media-gallery.htm]. For further details &/or inspection
on this aircraft, contact Brian Bailey 0409 302296 or
<bcbailey@bigpond.com>.
TWIN ASTIR-IKD, XC two-seater (1:38!), VG cond.
Microair radio, trailer, B-50 varios, oxygen, fixed
wheel, photos [www.narroginglidingclub.org.au];
delivery ex-WA possible at min. cost. Reduced to
$39,500. Ph: Hilmer 08 92918949, 0429 900016.

Self Launching/Motor Gliders
XIMANGO, two-place cross-country tourer, 32:1, 500
hrs, 1997 model, $135K. Ph: 0413 963438, photos
<adbin05@bigpond.net.au>.

Wanted
BORGELT B50 vario wanted. Ph: Giles 0414 169120
or <gnpalmer@tpg.com.au>.
GLIDER TUG for lease wanted by Summerland Gliding
Club, Casino NSW, with possible view to purchase.
Also looking for winch to purchase.
All options considered. Ph: 0427 882600.

Instruments & Equipment
AUSTRALIAN MADE CANOPIES: Dimona H36, Grob
103, Libelle, IS28B2, LS & others. Rails, windows. Blue
tint now available. Email: <aamoulds@optus
net.com.au>. Ph: Ian & Cecilia Linke 08 82513780.
MOUNTAIN HIGH OXYGEN SYSTEM – 1 AL-113
cylinder TA-916-N/Scott transfill adapter TA-916-S
transfill adapter 3/8 AND. to 9/16 Scott 1/8 NPT-M to
9/16 Scott adapter XCP-MH4 flowmeter/tube con.
Purchased last year, believed to be unused. Asking
price $600. Ph: 0427 214337 or <hedger3@yless4u.
com.au>.
WING STANDS, boom mikes & one of the
best ever varios – Cambridge 302 + add
on of your choice, Xcom radio & Tost rope
winch. Orders either SMS 0428 847642 or
<ianmcphee@aapt.net.au www.mrsoaring.com>.
YASEU VXA150 VHF handheld transceiver $485
while stocks last. Parachutes ATL 88/90 Short
Pack $1,925. ATL 88/92 Long Pack $1,925.
Airborne Avionics. Ph: 02 68892733. Fax: 02
68892933. Email: <hartley@avionics.com.au>.
ZANDER SR940 computer & GP940 logger, incl.
compass option for winds & control stick controller. Great system, very reliable & very cheap
at this price. Upgrade this system to the latest
equipment with map, etc, for $2,000 from
Zander. Save $1,000s at $2,750. Ph: John
Buchanan 0419 643711.

Gliding Publications
AIRBORNE MAGAZINE: Covering all facets of
Australian & New Zealand modelling. The best value
modelling magazine. Now $60pa for six issues. Plans
& other special books available.
PO Box 30, Tullamarine, VIC 3043.
FREE FLIGHT: Bi-monthly journal of the Soaring Association of Canada. A lively record of the Canadian
soaring scene & relevant international news &
articles. $US26 for one year, $47 for two years, $65
for three years. 107-1025 Richmond Rd Ottawa,
Ontario K2B 8G8 Canada, email: <sac@sac.ca>.
NZ GLIDING KIWI: Official magazine of Gliding New
Zealand. Edited by John Roake. Read world-wide with
a great reputation for being first with the news. A$52
pa. Personal cheques or credit cards accepted. Write:
NZ Gliding Kiwi, 79 Fifth Avenue, Tauranga, New
Zealand. Email: <gk@johnroake.com>.

SAILPLANE & GLIDING: The only authoritative British
magazine devoted entirely to gliding. 52 A4 pages of
fascinating material & pictures with colour. Available
from the British Gliding Association, Kimberley House,
Vaughan Way, Leicester, England. Annual subscription
for six copies £17.50.
SAILPLANE BUILDER: Monthly magazine of the Sailplane Homebuilders Association. $US29 (airmail
$US46) to SHA, c/o Murry Rozansky, 23165 Smith
Road, Chatsworth, CA 91311 USA.
SOARING: Official monthly journal of the Soaring
Society of America Incl., PO Box 2100, Hobbs, NM
88241 USA. Foreign subscription rates (annually):
$US43 surface delivery; $US68 premium delivery.
TECHNICAL SOARING/OSTIV: Quarterly publication of
SSA containing OSTIV & other technical papers. C/O T
U Delft,Fac Aerospace engineering, Kluyerweg 1,
NL-2629 HS DELFT, The Netherlands.
VINTAGE TIMES: Official newsletter of Vintage Gliders
Australia, edited by David & Jenne Goldmsmith, PO
Box 577, Gisborne VIC 3437,
Membership $15 pa.

H G FA
All aircraft should be suitable for the intended
Classifieds are free of charge to HGFA members up
to a maximum of 40 words. One classified per person per
issue will be accepted.
Classifieds are to be delivered to the HGFA office for
membership verification/payment by email <office@hgfa.
asn.au>, fax: 02 65593830 or post:
PO Box 157, Hallidays Point NSW 2340. The deadline is
25th of the month, for publication five weeks hence.
Submitted classifieds will run for one issue. For consecutive publication, re-submission of the classified must
be made, no advance bookings. When submitting a
classified remember to include your contact details (for
prospective buyers), your HGFA membership number (for
verification) and the State under which you would like the
classified placed. (Note that the above does not apply to
commercial operators. Instructors may place multiple
classified entries,
but will be charged at usual advertising rates.)

use; this includes the skill level required for the
specific aircraft being reflective of the pilot’s
actual rating and experience. All members
must adhere to the maintenance requirements
as contained in Section 9 of the Operations
Manual and as provided by manufacturers.
Second hand equipment should always be
inspected by an independent person, an
Instructor wherever possible. Advice should be
sort as to the condition, airworthiness and suitability of the aircraft. It should include examination of
maintenance logs for the aircraft. It is unethical
and a legally volatile situation for individuals to
provide aircraft which are unsuitable for the
skill level of the pilot, or aircraft that are
unairworthy in any way.

Hang Gliders & Equipment
NEW SOUTH WALES

MOYES XT 165 int, 1997 model, EC, 20 hrs use since
new, bargain $1,500. Also, Forrest Park harness for
pilot 5’8-6’0 with parachute, $400. Also, MOYES
MARS 170 nov, fair cond, $200. Ph: 0409 653818.
QUEENSLAND

AIRBORNE C2 14 lite adv, GC, orange/white US,
Dacron TS for ease of handling & longer sail life. Flies
very well. C/w UV bag, XC bag & two spare DTs. Can
arrange delivery. $3,500 Ph: Jason 0429 133857; 07
41245047.
AIRCOTEC Top Navigator “excellent cond.” as new.
NOW ONLY $1,300… that’s half price! The only GPS/
vario with visual “Thermal Mapping”. Incl. airspeed
sensor, two batteries, charger, download software &
leads. If you lose a thermal go back to where the
June 2006

• • • • • • • • • • • • • • • • • •
screens shows you it is & climb out again. Ph: Jules
(SKYOUT) Makk 07 33880053; 0411 101010;
<julesm@asai.org.au>.
AIRTIME AIR PRODUCTS motor harness, pull start,
home-built nano trike. Needs new prop & airstrip.
$1,750. Ph: Raef 0408 994104; <raefon72@msn.
com>.

HGFA Schools
ACT/NEW SOUTH WALES

Paragliders & Equipment
NEW SOUTH WALES

OZONE ATOM 2, DHV-1, 60-85kg, current model, 45
hrs, EC (no damage), very safe, climbs well, purple.
C/w backpack, inner bag, strap, spare fabric, etc.
$2,000 ono. Also, Small Sup-air harness. Ph: Joss 02
93987428; <jocelyn_bell@
yahoo.com.au>.
AIRFER TORNADO paramotor & harness, stainless
steel cage, spare prop & trike base (never used), runs
great, never fails to start, $5,000 ono. Also, Advance
harness & Firebird Matrix wing (L), suit pilot
80-105kg, approx. 120 hrs, both in VGC, suit nov to int,
$1,800 ono. Ph: Peter 0409 480193.
VICTORIA

JAZZ PRO-DESIGN int wing, DHV 1-2, red/white, only
10 hrs on wing, perfect cond. Pro-Design harness
with speed bar & carry bag, all in VGC. Sell $3,000
neg. Ph: Daniel 0431 902639; <lajarlm@hotmail.
com>.

Trikes & Equipment
NEW SOUTH WALES

AIRBORNE REDBACK 503 T2-2238, Wizard 3, 98 hrs
TT, immaculate cond, electric start, radio, comms,
helmets, barmitts, full Punkinhead covers,
Punkinhead wing cover, new custom trailer (modified
8x5 box) with wing rack, ramps, winch. Reluctant
sale. $22,000. Ph: Andrew 0418 719318;
<aws9999@hotmail.com>.
WESTERN AUSTRALIA

MICROLIGHTS WANTED: Southwest Microlights in WA
are looking for secondhand Airborne trikes, all models
considered, good condition or damaged. Ph: Brendan
08 97959092; 0408 949004; <brendan@
southwestmicrolights.com>.
HANGAR SPACE for rent, suitable for microlight.
Located York, WA. Ph: Gary 0408 906520.

General

Learn to Fly in Canberra!
The Paragliding Capital of Australia
and only three hours drive from Sydney.
At Australian Paragliding Centre we fly all
year round & are open seven days a week.
Learn to fly in a friendly, caring environment
with first class tuition & equipment.
• Licence & introductory courses
• Tandem flights
• Gift vouchers & group discounts
• Pilot Development Clinics for novice,
intermediate & advanced pilots
• International flying tours
• Cross-country & towing tours
• Ozone, Airwave paragliders, harnesses,
reserves, flying suits, GPS, UHF, EPIRBS
• Fly Products paramotor sales & tuition
Contact: Peter Bowyer on
02 6226 8400
<fly@paraglide.com.au>
Check out our new homepage!
[www.paraglide.com.au]
SOUTH AUSTRALIA

Adelaide Airsports
Microlight Aircraft Specialist
All microlight flight training and
endorsements available from beginner
to instructor level and beyond.
Sales of new and used microlights,
hang gliders, skyfloaters, powered hang
gliders and all associated equipment.
CFI & EXAMINER – Larry Jones
Ph: 08 8556 8195 Fax: 08 8557 4113
Mobile: 0408 815 094
Email: <fly@airsports.com.au>

[www.airsports.com.au]

NEW SOUTH WALES

PA R AGLIDER T ESTING & RE PAIRS

Comprehensive testing & repairs for all paragliders.
Full written report. Harness repair & modifications.
Certified Gradient Repair Centre. Parachute repacking. Orders taken from anywhere
in Australia. Prompt turnaround. See full advert in
HGFA Schools section (WA).

BYRON AIRWAVES
Hang Gliding School

•
•

SELL OR BUY YOUR GEAR ONLINE FOR FREE

We have over 600 pilots per month buying and selling
their used flight gear on our website [www.
highadventure.com.au]. No mailing list, no commissions. Go to the Market Place link and join the other
happy pilots that sell their gear on our website.
“BORAH & BEYOND” DVD:

Showcasing the 2006 Pre-Worlds. Shot from the top
of Mt Borah. Running time 34 min + still photos.
PROFITS AID MANILLA RESCUE SQUAD. Ph: Jerod
Sutherland 0416 079306; <Sudzman@hotmail.com>.
FIRST AID SURVIVAL KITS

Lightweight (470g) in zippered pouch. Ideal for
microlights & ultralights as well as GA aircraft. Kit
incl. first aid instructions & survival hints,
$60 + p&h. Ph: EMT Paraquip 02 49983376.

May 2006
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Lessons & full instruction available
in Byron Bay.
Over 25 years hang gliding
experience with training all
year round.
Learn to fly safely & accurately with all skill
levels catered for.
Phone Brian and Anne on
02 6629 0354 or 0427 615950,
email: <byronair@optusnet.com.au>

• • • • • • • • • • • •

NEW SOUTH WALES

• MT BORAH, MANILLA is the one of the top 10
flying sites in the world & has more flyable
days than anywhere else in Australia. It has 4
large launches for nearly all wind directions &
easy, safe top & bottom landings all around. Great
ridge soaring & XC
all in one place. HOST of the 2007 PARAGLIDING
WORLD CHAMPIONSHIPS!
• YOUR CFI IS GODFREY WENNESS: The most
experienced paraglider pilot in Australia. Over 5,400
hours airtime since 1988, World Record Holder –
335km (1998-2002), Longest Tandem Flight in the
World – 223km (2000-03), Multiple National Records,
National XC League Winner (inaugural 2001 & 2002),
CFI, Instructor Examiner, Australian Team Member,
Prototype Test Pilot, HGFA Safety & Ops Committee
(PG), International Comps Organiser, & Owner of World
Famous Mt Borah.
• NOVICE LICENCE COURSES: Our famous 9 day, live in,
Novice Licence Courses, with genuine small class sizes
(<6), go well beyond the minimum requirements
& include thermalling, ridge soaring, safety
manoeuvres & more. Over a week of the highest
quality tuition by highly experienced pilots/instructors,
using the latest techniques
& equipment costs only $1,320 (incl. accom.).
• THERMALLING, XC & OTHER TUITION: We specialise in
PG & offer personal one-on-one & group tuition in
areas such as basic skills refresher, thermalling, crosscountry, SIV safety clinics, & Intermediate, Advanced,
Tandem, Motor & other ratings.
• HG TO PG ENDORSEMENTS: its easier than
you think!
• ONLY QUALITY PRODUCTS FROM THE BEST BRANDS:
Importer of Advance, Flytec, Hanwag and JDC.
Stockist & service of all equipment,
new & secondhand.
• CABINS & CAMPING ONSITE: Stay at Mt Borah
– its nice & quiet! Cabins for just $15p/n ($100 p/w)
& camping $6 ($35 p/w).
So come flying with Manilla Paragliding, where the person
who shows you the mountain, owns the mountain!

Phone Godfrey Wenness on:
02 6785 6545 or fax: 02 6785 6546
email: <SkyGodfrey@aol.com>
“The Mountain”, Manilla, NSW 2346.

HGFA Schools
QUEENSLAND
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VICTORIA

VICTORIA

RAINBOW PARAGLIDING
APCO AUSTRALIA
Offering the full range
of APCO equipment

APCO Aviation three years/250 hours warranty
for porosity. Gliders that are made to last unique
in the industry. Customer service and 100%
satisfaction guarantee.
Test centre for APCO gliders [www.apcoaviation.
com].
APCO Australia and PWC winner
of the Serial Class 2000
Established since 1996, Rainbow Paragliding is based on the
Sunshine Coast and Hinterland. The school has access to 25
sites and holds a permit to operate in the Cooloola National
Park including Teewah and world famous Rainbow Beach. In
the Sunshine State, we fly all year round, 60km cross-country
flights have been achieved in winter!
FULL LICENCE COURSE – Strictly only four students per
instructor, for quality personalised tuition at your own pace,
between eight to 10 days.
REFRESHER COURSE – Groundhandling, top landing or
asymmetric recovery techniques: Come learn with the experts.
INTERMEDIATE, ADVANCED, TANDEM OR PARAMOTOR
ENDORSEMENT – We have the sites, the weather and the
knowledge.
SALES AND SERVICES – New and second-hand, trade-in,
maintenance and repairs.
YOUR INSTRUCTORS: Jean-Luc Lejaille, CFI and senior safety
officer, paramotor pioneer (first licence issue in Australia),
over 2,500 student days’ experience, instructing since 1995.
Jean-Luc Lejaille CFI 45192
Rainbow Paragliding – Apco Australia
PO BOX 227, Rainbow Beach 4581
Ph: 07 5486 3048 – 0418 754 157
Email: <rainbow_flyer@hotmail.com>

[www.paraglidingrainbow]

VICTORIA

PARAGLIDING CENTRE
We are based in Bright, NE Victoria, widely renowned as
Australia’s best flying region. Bright has been host to
numerous Australian & international competitions.
Feel confident that you are learning with the best, our CFI
Fred Gungl (six times Australian Paragliding Champion)
has been involved in paragliding since 1990 & instructing
for over 10 years.

•
•
•
•
•
•

Courses
Introductory & HGFA licence course
Thermal & XC clinics for all levels
SIV courses
Tow courses
XC tandem flights
Equipment Sales
We are now conducting SIV courses.
See website for details.

WESTERN AUSTRALIA

Australia Wide Services
HGFA Approved Paraglider
Testing & Repairs

Test Centre for Paragliders
Looking for new glider & not sure which one to get? Do
your research & narrow the choice down to three gliders.
Let me know the make, model & sizes &
I will endeavour to get them from the importers. Come to
Bright & test fly the gliders in the same conditions. The
only fair way to do a true comparison.

Demo Gliders
Gliders

Size

Nova Mamboo
Nova Pheron
Nova X-Act
Nova X-Ray

Rec. DHV Colour Hours Condition
t/o weight
L 100-130kg 1/2 Red
2
Excellent
S 76-95kg 1
Red 110
Good
XS 65-85kg 1
Red 120
Fair
M 85-105kg 2 White 80
Fair

Sell
$4,000
$1,200
$850
$750

Dealer for all major glider manufacturers, Charly reserves,
Insider helmets & various accessories.

Active Flight
Fred Gungl, ph: 0428 854455
www.activeflight.com.au

Advertising
Eco Watch
Future Aviation Pty Ltd – Schleicher
GFA Form 2
GlideFast Coaching Course
HGFA Merchandise
High Adventure
Hirth Engines

3
IBC
37
19
42
BC
41

– June 2006
Icaro Paragliders
Lake Keepit Gliding Club
Microair Avionics
Moyes Delta Gliders
OAMPS
Paragliding Headquarters – Gradient
WealthSure

15
11
3
IBC
31
7
41

• Comprehensive testing and repairs
to all paragliders
• Fully equipped service and repair
agents for:
Advance, Aerodyne, Airwave, Bio-Air, Gin,
Gradient, Mac Para, Niviuk, Nova, Ozone,
Paratech, Sky, UP
• Full written report
• Harness repair and modifications
• Certified Australasian Gradient
Repair Centre
• Parachute repacking
• Orders taken from anywhere in Australia, New
Zealand and Asia
• Prompt turnaround
PARAGLIDING
REPAIR
CENTRE

Paragliding Repair Centre
680 Traylen Road, Stoneville WA 6081
Office/Fax: 08 92952820, Mob: 0417 776550 Email:
<fly@waparagliding.com>
Web: [www.waparagliding.com]

Come test fly the new Generation of Paragliders at
The New Kantega 2

Top end DHV 1-2…
50km/h plus on speed bar,
37 to 38km/h trim speed,
no need to upgrade to a lively DHV 2
when you have this performance
see [www.up-europe.com] the climbing
and handling of this glider will astound you!

UP Paragliders the
World Champion’s choice

The New
Summit 3

Top end DHV 2, the new Era of DHV 2…
a class above the rest, for the inspiring pilot that
doesn’t want to be left behind the Competition wings
in climb. The performance of this glider will leave
you gob smacked!

making Paragliders since 1989
Try these great gliders quality European workmanship at prices ranging from
$2,750 to $3,800, test fly their new DHV 1-2 wing the acclaimed Sky Atis 2.
All gliders are made from the most durable materials on the market , and we offer a 3 year warranty on all new UP and Sky Paragliders

Paraglider accessories
We have a large range of quality Charly and Lazer helmets,
Charly and Sky reserves , flight decks, Brauniger and Flytec
varios at unbeatable prices, boots, etc.
See our website
[www.highadventureparagliding.com]

We guarantee the best prices on all our equipment sales!

Bali

Paragliding Tours 2006-2007

Yes its on again, one tour only from $390 for 9 days and airfare and accommodation packages from $1,050. It’s half full,
dates are scheduled in August… see our website for all the information and bookings. Paragliding courses available all of August
from $990.
Fly the USA in 2007 We land in LA, fly the LA sites then down to San Diego to fly Torrey Pines.Later we
head to the rough, desert beauty of the famous Owens Valley and fly over 15,000 foot mountains, then onto Lake Tahoe, see the Grand
Canyon, northwards to Utah and fly Point of the Mountain, afterwards we head north towards the Canadian Border and make our way to
Chelan and the famous flatlands where thermals can be seen due to the fine volcanic dust… plus heaps more locations! Want to join us?
Don’t miss out – only 12 pilots maximum! For more info, please email us now on <fly@highadventureparagliding.com>.

High Adventure office: Suite 2 – 65 Bold Street Laurieton NSW 2443
Phone Toll Free on 1800 063648 or Mobile 0429 844961

