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Women With Wings
Carolyn Dennis

Some of you may remember seeing the advertisements early this year for the Women with
Wings hang gliding and paragliding women’s skills clinic. The event was run in the
last week of March in Bright, Victoria, and this is the story of how it all came to be…

ever have before. My grin was just as big
as the ones on the girls’ faces.
Some of the Women With Wings
chickies are the only females in their
respective clubs. Arriving at Mystic launch
for the first time, Marika exclaimed, “I’d no
idea there are this many women flying! I’m the
only one in my club and this is the first time
I’ve flown with any other girls. To see the launch
full of women is just fantastic, unbelievable!”
It was interesting too that later in the week
a number of the participants commented
they’d found the vibe on the hill was different without the guys dominating, and to
them it felt less pressured and more supportive and encouraging. Perhaps we are also
particularly lucky down here in the south
– I’ve found the guys in Victoria to be
a good bunch, helpful and happy to see
women on the hill, never resentful.
During the day the workshops were
strictly only for the women, as was the team
flying, however the blokes were most welcome to join in the socialising at night, and
they did. Much eating and drinking, watching of DVDs, and telling of tall tales and true
took place into the wee hours. A great deal
of informal learning took place in the course
of these evenings with many very experienced
male and female pilots joining the girls,
passing on pearls of wisdom and patiently
answering questions for hours on end.
Our week finished with a final dinner
on the Friday night, hosted by Carol Binder
at her home. On the night the numbers
increased to 30 hang gliding and paragliding
women pilots, and much good food and wine
was consumed. After thanking the many
people who assisted with the clinic I took
the opportunity to mention each pilot in
turn, commenting individually on their skills
and encouraging all to continue improving
their flying. Six encouragement awards were
also presented, with an explanation from
me to each of the emotional recipients.
It was interesting to note that two clear
themes emerged from the group during the
course of the week. These are the two pieces
of advice that all of us at the clinic would
September 2006

Some of the Women With Wings on Mystic launch. Left to right: Helen Moriarty, Carolyn Dennis (centre), Michelle
Baptiste (front), Cindi Thornton, Jocelyn Bell (centre), Sonja Hans (front), Jan Smith, Melissa Darke, Christa Texler, Meg Butler,
Julie Sheard, Marika Martinez, Tina Clemens
Photo: Courtesy Carolyn Dennis

like to pass along. Firstly: it’s incredibly
important to fly for yourself, and only for
you – not to please anybody else. And
secondly: there are many paths to competency and success as a pilot. Choose your
own way. We’d just spent a week with some
of the best pilots in the country, and their
differing personalities, stories and methods
clearly illustrated this.
In summary, it was a great week; full of
tears, smiles and laughter. Challenges for all,
many personal bests, and a great deal of fresh
motivation and renewed enthusiasm. Ange
summed it up well saying, “Throughout the
week, the organisation and friendliness meant
the event ran smoothly, a great sense of community
developed and everyone had a terrific time.”
And finally, the Women With Wings
said they’d like to pass this message along to
all the women out there reading this article:
“We encourage you to get together to discuss the
issues you find difficult, to find instructors and
mentors who understand your issues, and to
fly together as much as you possibly can. You’ll

have a great time as we did, and continue
to grow and mature into this amazing sport
of ours. Enjoy!”
A special note of thanks:
An event such as this can’t take place without a great
deal of help from many people both behind the scenes
and upfront. In addition to those already mentioned
(and apologies to anyone omitted) sincere thanks
go to Barb and Julie for being cheerful and positive
whenever I became discouraged; to Karl for being
a beacon of logic and reason; Terry for letting us
rampage through the Outdoor Inn for a week; the
HGFA for sponsoring the encouragement awards and
Soaring Australia advertising; Leanne for creating
encouragement awards that are true works of art;
Chris Fogg for providing all sorts of good advice; Rob
for creating and sponsoring the website; and most
especially to both the VHPA and Skyhigh Paragliding
Club who provided money upfront to ensure the
clinic would take place – on the strength of my word
alone. A thousand thanks to you all; it quite literally
wouldn’t have happened without you.
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bout 18 months ago I rashly commented to friends that it was about
time ‘someone’ ran another
women’s
skills clinic. It had in fact been several
years since the last one in Canungra in 1999.
I was lucky enough to have attended that
clinic and it was pointed out to me that
perhaps it was my turn to organise the next.
Many people have asked me why specifically a women’s clinic? Perhaps I can best
explain it by saying that over the years I’ve
seen female pilots struggle with issues of
being a minority; with managing their physiology; and that even within our extreme
sport I’ve observed that the women tend not
to be risk takers to the same extent as the
men. The aim of the clinic was to create
a supportive learning environment where
the women can deal with any issues they’re
experiencing without needlessly reinventing
the wheel in isolation in their various clubs.
A learning/coping shortcut, if you will.
I selected the last week of March in
Bright for its usually stable and benign flying
conditions at the end of a long hot summer.
Advertising was placed; emails sent; phone
calls made; funding requests submitted; a
website created; and instructors and experienced comp pilots were begged and cajoled
into participating. Eventually the long
months ahead whittled down to weeks, then
days, then suddenly – there they all were at
registration on Monday morning collecting
their pilot packs. Twenty women from four
states had travelled hundreds and some more
than a thousand kilometres to attend the
Women With Wings hang gliding and
paragliding women’s skills clinic.
We had a full week of flying activities
and social events. Mornings were filled with

Michelle Baptise talking at one of the morning workshops
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workshops, looking at things such as understanding weather info on the net, thermalling theory, strategies for dealing with
fear, starting and extending cross-country
flying, and so on. We were very fortunate to
have some of the best pilots in the country
present workshops. Heartfelt thanks go out
to Brian Webb, Craig Collings, Heike
Hamann, and Viv Williams in particular.
Sue Wheelhouse, a rising star on the comp
scene, was fabulous: she spent most of her
time looking after our novice ‘chickies’ and
gave a very personal presentation sharing
experiences and explaining her learning
strategies. Michelle Baptiste was a font of
knowledge and advice along with Hans van
Santen and Fred Gungl who revealed a previously untapped reservoir of charm and
sensitivity as they personally shepherded
the girls on the hill and in the air.
After the session examining fear, Ange
from Canberra said, “This has had a huge
impact on me. It is a really empowering
experience to have that private chasm of fear
that you contain deep down inside as your
own personal weakness named as a universal
emotion that is conquerable. It has totally
changed the way in which I go up the hill,
and manage both the practical and emotional
components of flight.”
Afternoons were taken up with flying –
four days of the five. With experience levels
ranging from the newly licensed through
to those with hundreds of hours, it was gratifying to see these remarkable women pushing through their comfort zones, extending
themselves and encouraging each other to
achieve personal bests, large and small. I can
truthfully tell you that the next best thing
to doing it yourself is seeing someone you’ve
helped get out there and fly better than they

Photo: Carolyn Dennis

Sweeter T
Tina Clemens

W

hilst I’d imagined
myself going crosscountry since my earliest hours (after all, I’d
learnt at Manilla where you look out
and can’t help but think of flying far…)
it was the words:“Do you feel like you
are up to a cross-country?” from Carolyn
Dennis at the Women’s Paragliding
Clinic in Bright, Victoria, that made me
suddenly wonder whether I could translate anything I’d ever thought about
going cross-country into kilometres
across the ground. The thought of getting myself anywhere other than off the
hill made me wonder… “Am I ready for
this?!” Harrietville was the declared goal
for the day.
The weather at Mystic was good, with
healthy, manageable cycles. On launch at
around 3pm, the sky was about 3/8 cloud
and parts of the landscape ahead of us
were in shade under pretty slow moving
cloud. I didn’t rush to get in the air, but
carefully checked for what other gliders
in the air were doing and how the clouds
were shaping up. I decided that the day
would be a little tricky to make the 15km
goal, but if I could get in lift and get
away, then I would go as far as I safely
could. A few gliders scratched around
and sunk out after launching, but it was
the three or four that managed to get
above launch and slip behind pretty easily that showed potential to get away. The
plan unfolded. Things looked a little
rough above Mystic, but the day didn’t
feel nasty. The cycles seemed moderate,
yet grew to their peaks with good time
and consistency and the clouds looked
smooth – so I was keen to go.
I launched into the tail end of a cycle
and headed for Marcus in hope of a
thermal out. I managed to get in a light
and broken thermal and scratched to
about 500m above launch (1,300m asl)
and drifted SE behind Mystic launch.
The air above Mystic was quite rough,
and it took a good amount of concentration to stay in that thermal. I was intent
on finding something stronger and more
hopeful than what I scratched out with!
By this time I was feeling a bit
uncomfortable in the patchy air. Sue
Wheelhouse and Carolyn Dennis, who
had launched earlier, were now nearing
September 2006
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Things…

A cross-country day at the Bright Women’s Clinic:
Carolyn Dennis & Co. off Mystic Hill, Bright
Photo: A. Tewksbury

2,200m and reporting how smooth and nice
the day was, which made me momentarily
wonder that if this was ‘smooth’ then
perhaps I should be on the ground enjoying
autumn leaves and a nice pastry from the
little French cake shop in town! But I
decided to give myself 10 minutes to see
how things progressed. It turned out things
got interesting, then things got better!
Shortly after I left my early broken thermal, my wing began yawing quite strongly,
and I was being rolled out to one side.
All those rules I’d never quite been able
to remember about roll and yaw directions
near thermals were about as retrievable as
the cakes I’d just been thinking about in
town. However, I knew that I was coming
into something big; then whack… I looked
up and noticed that things above my head
had gotten a little (over half) asymmetric,
but a few light inputs (amongst a bit of light
swearing) and it all straightened up nicely,
before the wing kicked back and I entered
a strong well-formed thermal. With the
nerves and wing in check, I was ready to
take it. I banked in and took a 4.9m/s up
to 1,950m.

September 2006

The views were absolutely breathtaking!
Mt Buffalo, Porepunkah and the maze. I was
overwhelmed and totally elated that I was on
my first ever cross-country, and despite not
being in a gaggle or on radio to fellow pilots
on course (which I’d always imagined would
be a greater part of the XC fun) I was having
a total ball!
At 1,950m I left the thermal and headed
over onto the Goldmine Ridge. The other
gliders on course were pretty well ahead,
so with no immediate markers to help with
finding something good on the northern
part of Goldmine, I stuck around in the sun
for a while, but shortly after decided to head
along the ridge too, which was for the next
five kilometres in shade. I knew that I would
be lucky to make it to the bowl just north
of Harrietville if I didn’t get to something,
and completely forgot about what ‘flying
the clouds’ could have done to save me from
the shade and sink I was heading for.
The glide through shade to sun along
Goldmine seemed longer than that to Little
Pyramid where sun had been persisting for
about 25 minutes. I was keen to get on to
that next ridge (Freeburgh), but stayed on
course. I didn’t want to raise alarm that I was

drifting off toward the gap beyond Freeburgh,
so I committed to a glide through shade (a
hard thing to bring myself to do) and began
sinking slowly down the side of Goldmine.
A couple of other gliders were coming down
at the same rate, and even though I made
it to the sun, I didn’t have enough height
to wait for another cycle. I lined up a few
landing options, the first of which had sheep
(that turned out to be goats) and the back-up
(the paddock I landed in), a small paddock
that turned out to be a berry farm with deer!
A lovely fairytale ending! Except no one told
me about the guard dog at the end of this
fairy tale.
It was a great flight. The early thermal
conditions were a bit tricky and pretty
rough, but my first cross-country was a
glorious 10km over spectacular countryside.
If I’d gone for the cakes, I would have missed
the most incredible views… and
my first cross-country! To all other women
pilots thinking about your first XCs, be safe,
take your time… Small steps by small steps.
If it’s what you want, you will get there.
Enjoy the views… the cakes will be there
for later!
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Fourth Club Class World Gliding
Championship – Vinon, France 2006
The Aussie team reports on the first three competition days, extracts from [www.users.on.net/~mwilson/vinon2006/]

Vinon airfield

O

ver 40 competitors from 19 countries
competed in the Club Class World
Gliding Championship in July 2006.
This FAI sanctioned event is the highest
level handicapped gliding competition flown
and is held every two years. Club Class is one
of seven FAI classes, and in this class all
gliders are handicapped based on their performance, allowing pilots flying older generation gliders to remain competitive.
This year the competition was held at
Vinon in the southern French Alps, probably
the busiest gliding area in the world, and
certainly one of the most scenic.
The Australian team comprises two
pilots, Terry Cubley and Peter Temple, plus
team captain Mandy Temple and crew members Vicki Cubley, Andrew Wright and Peter
Buskens. See ‘Team Profile’ on the above website for background on the team members.
Terry is one of our most experienced
world comps pilots, having flown in five previous world comps with a highest placing of
13th (Hobbs in 15m Class) and two world
comps in the mountains – Rieti (20th in
Standard Class) and Omarama (15th in 15m
Class). He is the current Australian champion in 15m Class and the highest ranked
Australian pilot in the international ranking

list (69th). He is 53 years old with 4,500
hours gliding experience.
Peter Temple is competing in his first
World championships, but has been National
champion in Club Class as well as placing in
the top four in his last four National championships. Peter is 38 years old with 2,300
hours gliding experience. Peter competed in
the Pre-world championships at Vinon last
year, his first international event and his first
mountain competition. An excellent result,
placing 15th against leading French pilots
and international competitors. Peter is
ranked 103rd on the international ranking
list – third highest placed Australian.
The contest area

The French Alps contain some of the most
beautiful gliding sites, with the task area
amongst the 12,000ft majestic mountain
ranges, ancient glaciers and impressive
valleys. Southern France has an amazing
climate, with good flying conditions from
late February through to October each year.
Early in the season many German, Austrian,
Swiss and Dutch pilots head south from
their snow-covered plains to enjoy the great
soaring available in the Alps. It was in the
European Alps that FLARM was developed,
due to the high number of mid-air collisions
directly related to the large number of pilots
flying from the many commercial gliding sites.
The Alps border France, Italy, Switzerland and then turn east into Austria. Quite
well known and consistent mountain ranges
provide for regular and consistent performances, with long tasks. Sheer excitement
interspersed with moments of indecision –
depending on the pilot’s assessment of the
complex weather patterns.
Vinon is approximately 40km to the
south-west of the main Alps with low plateaus
providing weak climbs heading to and
returning from the mountains. A good start
and final glide of the competition are critical
for success.
Equipment

Terry installing instruments
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The team has decided to fly LS4s. Although
the Cirrus has the best handicap, and the
majority of pilots have selected this type,
Team Oz decided that the first and last
40km of the task is quite risky and a little
extra performance at this stage of the flight

could be beneficial. A few of the tasks will
require clearing a number of mountain
passes, and we felt that we could benefit
from every little bit of performance. Also,
flying in these conditions requires a fair
amount of local knowledge, which our team
doesn’t have – so extra performance to
enable us to get out of trouble and to keep
up with some more experienced pilots may
provide the opportunity required to improve
the overall performance.
Peter has hired an LS4 from the local club
at Vinon, which will ensure easy access and
local support. Peter is taking his own Borgelt
B50 with WinPilot Pro. He is also taking his
own OzFLARM which can be adjusted to
communicate on the European frequency.
Terry is hiring an LS4 from Brian Spreckley – British Gliding Association coach, one
of the main instigators of the BGA World
and Junior coaching teams, who runs a gliding school in Spain. Terry will be taking
a Cambridge 302, compliments of Bruce
Taylor, with WinPilot Pro and OzFLARM.
This combination of modern varios with
WinPilot Pro provides a breadth of information to the pilot, about climb rates, netto for
cruising, navigation to turnpoints, adjustable
turnpoints in Assigned Area Tasks (AATs),
and ‘thermal centring’ advice – WinPilot Pro
actually tracks the thermal through GPS and
tells the pilot where the centre is.
Competitors

The Club Class Worlds is the biggest single
class in any World championships, with
close to 50 competitors. It includes World
number one Sebastian Kawa (Poland) plus
eight other pilots in the World Top 50 (IGC
ranking list).
It has a mix of youth (including Jay
Rebbeck previous Junior World champion)
and experience (including Uli Schwenck,
silver medalist in Omarama). Obviously a
large proportion of the competitors are well
experienced in the European Alps, certainly
a challenge for our team.
C om p e t i t ion D ay 1
R eport by Peter

Day 1 was a day for staying high and avoiding the worst of the rain. A huge thunderstorm started over the startline and we all
started as soon as the line opened. The first
September 2006
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Flags of participating nations

Opening ceremony

few kilometres were in heavy rain and some
hail, but I got through that and found an
8kt climb on the other side. This got me to
the first turn in good time, but things went
downhill after that. I had the choice of heading WSW across the valley to some good
looking cu’s on the other side or a blue hole
with a few cu’s to the WNW. I chose the former, and struggled for the rest of the flight.
Most pilots chose the more northerly route
and found good lift to over 3,000m. I eventually found a weak climb, ducked into the
sector for the last turn, and headed for home
with 300m above the glide. Unfortunately
my route home was from the NW with the
entire leg in rain. I quickly lost the glide and
had to find some lift in the rain to get back
on glide; I was thankful to find 4kt of lift in
the heavy rain and climbed in this to 700m
above glide. This gave me heaps of height,
or so I thought, and I flew towards home in
zero visibility. I couldn’t see the ground or
any features, so I flew blind using WinPilot.
I managed to stay on course and found lighter
rain near the airfield, but by then I had lost
most of my excess height and had a nervous
few minutes for the last 10km of the glide.
The scores show a slow speed, but with
only 494 points for the winner I didn’t lose
too much ground.
Report by Terry
Thunderstorms were forecast again, and
a short 1.5 hour AAT was set, with similar
turnpoints to the practice day. The minimum possible distance on the task was
150km so we wouldn’t be going too far
into the circles.
September 2006

The rain under the cu just prior to start
didn’t make us feel confident, and it was
hard to see which direction was going to be
best to head off in. Peter and I got together
under the cloud; it was quite exciting with
gliders appearing out of the cloud wisps.
There were a few gliders above cloudbase,
and we made some attempt to get up, but
with the rain there was some urgency to get
going. We started just after the gate opened,
Peter about a minute ahead of me. We flew
through rain and hail and finally appeared
under the cloud street in the clear. There
were some gliders high up near cloudbase
– I don’t know how they managed this
without flying through cloud. There were
a couple of reasonable climbs and then a
blue hole across the river.
Peter called 8kt over the next hills, but
by the time I got there reasonably low there
was only 4kt. I climbed a thousand feet and
then pushed on above the ridges, finding
some reasonable lift but nothing to turn in.
The mountains got higher as I got lower,
and then it was raining just off to the side
of me. I ran along a ridge and just got into
the 30km radius sector. My FLARM sounded an alert and a glider came the opposite
direction on the ridge at the same height;
it was Peter heading out of the turn, so
I turned around and headed away from
the rain. I tracked north along the ridges
towards some cu, finding bits and pieces
of lift, until finally finding 4kt off a sunny
peak. Looking up, there was a gaggle of
Cirrus’ high above.
Peter had headed due west from our
close encounter and was climbing near
Sisteron – quite a different track. I headed
further NW over the next peaks in the sunshine. There was a good street heading back
towards Vinon if I could get across the wide
valley. The higher sunny peaks provided six
to seven knots, and I was back up at a good
working height.
Across the valley I joined some hang
gliders – 8kt up to over 3,000m – enough
for final glide for the 80km to Vinon.
Aussie base was alerting us to rain and
strong winds at Vinon; we would need some
extra height to make sure we weren’t washed
out of the sky. I had a good glide, slowing
up at times, a little bit of rain and then a fast
15km to the finish.
The high Cirrus’ I had seen were the
eventual winners. They started much higher,
hadn’t got low and just went around the
task. The list of scores is basically in handicap order as there was little opportunity to
utilise the higher performance of the better
gliders on such a short task. At least the
points spread is quite small.

Peter in his DG200

Thunderstorm over the Alps

C om p e t i t ion D ay 2

Report by Terry
More thunderstorms were predicted but
it appeared to be a little drier, so hopefully
it wouldn’t be as difficult avoiding the showers. A one hour 45 minute AAT (a whole
extra 15 minutes).
They put a 1,800m height restriction
prior to the start gate opening to avoid
too much cloud flying. As soon as the gate
opened, all the gliders climbed together
to cloudbase which really concentrated the
problem. Peter and I decided to start about
10 minutes after the gate opened and joined
up at cloudbase. As we headed for the start I
had to take avoiding action as another glider
appeared out of the mists, so ended up travelling around the cloud to make sure of no
other problems. This meant that I started
almost a minute after Peter, and we lost contact.
There was a reasonable cloud street, and
we exchanged ideas on best direction to fly.
I took a few turns in thermals just to stay
in contact with the cloud, because there were
some big gaps in which I didn’t want to get
low when crossing.
I wandered my way to the first low
mountain ranges and found 6kt, and Peter
joined me below. This didn’t go very high,
but there was some good streeting ahead so
I pushed on – there was now quite a gaggle
following below.
It was quite some time before I found
any more lift, ending up moderately low
over a nice looking ridge which produced
four to five knots. Peter was very low now
behind me and, arriving at my thermal
below the main crowd, was unable to contact the lift. He spent the next 40 minutes
in the circuit area of a local gliding strip.
Soaring Australia
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Glacier Blanc

I climbed near to cloudbase and then
flew along the parcours, getting reduced sink
along the top of the ridge line. It was now
45 minutes since I started, so almost time to
turn for the next turnpoint sector. With the
gaggle growing behind me I flew out into
the blue to get some extra distance and then
turned back to the ridge to join the group in
a good climb. I was still close to the top, and
headed on track. Again, a couple of longer
glides without too much lift until out in the
sunnier area near Sisteron and St Auban. A
couple of medium climbs, and I then found
a great street, not well formed but providing
reasonable pull ups as I flew through the
next sector and then into the larger sector to
the west. I had enough height for final glide,
so just kept running at 80kt as far as I could
under the streets to maximise my distance.
The last sector was a small one, only
10km from Vinon, and I flew into this until
the glide was in the bag. I then flew into rain
from the storm east of Vinon, but was quickly out for a good finish.
My 115km/h was a reasonable speed,
but I only placed 16th for the day, although
with quite good points. Hopefully we would
get some higher flights soon so I could start
to use the glide angle of the LS4 to counteract the handicap difference.
Report by Steve Kittel
Sitting around after the flight as glider pilots
(and their crews) are wont to do, I hear sirens
and shortly afterwards a small red fire engine
tears up the muddy road by the aerodrome.
There is a small fire station on the edge
of the aerodrome – well, I think it’s on the
edge. It isn’t always possible to tell where the
aerodrome ends and the rest of France begins.
The scene is moderately common. As you
might have gathered from the pilot reports
there have been thunderstorms every afternoon since the competition began. Yesterday,
waiting for the gliders to finish I was able to
count 10 seconds between the flash and the
boom, so roughly three kilometres from the
airfield by my rule of thumb.
Not only does this add another level of
‘interest’ for the pilots in addition to the big
lumps of rock they are tasked towards, but
6
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the accompanying lightning strikes can set
the dry grass areas on fire. And surprisingly
to me, it is very dry around here.
Unlike other parts of Europe, this part
of southern France really is a lot like South
Australia. I begin to understand the description of a ‘Mediterranean’ climate. Around
the caravan parking areas (of which there are
two) and the office/hangar areas are scraggly
and woody hedges. While they are still
greenish, the other vegetation in untrafficked
areas seems to be sparse, ankle deep, grey,
twiggy tussocks. The grass near the runways
has all turned yellow. Luckily the runways
themselves are bitumened, so there isn’t a
dust problem during launching. Overall, it
has a very ‘Waikerie’ summer feel to it. The
only real difference is that there are many
more trees, which are a dusty green, on the
surrounding undulating landscape. The area
around Vinon aerodrome is not flat. It lies in
a valley that runs roughly SW/NE and
is shared by a secondary highway, the A51.
The edges of the valleys are defined by ridges
and hills a couple of hundred feet higher
than the aerodrome only a few kilometres
away. The aerodrome itself is at 900ft asl.
At night the lights of the nearby towns of
Vinon and Manosque are visible, along with
the lights of vehicles on the highway. Manosque
is the larger town, with around 20,000
people, and about 10km from the airfield.
From where we were sitting in the
cooler, quieter evening we can also hear
the sound of the local fair in Vinon that
had been running since Friday (Bastille Day).
Last night Peter B tried his hand at some
of the tests of throwing skill. Apparently
he didn’t win any of the prizes on offer.
C om p e t i t ion D ay 3

Report by Terry
At least the weather report wasn’t talking
about thunderstorms, so maybe it would
be a better day. The forecast was for in excess
of 4,200m (14,000ft) up to the north of
the task area, with possible showers later
in the afternoon.
They’d set an A and a B task, but if the
forecast was to be believed we would certainly
be heading onto the A task, a 297km triangle
to La Roche and Castel de Cabre, places that
we had already visited in the practice period.
The route north was fairly standard:
Get onto the parcours, across the valley
to Mt Guillame, and if you were careful you
could fly across the high ridges to the turn –
with the bonus that, if you could get back
high after the turn, you could cross the
ridges again and avoid a long detour.
Peter was keen not to be distracted by
radio chatter today, so we agreed to fly independently. After launch the lift was fairly

weak to about 1,600m, but progressively
increased to 2,200m prior to the start. Visibility was poor, and there was a lot of cloud
hanging around even after the thermals had
stopped. I ended up in a large gaggle about
the time that I planned on starting, with the
British, French and Polish gaggles all stalking
each other. With the LS4 I was quite comfortable to wait with them as we circled up
near cloudbase. Someone got into some
weak thermal wave, which really threw the
cat amongst the pigeons for a while.
Eventually the Poles started, and then
the British. I was in a good position and
started shortly after, along with the Austrian
Karl Rabeder who was the current competition leader. Independently, Peter started at
almost the same time at the other end of
the start line. After a while I separated from
these various groups, as I prefer to choose
my own path. I ended up a little low near
Digne, which is where the mountains start,
but was able to get a reasonable climb and
headed along some good streeting. I followed this to the parcours, but the clouds
in front of the ridge seemed to be working
better. I took a climb which enabled me to
catch up to a front gaggle at Morgon, just
before crossing the lake.
I glided to the other side at Guillame,
and there was good ridge lift up the slope,
which I shared with Peter. I had seen him in
the last couple of thermals. A small thermal
at the top of the slope gave me just enough
height to cruise along just below the top
peaks, in fairly turbulent air, but saving me
from some major route deviations. I finally
ended up on a ridge abeam the turnpoint,
just below Peter and a small gaggle, but was
unable to really centre this. Eventually I gave
in, and flew to the turnpoint and then back
to the same ridge to have another go.
The lead gaggle was above me here, but
again I really struggled with centring the
core – a technique problem, I think. I eventually had enough to fly across the ridge again,
although a few low swoops across some
passes were needed to avoid the detour. Near
Guillame again I joined a small gaggle and
climbed in 6kt to 3,200m (nearly 11,000ft).
Out to the west a thunderstorm had
established itself, and was shutting off a lot
of convection, with rain becoming apparent.
It was going to be a problem around the
second turn. The only way through appeared
to be to head for some cu to the north of Pic
de Bure – not a lot of landing options in this
area. A long glide over the valley saw me join
a small gaggle at the start of Pic de Bure,
with a good climb to 3,100m. It was then
a fairly circuitous glide to the second turnpoint, partly in rain, all under overcast, watchSeptember 2006
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a slight drizzle and we were pushing the glider back through puddles that were sometimes more than ankle deep. We were worried
too that any landing glider might aquaplane
and lose directional control while we were
out near the runway. In the event, nobody
landed for the next few minutes while we
pushed Terry (warm and dry in the cockpit!)
off the strip.
But this raised another question: Where
was Peter? He had been a few minutes in the
lead, so should have landed first, but we hadn’t
seen him yet! Once we could talk to Terry he
reported seeing a glider which had ground
looped in a crop a few paddocks short of
the field, and another one which had landed
off the strip at the far end of the runway. He
thought this was Peter. As Terry had enough
crew and was pretty sorted out I started down
towards the far end where, sure enough,
we could now see a glider in a stubble patch
abeam of the finish line judges. The rain had
almost stopped, but large sheets of water lay
over all the airfield, and the ground which
had been so dry and dusty in the morning,
was now slippery mud. In fact, as I left the
hangar area the French lads were chasing
about, slipping and pushing each other over
and generally shiakking about. We were all
soaked through by this time so it didn’t really
matter.
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I jogged down to the finish line, and as
I got there I saw (with some relief) the rainbow umbrella that Mandy had been using
at the launch grid to keep Peter in the shade.
Mandy and Peter were both underneath
it and, sure enough, the plane in the stubble
field was Peter’s. He had come in at the
height of the storm and just lobbed on
to the airfield. No one saw him arrive.
We started discussing how to get the
glider out of the stubble, and Regis suggested pulling it out with a four-wheel drive.
I was a bit wary of this, and walked out
to the glider to examine the surface. It was
pretty soft in patches, but others had a
good covering of straw, so that could help.
It was now that the rain had mostly
stopped that the survivors of the field started
to arrive. Those with sufficient energy were
directed down to runway 10 at the south
end of the field, as it was in better condition
than the main. But those who had cut a
final glide to the bone had to take the main
02/20 which was covered in those ankledeep mini-lakes. It was spectacular to watch.
The gliders would touch down, and there
would then be a roaring sound as the water
sprayed up in an enormous fountain hiding
the entire rear fuselage of the glider.
Peter had to go to put his landing documents in before the hour was up. So he left

and I pondered the best way to get the glider
to the firmer, if still underwater, area of the
main strip. After a similar retrieve of a certain DG400 (the pilot of whom shall remain
nameless) in Australia recently, I was still
convinced that manhandling would be the
‘least worst’ solution. Just then, the seemingly increasing crowd of French lads made
their appearance. With a crowd of them
pushing on the leading edge and lifting via
a rope under the cockpit area, with Mandy
on the wingtip and Peter B and myself carrying the tail clear of the mud, we were able
to push the glider over to the runway. There
must have been eight or 10 of us, and the
shortest track went through where the airfield rain gauge was. Bugger pushing around
that! I lifted it cleanly out of the mud and
relocated it so we could get the glider through.
It indicated 25mm, and three wasps.
The LS4 was gently towed back to the
workshop, which the French had kindly
already cleared in case we needed it. Thankfully we didn’t. Peter B did the honours with
the hose to get the majority of the mud off,
and the glider was tucked away in one of the
club hangars for the night. The tie-down area
was still a large pool and couldn’t be used.
And the thongs? Because I was wearing
them at the time, I think I am one of the
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ing the landing paddocks come and go on
the ipaq.
The thunderstorm was blocking off the
direct route to Vinon, but there were some
nice clouds to the west over the hilly country
which is a little like the Victorian Alps.
A long glide, and we found a weak thermal
– only one knot. After a while this seemed
a little conservative, so I moved on and
found 1.5kt – the gaggle joined in.
There were some good cu ahead so Karl
Rabeder and I headed off towards them.
There was still some light rain, but a few fields
looked okay. I found a 3kt climb, but decided to head on while Karl and the following
gaggle stayed with the last climb.
I didn’t find anything really good, a few
3kt climbs that I used for a few hundred feet
and kept pushing west of track trying to get
a good climb. I finally found five to six knots
which I took to 2,100m, just enough for
final glide, and just below the 2,200m
airspace limit. The trick now was to get
as much good air as possible to ensure the
glide, and to allow for potential rain showers
that can make a real mess of any glide angle.
Aussie base started reporting a fierce
storm over Vinon, with strong winds, lightning, hail and heavy rain. The word Mandy
used was ‘evil’. I was about 1,000ft above
glide, but this height can be used up very
quickly in rain so I sat on 65kt and headed
on towards the lightning.
Ten kilometres out, at nearly 2,000ft:
a wall of rain ahead, calls from the finish line
talking about strong winds and heavy rain,
two bolts of lightning either side of track
– looked really inviting.
Five kilometres out, I flew into the rain.
Visibility was almost non-existent, and I was
just following the GPS which pointed me
towards Vinon. The airfield came into view
in the last kilometre, and the finish line crew
directed me away from the field with a glider
in it towards the actual runway. I touched
down, and I am sure that the glider was
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aquaplaning across the runway. There was
an inch of water across the whole airfield.
A very sodden crew ran out to help me
off the strip. Like royalty I was told to stay in
the cockpit out of the heavy rain while
I was ceremoniously towed to my tie-down.
The glider in the field next to the runway, but still part of the airfield, belonged to
Peter who had landed in even worse visibility
– so bad that the finish line crew couldn’t
see him to give directions. Both of us
received a good finish, thank heaven.
About half of the competitors landed
out, one only one kilometre out. Peter was
4th and I was 5th for the day.
Report by Steve
I’ve never seen a glider land with a rooster
tail spray of water higher than the glider
itself. Until yesterday, that is…
After trying to paint a word picture of
how dry it is in Vinon yesterday morning,
little did I expect what was to happen in the
few hours that followed. Pilots were briefed
as on previous days, and there was a suggestion of thunderstorms as on previous days.
So all the aircraft were launched and ultimately set off. Vicki, Peter B, the girls and
I went shopping as we expected the task to
be two to three hours. I only had one (good)
pair of shoes so I was keen to get a pair of
thongs. Little did I know what a good
decision this was to be.
When we returned to the airfield we
went up to Aussie base where Andrew and
Mandy had been following the radio. Because
of the sun shade layout they were facing
south, and until that moment I hadn’t looked
towards the task area. I told Andrew “Don’t
look around” – which he did of course, and
then said he wished he hadn’t. Out towards
the task area the thunderstorms were growing and brewing.
I went down to the briefing room to
see if the flight tracking was working, and
it was, but not for our gliders. As I left the

briefing room one of the young French club
members was calling out to me. I eventually
worked out that he wanted me to help put
their Duo Discus away. Thick as I am, I
hadn’t completely grasped what this really
meant. As I finished that, I noticed the briefing room/cafeteria hangar doors being closed
with a certain finality. Hmm, penny starting
to drop a bit now! I was then talking to
Mary Crystal, one of the tug pilots, when
there was an enormous crack of thunder.
Not the rolling in a distance sound, but a
sharp crack like a rifle shot (but louder!) just
above our heads. Then down came the rain.
I tried to ring Mandy to tell her all hell was
breaking loose down at the flight line, but
I couldn’t hear anything on my phone – and
I guessed she would know anyway.
After waiting for the deluge to reduce to
a more normal rain shower, I went back to
Aussie base to find that Peter was only a few
kilometres out and Mandy and Peter B were
getting in their car to go and pick him up.
Vicki and the girls were waiting for news
from Terry, as the last they had heard he had
been 45km out on final glide. Andrew was
nowhere to be seen. As the tension built Vicki
couldn’t stand being at the base any longer,
so she took the radio and we jumped in the
car to drive down to the flight line. All this
time there had been a steady rainfall and the
occasional flashes of lightning and rolling thunder. I left my camera and gear at the caravan,
as from my first run through the rain I was pretty
damp and I didn’t want them any wetter.
When Vicki drove us to the flightline
we discovered Mandy and Peter B sheltering
under the uplifted rear door of their stationwagon. And there was Andrew too! He had
been waiting under the eaves of a building
all through the rain, and was completely
drenched already. He looked like a drowned
duck, but a dedicated one.
Rain was still falling and the time had
elapsed for Peter to have arrived. Mandy saw
an aircraft landing in the rain, and she and
Peter B jumped in their car and zoomed
after it. That was the last I saw of them for
some while. To give some idea of how bad
visibility was, Mandy was to find out as she
got to the landed plane that it was a Jantar
not Peter’s LS4.
Very shortly after this, H4 (Terry’s LS4)
came in and landed, or rather splashed down
in the area about 100m in front of the
hangars. Andrew was out there like a shot
and had the glider turned around ready to
push back to the safety of the area near the
hangars. We started it rolling, and were very
quickly joined by the crowd of French lads
who had been packing the club aircraft away
earlier. By this time the rain had reduced to
September 2006
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few left on the airfield walking around
in a pair of dry shoes this morning.
Report by Peter:
An accident that didn’t happen
I won’t repeat details of the task, since that’s
covered in the reports above. I had a good
flight until the second turn, which was
blanketed in a thunderstorm requiring large
detours. I worked through that and got onto
final glide with 1,000ft to spare – that just
left negotiating the huge thunderstorm over
the finish. The reports from Aussie base were
a large amount of close lightning, hail, heavy
rain and strong variable winds. Visibility was
down to less than 100m and the airfield was
officially closed to power traffic.
Four kilometres from the finish line (the
edge of the airfield) I had 1,600ft above the
ground – a huge, overcooked glide under
normal conditions. But these weren’t normal
conditions. The rain was torrential. I lost all
visibility, and couldn’t even see the ground.
Outlanding was not an option. The sink
turned into the worst I have ever flown
through; I plummeted from the sky. I flew
by the PDA only, and watched the distance
to the airfield tick down since I couldn’t see
it. At around 300m from the finish I knew I
was close to the ground when the sunflowers
I was flying over started hitting the fuselage.

I still had no visibility, so I pulled up a little
with the remaining airspeed. At around
100m from the airfield I saw it for the first
time, and lined up on what I thought was
the runway. It wasn’t. I landed within the
airfield boundary, but missed the runway.
The finish crew were directing gliders to the
finish line, but I landed at the worst possible
time and the visibility was so bad that they
didn’t know I was there until they heard the
sunflowers 100m out. The landing was
uneventful, except that it was a knee-deep bog
that made it a challenge to extract the glider.
When analysing any accident, there is
always a series of events that occurred, and
the absence of any one event could have prevented the accident. In this case all of the
contributing factors lined up, and by rights
I should not have arrived safely on the ground.
I was also lucky that I wasn’t lined up on the
runway, because there are large sprinklers on
the centreline that I would have hit. I used
up one of my nine lives. I have never flown
in such dangerous conditions, and hope
never to do so again. In retrospect, I’m not
sure what I would have done differently.
I had no idea that visibility would drop to
zero, and the sink was so heavy that I arrived
at the ground before I had time to think
about landing out.

No task is set for today (the 18th) –
mainly due to the condition of the airfield
(lake), but I think it is too dangerous to fly
until we get a change in conditions. We were
lucky on the previous days that the tasking
kept us clear of the worst of the thunderstorms. That luck ran out yesterday.
Fortunately, despite more than half of the
gliders outlanding, there were no injuries
and only minimal damage to gliders. No
sane pilot would fly in these conditions.
As Regis, the contest director, said on the
finish line: “This isn’t gliding.”
Editor’s note: The above extracts cover only the first
three of the 12 days of competition. For the remainder, see [www.users.on.net/~mwilson/vinon2006/].
We hope to have an update next issue.
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Takes Two
To Tango
Murray Wood
The idea of doing tandem hang gliding has always been in the back of my mind
since taking up the sport 12 years ago. A good friend, Dave Humphreys, visited our
club in Kalgoorlie a couple of years ago, bringing his tandem paraglider . We arranged
a tandem day at our site, and I witnessed firsthand the pleasure that it brought
to passengers and to Dave himself. That was all I needed to get the ball rolling…

N

ext step was to find a flying mate to
do the course with. “What do you
reckon’, Scurge?” He laughed lots. I guess
with a nickname like mine – ‘Cum
Kill Me Muz’ – you’d be hard pressed to get
anyone to join you.
After making enquiries about pilot skills
and qualifications needed, I started looking
for instructors who could accommodate my
needs (and who didn’t know my nickname).
Rohan Holtkamp, of Dynamic Flight in
Victoria, seemed a good choice: well set
up, good reputation, and with no previous
knowledge of my flying reputation.
So it was back to Scurge, the intellectual,
white-coat wearing, half-balding, tad gullible,
hospital engineer. “Okay,” he finally said, “I’ll
join you in May after the WA comps.”
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On practise day at the comps, Scurge
blew an aerotow dolly launch and relocated
his shoulder to the middle of his back. Ouch.
Before he blacked out, I had to ask, “Still
want to be my practice tandem passenger?”
It was a nod, I was sure, as his chin fell to his
chest in unconsciousness. I waited a whole
year while Scurge recovered from his wounds,
holding him to his word. Then I arranged the
dates with Dynamic Flight, and off we went.
Where the Heck is Trawalla?
“It’s on my GPS,” I assured Scurge. “It looks
like a highway T-intersection. Must be an
old map…”
We’d taken the tin bird express from
Kalgoorlie to Perth, starting our drinking
at the airport lounge. The farting in public
competition started soon after (45-love,

Scurge’s favour). We were half schnozzled by
the time we reached Melbourne, and ended
up missing the second last shuttle bus to
Ballarat, so it was another hour and a half
at another airport lounge with more beer
and chilli pizza (6 games to 4, I was making
a comeback). After the shuttle bus to
Ballarat, we caught a bus to Trawalla. And
yep, found ourselves at an intersection and
a roadhouse. We were lost in Victoria…
A quick call to Rohan and we soon spotted a set of headlights coming to rescue us.
Back at his flight school we met Sammy
– another tandem wannabe – burning old
glider boxes and tubes in the potbelly stove
trying to keep warm. It was certainly a lot
warmer here in Rohan’s shed than lost on
the highway. Ahhh, sleep…
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Left: Tandem ATOL launch – no running required!

Photos: Andrew Talmage
Judgement Day
Now, Rohan didn’t know the two of us from
a bar of soap. He went through our logbooks,
like Gestapo at a checkpoint, and picked our
brains till it hurt. Then, satisfied, and after
the necessary signed documents, he said,
“Check flight time.” Now I really did feel like
a student again! Nervous, double-checking
and triple-checking my glider. “Scurge, you
can go first.”
We passed the check flight doing groundtows and spot landings. We should’ve, after
10 years each of towing. But when someone
of Rohan’s stature in our sport is watching
you, you wonder what bad habits you’ve
picked up along the way. And indeed it did
seem something was wrong. Rohan had a
smirk on his face, and Sammy laughed every
time we went through our launching procedure. Apparently, over ‘here’, the Vics don’t
say, “Running, running, running” during
launch (to let the driver know when the
pilot is running or flying). They just say,
“Airborne” once they leave the ground.
(By the end of the week, we had them
saying, “Running, running, running” !)
With the first day done, we all relaxed
a little, ordered a carton of VB, then demolished it. Ahh… more sleep…
Going with God
Finally, two-up tandem. Rohan briefed us
as first time flyers (like we were new passengers), as we were to be his passenger for our
first tandem. Then he went into great detail
into the works and jerks and perils of being
the pilot-in-command, describing much of
his experience as a tandem pilot. Rohan has
refined all this flying knowledge and its dissemination down to an art. The idea is to
make the experience as pleasurable as possible for the passenger, while the pilot is always
looking out for the worst-case scenario.
Okay, we’re on tow. I’ve got my arms
around a man I’ve only just met, and I have
no control over this glider I’m in. “Go, go,
go… airborne!” All of a sudden I’m floating.
It’s surreal. Just like a dream. I can sit back
and watch. The ground leaves us gently
behind and the cool breeze surrounds us,
lifting us higher. The car disappears to be
a dot at the end of the rope. I scan the horizon, trying to familiarise myself with the
area. I watch the trailing edge of the wing
react and respond to Rohan’s subtle inputs.
All the while, Rohan is explaining the different characteristics of tandem flight in a
confident, clear voice. This is heaven on a
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The Dust Devils get together at the lake – another great day’s flying near Kalgoorlie

stick, with God at the controls. I’m hooked.
All three of us are granted this amazing
feeling, and we all bear that stupid firsttimers grin.
Now that Rohan is satisfied, taking our
tandem virginity, he announces, “Okay,
Scurge and Muz, your turn.” We look at each
other in fear. It’s about now Scurge blurts
out my nickname, followed by, “Oh my God,
God help us.” Rohan answers his call, then
realises it’s just blasphemy and returns to his
position to watch us. Scurge methodically
goes through the procedure of taking up
a first-timer, telling me the purpose of the
harness and how to wear it, how strong
it is, where to stand, what to hang on to,
what not to hang on to, and what steps
he’s prepared to take if I disobey him. I’m
standing there in silence, nodding at him
like a kamikaze pilot receiving his last orders
(I know Scurge is a good pilot, but there’s
still the fear of the unknown, being his first
tandem flight as pilot-in-command). We
hook in, waddle over like a pregnant duck
and clip onto the tow rope. Sideburn
Sammy is in the tow car; he calls back and
says the tow car is hooked up and ready. The
windsock teases us for a while, then gives in
with 10kt on the nose. Scurge does his calls,
then it’s, “Running, running, running,”
WA style. We climb out nicely. Everything’s
going to plan. Around 500ft we climb into
our harnesses, then pow, the weak link
blows. Scurge orders legs back out. We turn
around and set up for a base-leg final, while
I’m whispering, “You are the weakest link”
behind his ear. We land safely, do a high five,
and get ready for another tow. Now it’s my
turn as pilot-in-command. I fumble through
the pleasantries on the glider and harness,
like a mad scientist who’s tried too many of

his own experiments. Scurge looks worried.
We clip onto the rope and wait for the tow
car to give us the all clear (the driver’s chasing sheep off the track). Just before take-off,
Scurge says, “Don’t stuff this up, or I’ll ride
your head into the paddock.” That’s all the
encouragement I need. I work better under
insults. It’s an underground miner’s thing.
We tow up. Scurge is behaving like a welldisciplined schoolboy, obeying every command (eg, when to get into the harness,
responding to questions, general communication and reassurance). At 1,200ft I pin off
and settle in. We shout for joy. We whoop,
yahoo, high five and helmet slap each other.
Sammy shares our enthusiasm on the radio.
He’s itching to have a go, too. We all succeed, rotating around as passengers and
pilots, sharing our experiences, emotions
and insults. We towed till we ran out of
daylight, deliriously drunk on our new
found love – tandem flying.
Elmhurst – The Hill, That Fence
and The Look on Rohan’s Face
The next morning, and every morning after
that for the whole time we were there, we
woke to foggy grey mornings clearing to
beautiful sunny days. Rohan would come
over to the pad and we’d discuss the last
day’s events and the plans for that day.
On one particular day the wind was
up and Paul, one of Rohan’s instructors,
posed a question, “Elmhurst?”
“What’s that?” I asked. “A hill?”
Yes it was, and a great site too: novice
launch, large paddock landings, no trees, a
couple of million rabbit holes and a fence across
the back of launch. Twenty knots on the
ridge and a chill factor of minus five kept our
noses running. Who cares, we’re gonna’ fly.
Soaring Australia 11
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Sharing the experience of hang gliding – the smiles say it all

Paul and Rohan know this site extremely
well, explaining the ridge in great detail:
take-off, trigger points, landing approaches,
etc. With all this in mind we start setting
up. Rohan senses something’s wrong. “Why
are you so excited?” he asks me. “This is my
highest hill launch, 700ft agl,” I reply. “We’re
from Kalgoorlie, remember – flat as a tack for
miles in every direction, besides the odd mine
dump. We tow up on a salt lake.” Rohan’s
right eye twitches involuntarily. His spider
senses pick something up, but he has seen my
progress over the last couple of days with the
tandem flying, so is confident I’m up to it.
Paul takes Sammy up first and graces the
sky with smooth turns, making it look like
ballet. Coming in to top land, he turns
before the fence and sets up a one foot landing – his speciality.
Next, I passenger for Sammy. Gliding
across the face, the wind gods take a break
and we only maintain ridge height. Still, lots
of fun for me – flying next to such a ‘large’
hill is quite a novelty. It also helps me get
my bearings and judgement with regard to

hill flying (or so I thought). After 10 minutes we land down the bottom, pack up,
and Rohan and Paul take us back to the top.
My turn. With Scurge as my gullible
passenger we launch and turn quickly back
onto the ridge to stay in the lift band. After
a couple of minutes of scratching, the sun
breaks through and the wind picks up,
allowing us to climb safely above launch.
Rohan jumps on the radio, suggesting we
use our height to top land so we can all use
the improved conditions. Around this time
he also decides to muck around with my
video camera (his spider senses must have
told him so). Coming around for my landing approach, I take too much time in
ensuring my passenger is aware and ready
for the inevitable landing, and realise I’ve
set up a bit too far back. I visualise the rotor
over the rocky back-slope of the hill, and so
does my passenger. Not wanting that, I pull
in lots… Now, if you’ve ever flown a Fun
in a 15kt headwind, you know if you pull
in you just go down… We’re going in…
Fortunately we penetrate enough to clear the
rotor, with a little speed to spare as the
barbed wire fence pops into view. Strange
muscular contractions and the grinding of
teeth from Scurge, then the worse words
from a passenger’s mouth: “Oh, no.”
Simple, pull in harder, aim at the fence,
push out to flare at the last minute, popping
over the fence and clipping the harness boot
on the way (I’ve actually done this once
before… no problem…), landing in a pile
of rocks on the other side without breaking
ankles. I’m laughing like a mad man. Scurge
is running away with toilet paper – his
muscles have relaxed now. Rohan, Paul and
Sammy find their voices again to break
out in a barrage of words about the whole

Another satisfied passenger
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ordeal. (I can’t hear them, due to the shell
shock of it all.) Scurge returns a bit whiter
and lighter, and as it turns out, Rohan
caught the whole lot on video. Rohan says,
“Feeling a bit wiser, Scurge? Because you’re up
next.” After my landing, Sammy feels safer
in Scurge’s hands and agrees to go passenger.
Off they go, sliding along the ridge,
having a jolly time. Again the wind starts
dropping off, so Scurge sets up for a top
landing. Being fence shy (my fault), he
approaches from the other direction, slightly
crosswind and slightly downslope. He’s
coming in hot. He rounds out for landing,
and no time for feet, he goes on to the
wheels. Still hot – on wheels – they approach
launch. Rolling take-off, maybe? Not if
Scurge can help it. With an unusual neverbefore-seen twist of the hips, his legs come
forward into a power slide, with Sammy
riding him like a boogie board. (My turn
to be shocked into silence.) They come to a
stop in a rabbit hole, three metres before
re-launching. Phew! That’s enough
excitement for one day. We all need a beer
injection.
Hughberrrrt
The next morning, we awake to another
promising day at Rohan’s flight park, with
a couple of novice pilots, Yummy Lisa, Mad
Dog doing gyro lessons (stuff that), and
a powered Swift about to take off. By god,
who doesn’t fly around here? Then we meet
Hughbert. Now, you can feel this guy’s
presence before you meet him. His enthusiasm can generate it’s own lift, and he’s here
to do his tandem endorsement as well. He
doesn’t muck around, and before long, he
and Sammy are snuggled together, sharing
an A-frame. On one particular flight,
Sammy and Hughbert hooked into a thermal. Sammy was fed up having his head
smacked into the upright, so he sat up, legs
out in front, going supine. Hughbert, not
to be left out, joined him, and we could hear
the laughter from two grand. They were now
in ‘business class’, both sitting upright,
relaxed and still going up.
Even funnier still, later in the day, was
Hughbert’s tandem introduction practise
with a certain grazing member of the local
farm population, who seemed to take quite
a liking to him. That, however, is another
story (and a much played piece of video)!
Conclusion
The week rolls on with the days full of
flying, and the nights full of flying stories,
beer, port, wine, good food and fantastic
people. But it’s all coming to an end. Rohan’s
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pleased with our flying, and after passing the
theory papers we are signed off. (Scared yet?)
I feel absolutely satisfied, learning from
Rohan himself and being a part of Dynamic
Flight’s day-to-day activities for a time.
A great learning experience, and with only
two days to go before having to return to
WA, maybe it’s time to relax. Paul comes
bounding down the driveway. “It’s on at
Ben Nevis. Grab a wing.” So we do.
Heading off to a premier flying site I had
only read about, we arrive to find a great mix
of pilots – Climaxes, Litespeeds, Funs, and a
30-year old fixed wing called an EF
(I think). Paul briefs us on launch, wind
directions, triggers and bomb-out. This guy
is a history book on the whole entire area.
I’m standing on the (now) highest hill launch
I’ve ever been on, with a video camera
strapped to me. I hear thermals coming up
the face. I launch, circle, circle, circle, and
before long I’m at cloudbase, 5,500ft, frolicking around with everyone else. Out with
the camera and I start filming. (I captured
nearly 11 hours of footage during the whole
trip.) Now, what could top that, after the
last week we’ve had? Try the next day off
Ben Nevis at cloudbase again! On our last
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night we had dinner at Paul’s local pub,
and ordered steak, the biggest damn steak
in Victoria. Brilliant.
The next morning we were ready to
leave (Paul was going back to Melbourne, so
our transport was organised). We ran around
with our video camera, filming anything that
might be useful for the making of our DVD
(ie praying to the sign in front of Rohan’s
house and filming sheep). We paid our
money, which was worth every cent, sat back
and reflected on the past 10 days. We met
some fantastic people, from the old salts
of our sport to the newest pilots in Victoria,
all sharing the same air and experiences,
helping each other out. I watched pilots
forsake flying to assist Rohan with teaching
the new guys (something we should all do
for our flying schools whenever possible).
We enjoyed some of the best weather in
Victoria for the month of May (it started to
rain the day we left… Scurge and I laughed
like hyenas). We shared eight cartons of beer,
six bottles of port, two Stones green ginger,
and a carton of Johnny Walker and Cola
with anyone willing to join us. We each
gained about 4kg in body weight (though
that could have just been the last steak).

We captured a lot of footage on video, learnt
the secrets of tandem flight from Australia’s
finest, and flew Ben Nevis for the first time
(that means a lot for a flatlander like myself).
Best of all, there was no damage. No bent
or broken aluminium from anyone. Thanks,
guys – Rohan, Paul, Sammy and Hughbert
(and Dolly).
A year has now passed since our little
adventure east. I have jumped off bigger hills
and flown the Great Australian Bight. My
wife has been tandem, and my son now flies
with me as well (thank you, Jonny Durand
Jnr, for the harness – it’s perfect). Now
friends and family join me on my flying
days out in the bush, and when conditions
are right I take them up, and anyone else
interested. If you’ve got the qualifications
(200 hours airtime and advanced licence),
I’d highly recommend getting your tandem
licence. For me it’s a great way to expose
new people to our sport, and to maybe
tempt them to take up the sport as well.
It helps our schools to survive, our clubs
to grow, and our sport in general.
Tandem, anyone?
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Tow Rope Test Report:
Dynamica 5mm eight-strand braided rope
G David Searle – Winch master, Stratford On Avon Gliding Club (SOAGC), UK,
via Martin Simons; reproduced with permission of author

T

he rope being tested was supplied by
Dynamica Aps, and their brand name for
the rope is Dynamica. The trade name of
the fibre used to manufacture the rope is
Dyneema, and this has been used throughout the report, as there are several companies
who make rope from this fibre. This report
should only be taken to apply to ropes made
from Dyneema, and in particular that of
Dynamica Aps. All the information that we
have to hand suggests that the results would
have been similar if the 12-strand version
had been used, but of course this has not
been tested by us. Dynamica have been most
helpful in replying to all our questions, and
have supported us throughout the trials.
There are also variations on the fibre manufacturing process with other names such as
Plasma and Spectra, but we have not tested
samples of these either.
As of the date of this report, the club has
achieved over 2,000 launches on Dyneema,
of which over 1,500 have been on our initial
reel of rope supplied by Dynamica Aps. It
has been notable that the number of launches on several short flying days this winter has
approached 50, using a single rope and midfield retrieve.
Overall the rope has been trouble free, being
very easy and safe to handle, it doesn’t kink
or tangle easily, and it is very much lighter.
Launch height

Anecdotally the rope is giving significantly
higher launches, and on limited attempts at
scientific comparison, it gave around 200 to
250ft extra. A number of 2,000ft launches
in moderate headwinds have been achieved
in different club gliders. The glider has much
less weight to lift off the ground (77kg for
steel versus 13kg for Dyneema over a 1,000m
run). It also carries much less weight to launch
height (at 1,750ft, 41kg for steel versus 7kg
for Dyneema). It can gain more height due
to higher net lift for the same incidence and
speed, and with reduced vertical bow in the
rope there is an improved angle at the hook.
This means that the horizontal component
is increased and the vertical component
reduced, relative to the glider, and there
is less chance of premature back release.
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Safety

While there is no safe way to prove it, there
is a theoretical safety gain during rotation as
there will be lower forces required to lift the
rope off the ground, thus reducing the wing
loading during a given rate of rotation. The
lower weight, and lower elasticity, mean that
the energy stored in the rope is reduced by
a factor of over 50. Taking this together with
the lack of coiled memory inherent in high
tensile steel cable means that breaks or glider
releases under tension are much less dramatic. There is correspondingly less chance of
throwing a loop on the drum after a release
under tension. When manually handling
steel cable, precautions have to be taken
to avoid being spiked either by the ends or
single-strand spikes on a partly worn cable.
Prompt attention to any skin punctures is
necessary to reduce the chance of infection.
Releasing the end of a steel cable can mean
the end whipping about with possible risk to
eyes. These risks are absent from Dyneema.

1. ‘Damaged’ rope, equivalent to three
of the eight strands cut

It had been considered before these tests

2. Adapted wire stripper, for measuring cross-sectional area of rope, and the calibration master sample

Wear

Snitterfield (UK) is mainly a grass site, with
some hard surfaces across the normal launch
directions, and with a gentle rise of approximately 4m about 200m in front of the most
commonly used launch point. The hard surfaces are lower than the grass surfaces, and
under almost all conditions the rope will not
be dragged across the hard surfaces under
load. An increased rate of wear and local
damage in the first 200m of rope from the
parachute has been noted, which is believed
to be because of the hump in the airfield.
The rope is briefly forced into the grass, and
possibly the soil, during the first few seconds
of the launch, until the glider has lifted the
parachute and rope off the hump.
On at least two occasions a significant
cut has taken place, on one occasion reducing the cross-section of the rope quite badly
(Photograph 1). This was measured by our
newly devised gauge for measuring the crosssectional area (Photograph 2). It was discovered during Daily Inspection, and had not
failed in use. Interestingly, from the tensile
tests carried out on new rope, it is possible
that this example was still as strong as brand
new steel cable.

3. Brand ‘new’ Dynamica rope, and ‘worn’ but not
‘damaged’ section removed after 750 launches

that the (apparently) rapidly wearing 200m
of the rope would need some special attention to overcome the increased abrasion. A
suggestion from Dynamica Aps was that this
region of the rope should be replaced by
splicing in a length of 5mm rope overbraided with a polyester covering, which would
have cost nearly 50% more per metre than
the plain rope. When the results of the
tensile tests were analysed it became clear
that while the life of this section might be
reduced compared with the bulk of the rope,
there did not appear to be any urgent need
to take special measures. For the time being,
it will be treated just like any other part of
the rope; damaged portions will be removed
and the rope spliced as normal.
After about 750 launches, the worstworn 40m from within the 200m stretch
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Black weak link – 1,000kg
4.5mm steel cable – 1,600kg

was removed for investigation. Four segments
that had obvious damage were cut from this,
and made into test pieces about 800mm
long by splicing eyes either side of the damage. To complete the series, a typical worn
section was taken out of the 40m for comparison with new rope (Photograph 3).
Next, five samples of new rope, with 0, 1,
2, 3, and 4 strands respectively completely
severed, were made into test pieces.
These test pieces were given to John
Watson of Coleshill Laboratories Ltd for
tensile tests. The results are shown in the
accompanying graph.

Worn only – 1,929kg
Worn & damaged – 1,587kg
Worn & damaged – 1,638kg
Worn & damaged – 1,754kg
Worn & damaged – 1,196kg
New, uncut, premature failure? – 1,984kg
New, 1 strand cut – 1,857kg
New, 2 strands cut – 1,797kg
New, 3 strands cut – 1,612kg
New, 4 strands cut – 1,378kg
0

500

1,000

1,500

Breaking strength

The black weak link and new 4.5mm steel
cable are shown for reference.
‘Worn’ means that it came from the 40m
section withdrawn from service. ‘Damaged’
means that a significant number of fibres
had also been cut, showing as a pair of tufts
close together, with a reduced diameter, and
a change in the angle of the braid. That
implied that there was a loss of strength in a
very localised region. The worst ‘worn and
damaged’ sample was teased out before
testing to find that one strand had been cut
completely, and others partially
cut, but it was difficult to estimate the total
damage at that time, as our gauge had not
been developed.
Paradoxically, it can be seen that with
new rope, there is a non-linear response: with
half the strands cut, the rope is more than
half as strong as new rope! This is true even
if the comparison is made with the rated
strength of new rope rather than the results
that were actually achieved. From examination of the failure of the new uncut rope, it
is likely that full strength was not achieved.
The thimble was distorted by the test, presenting an edge which at the extreme load
was sufficient to cut the fibres of the rope.
All the other failures were relatively ragged,
but this one had a clean break at the thimble.
There seems little reason to doubt the manufacturer’s figure of 2,400kg for the ultimate
breaking load, although it would have been
interesting to find out whether the splice, the
eye, or the test area would have failed first.
All these results were in excess of the load
limited by the strongest (black) weak link at
1,000kg. All the remaining rope in service
shows wear less than or equal to the ‘worn
only’ sample, and that is significantly better
than the loss due to one new strand being
cut, which in turn is still considerably
stronger than brand new 4.5mm steel cable.
While it was known how to carry out a
DI (Daily Inspection) on steel cable, it wasn’t
known how to DI the rope until these tests
were completed. With these results, which
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are most encouraging, the rope can be considered serviceable for all reasonable visible
signs of wear. It is only necessary to look for
specific damage which would show as twin
tufts where a large part of a strand had been
cut, a change in diameter, or disturbances
in the lay of the braid. This level of damage
is quite easily felt by running the rope
through the fingers. Ordinary furriness is
not a problem until it is much more severe
than has been experienced so far.
The recommended practice at Snitterfield was to examine the whole length of
each steel cable at the beginning of every flying day. This was done by visual inspection
from the cab of a Land Rover while traversing the length of the wire, by running the
cable through a pulley attached to the vehicle. Any tufts of grass or splices were then
looked at in detail for wear or evidence
of broken strands. Because of the different
nature of Dyneema, it is not easy to visually
inspect by this method, so it has been changed
to walking the full length from the winch to
the parachute, running the two ropes though
the hands to look and feel for any damage.
Even with gloves, which are recommended
for this process, it is easy to feel for any
splices or cuts in the rope. The rope is considered serviceable if no more than one strand
can be identified as cut. Any unusual or more
severe damage is removed and the rope
spliced. The offending section is then handed
to the winch master or deputy for analysis.
Since these tests, in order to gather further information a gauge has been devised
to measure the cross-sectional area, and has
been calibrated by cutting out 1, 2, 3 and
4 strands on a sample piece of rope (Photograph 2). This makes it possible to estimate
the severity of wear on the general run of
rope, or to assess the extent of damage to
a localised section. For the time being, this
gauge will remain with the winch master.
For steel cable, it is probable that the
cause of single-strand surface breaks and
snags are primarily owing to tension fatigue,

exacerbated by bending around the first
roller rather than bending fatigue as such.
Dyneema is claimed to have around 1,000
times the tension fatigue life at the typical
loads in our application, so it is likely that
the mode of failure for the rope as a whole
will be by surface wear, or locally by damage
on sharp objects. As the cross-section is now
measurable, the decision to replace rope
should be more factually based than is the
case with steel.
Tow-out

1) The rope lies on top of the grass during
tow-out, whereas steel lies in the grass. If
comparative trials of Dyneema versus steel
are to be carried out simultaneously, great
care must be taken with tow-out. If the
tow vehicle does not run straight from
winch to launch point, it is very easy for
the rope to cross the steel. There has been
a report that at another club the rope has
been picked up as a result of this problem.
2) If a club feels the need to run trials of rope
in parallel with steel to establish the height
gains, it is essential that they have a rigid
policy of launching the rope first after every
tow-out, regardless of the crosswind direction. If a steel cable should inadvertently
cross a Dyneema rope on the ground, for
example when a crosswind pulls the parachute across the lay of the previously landed
rope, then the crossed cable should be cleared
manually before drawing it in. Otherwise,
the wire cable could either snag the rope, or
could wear through the rope by melting it
with friction.
3) After the first few flying days, a safety policy
of using the rope by itself was set.
A secondary reason was that it would allow
the club to gain launch and wear experience on Dyneema more rapidly
after the initial comparisons with steel.
4) When two drums of Dyneema are in use,
it is important to ensure that the tow car
pulls as straight as possible, because the first
stage of the launch will straighten most of
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any bow left on the ground, which can then
cause the ropes to cross. While Dyneema
has a low coefficient of friction, and splices
do not have any snags like the cleats used to
join steel cable, there is a chance of the idle
rope being picked up by the launching rope
if they are allowed to cross. This has actually happened at SOAGC, so a change
in the tow-out procedure is being trialled
to guarantee separation of the ropes.
5) The tow-out driver will also need to be
briefed that lower drag will be experienced
at the end of the run, which may require
some finesse in slowing down, to avoid
overshooting the launch point or the drum
over running. It may be necessary to use the
brakes as well as dipping the clutch.
It is probable that a lighter vehicle which
has lower ground pressure would be able
to do the tow-out, which would be good for
the field and might cost less overall than a
Land Rover or four-wheel drive truck.
Skylaunch issues

SOAGC’s Skylaunch has been in use for over
six years. The guillotines were checked to
ensure they were capable of cutting Dyneema,
as the scissor action can be beaten by tough
fibrous material if not set correctly and sharp.
They were satisfactory.
When the use of Dyneema was first seen
at Bannerdown Gliding Club, it was evident
that there were likely to be different wear
characteristics between the self-aligning roller
head that they were using and the fixed
roller head on the Skylaunch.
1) The fixed head means that any launch off
to one side of the centre line of the head
will cause a skewing motion of the rope
over the first roller. It was decided that
while the finish on the rollers was entirely
adequate for steel cable, it was much too
rough for rope, so a complete set of rollers
was re-skimmed and polished.
2) It was thought that the relatively high inertia of the rollers would cause skidding
during the spin up of the rollers under load.
This has been watched carefully during
initial use, but they seemed to spin up over
a very short period of time. Besides during
normal DIs, the rope has been examined
closely for wear over its whole length on
a number of occasions. The wear pattern
(other than the 200m discussed earlier)
is very even over the main length, with no
increase apparent in the region where the
spin up occurs in the first 200 to 300m from
the winch with the rope fully drawn out.
3) The entire tunnel between rollers and
drum was examined for rough or sharp
edges, and the finish on the weldmesh tray
was thought to be acceptable as fitted. The
drum, catcher ring and gallery were all
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examined for welds protruding or weld
splash. All roughness and sharp edges were
removed and then smoothed with emery cloth.
4) Greater acceleration may occur as a result
of reduced drum inertia and linear rope
weight, but the winch driver should be
limiting this to avoid the ‘rocket launch’
syndrome and to prevent the pilot from
trying to fly too rapid a rotation.
5) As a full drum of rope has lower inertia
than steel cable, the brakes on the drum are
more effective in controlling the last stage of
winding in the parachute. The tow-out
brake has less inertia to overcome, and is
more effective at preventing over run if the
tow car decelerates too rapidly. However,
steel gives an audible warning by making a
distinctive noise when dragging on the
weldmesh base to the tunnel if it should go
slack during tow-out. The rope doesn’t
make much noise, so it is even more important for the winch driver to check visually
for slack or loops after every tow-out.
6) Winch wrap-ups are rarer (one in over
2,000 launches, caused by winch driver
inattention) as the reduced energy storage
means that loops thrown on the drum as
a result of release under tension are much
less frequent. It was much quicker and easier to untangle. However, on two occasions
minor loops have been damaged by thrashing around inside the drum’s safety cage,
causing a subsequent rope break under load.
Conclusion

Five millimetre eight-strand Dyneema rope
as supplied by Dynamica Aps has proved
over more than 2,000 launches to be an easy
material to use and handle, and does gives a
useful increase in launch height. Whilst wear
patterns look encouraging, with the probability that life will exceed that of steel, it
is not possible from current experience to
estimate a total lifetime. Until much higher
launch numbers are achieved, and the effect
of the ground drying out in summer has
been experienced, the cost/wear balance will
remain unknown. A watch will be kept on
the wear situation, and it will be summarised
when it seems necessary to remove the first
rope from service. The disadvantages and
advantages over 4.5mm stranded steel cable
are listed below.
Disadvantages
1) Cost is still in the region of 2.5 times that
of steel, although this may be partially offset
by the increased flight times resulting from
higher launches.
2) There are some operational safety issues
related to the ease with which the rope sits
on rather than in the grass, and it will
bridge hollows in the ground with only
light tension. Different sites will have dif-

ferent problems with this characteristic. On
some sites it could rule out its use altogether.
3) Wear patterns are particularly sensitive
to airfield surfaces and profiles.
4) It is easier to damage the rope by poor
winch driving than steel cable.
5) Tow-out drivers need to be briefed to ensure
that the ropes do not cross, and launch
point procedures and layout may have
to be modified.
Advantages
1) It is fundamentally an easier and safer
material to handle and work with.
2) Under most reasonable wear and damage
conditions it is stronger than steel, and
after visibly severe degradation it is still
stronger than a black weak link
3) It has operational safety advantages, owing
to its lower weight and lower elasticity.
It stores less than one 50th of the energy
of steel.
4) Anecdotally it is giving significantly higher
launches, and on limited attempts at scientific comparison, it gave around 200 to
250ft extra. A number of 2,000ft launches
in moderate headwinds have been achieved
in different club gliders.
5) Subjectively less power is required at the
winch, particularly in the acceleration phase
of the launch. There should be less wear
and tear and fuel consumption.
6) It has proved easy to retrain winch drivers
and tow-out drivers.
7) Winch wrap ups are rarer, as the reduced
energy storage results in much less frequent
occurrence of loops thrown on the drum
as a result of release under tension. Wrap
ups are quicker and easier to untangle.
8) Splicing equipment is cheap and the process
is easy, although novices perceive it to be
more difficult than it really is. Splices are
claimed to have between 90 and 95%
of the strength of the base material.
9) It is likely that the mode of failure for the
rope as a whole will be by surface wear.
As this is highly visible, and the crosssection is measurable, the decision can
be factually based.
10) There have been only two rope breaks during 2,000 launches, and both were caused
by prior damage, which could have been
avoided by best practice in winch driving.
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Letters to the Editors
From the Editor: Hiatus
Looks like the whole wife and baby thing is
catching up to me too… And more to the point,
earning the big bucks necessary for that white
picket fence to wrap
it all up in.
The state of my undernourished bank account
can, apparently, be partially rectified with a year’s
hard yakka over in WA, taking advantage of the
current mining boom. (A year of ‘real’ work, to
make up for the more than a few years where
flying took priority… Not a bad swap, I guess.)
My heartfelt thanks to Suzy Gneist for taking
on the HGFA Sub-editor role in my absence. I look
forward to returning to the magazine this time
next year (with house deposit, crib, baby clothes,
etc, all taken care of).
Now, no slacking off while I’m away. Treat
Suzy right. Or should I say, treat Suzy write write
write.
I’m just an email away, and I’ve told her to let
me know if you start getting stingy with
submissions…
In fact, your submissions will be more
important to me than ever. My copy of the
magazine will reach me at my new address, and,
like you, I wish to be entertained, enlightened,
edified and inspired with flying stories and articles
over the course
of the next year, amidst a life that might consist of
a little more work and a little less flying than I’d
otherwise like.

Lift Confusion
– Reply to August letter
Woody Woodthorpe and his friends who found my
article ‘Getting Out of Date’ (July issue, p31)
confusing should try reading
it again, especially the opening paragraph. We
have all been misled by writers whose dated ideas
have been published and re-published for
generations without amendment or revision. The
facts have been known since, at least, the 1930s.
As Woody admits, the idea of a centre of
pressure moving off to infinity is beyond anyone’s
comprehension, which is a fundamental point
made in my article. If the books Woody refers to
do not mention this awkward matter, it is probably
because the authors themselves were baffled. It
was this very difficulty that caused me to hesitate
60 years ago, leading me to look at the wind
tunnel test results then emerging from the
laboratories.
The 1931 NACA charts I used in illustration
weren’t dreamed up. They resulted from
meticulous testing and have been confirmed
repeatedly since by practical engineers and
aircraft designers. They show that the theoretical
centre of pressure moves further and further aft,
far beyond the wing trailing edge, as the airspeed
of any aeroplane or glider increases. This

Good ‘Stolen Fun’ News!

Don Gardner

Paragliding Wheelchair
My name’s Mik Terren and I’m an ex-wheelchair
paraglider pilot. I got my licence through Jules
Sanderson in about 2002. Far as I can work out
I was the first wheelie to get a paragliding licence
in Australia, only through the perseverance of
Jules.
I haven’t flown in a long while and can’t see
myself flying in the immediate future. My flying
chair, which I designed and built at a cost of
$3,500, is sitting unused out the front of my place.
My glider and harness I’ll be wanting to sell but if
anyone wants to utilise my chair or maybe further
the cause toward the ease of wheelchair flying
they’re welcome to have it. Just let me know.
By the way, my harness is a Sup-Air Moovy
and glider is an Ozone DVH 1/2 (unreal glider) with
approximately 50 hours, still crackly. I’ll be
wanting about $1,000 for both. Thanks,

Mikel Terren <mterren@yahoo.com>
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incomprehensible result arises because the C.P. is
a calculated abstraction. It never can be measured
directly.
What can be measured directly are the lift,
drag and the pitching forces acting at the
aerodynamic centre at about 25% of the wing
chord. The pitching force tends
to twist the wing and, as the very name implies,
pitch the aircraft nose down or nose up. The
reality of this force is the reason gliders have
stabilisers of one kind or another, to balance out
the pitching force. I do not believe this is too
difficult for practical pilots to understand.
As I said, a whole generation of aircraft
engineers grew up with the theory
of the moving centre of pressure, and
it is still possible to use the idea if you must. It is
still mentioned in some modern books but, as one
very well known author wrote: “the conception of
a moving centre of pressure may sound easier at
first, but for the aircraft as a whole it is simpler
to consider the lift as always acting at
the aerodynamic centre.” (A.C. Kermode,
Martin Simons
Mechanics of Flight).

OAMPS Insurance
Brokers Ltd

Richard Lockhart

I got my stolen glider back! After putting a sign out
the front of my house announcing a reward of
$100, I got a call from a man who saw someone
drop it, so he put it in his shed for four weeks.
After seeing my sign, he is now $100 happier.

• • • • • • • • • • • • • • • •

ABN 34 005 543 920

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

Australia’s Aviation
Insurance Specialist

GFA Glider insurance packages
are the only option approved

ACN 005 543 920

and initiated by the GFA for

PO Box 1898

the benefit of members.

North Sydney
NSW 2059
Fax: (02) 9424 1710
Email: aviation@oamps.com.au

Why pay more than you need to?
Call OAMPS Aviation now

(02) 9424 1700

A PROFESSIONAL REGISTERED INSURANCE BROKER
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A Milestone for Australian Gliding
Successful glider towing with an Australian ultralight:

Jabiru J230
Hilmer Geissler
done over 5,000 launches with it and enjoyed
every one of them. But how much longer do
we have to put up with WWII technology
and its cost spiralling out of sight?

Richard and Hilmer at Bond Springs
(Hilmer Geissler)

Jabiru towing Astir 77 (Lyn Amery)

I

n mid-June I picked up my brand new
Jabiru J230 from the factory at Bundaberg,
Queensland. This Jabiru is somewhat special
as it has a certified glider tow release attached
to the rear of the fuselage. As far as I am aware,
this is the first ultralight aircraft in Australia
with such a device – officially anyway.
So far I have completed 44 glider tows
in the last four weeks without any problems,
and have travelled nearly 5,000km in the
aircraft, including a most fantastic flight
from Bundaberg via Kingaroy (first two
glider tows), Alice Springs, Ayers Rock to
Narrogin near Perth.
My intentions are not to put the aircraft
‘on line’ so to speak for towing duties, but
to promote the use of a modern low-cost aircraft as an alternative to outdated and expensive-to-maintain GA tugs, and to help my
club out when the Pawnee has one of its
frequent very expensive ‘time-outs’.
Fin di ng a n alt e r n at iv e

Towing gliders with ultralights has been
practised in Europe for nearly a decade. I am
not sure why it has taken so long for Australia
to take up this idea. When I searched the
internet on this subject I found to my astonishment that commercial gliding operations
and clubs in Africa were using nothing but
light aircraft equipped with 100hp Rotax
engines to tow all their gliders (up to 750kg
TOW). One operation was from an airfield
at an elevation of 4,000ft and with temperatures up to 36ºC.
My interest in this type of glider launching operation was sparked off by the enormous cost of maintaining a Pawnee in my
gliding club. Recently the club was nearly
put out of business by these costs – and there
is no end in sight. To make things worse
there is now the increasing cost of Avgas.
Don’t get me wrong, the Pawnee is a fantastic aeroplane and workhorse, and I have
18 Soaring Australia

considered ‘Hire and Reward’!) can’t be built
by non-professionals.
The J230

As mentioned my Jabiru was factory-built
and is registered in the ultralight LSA category. This new category requires the manufacturer, not CASA, to certify the aircraft.
S p e c i f i c at i o n s
Jabiru the tug (Alan Arthur)

The Jabiru

Most glider pilots would have come across a
Jabiru somewhere on an airfield in Australia.
The factory has produced over 1,000 of them
and they are exported all over the world.
These slick looking, all FRP ultralights have
gone through a long period of development
and have certainly now reached a stage were
it can be said they are a top aeroplane.
Jabirus are available as two and four-seaters.
The four-seater version can be registered
either as a GA aircraft (J400 series – four
seats) or as an ultralight (J200 series – two
seats) in the new ‘Light Sport Aircraft’ (LSA)
or ‘Experimental’ category.
Jabiru also produce their own engines
with four, six and eight cylinders. The ‘four’
and ‘six’ are the most popular and more than
4,000 have been sold. I visited the engine factory in Bundaberg and was most impressed
with their latest technology and quality control.
Most people build the Jabiru themselves
– actually, to build a Jabiru from a kit is basically an ‘assembly exercise’ because all the
parts are ready made. My Jabiru had to be
built professionally because present regulations require that aircraft used for ‘Hire and
Reward’ (including instructing) and for glider towing (which interestingly enough is not

MTOW in the LSA category is set as 600kg
(the GA-registered J400 has a MTOW of 700kg).
Wingspan: 9.6m
Weight: 350kg
Engine: six cylinder air-cooled Jabiru 3300;
producing 125hp at 3,200rpm. The direct
drive propeller is made by Jabiru out of
Queensland hoop pine.
Cruising speed: 120kt; tow speed 65 to 75kt
(high speeds preferred for engine cooling)
Fuel usage on cruise: under 20l/h; towing:
28.8l/h (averaged over 21 launches)
Fuel (usable): 135l (this means nearly seven
hours endurance for a range of 1,400km!)
Apart from the tow hook, the only other
modification to my aircraft is to the 48-inch
pitch prop, which was given more blade area
and is turning at 2,900rpm at full throttle,
towing at 70kt. For cruising a 53-inch pitch
prop is used, which gives an extra 8kt.
J230 handling/towing

I have found the 230 to be a very pleasant
aeroplane to fly at any speed. It has no vices
that I have discovered so far. There is plenty
of rudder and aileron control at low speeds,
and the large flaps are very effective.
Experimenting has revealed that glider
towing is best done with a small amount of
flap; otherwise, the aircraft has a very nose
high attitude and visibility over the nose
becomes restricted. Also the aircraft seems to
climb better. By the way, visibility out of the
cockpit is quite good on tow, particularly up
September 2006
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“Take up slack” – Narrogin (Aiden Holmes)
On the way home – Uluru (Hilmer Geissler)

and down to the left, the area you are mostly
turning into.
While towing there are no surprises.
Acceleration is of course slower than with
a Pawnee, but even in zero-wind take offs
this does not cause a problem for gliders.
The Jabiru happily leaves the ground at 50kt,
fairly nose-high, accelerates slowly to 65kt
and then flattens out and climbs well at 70kt.
The tow pilot only feels a slight tugging at
the tail end when the glider is ‘out of station’;
‘hook-up procedures’ and ‘boxing the slip
stream’ have successfully been completed.
If convection is present during the tow,
the tuggy really has to be ‘on the ball’ at all
times because the speed of the Jabiru can
vary rapidly depending on what the surrounding air mass is doing, much more so
than in a heavier tug. After the glider releases,
the Jabiru can be accelerated to nearly 120kt
at 2,500rpm without shock cooling to the
engine. Apparently the construction of a
Jabiru engine is very different to that of
conventional GA engines, and makes it less
sensitive to rapid cooling (cylinder head
cracking). Time will tell.
Towing performance

I have towed single-seaters (Discus, ASW20,
Astir) and on average the climb rate has been
in the order of 500ft/min. Two-seaters like
Puchacz and Puchatek achieve climb rates of
300 to 350ft/min depending on how heavy
the occupants are. Total tow time for singleseaters to 2,000ft is six to seven minutes, and

Jabiru towing Puchacz – Narrogin (Lyn Amery)

for two-seaters eight to nine minutes (I am
getting better with time though!) These figures were arrived at in more or less still air.
If thermals are present they can generally be
improved (depending a lot on how good the
tuggy is!) Glider pilots have all expressed
their pleasant surprise after being towed by
the Jabiru.
Engine performance

At present we are of course experiencing
winter temperatures, and there should be
(and is) no problem with engine cooling.
When ambient temperatures start to climb
we may have to increase cylinder head
cooling by various means. Oil temperatures
are probably not a worry because they are
quite low right now.
T u g g y ’s r e q u i r e m e n t s

So, who can tow gliders with ultralights?
The requirements at present are that the
pilot has to have a valid GA glider towing
endorsement and a Recreational Aviation
Australia (RAA) license and endorsement
for the ultralight tug. A current GA pilot
can obtain a RAA license by flying five hours
(minimum) with an instructor. It cost me
about $700 for my license.
As I understand, the long-term aim is to
allow training of tug pilots on the ultralight
tug itself, and thus circumvent the necessity
to have a GA license with towing endorsement. I will certainly start pushing for this
to happen as soon as we get a few more ultralight tugs in Australia.
I have only been associated with Recreational Aviation Australia for a short period of
time, and I must say that I am very impressed
by their very prompt and efficient way of
handling the ever-increasing number of members and variety of aircraft, and keeping
regulations to a minimum. Well done guys!
W h at d o e s i t a l l c o s t ?

Puchatek KRA rolling (Lyn Amery)
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Basically, the news is very good. Apart from
the initial purchase of the aircraft (approximately $100,000) the Jabiru J230 is very
cheap to operate. Fuel usage is about half
of what a Pawnee drinks – even when you
allow for longer tow times for the Jabiru!

Maintenance costs are a fraction of that
of a GA aircraft, possibly in the order of
1/10th! Yes, you read right. Apart from the
wheels, brakes and tyres there is only the
engine to think about. There is almost nothing you can or have to do (apart from checking) to the rest of the airframe. And the good
thing is that if you are a Level 2 maintenance
person you can do it all yourself !
The factory recommendation for engine
overhauls with normal operation is at 1,000
hours for top overhaul, which costs about
$4,000, and at 2,000 hours for major overhaul (about $8,000).
My guess is that if you do a lot of towing, this may have to be done at half the intervals. But even if this is the case, the cost per
hour is very, very acceptable. By the way,
a brand new engine costs $19,700. This
is a complete engine with all the vital parts
attached to it! Not like a Lycoming, which
comes ‘bare’.
Where to from here?

I hope I have made a worthwhile start to
bring a modern aircraft onto the scene of
towing gliders in Australia. There is obviously a lot more work that needs to be done to
eventually completely replace old GA aircraft
and their associated high maintenance costs.
This is only the beginning!
I am grateful to Jabiru factory owner
Rodney Stiff, and to Alan Kerr, the aeronautical engineer who does a lot of designing for
Jabiru and made the tow release modification,
for their support in this project. Thanks guys!
All your staff were also of great help, and
professional in every way. I would like to
express my gratitude to Bevan Lane for his
help to achieve the first glider tow by an
ultralight at Kingaroy; my co-pilot Richard
McFarlane who helped me bring the ‘ship’
back to WA; and Peter Kayne, the WA
resident Jabiru expert for all his help and
invaluable advice. I also thank the Narrogin
Gliding Club and all its members for their
encouragement and ongoing support.
For more information on Jabiru aircraft
visit their website: [www.jabiru.net.au].
Watch this space for updates!
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Enda and his Irish landing witnesses

New Irish Paragliding Record
Australian ‘Team Advance’ pilot Enda Murphy has
just broken the Irish Paragliding Distance Record
with a flight of 140km on 27/7/2006.
Enda says he had been planning to try some
distance flying in Ireland during a two-week stay
from 14 to 30 July while visiting friends and
relatives. The weather had been warm and dry,
not typically Irish conditions, however, he had had
no luck during the first week and a half, as conditions were either too stable or too windy with low
cloudbases to make an attempt.
Luckily, conditions on the chosen day allowed
a great declared goal flight of 138km and open
distance of 140km. This flight doubled the existing
local paragliding record and also eclipsed the
existing hang gliding record of 132km, set only
earlier this summer!

Overseas Job Opportunities
Green Dragons Airsports (UK) Ltd are looking for
current or potential hang gliding and paragliding
instructors to cope with ever expanding demand.
Team Green Dragons, established for 32
years, has a lot to offer successful candidates. We
not only teach people to fly successfully, we also
run our own successful retail flying shop, flying
club and dedicated workshop for major and minor
repairs to flying equipment.
If you’re looking for work we may have the
ideal job for you.
Salary is currently up to £150 per day, subject
to qualifications, knowledge, experience and
personal ability to train people efficiently and
safely. Successful candidates can start
immediately.
The school teaches both hill and winch
launching, along with tandem flights.
Contact Andy Shaw, Chief Flying Instructor
[www.greendragons.co.uk].
For the New Zealand summer season (October
2006 to April 2007) more tandem hang glider
pilots are needed in Queenstown, NZ. Contact
<info@tandem
hanggliding.com>, ph: +64 (0)21 826336.
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Current British Champion Carl Wallbank in his Moyes
Litespeed S3.5 flying over ‘Ucka’ Mountain, Croatia

Moyes Competition News
Wow what a couple of weeks we’ve had!
It all started off with the Europeans:
1st European Championships – Michael
Friesenbichler, Moyes Litespeed S3.5
1st French Nationals – Gerolf Heinrichs, Moyes
Litespeed S4
1st Spanish Nationals – Carlos Punet, Moyes
Litespeed S4
1st Dutch Open – Ujhelyi Balazs, Moyes Litespeed
S5
1st Nordic Open – Olav Opsanger, Moyes
Litespeed S4
1st British Open – Carl Wallbank, Moyes
Litespeed S3.5
You can check our website [www.
moyes.com.au] for articles and photos
on each comp.

Vicki Cain, Moyes Delta Gliders Pty Ltd

Photo: Justin Needham

Another Niviuk first is Raul Rodriguez’s new
Infinity Tumbling World Record. Raul used his
Niviuk N-Gravity in Passy Plaine-Joux on 15 June
2006 to jump from a helicopter at the same height
as Mt Blanc (4,807m) and tumbling the paraglider
a record 111 times!
Niviuk Australia is looking to sponsor two
up-and-coming Australian pilots for the 2006/07
competition season. Any pilots with ambitions
within the Oz comp scene please forward your
details, including your past competition results, to
us. Two selected pilots will receive a comp contract and prize money for successful results and
either a Niviuk Artik or Niviuk IcePeak comp glider
at a heavily discounted rate.
For enquiries and more details, please contact
Niviuk Australia on 0408 818731 or <info@
windworks.com.au>, [www.
windworks.com.au].

NEW PRODUCTS

The Freedom
Flight Book

After recent successes in Europe of the ‘Hook’ and
‘Artik’, WindWorks is proud to present Niviuk’s
latest offering – ‘IcePeak’. This competition glider
has three rows
of lines, a remarkable arch, an awesome look and
great performance.
In the Nordic Open held at Annecy, French
pilot Erwan Didriche blitzed the field in the only
decent size task of the comp when he came in
seven minutes
42 seconds ahead of overall winner Erik Rehnfeldt
– who lives locally and had been practising in the
area with the French team twice a week all year.
Erwan had only picked his new IcePeak up two
days before the comp. This is a glider to watch.

On 16 December 2003, after three years of preparation, Alan Honeyborne and Ricky De Agrela
took off from Cape Town, South Africa, to fly two
weightshift microlights over five continents around
the world.
The expedition flew up the remote wilderness
areas of Africa, across Asia
to Nepal, then across
jungles, islands and several
sea crossings to Australia
where they met up with
family and friends before
setting a course back north
through Cambodia, Vietnam
and on to China where sadly
Alan had a fatal accident.
With the expedition in

IcePeak – New Competition Glider
from Niviuk
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disarray, Ricky was left with the difficult choice of
either ending the expedition or continuing through
Asia.
He decided to continue flying and met up with
fellow South African pilot Martin Walker in San
Francisco, USA. They crossed the continent and
flew south through Mexico to Belize. Tragedy
struck again when Martin sustained a fatal
accident.
Once again a difficult choice had to be made.
Flying alone back to the USA, Ricky then continued
alone from the UK through Europe, the
Mediterranean and south through the Sahara and
the wilderness
of Africa. He returned to Capetown on 20
November 2004, having flown across five
continents, 31 countries and 64,000km.
The book explains the progress across the
world, clarifies details of incidents and the
determination that drove the expedition.
Alan’s humourous writing and the many
photos vividly describe experiences as they
unfolded. Ricky adds in the internal dynamics of
the adventure and the purpose for continuing to the
final destination.
The book is now available in Australia and on
the internet via [www.kalahari.net]. Bulk orders
also available.

all the USHPA’s issues from 1971 to 2004! ‘Low &
Slow’, ‘Ground Skimmer’, hang gliding and
paragliding are included in this DVD set.
All international orders can be placed at our
online store: [www.ushga.org/store].

Martin Palmaz, Business Manager USHPSA

FA I N E W S

New World Hang Gliding Records
Sub-class O-3 (Paragliders) – General
Claim number: 13890
Type of record: Speed over 50km triangle
Course/location: Kobala, Tolmin (Slovenia)
Performance: 24.1km/h
Pilot: Primoz Susa (Slovenia)
Paraglider: Gradient Avax RS
Date: 26/5/2006
Previous record: 23.6km/h (5/12/1999, Enda
Murphy, Australia)

Claim number: 13941
Type of record: Speed over 100km triangle
Course/location: Soriska Planina (Slovenia)
Performance: 25.5km/h
Pilot: Primoz Susa (Slovenia)
Paraglider: Gradient Avax RS
Date: 12/6/2006
Previous record: 19.47km/h (28/7/2001, Burkhard
Martens, Germany)
FAI congratulates the pilot on his splendid
achievement.

World Record Claims
FAI has received the following Class O (Hang
Gliders) record claim:

Sub-class O-5 (Hang gliders with a rigid
primary structure/movable control
surface(s) without pilot surrounding
structures and fairings) – General
Claim number: 14002
Type of record: Out-and-return distance
Course/location: Col de Bleine (France)
Performance: 350km
Pilot: Gil Souviron (France)
Date: 1/7/2006
Current record: 330.6km (12/2/1998, James Neff,
Canada)

Sub-class O-2 (HG with a rigid primary
structure/movable control surface(s)) –
General
Claim number: 14016

USHPA 2007 Hang Gliding
and Paragliding Calendars
The new 2007 calendars are full of vivid flying
photos which are sure to make you dream of free
flight aviation while making it though the work
day! They are available now for U$12 plus
shipping and handling.
Our magazine’s DVD archive, released last
year, is now being sold to the general public for
$30 plus shipping and handling. The set includes
September 2006

Type of record: Speed over an out-and-return
course of 100km
Course/location: Hearne, TX (USA)
Performance: 60.1km/h
Pilot: Robin Hamilton (UK)
Hang Glider: Type not indicated
Date: 16/7/2006
Current record: 51.42km/h (2/8/2003, Davis
Straub, USA)

Course/location: Zapata, TX (USA)
to Lovington, NM (USA)
Performance: 777.5km
Pilot: Manfred Ruhmer (Austria)
Hang Glider: Aeriane Swift Light
Date: 17/7/2006
Current record: 688km (18/7/2005, Robin
Hamilton, UK)

Claim number: 14027
Type of record: Speed over 25km triangle
Course/location: Zapata, TX (USA)
Performance: 59.33km/h
Pilot: Armand Acchione (USA)
Hang Glider: Aeriane Swift Light
Date: 21/7/2006
Current record: 50.40km/h (20/5/2001, Davis
Straub, USA)
The details shown above are provisional.
When all required evidence has been received and
checked, exact figures will be established and
ratified (if appropriate).
Further information on world records and all
claims pending ratification can
be found at [www.fai.org/records].

1st Category Comp Update
Hang Gliding
16-27/8/2006: 1st FAI World Hang Gliding
Aerobatic Championship
16-27/8/2006: 1st FAI World Paragliding Aerobatic
Championship
27/7-5/8/2006: 9th FAI European Microlight
Classic Classes Championship
15-26/8/2006: 2006 FAI European Microlight
Paramotor Championship

9th FAI European PG Championship
Sport: Paragliding
Title: 9th FAI European PG Championship
Type: Continental
Date: 1/7 to 14/7/2006
Location: Morzine, Avoriaz/Les Gets (France)
FINAL RESULTS

Overall
1 Luca Donini
2 Christian Maurer
3 Thomas Brauner
Teams
1 Switzerland
2

ITA
SWI
CZE

Women
1 Petra Krausova CZE
2 Ewa Wisnierska GER
3 Caroline Brille
FRA

Italy

3 Czech Republic

Full results can be found at [www.
europaragliding.com/] and [http://events.
fai.org/hgpg/]. FAI congratulates the Winners and
thanks the Organisers
of the Championship.

Claim number: 14021
Type of record: Straight distance
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One Winter’s Day At Spring
Steve Foggett

The forecast had been for a poor weekend, so my expectations were not high.
Saturday had provided some unexpected flying and a top landing and quick trip
home to meet a commitment to my wife. Sunday’s forecast still looked marginal,
so I didn’t worry about getting anything ready.

S

unday started with a light easterly blowing
that was slowly dropping off. The windtalker
at Lake George was sounding a bit light so
I had a leisurely breakfast and read the paper.
By then the windtalker at Spring Hill was
starting to call a light westerly, so I threw
my paraglider in my recently rebuilt (thanks

to a kangaroo) Pajero and headed out so that
I didn’t have to start work on the back steps.
On the way out I remembered that
I hadn’t refilled my water carrier, so stopped
to get a bottle of water at a supermarket
on the way. While there, I bought some
sausages and bread to replace the numerous
sausages I had eaten at Adrian’s, which is

Looking to the south from above launch

22 Soaring Australia

at the bottom of Spring. (There is some
unnatural relationship between Phil and
Adrian that has lead to this situation, as
it used to be Phil’s office.)
I arrived at Spring at about 11:30am
to find that Adrian wasn’t flying today and
that Nick, Barry and Russell were on the
top. While I waited at the bottom in case
someone bombed out, Russell pretended
to launch a couple of times. Realising that
paragliding isn’t a spectator sport, I headed
to the top and watched the other three
launch while I got ready. By this time they
were ridge soaring and catching some light
thermals, so after one aborted launch due
to trying to be too cool, which was wasted
on the magpies, I joined them.
We then flew in the thermals and ridge
lift for about the next hour, with the thermals gradually getting stronger and rougher.
Russell got adventurous, was deserted by
Barry who was following him, and headed
to the south only to bomb out with a long
walk in front of him. After about an hour,
BBQ suck overcame me and I headed down
to land next to Adrian’s, who had just gone
to pick up Russell (Adrian still in his pyjamas, which is better than his birthday alternative). With Russell and Nick now on the
ground we threw some sausages on the
BBQ and watched Barry and another Nick
continue to fly. There was a detailed discusSeptember 2006

H G FA

Left: Paragliders soar above Spring Hill

sion on the aim needed to shoot Barry out
of the sky along with the expectation that
the wind would pick up and blow out.
About this time Barry landed (he must
have heard us) after flying for two hours and
Bobby, Chopper and Mike turned up with
their hang gliders. This was a sure sign that
the wind was going to drop and we ran an
impromptu sweep on when they would
launch and calculated when we needed
to be back at the top to take advantage
of the drop in wind speed.
About 2:30pm James arrived and gave
five of us a lift to the top where we sat around
for a short while hoping that the hangies
would show us if there was any lift. By this
time the wind had inevitably dropped as
the hangies got ready to launch. Bobby
and Chopper both launched and were soon
in the landing paddock. Mike was not far
behind them, along with a couple of paragliders, all of who started to climb out. This
generated a general rush to launch and by
3pm there were about 12 paragliders and
a hang glider in the air getting some good
height above launch. I was one of them,
and proceeded to cruise around in what was
becoming widely available lift. In mapping
this lift I got quite low at times, but only
had to head back to the hill to get lift back
up again.
By this time everyone was becoming
more adventurous and the wingovers were
getting bigger, along with some acrobatics
and attempts to get away from the hill.
However, once outside the lift area the sink
promised a quick landing.
For the next two hours a number of
other paraglider pilots arrived and some
departed, along with the lone remaining
hang glider, until there were three of us

Russell enjoys the late afternoon air

Photos: Steve Foggett
in the air and the sun was starting to set.
By this time the whole area in front of the
hill had gone buoyant and there was about
1m/s lift wherever I flew. A couple of
wedgies had joined us and cruised off after
checking us out for a while.
I had set myself a deadline of two hours
and passed this just as the sun headed for
the horizon. Russell had obliged by posing
for a number of photos, with a couple of
them showing him flying towards the setting
sun. After spending some time finding sink
I managed to land next to Adrian’s just as
the sun disappeared. There were smiling
paraglider pilot faces everywhere at the end
of what had been an awesome, epic day.
It just goes to show that it is the conditions

on the day that make the final decision on
whether there will be flying or not.
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Paragliding in Lebanon
Mike Annear

Beautiful Jouneih Bay – Alan’s new house
was the one being built in the foreground

Photos: Mike Annear

I’ve been lucky enough to travel quite a bit through my work, and I usually try to
fit a glider into my luggage if I can. In January this year I made a side trip to Lebanon,
on advice from some Lebanese colleagues at my then workplace in Doha, Qatar. The
situation in Lebanon has since changed of course – this July I watched in dismay the
TV coverage as the country was once again torn to pieces by bombing. I feel extremely
fortunate to have visited Lebanon before this happened. The following is my account
of that trip, and of the wonderful group of Lebanese
pilots that I had the privilege of flying with.

January 2006

Before I left Qatar for Beirut, I jumped
online and posted a request for any pilots
paragliding in Lebanon, and by that afternoon I had a couple of replies. One was
from local pilot, Alan Debs. Within a few
emails he had checked the forecast, organised
hotel accommodation and arranged to pick
me up from the airport. My colleagues were
right. After a three-hour flight from Qatar,
over many kilometres of empty sand, the
snow-capped mountains of Lebanon finally
rose up as we approached Beirut airport.
Alan picked me up from the airport and
after a quick tour of Jounieh Bay where he

lives, and meeting his wife and family,
he dropped me off at a waterfront hotel.
Jounieh Bay is a beautiful place; I explored
the area around my hotel on foot that evening and everyone I met was incredibly
friendly, the food amazing, and the French
music drifting through the old waterfront
buildings alluded to its colonial past.
Meziara

The next morning we drove up to the takeoff near Meziara village. I was kicking myself
for not having my camera within reach during the drive up the mountain – there is
a lot to see in this part of Lebanon. On
the drive I spotted what looked like a 747

Flying above the highway
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photos of epic flights that Alan later showed
me over dinner at his family home with a
clear message saying: “Come back in May!”
On our way back from Meziara we visited
a coastal site. Alan flew, but I could see from
his launch that the wind was already getting
fairly crossed to the west so I decided to stay
with the car.

war over 10 years ago. It is now a large safe
landing area and also on the local bus route.
As far as I know, there aren’t any issues with
old land mines, unlike some other sites I
have flown in Eastern Europe. Alan landed
shortly after and we caught the bus back
towards Jounieh, where Alan caught the

Our Lady of Lebanon
Alan Debs

parked on the take-off. I asked Alan if I was
seeing things. He responded, “Just wait…
you will see.” As we approached the paragliding club take-off area, Alan explained that
some of the locals near there were ‘a little
bit eccentric’. This explained the house built
in the shape of a 747, complete with wheels,
and a ‘Virgin Mary’ in the vertical stabiliser
(the original ‘Virgin airlines’?).
The take-off area was huge, with a spectacular view back to the snow-capped peaks
further east. The conditions looked good,
so Alan called the military from his cell
phone to let them know paraglider pilots
would be flying in the area. Paragliding is
entirely legal in Lebanon, mainly due to the
combined effort and diligence of the local
pilots in co-operating with the powers that
be. There is a huge push for eco-tourism
activities in the country. This is ideal for
paragliding, as the country has mountains
and all-year-round flying conditions.
Alan is a seasoned, rated PWC pilot,
although he no longer competes since having
had two beautiful kids. He is also the local
Ozone dealer. I watched his very slick, easy
flying style as he ran off the take-off, and
followed him off once I’d set up my still and
video cameras on my helmet and harness.
Alan had given me a pair of fleecy gloves as
I set up, and after barely five minutes in the
air I had put them on – it was freezing cold,
yet to my surprise we were still hooking into
nice big thermals.
I had received a very comprehensive ‘site
induction’, where Alan had pointed out the
choice of landing areas on the way up as well
as from the take-off before launching. Some
of the local pilots had climbed out and headed off in different directions. I wasn’t quite
so lucky (or skilled) and despite climbing
above launch was soon heading out to try
out the landing paddock, kicking myself for
not following a local pilot in a thermal that
now had him heading towards cloudbase.
Another pilot had landed about the same
time I did, so we piled into his retrieve car
and headed back up to the take-off for
another go. I got to explore the ridge a bit
further this time, but nothing like the
September 2006

The next day we headed back up the hills to
the north-east of Jounieh. Dominating the
skyline of the bay is ‘Our Lady of Lebanon’,
an amazing church accessed by a cable car
heading up to the Harrisa area. We went to
a launch north of the church, overlooking
the bay, and, once again, Alan explained the
local conditions and pointed out the crosscountry options and landing areas.
We were joined by a tandem pilot and
passenger, and after a bit of parawaiting,
watched them take to the sky. Despite overcast conditions they appeared to be staying
up. Alan sprang to life and was right behind
them. This is a very nice site; on a good day
you can get some pretty impressive height
over the bay city itself, and it’s a good crosscountry kick-off point. The landing area is
big and easy, and there are numerous bombouts along the beachfront, including near
the hotel I was staying in.
Alan showed his local knowledge (and
the impressive qualities of the Ozone Mantra)
by slowly circling his way towards cloudbase.
I knew my older Ozone Octane probably
didn’t have the legs, so I settled back into a
buoyant trip to take some photos and video
– the scenery on the way to the landing was
incredible. I flew along the highway heading
toward Beirut, following some weak but
steady lift and taking photos all the way.
I could hear some helicopters, but couldn’t
see them at first. Sure enough the choppers
were down over the beach in front of me,
spectacular but at a safe distance. Alan had
told me about their daily coastal patrol and
he had called them earlier from his cell
phone to inform them of our presence. As
I headed back north towards the landing
area, I could see the impressive Roman
archeological site called Byblos just north
of it. Even if you bomb-out you can still
have a great tourist experience, as the area
is dotted with Roman ruins. The landing
area is a choice of beach or a parallel
ex-military zone, now a large grassy area. I
flew the downwind leg looking for
powerlines and any other hazards that might
be on the landing field, and also noting
where other pilots were already packing up
their gliders. There was still an old unused
machine gun bunker to remind you of the

Top to bottom:
The 747 house at Meziara take-off
The Roman ruins north of the landing area (Photo: Alan Debs)
A peaceful Jounieh Bay streetscape

cable car back up to the take-off to get his
car and
I continued back to the hotel.
The next day he picked me up from the
hotel, and gave me a lift to Beirut airport,
another demonstration of amazing local
hospitality! All in all, I wish I’d had longer
to spend than just a few days in Lebanon.
I really enjoyed the people, culture and
the flying. The local pilots and the general
public that I met in the streets were very
friendly and really went out of their way
to be helpful.
Author’s note: The events this July have demonstrated just how fast local politics can change when
you are travelling. Be fully aware of the current
situation in countries you are visiting by regularly
checking [www.smarttraveller.gov.au], and also
try to learn a little about the religion, customs
culture of a country before you visit it, with
[www.wikipedia.org] being a good starting point.
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Thermals That Rotate
Part 4: How to Soar in Them
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!
The story so far

When thermals rotate, they are like very
weak tornadoes. This pattern of winds makes
the orbits of a soaring glider small and stable
when the pilot circles against the thermal
rotation, and large and unstable when the
pilot circles with the thermal rotation. Clues
that the pilot is circling with the rotation
include: poor rate of climb, very rough air,
a core that seems very small and seems to
jump around, having to fly with the nose
of the glider pointing down, and surges in
airspeed. Circling against the rotation gives
a higher rate of climb in a smooth core that
seems large, and the glider stays in the core
by itself at a steady airspeed, with its nose
pointing up.
W h at t o l o o k f o r

Take every chance to look for signs of rotating air flow. Watch willy-willies from the
ground. As it is easy to misread their direction of rotation, I always check if they could
be rotating the opposite way to that which
I first thought. Two or more windsocks,
or one windsock near a willy-willy, can also
show rotating flow.
A big willy-willy, seen from the air, usually has an obvious direction of rotation.
It is clear which way one should circle to fly
against it. I find it helpful to say my choice
aloud, for example: “I must circle to the right!”

It may take some time to get there, and most
of the dust will have gone.
If there are four or five small willy-willies,
things are not simple. Small willy-willies, like
planetary gear wheels, may surround a larger
one or a thermal that rotates the other way.
Many small willy-willies do not rise above
the hot layer of air on the ground surface
(the super-adiabatic layer).
When I see rotation in a thin cloud
above me, I find this trick useful. I trace out
the rotation of the cloud by making circles
in the air with my finger. Still making circles,
I lower my hand until I can look down on
it. Then I decide to circle the opposite way.
Even without visible signs, you can use
your mind’s eye. For example, if the corner
of a forest seems a likely thermal trigger point,
the wind must curl around the corner. Work
out the direction of rotation, and plan to
circle against it.
Learn from the soaring birds! Eagles,
ibises and pelicans have had millions of years
of practice. If a thermal is rotating, they will
surely circle against the rotation. Birds of prey,
forever scanning the ground, hunt better
if they fly in calm air in small circles at the
slowest ground speed. If you meet an angry
eagle head on, you may think she is defending her territory. That may not be the problem.
She could be furious that you are so rude,
ignorant and stupid as to circle the wrong way!
Techniques

1. Caution
These techniques are for skilled glider pilots.
Trying to master rotating thermals without
enough skill will bring danger and little gain.
I have listed the nasty effects of flying
with the thermal rotation. Reading this,
some pilots may joke “...but all my thermals
are like that!” If this is no joke for you, you
must first master thermal skills. In thermals,
you should fly almost perfect circles. Airspeed
should not change at all, and angle of bank
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should not change except on purpose: to
shift the circle to a new centre (see Note 1).
I am speaking of three levels of learning.
The first is to make perfect circles by careful
flying. The second is to circle in the thermal
core, never leaving it for more than a few
seconds. The third is to make sense of other
things, like thermal rotation. All are based on:
• looking at the horizon and the yaw string
above it,
• listening to the wind and the audio-vario,
• feeling the way the glider moves, and
• (now and then) reading what the
instruments say.
Pilots who have techniques for coping
with rotating thermals generally have more
than 1,000 hours cross-country experience.
2. Variometers
Some pilots are slow to learn thermal skills
because of faults in their variometer systems.
Variometers are very well made, but not
all are well installed and few are well maintained. Work on your variometer system until
there are no leaks, no false readings, and no
stick lift. Adjust the response rate to match
the way you fly; instruments can respond
to pulses of lift that are too small to use.
3. Habits of circling
Pilots form a habit of circling one way rather
than the other. Because we turn right after
aerotow release, many pilots circle to the
right much more often than to the left.
Contest organisers add to this with a safety
rule that thermalling in the start point area
must be to the right.
When they should circle the other way,
some pilots fly badly or do not circle at all.
If you are serious about your skills, practice
the direction of turn that you like less. Since
our rotating thermals are more likely to
rotate to the right, a habit of circling to the
right is worse for you. On the other hand,
some thermals rotate to the left. Do not join
every thermal in a circle to the left just to
make the odds a little better.
4. Thermal entry and thermal rotation
If a thermal is rotating, the pilot’s best efforts
to centre it may result in circling the wrong
way, that is: with the rotation.
When one wing goes up, it is generally
best to put it down, to begin a turn towards
it. This action assumes that the glider is
meeting the edge of the thermal at an angle,
and the thermal core is on the side of the
wing that went up.
The wing may have gone up not due to
rising air, but due to a crosswind gust from
that side. A higher airspeed on that wing (and
the glider’s dihedral angle) causes more lift.
If this crosswind is part of the flow in
a rotating thermal, the turning glider is now
meeting a headwind (see Figure 4.1), and the
airspeed will increase. This allows the pilot to
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pull back and climb well for a few seconds.
However, the centre of the turn
is well outside the thermal core; the glider
will soon go back into rough, sinking air,
and the airspeed will fall again.

right way. Roll over the other way at once
(Figure 4.2). This roll will take at least four
seconds, even in a short-winged glider. However, because your ground speed is low, you
will not go very far from the thermal core.

Figure 4.3: Entering a rotating thermal, with
airspeed dropping because of a tail-wind. Normal
re-centring gives a good result: a small circle against the
rotation

Figure 4.1: Turning towards a lifted wing in a
rotating thermal. There is a sudden surge in lift and
airspeed. Normal re-centring gives a bad result: a large
circle in the direction of rotation

The standard thermal centring action
is to note the point (at the bottom of Figure
4.1) where the sink is worst, and decide not
to fly through it again. Keep the glider well
banked for several seconds, then roll out
(along the left edge of the figure) to move
the circle away from the worst point. Then
roll in to the new circle. This will take the
glider back to the core, but in a large circle
that goes with the rotation of the thermal.
When the glider first meets the edge of
the core of the rotating thermal (as in Figure
4.1), its higher airspeed comes not only from
the stronger headwind, but also from the
upward gust of lift, which makes the glider
fly faster (see Note 2). If the thermal is both
strong and strongly rotating, you get a great
burst of speed that you can use for a very
high rate of climb. Then, as the glider leaves
the core, its airspeed suddenly falls off –
even below stalling speed – and drops out
of control. The glider has ‘bounced’ off the
thermal. The pilot feels like a squash ball
hitting a wall. I have had that feeling! Not
thinking that thermal rotation could be the
cause, I have even come back to bounce
off the wall again and again!
How to detect rotation at once:
a) If airspeed rises
When you hit a thermal suddenly and hard
with the airspeed rising, as above, this is a
strong clue that the thermal is rotating. You
are flying into the wind, but not circling the
September 2006

Figure 4.2: Reversing the turn on entry to
a rotating thermal, resulting in a big surge
in both lift and airspeed

I have seen top-ranking pilots, after turning some 60 degrees one way and gaining
height, then circle the other way – as in
Figure 4.2. One reason for doing this (without thinking about thermal rotation) would
be that to continue the circle would carry
the glider from a point with strong lift back
into air with no lift a few moments earlier.
The air ahead is likely to be better.
British National coach John Williamson
taught that the manoeuvre in Figure 4.2 is
quite normal. It happens when a pilot, using
no variometer but only his feelings of ‘lift’ and
‘tilt’ has met a thermal square-on (see Note 3).
The pilot who changes direction like this
must keep a sharp lookout. The danger may
be a little less than it seems. A following pilot
who is a ‘leech’ will not be shaken off; others
may be far enough away to wait until the
leader has clearly chosen a circling direction.
b) If airspeed falls
The airspeed, as you bank in to strong lift,
may fall sharply instead of rising. This also
could be due to thermal rotation. It suggests
(see Figure 4.3) that your circle is in the
correct sense (opposite to the rotation), but
is mainly outside the thermal. As a result,
there is a tailwind during your time in the
core. The standard centring action will work
well. The turn radius will be large during the
first entry to the thermal, due to the tailwind.
It will be smaller in the second circle which
(with luck) could be all inside the core.

Reversing the circle
When you have done two or three circles,
various features of the thermal will appear.
If these suggest that you are circling with the
thermal rotation, you should do something!
A poor rate of climb, by itself, says: Leave
the thermal and look for a better one. Other
features favour staying and circling the other
way. Count them off:
1. There have been strong surges of lift.
2. The air is very rough.
3. You have to hold the nose low.
4. You can’t hold the airspeed steady.
5. The core seems too small.
6. The core seems to jump around.
There are some problems. If other pilots
are already circling in the same thermal near
the same level, reversing the circle is against
the law. Perhaps if you are flying with a
friend, you could agree to reverse at the same
time. If you think you may not be alone,
make a radio call on the gaggle frequency.
It is hard to change direction without
losing the thermal. It may take time that
could be better spent moving on. You must
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guess where the core is, and that is like
pinning the tail on the donkey!
I have sketched a way to change the
circling direction in Figure 4.4. This method
gives a good chance of finding the core
again. First open out the circle to fly straight
for five or six seconds. Close the circle in
again and, coming back to the stronger lift,
roll hard over the other way.

shifted audio-vario tells you clearly when the
climb is best.

Technic al Notes

Figure 4.5: Reversing the turn while in the core

Figure 4.4: Reversing the turn after flying
away and coming back to the core

During the next circle, note the point of
weakest lift or worst sink, and move away from
it as usual. Sadly, this circle is often all in sink.
Begin a new search for the thermal, and
remember not to circle the same way as before!
Another way is simply to reverse the turn
while the lift is strong (Figure 4.5). Due to
the long distance travelled while rolling in
a tailwind, the next circle is almost bound
to be in sink.
Success in reversing the circle will not
come without practice.
Making the best of it
When circling against the rotation of a thermal, keep your mind on the job, even though
the glider seems to fly itself. Your usual bank
angle is likely to be too steep. The rotation
spreads the highest lift out from the centre
to a larger radius. This, as well as the low
ground speed, means you need only a gentler
bank angle, at which the glider does
not sink so much. You can sink even less
by flying slower than usual because the air
is so calm and the bank angle low.
Seek the bank angle that yields the best
rate of climb. It helps to have a simple bank
angle guide above the instrument panel, and
an audio-vario that can be set to beep only
at a high rate of climb (or at a rate that beats
the average). The bank angle guide allows
you to hold the bank truly steady. The zero28 Soaring Australia

rotating thermals may be a ‘secret weapon’ for
some racing pilots. If so, I am sabotaging it!
I like to think that soaring pilots are
field workers researching turbulence. This
is a subject of Satanic difficulty. Physicists
Werner Heisenberg and Horace Lamb
both said they doubted that God could
explain turbulence!

Another idea is to try to make the circle
as large as it can be without flying out of
the smooth core. A method used in flying
sea breeze or storm fronts (and even in basic
aerotow) is to ‘bump’ the turbulent air. Open
out the circle until the outer wing buffets in
the turbulent eddies outside the core. Then
close the circle in a bit, and keep the angle
of bank steady.
Is it worth changing direction?
Changing circling direction may waste time,
or even fail; but think what you will gain
if you succeed. Rotating thermals, when
flown against the rotation, are very easy thermals to soar. They give a higher rate of climb
than non-rotating thermals of the same lift
strength at the axis. Added to that, the thermals most likely to develop rotation are
those that began with a lot of energy. They
may be the strongest thermals of the day.
How much you gain depends on the
time the glider will be in the thermal. Near
cloudbase, it is not worth changing direction.
The lower down you start to circle against
the thermal rotation, the better. However,
lower down there is also more risk. At circuit
height over a paddock that looks bad, trying
to reverse the turn in a gusty, fitful little
thermal can make your heart pump.
Thermal soaring sport and science
Few soaring pilots have spoken or written
about rotating thermals. Soaring is both a
sport and a science. In sport each pilot tries
to gain an advantage. Knowing how to work

1. Lars Zehnder uses a different technique
in big gliders. He finds it easier to move the
circle to another centre by changing
the airspeed, not the angle of bank.
2. The jump in airspeed due to a surge of lift,
well known to glider and tug pilots, is the
Yates effect. Derek Piggott, in ‘Understanding Gliding’, says in Appendix A how A.H.
Yates explained it in 1951. An upward
gust means a higher angle of attack: the
airflow comes up from below the nose. This
rotates the lift and drag axes, so that the lift
axis tilts forward, and the drag axis tilts
up. What is not so clear in the included
diagram is that the lift force is about thirty
times the drag force. The increased forward
component of the lift tending to pull the
glider along can be several times greater
than the total drag tending to hold it back.
The glider (or aeroplane) accelerates like a
drag-racing car. The pilot can feel the push
or hear the wind noise, and see the needle
rising on the airspeed indicator.
3. John Williamson published these ideas in
‘Come Soaring’ (Sailplane and Gliding,
February/March 1987, pp14-15).
(I thank John Hoye for this item.):
Using a paper plate, slit and fastened with
a paper clip, he made a model thermal
shaped like a cone. He showed how the
pilot who happens to hit the thermal in the
middle will not feel any tilting to one side,
but only a lift upwards. The pilot must turn
one way or the other to stay in the thermal,
and will then feel the stronger lift in the
thermal core tilting up the raised wing.
That wing should be rolled down, and
the glider will then circle around the core.
In the case of a rotating thermal, the feelings of lift and tilt are in reverse order.
The pilot responds to a tilt by banking,
then to the lift by reversing the turn.
4. I would like to thank a number of pilots
who have discussed rotating thermals
with me. I am very grateful to those who
have reviewed drafts of this article: Patrick
Burke, Graham Holland, Hartmut
Lautenschlager, Brian and Carol Marshall,
Harry Medlicott, David Shorter, and
Jim Stanley. Mitch Preston kindly agreed
to do the cartoons.
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GFA Anti-Doping Policy
Tim Shirley (Chairman, GFA Competition Committee)

F

or some years now, the GFA has
been a party to the anti-doping
provisions of the Australian Sports
Commission, which theoretically
enabled drug testing to take place at our
competitions. Recently there have been some
changes in the way this process operates,
and this article describes those changes.
The Australian Sport Anti-Doping
Agency (ASADA) came into being earlier
this year, created by the Federal Government
to take over all aspects of testing, investigation and prosecution of athletes for the
use of prohibited substances. The GFA has
signed on with ASADA, which means that
they are now the body responsible for drug
testing in gliding.
As part of this process, each sport has
to develop an Anti-Doping Policy. The
GFA has adopted the policy developed by
the Australian Sports Aviation Confederation
(ASAC), which includes permitting the
use of oxygen (prohibited in most sports).
The policy is in effect now, and will apply
to all national competitions from the start
of the 2006/07 season.
ASADA can test pilots at any National
competition, though in practice it is unlikely
to be a frequent occurrence. A requirement
of the policy is that pilots must affirm as
a condition of entry that they have read,
understood and accepted the anti-doping
policy. A copy of the policy can be found
on the GFA website, and details of ASADA
(including lists of prohibited substances)
can be found at [www.asada.gov.au]. It will
also be available at the time of registration.
Where prescribed medication is on the
prohibited list, pilots can apply for a Therapeutic Use Exemption (TUE). GFA recommends that pilots who are taking medication
on a long term basis, or at the time of a
competition, should consult with their doctor to decide whether an exemption should
be obtained. The procedure for this is described in detail in the policy, and also on the
ASADA website. Please bear in mind that
the procedure takes some time – it’s not
simply a letter from your GP, so don’t leave
it till the last minute.

Pilots will not be required to declare
to organisers that they are free of prohibited
substances, or that they have obtained
exemptions – only that they understand
and agree to the policy and the testing process. Pilots, like athletes in any sport, make
their own decisions about what substances
they consume. The GFA however strongly
supports anti-doping measures and will
strictly apply sanctions if a pilot is found
to have breached the policy.
Pilots involved in international competition will need to adhere to the requirements
of anti-doping policies applying where they
are competing. These requirements could
be different to those that apply in Australia.
If anyone has comments or questions
about this, please contact me at <tshirley@
bigpond.net.au>, or on 0417 268 073.

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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Airworthiness Inspection

A BADGE

CUMMINGS, Jeffrey M
COOKE, Mathew P
ENGLISH, Timothy S
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11219
11218

SA AIR TC
Adelaide
NSW AIR TC

MONROE, Alan T

11221

Central Coast

11078
11188
11182
10596

Adelaide Uni
QLD AIR TC
QLD AIR TC
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C BADGE

FONOVIC, Franko P
BLAIR, Kieran
ASPLAND, Luke J
LATINOVIC, John

11222
11218
11217
11223

Kingaroy
Locksley
Geelong
Sportavia

11223

Sportavia

DIAMOND GOAL

GORRINGE, Nathaniel J

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
■

11223

Sportavia

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>.

Please send me a transfer of ownership
document

■

SILVER C

GORRINGE, Nathaniel J

■

■

A.B.C. BADGE

HAINES, Geoffrey C
DAY, Jonathan Grant
SEMPERS, Stephen M
GORRINGE, Nathaniel J

FORM 2 AND C OF A NOTICE

■

A & B BADGE

Decentralised Competition entries to:
Chris Stephens
PO Box W48 Wanniassa ACT 2903
Ph: 02 6231 4121,
Email <poboxw48@dynamite.com.au>.
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TAMWORTH NSW

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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Life is Very Good

At home in the air

Peter Henry

Photos: Courtesy Peter Henry

I think I had forgotten what life is really all about. We all get mixed up in the every day
things that consume our lives – paying the bills, raising the kids and the sheer volume
of minor distractions that numb the senses to the pleasure of just living.

I

can remember seeing my first aeroplane
when I was a small boy, it was
a yellow Tiger Moth parked on a grass
airstrip just outside Morwell in Victoria.
It was so beautiful, so exciting, it created an
interest in flying and aircraft that has never
left me.
During my teenage years in the early
70s, while my friends were doing all sorts
of other things, I went hang gliding. I bought
a big monster of a Rogallo from Peter Hill
who manufactured ‘Mad Eagle Hang Gliders’ and went out to teach myself how to
hang glide. There were no schools and no
rules at this time.
I helped form the Latrobe Valley Hang
Gliding Club. A few of us soon found that
little grassy slopes were not as good as coastal
sand dunes and these eventually lead to
coastal cliff sites like Eagles Nest at Inverloch
and Cape Liptrap near Waratah Bay.
Skimming a grassy slope in a Mad Eagle
hang glider, early 1970s
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Coastal soaring was the main game
at that time; you needed a good stiff breeze
about 18kt or more pouring in off the ocean
and the brute strength of the wind taking a
90-degree turn up the front of a cliff would
provide enough lift to get you soaring.
Soaring like this for 30 or 40 minutes
was considered mammoth. Everywhere we
went there were glider smashing rotors and
flesh-eating rocks. On days with no wind we
would throw ourselves off the cliff top and
do diabolical diving stall turns and land on
the beach just to see who could get closest
to the sand dunes in front of the cliff without actually touching. This skill would prove
helpful much later on.
The inland beckoned from time to time
and on a number of occasions we would
end up at places like the Paps at Mansfield.
On the odd occasion someone would catch
a thermal, but it was rare.
These were great occasions. Enthusiasts
from everywhere would arrive to fly all day
and in the evening we would take over the
Maindample Hotel, show Super 8 movies of
hang gliding in the beer garden and ‘socialise’.
The Mansfield hospital was used to the odd
visitor and this was of no wonder with people
flying things with nicknames like ‘The
White Death’. This was a very experimental
time for everybody.
I took the obligatory trip to Europe in
my early 20s (Earls Court, Bazza McKenzie,
etc) and whilst there managed to find a hang
gliding club on the French/Swiss border,
convinced them I had used a hang glider
before, and low and behold I was heading
down a Swiss valley in a twitchy kite with
truncated wingtips that tip-stalled with very
little effort.
These guys had hang gliders with some
very strange designs. They were even knocking
out copies of an early Moyes kite that someone had bought off Bill when he had been
at a recent local hang gliding championship.
When I returned from Europe life changed.
I married, progressed my career, had three
kids and did not go flying anymore. I could
have, but it did not seem important anymore. I had better things to do, money and
time were tight. But I never stopped looking

Soaring Eagles Nest (Mad Eagle hang glider)
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Steve Ruffels inspects an Outback at the Eagle Flying School, Porepunkah

up when planes went over or when anything
about flying was on television.
Eventually, about 10 years ago, I decided
it was time to go flying again and started
working towards my ultralight license with
Robin Sidebottom who is the CFI at Yarram,
the home of the Gippsland Ultralight and
Leisure Flyers – a great bunch of guys to meet.
If you should ever be that far south, drop in,
a bed and a cuppa will always be available.
The training did not start off well.
A couple of hours into training we had an
engine out and managed to clean up a couple
of fences when we were forced to land downwind in a less than perfect emergency landing paddock. After this incident the attitude
to flying at ‘home base’ was very cool, if you
know what I mean, with good reason I guess.
More time passed and I decided that
perhaps GA was the way to go. This was at
about the time of the aviation petrol crisis.
The cost went through the roof overnight
and chewed up my budget before I could
get all the required hours. By this time I was
totally demoralised. Additionally, those threeaxis things just don’t fly the way hang gliders
do and it was hard for me to change the
mindset even after all the time that had passed.
More time went by and I decided I was
going to have one last go, this time in a
microlight (trike) just to prove I would not
be able to do it, that I would hate it and get
this thing out of my system once and for
all. Then I could take up stamp collecting
or something.
I arranged a TIF with Doug Strandley,
who at that time was training out of Tooradin
airfield. As I drove down to Tooradin I was
very nervous, but Doug was exceptionally
reassuring. We climbed into his Pegasus,
taxied out to the runway and gunned it.
As the trike lifted off the asphalt and climbed
out I was home again. This was what I had

been missing all this time. It just felt great
as we headed down Western Port Bay at
2,000ft. Stamp collecting would have to wait.
Over the next few weeks I did about five
hours. Then suddenly money had to be
diverted to more important needs, training
stopped, and another year went by. Would
I ever get to finish this thing before I die?
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Steve Whalley ready to launch at Mystic

Pilots at Mystic

The financial situation changed for the
better and so I rang Doug. “Can we finish
now?” I asked. “Well,” says Doug, “that is
going to be a bit difficult for me at the moment,
but why don’t you go up to Porepunkah and
train with Steve and Lisa Ruffels at the Eagle
Flying School?” Doug is a great instructor and
treats you more like a friend than a student,
and although I would have been very happy
to continue with him it was not to be.
After the long drive to Porepunkah from
Gippsland there was no time to waste as
far as Steve was concerned. We were in the
Outback circling the Mt Buffalo chalet within an hour of arriving. It just got better from
then on, lots of theory, exams and flying.
Early starts and late finishes were the
order of the day to take advantage of good
flying conditions. This left the middle of the
day free sometimes! One of the other students, Steve Whalley, already an accomplished hang glider pilot, was itching to unfurl
his hang glider and jump off something.
Mystic, the other side of Bright, was really
pumping and so off we went.
Driving up the dirt track reminded me
of the old days going to the top of the Paps.
I could feel Steve’s nervous energy growing
as we wound our way to the take-off site.
We got the gear off the car rack and
I helped set up the glider. How things had
changed. Mylar sails, no king post, cocoonlike harnesses, parachutes, trip computers
and radios. All around me people were
unpacking paragliders and launching. I had
not seen one up close before and found this
very interesting indeed.
Eventually Steve was ready and headed
off. I watched him gain altitude in a thermal
with what appeared to be ease. I jumped
into Steve’s car and headed down the hill

Lisa Ruffels congratulates me on my first solo

as we chattered on the radio. The weather
was great, I was doing something I had not
done for years, and it suddenly struck me
that I had very little to complain about.
I watched some paragliders come into
Mystic Park and then went back to Porepunkah airfield just in time to see Steve arrive in
his hang glider. Yes, how things had changed.
It was time to go back to training. By
now I had passed my pre-solo and all that
was left was to perfect recovering from a
power out on take-off. This is where diving
stalls at Eagles Nest years earlier came flooding back. I picked this up very quickly and
the time had come for my first solo. I had
been waiting a long time and now it was
here I was very nervous.
Steve Ruffels helped me get set up and
offered last minute instructions. I taxied
to runway 36, lined her up and accelerated.
There was no turning back. As the Outback
climbed out I thought, I can die a happy
man now, let’s go flying.
I was told most students do a circuit and
land straight away, just so they know they
can do it by themselves. I, however, went for
a fly around the area; if I was going to crash
on landing I was going to experience the
solitude first.
The moment of truth arrived – could
I put this thing down by myself? It seemed
like I had done at least a hundred landings
already; there really was no way I could not
pull it off. I was on final, the trike skimmed
down along the runway sweet as honey, and
I gently rounded out and touched down
without knocking over a blade of grass.
It was so smooth I wasn’t sure I was really
down. Lisa came out to congratulate me
as I taxied up to the hangar.
Well, I have just come home from
Porepunkah and the grin goes from ear to
ear. If you have never been to Porepunkah/
Bright, this is a region not to be missed and
Steve and Lisa are great hosts, very professional trainers and run a great operation.
I have waited a long time to get here.
It has been an interesting journey and I’ve
met some great people. Life is very good,
I just can’t get the grin off my face and that
was two weeks ago.
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A Weekend Away
Mick Mackender
I’d been tied up for one reason or another, not being able to make it when others from
our club on the Northern Rivers had been heading out to Dalby, but I’d heard some
good stories and wanted to get in on the action. I knew it was a bit late in the flying
season at the end of May, but I had to grab the chance to hopefully get some good
flying in before my first baby came along.

I

’d missed the boat with my timing to get
a crew together, but got in touch with
Boof from up there and he told
me just to rock up as they were heading
out and I could tag along. I told him
I hadn’t done a lot of aerotowing and could
do with a couple of early tows to get the ball
rolling. He said they’d sort me out. He had
a couple of tandems to do early and I could
slot in with them.
This is where the crew up there stuck
their hands out to get me up to speed and
make me welcome. Cam gave me a hand
to get my gear sorted and checked my set-up
out. Yoda worked out where I was at, and
started me from scratch. He ran me through
it all, made sure I was up to it and hooked
me up behind Smokey. Smokey dragged
me up to 1,000ft; I pinned off and sniffed
around in some nice light lift for around
20 minutes before the tandem took off again
and Yoda called to see if I wanted another
one. I took the chance and had another
good tow with Smokey putting me into
some more lift to boat around in for a while.
Back on the ground, I’d already had
about 40 minutes in the air and was ready
to go flying again. Not bad for 10:30am
at the start of winter! It was a pretty good
roll-up with Boof, Smokey, Yoda, Cam,
Flocky, Garbor, Nick, Rowdy, Doggie,
Cashy, Barfly, Big Trev, Blaino, Bruce,
Clarky, Josh and myself.
The boys had a briefing and set a task to
Bell and back. I was slow getting up near the
strip and by the time I got to 6,000ft could
hear Yoda, Cam, Flocky and Boof out over
the Bunyas getting 800s up to 9,000ft. I’d
been thinking of heading for the hangar,
but this gave me the shove to get out there,
thinking I might hook up with some of
them coming back (and Cam had Karen
heading for Bell so I was safe for a retrieve).
I was the last that got away and was on
my own, but drifted along managing to get
to 7,000ft. I made Bell, but the shade had
me low and I was struggling in light lift
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Hooked up behind the Dragonfly
Photo: Courtesy Mick Mackender

around 3,000ft. I could hear them getting
600s and freezing at 10,000ft. Lucky bastards!
If I could make it back to Kamkillembun,
Garbs and a couple of others had landed
at the pub and Nick was heading out to
get them. I wasn’t giving up, but in the end
couldn’t get out of there and Karen had
some company for the ride back. We picked
up Cam on the Dalby side of Kamkillembun, but the others made it back to the
hanger to save a pack up. Well done!
Blaino was ‘dragon’ us up there with the
‘fly’ on Sunday. It was looking like a better
day, but for most of us it turned out to
be a struggle and packing up at the hangar
seemed a better option than a second tow
or drifting away low. The same four showed
their hand again, with Flocky getting out
there early and heading for home. Cam was
waiting for Boof and Yoda who got away
from me on my last dig around the airstrip.
They stayed with a slow climb and then
were heading back to the strip, but climbed
again to head off at about 4,000ft on course

for home. It got better the further they went,
and they got some good climbs taking them
out of the blue and under clouds. Hats off
to them, with Cam landing north of
Toowoomba, Boof and Yoda near Gatton,
and Flocky a couple of kilometres further
down the road.
Flying out there with those guys can
only make you better. For the time of year,
this place is gold! Can’t wait till spring.
With Smokey and Blaino in the tug and
everyone looking out for each other, it’s a
pretty smooth operation, giving you confidence for the level you’re at. They’ve got all
directions covered and with everyone talking
in the hundreds it shows what can be done
out there and makes for a pretty reliable
weekend away flying.
A great bunch of blokes to fly with,
a growing club with heaps of drive (or fly)
and everyone made me want to come back.
Thanks to all and well done with what
you’ve got! I will be back.
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Where does your wing section
come from?
Part 2: Developments at Göttingen and Elsewhere
Martin Simons
K u t ta & J o u k o w s k y

In 1902 a young mathematical physicist,
Martin Wilhelm Kutta, published in Berlin
a paper outlining a method of computing
the flow pattern over a thin, curved wing
profile. The profile of the famous and
successful Antoinette monoplane, pointed
at both leading and trailing edges, was
derived directly from these studies (Figure
1). In Russia the splendidly named Nikolai
Yegorovitch Joukowsky independently
arrived at a similar theory, applying it more
widely to sections of greater thickness with
rounded leading edges, confirming his
expectations as far as he could with wind
tunnel tests.

Figure 1: Profile of Hubert Latham's Antoinette
monoplane of 1907 which failed by seven miles
to fly across the English Channel in 1909 six
days before Bleriot did it

Y axis

Circle 1

Circle 2
C2 += =

2. From O draw two lines
at equal angles to the X axis,
to touch the circles at
x1 and x2.
Draw x1–n1 parallel
to 0–x2 and x2–n2
P2
parallel to 0–x1.
Where these
0
intersect
is a point P1 on the
profile. Continue with
similar constructions to
locate all required points P2,
3...n to find other points on the profile.
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Figure 2: Stages (1, 2, 3) in the construction of a Joukowsky profile.
Note that Joukowsky's methods, known by Prandtl before 1910, established that the aerodynamic
centre of a wing profile, where the lift, drag and pitching moment act, is a fixed point at approximately 25% of the
chord from the leading edge. The true aerodynamic angle of attack should be measured
from the zero lift angle, not from any arbitrary reference line

of different airfoil section shapes can be
produced. Whole families of profiles, all
based on the Joukowsky transformation,
became calculable.

P2

Joukowsky recognised that by a mathematical exercise, a circle could be transformed
into an airfoil shape. The process can be
reduced to the straightforward, though somewhat laborious, geometrical procedure shown
in Figures 2 and 3. Depending on the exact
placement and sizes of the circles, the camber and thickness of the profile could be
chosen and the profile plotted. A vast range
1. Draw X and Y axes
at right angles crossing
at point 0.
Draw circles 1 & 2
touching tangentially
on the X axis, with
centres C2 and C2
such the angle C2-0
equals angle C1-0.

3. Join the dots with smooth curves.
Further constructions establish the angle
of attack required for zero lift (aerodynamic zero),
and the location of the point of action of the
lift and drag forces (aerodynamic centre)
on the profile.

P1
C2
+

+

C2

for some of the modified sections were published and were occasionally used for gliders.
The Göttingen IV sailplane used a Joukowsky
type section, as did the Hütter H-28 (still
of interest to some homebuilders). As late as
1938 the ‘Gövier’ two seater (several of which
are still flying) used a form of Joukowsky
profile. Modelers also tried them, but without notable success.

Figure 3: If both circles are centred on the horizontal axis, a Joukowsky symmetrical profile results

The point of this, when it was first published between 1903 and 1906, was lost on
those practical people who were still struggling to emulate the Wright Brothers. Usable
results began to appear very soon, however.
This was the beginning of the idea of the
computed airfoil section. Rather than merely
drawing nice curved lines on paper, or, as
some people doubtless did (and perhaps still
do), drawing round the sole of someone’s
boot and hoping the result would be a good
profile, it became possible to design, from
the beginning, an airfoil for a particular
purpose. The camber and thickness could
be decided, and the profile plotted to fit.
Some of Joukowsky’s profiles (Figure 4)
were weird and unusable, but others were
acceptable. Joukowsky airfoils could not be
built exactly as calculated. His trailing edges
had zero thickness, being formed by two
curved lines meeting tangentially. Because of
the impossibly thin trailing edges and other
difficulties, they were usually modified in the
drawing offices or workshops and did not
fully match the mathematical ideal. Ordinates

Figure 4: Examples of Joukowsky profiles, showing
thickness and camber in percentage of the chord

Several important practical facts about
airfoils emerged from these theoretical discoveries very early. Joukouswky was able to
show that the angle of attack at which a profile would yield zero lift could be worked
out. This, rather than some arbitrary reference angle, was, and is, the fundamental
aerodynamic zero. The true angle of attack
of any profile should be measured from this.
It was many years before this idea filtered
through to the practical aviators and designers.
Even wind tunnel engineers continued to
plot their results, lift and drag coefficients,
against the angle of attack measured from
some arbitrary reference line.
Secondly Joukowsky showed that, providing the usual Bernoulli streamlining was
maintained, the wing profile would have
an aerodynamic centre at the quarter chord
point, or very close to it. The lift, drag and
pitching forces generated by a wing would
all act at this point. This, too, although
September 2006
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known to other scientific workers, was not
appreciated by ordinary designers and engineers at first. It was customary at this time
and for decades afterwards to speak of moving centres of pressure. Wind tunnel results
were published in this form for many more
years. (More of this has been said in a previous article and will be re-emphasised later.)
From Joukowsky’s and Kutta’s fundamental ideas, others found different methods
of transforming circles that did not produce
impossible shapes. These yielded predictable
results, first in the wind tunnel and soon in
the air. The importance was that if an airfoil
shape can be produced from a circle by a
mathematical procedure, the same kind of
transformation can be applied to the airflow
pattern round any computed airfoil. Beginning with a circular cylinder, the flow and
the pressure variations from place to place
on any wing, and hence the lift, follows from
the strict application of the Bernoulli theorem. As usual, any breakdown of the flow,
either on a large scale near the stall, or in
small ways with bubble separations, upset
the results; but the hope was always that
such failures of streamlining could be avoided in normal flight.

When air passes around a circular cylinder, assuming for the moment that the
streamlining remains perfect, the flow pattern
appears as shown in Figure 6. On both sides
the flow velocity is increased as Bernoulli’s
theorem explains, and the pressure in these
areas is reduced. If the cylinder is now driven
rapidly around, there is enough friction and
viscosity in the fluid to change the pattern.
There is a greater flow speed on one side than
the other, and hence a pressure difference
results. This pressure difference produces
the force known as lift. (The same kind of
inequality of pressure causes a spinning
cricket ball or baseball to swerve in the air.)

sh

Bound
vortex

Lanchester’s style of writing was later
described by one historian as ‘almost incomprehensible’, but his work was rescued from
obscurity by a young German, Ludwig
Prandtl. Prandtl began a long and brilliant
career in aerodynamic research and teaching
at the ancient University of Göttingen, where
in 1904 he became head of the Department
of Technical Physics. He found Lanchester’s
ideas understandable, and developed the
ideas of flow circulation much further.
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Figure 7: The horseshoe vortex and starting vortex

Flow of a perfect fluid round a circular cylinder

Lift

Flow of a perfect fluid round a cylinder with circulation

Flow of a perfect fluid round a wing with no circulation

Lift

To complete this too-brief account, the
starting vortex should also be mentioned.
As a wing starts to move forward, it leaves
behind a vortex which circulates in the
opposite sense from the bound vortex. The
complete vortex pattern is that of a closed
ring: bound vortex, tip vortices, and starting
vortex all joined together. The bound vortex
is a mathematical entity, but the tip vortices
and the starting vortices are real air motions.
They can be measured and even photographed
if something to mark the flow, such as a
smoke trail, can be introduced. The starting
vortex soon fades after the wing has moved
away. The tip vortices also eventually die, but
their effect behind the wing is very powerful,
lasting for a measurable time and extending
for a considerable distance. Light aeroplanes
and gliders can be severely upset if they enter
the wing vortices of a larger aircraft.

Figure 6: The idea of circulation

The Göttingen
wind tunnel

With a wing of normal airfoil shape at
some positive angle of attack (always measured from aerodynamic zero), the effect on
the general flow pattern is rather similar to
that of the flow around the spinning cylinder. Mathematically the wing can be treated
as a spanwise vortex compelling the air to
follow a generally curved pattern, with upwash
in front and downwash behind. The mathematically deduced vortex moves as if tied to
the wing, and is known as the bound vortex.
The resulting curvature of the general flow
pattern produces the necessary Newtonian
mass reaction that is measurable as lift.
This is an abstract mathematical model
of the real flow. The bound vortex is not
visible. Its effects are real nonetheless. The

Under Prandtl, an enormous amount of
theoretical and wind tunnel test work was
done at Göttingen and published in the
form of technical reports from 1904 onwards.
The tunnel testing went on right through
the First World War. Contract work was
undertaken for the German aircraft industry,
interspersed with basic research. Something
like 360 Göttingen airfoils had been tested
by 1918. Some of these and later Gö profiles
came almost directly from the Joukowsky
method of computation and modified versions of it. The profile numbers were allocated with little or no reference to the type
or general shape of the section concerned.
A wing tested for a Pfalz fighter might be
listed between two Joukowsky-type sections,
followed by Hansa-Brandenburg, Daimler,

Flow of a perfect fluid round a wing with circulation

Figure 5: Lanchester's original 1907 sketch showing the vortex trailing behind a wing. The trailing vortex
was seen as a continuation of the bound vortex

Wing moves forward
Upwa

The Lanchester – Prandtl
Circulation Theory

English engineer Frederick W Lanchester
took time off from building the first motor
car in England to write, in 1892 and 1897,
some articles on aerodynamics. In 1907/08
he published two books. In one appeared
a sketch showing the circulation of flow
around a wing with powerful trailing vortices
behind (Figure 5).

air does not spin round and round the wing
but the flow is made to curve, creating the
pressure difference between one surface and
the other. Real vortices stream off behind
the wing as Lanchester showed. Taking the
bound vortex together with the tip vortices,
an aeroplane creates a horseshoe-shaped
vortex as it flies (Figure 7).
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Starting
vortex
remains
and dies
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Schute Lanz or Albatros profiles in almost
random order.
The work continued at an extraordinary
rate. By 1919, in spite of the post-war economic and political upheavals in Germany,
the Göttingen research group had tested and
published 460 different profiles. Some are
sketched in Figure 8; there are many more.

and gliders in the 1950s. Many modelers
followed the fashion for Gö 535 with less
success. It does, nevertheless, work well
on large scale models of vintage gliders.

RAF 15 Camber 2.61%, Thickness 6.49%

RAF 30 Camber 0%, Thickness 12.6%

RAF 32 Camber 5.01%, Thickness 12.7%
Gö 387 Camber 5.52%, Thickness 14.8%

USA-35B Camber 3.2%, Thickness 11.6

Gö 417A Camber 5.9%, Thickness 3.2%
Gö 426 Camber 4.55%, Thickness 13.6%

Gö 441 Camber 7.72%, Thickness 16%

Gö 532 Camber 4.84%, Thickness 12.5%

Gö 535 Camber 5.75%, Thickness 16%

Figure 8: Representative sample of Göttingen airfoils

The Gö 441 was the section said to be
used for the first truly successful soaring sailplane, the Vampyr of 1922. Recent studies
during the building of an exact replica for
the Wasserkuppe Museum indicate that it
was modified in the workshops. Göttingen
numbers advanced into the 600s. The Gö
535 was used for the fabulous 18m Konsul
sailplane of 1923, and several later advanced
sailplanes also designed by members of the
Darmstadt school. These included the
Musterle which Wolf Hirth used in 1931 for
the first cross-country thermal soaring flight
in the USA. He also made a slope-soaring
flight after a bungee launch over the banks
of the Hudson River in New York City in
1931. This section was used on many other
designs, sometimes for no better reason than
that it was fashionable. The Gö 535 was
used for the Grunau Baby training sailplane
(1931), which was built in thousands. The
excessively thick and strongly cambered
profile Gö 652 was chosen for the huge
30m span Austria of 1931, the World recordbreaking Fafnir, Heini Dittmar’s altitude
record breaking Condor, the English Scud 2
and Hjordis of the early 1930s. Gö 625,
equally thick but less cambered, was used
for the Rhönadler and the Slingsby Type 13
Petrel. News of the Göttingen profiles filtered gradually into the model aircraft world.
Gö 417a, a simple curved plate, was often
the basis for indoor flying models. Gö 426
was favoured for rubber-driven models
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Gö 549 Camber 4.68%, Thickness 13.8%

Gö 652 Camber 9.25%, Thickness 17%

Figure 10: A few popular profiles not produced
at Göttingen

The Institute Aéronautique in France
established a new tunnel at St Cyr, south of
Paris, close to the famous military academy.
From here soon emerged another long series
of wing sections, numbered chronologically
as St Cyr 1, 2, 3, etc. In Belgium at Rhode
St Genese a wind tunnel was set up and produced the Rhode St Genese 1, 2, 3 sections
and so on. Italy too had its official establishment developing the ISA series. In the USA,
the Navy Yard in Washington developed,
tested and numbered a series of profiles. The
Army, with a tunnel at McCook Field, was
responsible for the USA 1, 2, 3, etc. Tests
were also done at the Massachusetts Institute
of Technology, while leading aircraft manufacturers like Glenn Martin became involved
from 1921 onwards; there were many others.

Gö 676 (= M 12) Camber 2.04%, ThicknessT11.9%
he Clark

Gö 602 Camber 3.48%, Thickness 9.95%
Figure 9: Some the better known Göttingen
profiles arranged in order of reducing camber

When the emphasis in sailplane design
changed to cross-country flying and racing,
thinner and less cambered profiles such as
the Gö 532 of Dittmar’s later Condor series
2, 3 and 4, the thinner and less cambered
Gö 549 was adopted for the most successful Weihe, Reiher and Olympia types and
a long list of later advanced sailplanes.
Prandtl lived on until 1953. New test
figures and profiles were still emerging from
Göttingen, the numbers by this time passing
800. The influence of Göttingen in the
1920s was so powerful that other contributions tend to fade by comparison. Some
wind tunnel work was done in England at
Farnborough, resulting in the RAF (Royal
Aircraft Factory) series of profiles (Figure 10).
The RAF 15 was used for many biplanes,
while the symmetrical RAF 30 was the basis
for airship hulls, streamlined fairings and tail
units. The RAF 32 rivalled the Eiffel 400
and Gö 426 among modelers.

Y

Virginius Clark begun his career in the US
Navy, training as a pilot, and was soon sent
to the Massachusetts Institute of Technology
for studies in aeronautics. In 1921/22 while
still at MIT, he began designing airfoil
sections known as the Clark V, W, X, Y
and Z (Figure 11).

Clark V Camber 3.42%, Thickness 11.6%

Clark W Camber 3.76%, Thickness 11.2%

Clark X Camber 3.3%, Thickness 11.7%

Clark Y Camber 3.56%, Thickness 11.7%

Clark Z Camber 4.06%, Thickness 11.8%

Clark YH Camber 5.95%, Thickness 11.9%
Figure 11: Profiles designed by Virginius Clark
(The YH came later)
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All these profiles were a little less than
12% of the chord in thickness, and all had
nicely rounded leading edges and knifeedged trailing edges. The MIT wind tunnel
results showed there was little difference
between any of Clark’s profiles. All produced
satisfactory lift and drag figures, and all had
safe stalling characteristics. Apart for one, the
slightly undercambered W, Clark’s profiles
had a large part of the underside perfectly
flat. This made for easy construction of wings

on flat tables without expensive jigging.
The Clark Y was favoured by the Ryan
Aircraft Company and used for Lindbergh’s
monoplane, the Spirit of St Louis. Lindbergh’s
transatlantic solo flight in 1928 made his
aircraft and all its features famous. As a result,
aircraft designers everywhere took to the
Clark Y profile, establishing a fashion which
in some ways persists still. The Clark Y
became a standard against which other profiles were judged. It was and still is undoubt-

edly a very good section for many purposes.
It achieved great popularity among modelers.
Apart from ease of construction, its success
for small wings was partly because it was
thinner than many of the other sections used
in full-scale aircraft at the time. The Clark Y
could also be thinned down further for special purposes. Subsequently Clark transferred
to the Army and achieved the rank of colonel.
At the time of his death in 1936 he was
working for Howard Hughes.
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Australian Paragliding
Cross-country League
Benn Kovco
A paragliding cross-country league has been missing from the Aussie competitions
calendar for a few years. This season there will be a cross-country league which
will be scored via the DHV run OLC (Online Competition).

Background and Scoring
The OLC is a cross-country scoring system
developed and run by the DHV for gliders of all
types to log open distance or triangle flights and
display your flight against pilots all over the world.
Anyone can register and submit flights by downloading a valid track log from a GPS.
The flights are maximised by the OLC
to determine the greatest distance flown and the
software handles this by inserting up to three
turnpoints. Points are awarded per kilometre
flown, open distance flights are scored with a
factor of 1.5, OLC Triangles (non-FAI triangles)
with a factor of 1.75 and FAI triangles at factor 2
per kilometre. Triangles don’t need to be fully
closed to score, provided you land within 20% of
the take-off point.

Australian OLC
The OLC operates worldwide but many countries
use it to score their national cross-country
leagues and we plan on doing the same. Each
country has one
or more national administrators who are
responsible for checking pilot entries and
validating each flight submitted by their pilots. Rod
Merigan and I will be the national administrators
for Australia.
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The OLC season runs all year, beginning on 1
September and your overall score will be made up
of your
six best flights. All cross-country flights can be
sent to the OLC, including competition tasks. The
OLC will have a B sanction from the HGFA which
will be applied at the end of the season against
your overall score (highest scorer will receive 240
ladder points).

Getting Involved
You will need to register with the OLC
to take part in the cross-country league, this can
be done at [www2.onlinecontest.
org/holc/], then select ‘Contest Registration’. To
submit a flight you will need to download your
track log and optimise the flight for the OLC by
using CompeGPS or the freeware supplied by the
DHV called ‘MaxPunkte’. All flights must be
submitted within a week of the date of your flight.
Some ‘How To’ documents relating to downloading
and submitting flights are available on the OLC
website but if you are having trouble downloading
or submitting flights, Rod or myself can help
you with it.

The longest flight by an Australian for the 2006
OLC was 191km by Bob Smith, from Mt Borah
on 22 January. I believe this was just a couple
of kilometres short of Bob’s personal best

Updates will be provided via the competitions
mailing list, so if you aren’t already a member, join
the mailing list when you register and stay tuned.
We look forward to seeing all your cross-country
flights online.
Contact details: Rod Merigan
<rmerigan@q-net.net.au>, Skype <rodinyork>;
Benn Kovco <cloudstreet9@
hotmail.com>, Skype <cloudstreet9>.
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From Crocs to Elephants
Craig Andrews
Like many flying enthusiasts, I sat on the sideline wondering when, how, and what
I would ever get to fly. At age 42 I had lost the urge to jump out of an airplane,
hang gliding appeared on the decline, and after my helicopter expert mate said
I could get into a very good pre-owned Jet Ranger for just under a mill (!) I thought
I would have to be resigned to flying on my PC with a flight simulator, or to getting
one of those remote-controlled helicopters.

D

uring a winter break in Port Douglas
in 2004, I was hoisting up a crab trap
from a creek with my mate Colin in
his runabout (keeping one eye on a
rather large croc nearby and the other eye
on the trap full of snapping muddies), when
a large pterodactyl-like creature roared right
over our heads almost tipping me out of the
boat. The croc flinched and I had a nearmiss lower body contraction, but managed
to stay upright and quickly lowered myself
to a safe squat in the boat narrowly avoiding
a nasty crab nip. I turned to Col and said,
“What the hell was that?” Colin, totally unperturbed and continuing to repair a rip in the
netting of his trap, replied, “Ah, it’s just those
mad bastards in that microlight from outa’ town.”
Later, back in town, I started a frantic
search for said ‘mad microlight pilots’, and
found there was a school which did introductory flights (Port Douglas Microlights).
I called up and booked a flight for that day.
Turning up a few kilometres north of
Port Douglas on the Mossman Road, I met
with the charismatic Andy Clifford, CFI.

Local croc near Port Douglas

First flight – Craig Andrews and Andy Clifford
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We went to the hangar and Andy did his
pre ‘take an idiot up’ checks on me, which
I didn’t realise at the time. I must’ve passed,
and after signing my life away and hearing
Andy out on the safety checks, we were soon
bumping down the grass runway. We lifted
off almost immediately, gaining altitude at a
great rate with the airfield, cows, mangroves
and the creek where I was earlier that day
zooming out faster than a Google Earth
satellite image. What a buzz. We were soon
cruising up the coast toward Cape Tribulation. Andy was great and pointed out crocs
in the mangroves, dugongs (manatees), turtles and sharks in the shallow blue waters
off Far North Queensland. We even saw the
silhouette of a WWII plane wreck offshore.
Before long we were circling over Cape
Tribulation, which had taken three hours
to drive back from earlier in the week. I was
still shaking, nervous and excited and gripping the bar way too tight, but inside had
a strong comfortable feeling that maybe this
was the kind of flying I was destined for.
Andy took me through ‘turns’ and ‘straight
and level’ flight in his Airborne 582 with
Wizard wing. It was like driving a Volvo,
nice and steady, and it felt firm. That was
prior to my first experience of turbulence.
We were coming back down the coast
and Andy took us low along one of the long
deserted beaches north of the Daintree River.
He was showing me ‘low and level’ flying
– explaining about storing kinetic energy
by pulling the bar in with added power…
whatever. By then I was in my own world
and had exceeded my limit of technical
input. With the warm smooth air in my
face, I knew I’d be doing this again. Andy
must’ve read my mind, and in his laconic
manner through the headsets said, “Mate…
beats sittin’ in an office behind a desk, doesn’t
it?” He couldn’t have been more correct.
Fairly convinced I would pursue this
sport, I discovered the Airborne Factory
was at Redhead, just 1.5 hours from home,

and the HGFA Office was only 15 minutes
away at Hallidays Point. Someone was making things easy for me.
Before I could locate an instructor on
the Mid North Coast, I was called back
to work in Asia for six months, which
led to the next phase of my big adventure
– learning to fly in Thailand.
I started looking for a suitable school,
and after a web search found Tom Grieves’
school ‘Fly Thailand’ in Pattaya, two hours
south of Bangkok.
It turns out Tom was one of the three
British amigos who first flew around
Australia in microlights in 1997. The story
and pics are on his website [www.flythailand.
com] and worth a look. For the record, Tom
is Scottish and called me ‘Creeeg’. He was
also the first to solo in a microlight across
the North Sea from Sumburgh in the
Shetland Islands to Haugsand, Norway.
I figured he had solid experience and I was
confident to learn with Tom. Hopefully
he would feel the same about me.
We had some difficulty with a start date,
as we were both affected by the Boxing Day
tsunami with Tom flying down with some
other pilots to try to assist with emergency
aid in their trikes. Unfortunately the weather
prevented them access to the affected areas of
Southern Thailand.
We finally got sorted and I was scheduled to arrive in Thailand in February 2005.
I was pushing Tom to get my license in
two weeks, so would need the 25 hours, etc.
I now know this was a bit foolish, as you get
your licence when you are ready, not when
you finish ‘x’ hours. My scheduled start date
coincided with a pre-planned three day
flying trip to Kanchanaburi in north-west
Thailand alongside the Burmese border.
There would be four pilots on this trip,
with myself in the front seat of Tom’s trike.
I inevitably had to do my ‘cross-country
training’ first, as it was three to four
hours flying to reach our destination.
September 2006

We all met the night before leaving,
in a local Pattaya steak house. It was Tom’s
first and last chance to see if he was happy
to let me into the front seat of his Quantum
Pegasus 912. I must’ve made the right noises,
and we planned to meet early the next day
with overnight bag and gear for the trip.
On arriving at the airfield early I didn’t
feel that well, but was committed. The air
was quite good, flying around military zones
and radioing in our position when required.
We had to use a transponder, which is a
good idea when flying in traffic as it lets
both military and GA aircraft know where
you are. We flew around Bangkok to the
west and north, the city remaining a large
cloud of smog on our left. We then changed
course, with Tom having me check the
GPS frequently for direction and groundspeed so we could work out how much
head or tailwind we had. It turned out
we had a slight headwind most of the way.
This reduced our fuel, so we had to work
out whether or not we could safely reach
Kanchanaburi on one tank.
To avoid risk we landed halfway
at Ayutthaya to refuel and have a break.
We also met with the two fixed wing pilots
on the trip – Ad and Mike. Soon after we
were up again, over the dry terrain of inner
Thailand, heading north over fish and
shrimp farms and some very arid pastures.
By late morning I was weary, but we had
our new home strip in sight. It was a private
strip on a farm belonging to a Thai bush
pilot by the name of Sam. It was about
20km out of town and Sam also had a small
funky tourist resort of sorts right on the
River Kwai – and if you hadn’t worked it out
yet, Kanchanaburi is the little village where
the famous ‘Bridge over the River Kwai’ was
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Flying south from Cape Tribulation,
Far North Queensland

Craig Andrews, Andy Dent (UK) and Tom
Grieve (UK) in Kanchunaburi, Thailand

built, destroyed and then rebuilt. You can

Port Douglas, Far North Queensland

The infamous River Kwai Bridge – Kanchanaburi, Thailand

Photo: Courtesy Craig Andrews
now walk over the rebuilt version and visit
the war museum in town, which, although
in poor shape, has some very interesting
pieces and a great photo history of events.
The next day back at the airfield,
I started the first of what turned out to
be many circuits. We also did higher level
figure-eight turns, climbing turns, level
turns, etc. My general handling of the trike
was no problem at all. Not the same for my
landings! This took some time to get right.
During a break, Tom took the front seat and
we went for a tourist flight over the town
and down the River Kwai – complete with
elephants grazing on the banks. After a
couple of great days flying in Kanchanaburi,
we flew back to Pattaya in one leg as we had
a good tailwind and nice flying conditions.

Back in Pattaya the real work started.
Circuits, circuits and more circuits. In fact,
that’s all I did for the rest of my time in
Pattaya – circuits. Tom must’ve been going
stir crazy in the back seat: “Not bud Creeg,
but leyt’s goo aroond agin.” We decided it
was far easier to wait and do my licence back
in Australia, as the Thai licensing procedure
takes months. After getting my landings
finally sorted (that’s another story) I arrived
back in Oz and continued my training and
certification with Lee Scott at Laurieton. I
now fly the Mid North Coast in an Airborne
XT 912. Microlights provide an affordable
solution to flying and offer great enjoyment
– but like anything to do with this sport,
stick to the rules and stay safe.
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Soaring Calendar
AUSTRALIA
Annual National Picolight Fly-in
14 to 17 September 2006
Milbrulong, NSW. This event for paramotors and
hangmotors will be held in Milbrulong, southern NSW.
Camping is the go, with toilets and showers on a small
country village sports ground. Flying is from a large
paddock with short pasture and downhill, into all wind
directions. There are no restrictions on where you can
fly; it is open farming land for miles around. It is
primarily a foot launching event, although some do
come with wheels. For details contact Jos
<jweemaes@bordernet.com.au> (ph: 02 60265658) or
Jeff <johoffman@bigpond.com> (ph: 02 69206233).

Queensland Cross-country Coaching
Week
25 to 29 September 2006
Email Ralph Henderson <rhenderson@iinet.net.au>.

Australian Nationals – Canungra
Paragliding Cup
30 September to 7 October 2006
Canungra, Qld. PG pilots are invited to compete in the
7th year of the AAA sanctioned Canungra PG Cup.
Maximum 85 entries, intermediate rating as a
minimum, entries accepted based on requirements in
the latest edition of the HGFA Competitions Manual.
Experience the fun and games, supportive and diverse
flying Canungra has to offer. Competition entry $360,
includes full retrieve service, pilot pack, official comp
T-shirt, map, presentation dinner and day prizes.
Additional $30 club site fee will also be required for
non-club members. Package includes pick-up/return
from Brisbane Airport on 29 September and 8 October.
Accommodation in Canungra is limited, book early for
rooms at the motel, B&B and hotel. Details or online
registrations at [www.chgc.asn.au] (click on the
‘Competitions’ link). Email to the Comp Organiser,
Brandon O’Donnell on <canungracup@chgc.asn.au>.

Queensland State
Gliding Championships
30 September to 7 October 2006
Warwick airfield, hosted by Southern Downs
Aero and Soaring Club. Further information [http://
qldstatecomps06.net].

45th Multi-class
National Championships
8 to 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].

Canungra Classic
21 to 28 October 2006
The dates for this year have been moved back to
coincide with Indy weekend. We expect the flying to be
more challenging later in October with more unstable
days. Take extra time off work, fly the Canungra Classic
and see the Indy races (start on Thursday). HQ is based
at Canungra’s picturesque showgrounds, creating an
open friendly environment with BBQ, campfires and a
laid back Australian style. Some catering will be provided
for breakfast and dinners. The Gold Coast comes alive
for Indy with great night time events. This is the first
comp of the season in Oz and is a must for the young at
heart. Check out [www.chgc.asn.au/comps.html] for
more details. GPS mandatory. Intermediate with inland
experience. Registration Friday 20/10/06 (not Saturday
morning). Entry fee $180 ($210 after 31/8/06) plus $40
site fees (for payment info contact Regan <rkowald@
centrepointalliance.com.au>).
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Mt Beauty GC 30th Birthday
4 to 7 November 2006
The Mt Beauty Gliding Club will be celebrating its
30th year of operations over the Melbourne Cup
weekend with a fly-in and huge birthday dinner party
on Saturday night. All former members, glider pilots
and aviators are invited to come celebrate with us.
Winch and aerotow available. Get in early and register
your place at this not-to-be-missed event. Register
now: Box 486, Mt Beauty, VIC 3699, [www.mtbeauty.
com/gliding], email <glide@mtbeauty.com>. Contact
Mark Bland 02 60565514, or Ian Cohn 0408 379939.

WA State Championships
25 February to 5 March 2007
Practice day: 24 February. Reserve day: 5 March.
Wyalkatchem, the home of HG and PG in WA would
like to invite all HG and PG pilots around the world to
come and join in on the fun and friendly environment.
Entertainment will be provided throughout the
competition. Scoring conducted by GSP and GAP
2000. Entry fee: WS member $110 (before 1/2/2007),
non-member $120, late fee after 1/2/2007 is $10.
Entry fee includes presentation dinner and
competition
T-shirt. Requirements: HGFA membership (novice to
advance rating), parachute, helmet, radio and
appropriate tow endorsement are mandatory. For
further information please contact Laura Quinn
<laura@hangglide.com.au> or 0403 587648.

• • • • • • • • • • • • • •
your car or aerotow team. Check [www.sensair.com/
hanggliding/denicomp/] and see you in the air!

The Great Eastern Fly-In
29 December ’06 to 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, 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>.

Australian Free
Flight Festival 2007
30 December 2006 to 1 January 2007
Bright, Victoria. PG and HG Accuracy, Open crosscountry. HQ and registration: Outdoor Inn, Bright.
Come and join in on the fun. This great event is now
in its second year. Test your skills
in a fun and safe environment with the accuarcy spot
landing and/or open cross-country distance. Up to
$3,000 is up for grabs (dependent on number of
entries) along with BBQs, film nights and parties.
Register now online [www.xcflight.
com] or <info@xcflight.com>, ph:Carol Binder 0429
403 606.

Gulgong Classic 2006

Forbes Flatlands Hang Gliding
Championship 2007

19 to 25 November 2006

3 to 10 January 2007

Gulgong, NSW. AA sanction, GAP parameters
to be announced. Cost will be $135 comp entry and
$250 tow and hangarage fees (total $385). This will
be the ‘bring all your toys’ comp –
HG, trikes, picolites. Email <fly@gulgongclassic.
com>, web [www.gulgongclassic.com].

Forbes, NSW. Aerotow only. HGFA AAA and FAI WPRS.
Registration and practice day 2 January. Strictly 72
pilot maximum. Minimum rating HGFA int or foreign
equivalent. Pilots must have successfully aerotowed
their glider model at least 10 times and must be
aerotow endorsed. $200 entry fee includes welcome
party and presentation dinner. $300 aerotow fee
includes unlimited tows including the practice day.
Register online at [www.moyes.com.au] before 1
December and receive a free comp T-shirt. Be a part
of the Forbes Flatlands revival. The emphasis of this
comp will be to provide an opportunity for pilots to
experience the thrill of competitive HG in a forum
designed to enhance their flying skills while fostering
the camaraderie of HG. For further info or volunteer
enquiries call Vicki
02 93164644 or email <Vicki@moyes.com.au>.

Narromine Cup Week
19 to 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!

NSW State Gliding Championships 2006
25 November to 2 December 2006
Narromine Aerodrome, hosted by the Narromine GC
and the Bathurst SC. Further information on [www.
nswgc2006.com.au] or from Contest Director
<colinturner@bigpond.com>.

GCV Christmas/
New Year Competition
27 December 2006 to 1 January 2007
Benalla airfield, VIC. All welcome. Relaxed competition
suited to all levels of experience. Contact John Millott
<john_millott@hotmail.com>
or phone: 0429 147462.

Deni Competition 2007
28 December ’06 to 3 January ’07
Practice day: 27 December. We’re trying to
put the fun and encouragement back into crosscountry flying. Getting out of the paddock and down
the road is a great achievement and inspires us to go
further next time. Come with
us on this low pressure comp and see how far you
can go. Cartowing and aerotowing teams are invited
to join us in some really fun cross-country flying.
Contact: Hugh Alexander <hughbert.skypig
@hotmail.com>, ph: 03 9718 1909; Peter Lissenburg
<peter@sensair.com>, ph: 03 5962 9371. More
details on the website, including
an application form and a lost and lonely pilot’s page.
This can also be used to advertise for members to

Corryong Cup
7 to 13 January 2007
Registration: Afternoon & evening of 6 January
at the Court House Hotel. Requirements: Intermediate
rating plus inland experience, radio, parachute, GPS.
GAP 2005 scoring to same parameters as last year.
Open Floater tasks. Relaxed comp meet, great flying,
etc. Enter online via [corryongcup.com] for $120.
Contact: Newcastle HG Club, Wendy Herman 0411
772221.

Club Class Nationals 2007
8 to 19 January 2007
The Gliding Club of Victoria at Benalla will host the
2007 Club Class. The 2006 Club Class was held in
Benalla in January and was quite a success – we
hope to offer more of the same again!
Eight out of 12 days were flown last time, with
a mixture of blue days with three-knotters to
cu-filled skies with 10kt to 10,000ft. 59 gliders were
registered at the start of the competition last time
(we had a late withdrawal) and we
have a limit of 60 aircraft due to infrastructure
requirements such as tugs, personnel, etc,
so be early to avoid disappointment! Some
of the facilities available at Benalla include:
Glider tie-down and trailer parking, modern club
house for briefing and meals, evening meals and
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lunches available, club bar, broadband wireless
internet access available in the clubhouse and
Aeropark. The township is only 1.5km away and there
are many accommodation options. Check out the
competition website at [www.clubclass
2007.com.au/] for details. We had a great event last
time and look forward to seeing you again
or meeting you for the first time. See you at Benalla.
John Switala, President, GCV.

19th Bogong Cup Hang Gliding
Championship 2007
13 to 20 January 2007
Mt Beauty, Vic. AAA category 2 event. Registration 12
January 4 to 8pm sharp, Settlers Tavern, Tawonga
South. Strictly 75 pilots max. Minimum rating int with
inland experience. Entry $200 before 8 December
2006 ($220 thereafter). Open, Kingpost, Floater and
Female categories. Also, the Joel Rebecchi award for
most improved Australian pilot. After some fantastic
flying over the past two seasons (13/16 tasks
achieved) and with the dynamic team of Carol Binder
(Organiser) and Heather Mull (Director) will once
again ensure heaps of fun, prizes (serious and
novelty) and social events. GPS, radio, parachute and
a passion for flying mandatory. Pilots must also have
a current FAI Sporting Licence for WPRS scoring. GAP
parameters: 5km, 50km, 90min, 25%. Web info &
online registration [www.
xcflight.com]. Email <info@xcflight.com>.
Ph: Carol Binder 0429 403606.
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Bright 3-2-1
10 to 17 February 2007
Bright, Vic. AAA sanctioned Cat 2 event. Registration
at HQ (Outdoor Inn) 4-8pm 9 February. Welcome BBQ
6-8pm (free to competing pilots). Welcome briefing
8:30pm sharp. 140 pilots max. Minimum rating int
with inland experience. Entry $220. $20 discount if
paid before 1/1/07. The 321 will once again provide
heaps of fun, prizes (serious and novelty) and
fantastic and interesting social events. GPS, radio and
parachute
mandatory. GAP parameters: 5km (min),
30km (nom), 20% goal, 90min. Web info and online
registration [www.bright321.net], email
<compdirector@bright321.net>. Ph: Carol Binder
0429 403606.

Dalby Big Air 2007
24 to 31 March 2007
Practice day: Saturday. Seven-day comp, AA
sanctioned. Dinner and Presentation on the Saturday
night are included. The collectors item, Barflydesigned ‘Big Air T-shirt’ will be free again. March is
certainly the most consistent month of year to be
flying a long way from Dalby, so be prepared to fly
over 1,000km for the week. Aerotow endorsement
required. Hook knife mandatory. Entry Fee: $150, cost
of tows $250, practice day: pay per tow. Limited to
50 pilots, so book early. To book your place contact
comp director: Daron (Boof) Hodder 0431 240610,
<daron@aclad.com.au>.

CARTOON BY CODEZ

Generally goes in
in a few minutes…

Flatter than the Flatlands
6 to 9 April 2007
(Easter weekend)

Birchip, Vic. A fun entry level comp for HG using car
towing. Pilot limit is 60 pilots in 12 teams
of 5 pilots. 40km, 4km, 90min, 15% with 20% FTV.
Contact Ian Rees <ianr@bigblue.net.au>.
[Note: GAP parameters, where listed in the above
events, are: bomb-out distance (minimum scoring
distance), nominal distance (minimum task length),
nominal time (minimum expected winners time), and
goal percentage (nominal percentage in goal).]

Soaring Australia 41

GFA Executive Officer’s Report
Member Protection Policy

I

t’s mid-July as I write this, and there are still
soaring conditions. I managed to super scratch the
Hornet up from Beverley to Cunderdin (WA) and
return on a glorious Saturday with two to three
knots lift under each puffy cumulus (see photo). I
was towing on the Sunday at Beverley, and there
were thirty flights for the beautifully sunny day
with a strong northeaster, giving a steady five to
eight knot crosswind for each take off and landing
in the Pawnee. A good workout!
The effect of the drought in the west is quite
distinct from the air, with light green patches
indicating those farms lucky enough to get enough
rain to germinate the crop, but we had a minus
2ºC frost on Saturday morning. Most of the
countryside 20km east of Beverley is still bare
brown. We’ve got to get some decent rain soon.
Beverley and GCWA spent two weeks at the
Stirlings (not Sterling, June issue proof reader)
Range for a wave camp at the beginning of July.
Again indicative of the strange weather patterns,
the fronts did not come too far north, so as a
result there was only weakish wave on a couple of
days with Owen Jones achieving the highest with
a flight to 13,035ft. Everyone had some good, safe
flying in the spectacular countryside, with some
long ridge and thermal flights enjoyed. Read all
about it at [http://beverleysoaring.org/
docs/soardid/2006/August%202006.pdf].

GFA Strategic Planning
Another Board meeting has been called on 12 and
13 August to finish off the strategic draft of the
GFA Business Plan. Again, by the time you read
this in September, you should be able to read all
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about it on the GFA website, and take the
opportunity to comment on or contribute to this
important issue. This is one of the ‘big’ issues
being handled by the GFA Board after the recent
restructure.

Code of Conduct issues
I apologise in advance for the abundance of
acronyms, but I firmly believe that all members
should get their heads around these issues, as
they are for personal compliance, not only for GFA
officials.
A great deal of my time recently has been
working with the Sports Committee developing
some key ‘Code of Conduct’ policies to ensure our
compliance with the Australian Sports Commission
(Ausport) as a National Sport Organisation (NSO).
All NSOs are already bound to comply through
existing or developing Federal or State legislation,
and Ausport is helping NSOs in compliance.

Anti-doping Policy
Tim Shirley (Chairman of the Competition
Committee) has an article on the Anti-doping
Policy in this issue (page 29), and
I would encourage members to read the article
carefully, especially those entering National
competitions. Tim has personally co-ordinated
with Australian Sports Anti-Doping Authority
(ASADA) staff to provide this information.
As a member of the Australian Sport Aviation
Confederation (ASAC), GFA is bound by the ASAC
Anti-doping Policy, which can be viewed at [www.
gfa.org.au/
Docs/Policies/Anti-doping%20rules.doc].

The next cab off the rank will be a Member
Protection Policy which encompasses youth
protection and anti-harassment provisions. These
issues are complicated because most of the State
governments have recently passed or are in the
process of passing legislation which already ‘ropes
in’ all sporting clubs in those states. Unfortunately,
the legislation is not uniform between states, so
each ‘National’ sport has the same problem in
Ausport compliance. Fortunately, Ausport has been
proactive in this area, and has produced some
great templates and summaries of each State’s
legislation to make the job easier to produce a
policy, as well as some experienced advisors to
help the NSOs. Recommended reading is the
Ausport
website at [www.ausport.gov.au/policies/
index.asp], and indeed the whole Ausport
webite is an important sporting resource.
Of course, there will have to be a member
education programme associated with the
introduction of this policy, which will let each
member know what is required of them under
each State law, especially coaches and instructors
who operate in several states.
An example of this is that a coach
has a different standard of compliance
in Victoria to Queensland. So if Victorian coaches
are to coach, say, at a Juniors Coaching Camp in
Queensland, they would have to meet the
Queensland State compliance – that is, a ‘blue
card’ police
clearance. Anyway, the GFA Executive
and Board still have to consider and consult on
the draft that has been prepared, so there is still
some way to go.

CASA Deed of Agreement 2006/07
This agreement was recently signed by myself of
behalf of GFA. It is the annual agreement that
commits GFA to carry out several of CASA’s
functions with regard
to operations and airworthiness in gliding. The
quantum involved is a high value item in the GFA
budget, and enables GFA to provide these
services.
ASAC handles the negotiations with CASA
regarding the actual amount that
is allocated to the self-administrating air sports for
delivering these functions. As indicated last month,
ASAC have recently had some breakthrough in
negotiation
with the CASA CEO. It is hoped that
this will translate into some good news with next
year’s Deed of Agreement.

GFA Seminar/Annual General Meeting/
Annual Board Meeting
Remember that several items of business were
identified for the AGM, including changes to the
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articles recommended by a sub-committee which
has been reviewing the Board Regulations. The
GFA Secretary has published the proposed
changes in adequate time for the membership to
consider and cast their vote either in person or by
proxy at the AGM. The proposed changes are also
published on the website at [www.gfa.org.au/
Docs/gfainfo/
06Specbus_explanation.pdf]. See the latest news
on the event at [www.
gosoaring.com.au/natseminar/].
I’m looking forward to meeting members at this
event in Brisbane on 23 and 24 September. See
you there!

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)

Insurance Corner
Letter from Chris Agnew, OAMPS Insurance Brokers to GFA Executive Officer:
Dear John
Just confirming our recent conversation where I
advised you of a change in
the OAMPS service team for the GFA.
Effective immediately I will become
the principal contact within OAMPS for
GFA Insurance issues.
Wayne Cottier who has provided this principal
contact for the past few years
is still working with us in the Aviation
team and will of course be available to you should
I be away or out of the office.
I will also be relying on Wayne’s vast
store of knowledge so the service provided to the
GFA should actually
be enhanced (with my extra set of eyes and ears
working with you).
In addition my colleagues in the
Sydney Office, Mike Cavan and Michelle Cassidy
will still continue to look after
the interests of the individual glider owners and
clubs.

With the strong team of gliding experts noted
above I am confidant that our relationship with the
GFA and its Executive will continue to blossom and
I certainly look forward to taking a more active
role in continuing our long-standing partnership.
Wayne and I will be attending the Gliding
Seminar in Brisbane on 23 September where we
are looking forward to sponsoring the pre-dinner
refreshments and catching up.
John, I would appreciate it if you
could pass this note on to the rest
of your organisation.
Kind regards,
Chris Agnew, National Aviation Manager
Employee Advisor, OAMPS Insurance Brokers Ltd
ACN 005 543 920.
Ph: 02 9424 1794, 0408 823 383,
fax: 02 9424 1710, mail: Level 6, 80 Pacific
Highway, North Sydney NSW 2060; email: <chris.
agnew@oamps.com.au>, web: [www.oamps.com.
au].

Happened recently
on an Airfield
Martin Feeg

R

ecently I was out and about looking for relaxation. What would be
better than sitting near the pie-cart, observing operations while filling
the lungs with fresh air, being lulled by the rushing sound of landing
aircraft, mixed with the humming
of bees and other insects?
This particular club had the habit of dumping odds and ends at the
corner of the runway. With the flight line well into the runway, at first it
was no problem; but soon the flight line had retreated, with many aircraft
having left and no pushing forward of the queue.
One wingman nearly broke his leg getting entangled
in the pile of cushions, wing walkers and tail dollies. Nothing happened.
Soon there was a wing drop – luckily, just after
the pile.
Close shave? Well, I thought so, and couldn’t help but approach the
instructor in charge offering my services to push aircraft forward or help
remove the items. I was looked at as if I had just arrived from a different
planet. Yes, I know
I am from a different continent. But isn’t safety the same worldwide?
What about the clearance cone?
Safe soaring.
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HGFA General Manager’s Report
History – Grafton, Jacaranda Festival
and John Dickenson
In 1963 a man by the name of John Dickenson
living in Grafton, NSW, designed and built
the first stable, controllable manned kite.
The kite was designed and built specifically
for inclusion in the annual Jacaranda Festival upon
request from the local water ski club, as part of
their contribution to the festival. A mate of Dickenson, knowing of John’s interest in aviation, showed
John a photo that had recently been published in a
magazine, illustrating a Rogallo parawing. The
parawing, and variations of it, had been
undergoing classified NASA development at
Langley, USA, for the Gemini Space Program under
the direction of its designer, Dr Francis Rogallo, as
a means of returning spacecraft to Earth. This one
photo was all that Dickenson needed to complete
his own design of a manned kite – a design that
was to become the turning point for all who fly
hang gliders today.
Dickenson had been a long time aviation
enthusiast, modelling various types of light weight
aircraft since he was a young boy. He had already
successfully developed a gyro-plane with his own
blade/rotor design. For several years prior to
seeing the Rogallo photograph, Dickenson had
been experimenting with fabric wing designs
based on the skeletal and membrane structure of a
bat wing. Seeing the Rogallo photo illustrated to
Dickenson that his own wing support structure
could be made a lot simpler. After a few
mathematical calculations, a few modifications and
some weight testing, Dickenson came up with an
airframe design that was distinctly different from
that which he had seen in the photo and, among
other things, incorporated the essential ‘A’-frame
‘weightshift control system’.
The first Dickenson glider, constructed with
simple materials comprising a frame made of
wooden spars and a sail made of blue plastic
banana wrap held together with electrical tape,
was ready for flight at the total cost of $24. The
glider was first flown by Rod Fuller (chosen as test
pilot because of his expertise as a water skier) for
promotional photos to the Jacaranda Festival in
September 1963 and then flown several times
during the festival by Fuller and by Dickenson
himself. The achievement of these flights are
historical moments in aviation and comparable to
any other of man’s significant achievements. The
Dickenson design finally solved the aviation
problem which had eluded so many before him
and achieved the age-old dream to allow man to
fly like a bird.
This year the Jacaranda Festival runs from 27
October through to 5 November, during which the
city of Grafton will recognise John’s achievement
and contribution to aviation, with the Mayor of
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Clarence Valley Council unveiling a special plaque
in John’s honour. A replica of the original kite is
also being built with as similar materials as can be
found today and will be on display as part of the
festival. The men who helped define the historical
moment will also be present at the festival, including John Dickenson (aviation inventor), Rod Fuller
(the first man to fly the original kite), Pat Crowe
(the boat driver for all early flights of the kite) and
many of the original members of the water ski club
who put forward the challenge to have John build
the kite. The HGFA will also be represented, with
plans to provide some activities to demonstrate the
modern use of John’s wing design. It would be
great to see a turn out
of our membership to meet and speak with the
designer of our aircraft, especially on the weekend
(28 and 29 October) when a fly-in is planned by
the local aero, gliding and home-built aircraft
clubs.
Details of the Festival can be found
at [www.jacarandafestival.org.au/].
For some reading on the history of how John’s
design changed the world of free flight aviation
have a read of the following web pages: [http://
grafton.nsw.free.fr/ski_wing/], [www.bchpa.org/
newsletter/may04/hghistory.htm].

Call for Funding of
our National Teams
As many of you are aware the Paragliding World
Championships will be held in Manilla, NSW, 24
February to 9 March 2007 and the Hang Gliding
World Championships will be held in Big Springs,
Texas, 8 to 18 August 2007. Australian teams will
stand good chances for podium places in both
events.
What some of you may not be aware of is the
limited funding that our National teams receive.
The HGFA, deriving its income from membership
fees and working to keep those fees to a
minimum, does not have the capacity to solely
fund these athletes to the extent they need for
training, travel, accommodation and entry to the
various comps where they represent our country.
Our membership is a unique single multifaceted resource which can assist or provide sole
support from within our own organisation, either
through joint contribution or single sponsorship by
those who have such a capacity. If you would like
to support our National teams in getting to these
events, please contact the HGFA office or myself to
pledge a donation or discuss the potential
to sponsor a team through the entire World
Championship challenge.

CASR 103, 149 Progress
The new air laws creep ever closer to finalisation.
Part 103 Draft NPRM has been reviewed and is

now in the hands of legal drafting before
publication to the general public.
Part 149 has now gone through its initial risk
review, designed to ensure that the rules are
safety oriented and necessary. The guiding
principle for all sport aviation regulations is ‘simple
rules for simple aircraft’. The objective of Part 103
is to consolidate all existing rules applicable to
sport and recreation aviation, including training
activities, into a single stand-alone rule set as
opposed to the current situation of having a series
of exemptions from the general rules. These Part
103 rules aim to set the general guidelines for the
sport and recreation aviation sector and provide for
the more detailed requirements of operations for
the particular aircraft within the sector to be
placed into the Procedures Manuals of the
administering organisations approved under the
CASR Part 149.
The process to develop these changes in
Australian air law has not exactly been speedy,
having started back in 1998. Changing any law is
never a speedy process. The main concession to
the time it has taken, however, is the fact that the
sporting sector
has been intimately involved in the drafting of the
regulations for Parts 103 and 149. This means we
are creating our own rules. We are defining our
own boundaries of operations and are doing so
with agreement that these operations are fair to
undertake and bear no higher risk to existing and
developing large commercial operations.
The legal change process is now nearing its
completion. The Notice of Proposed Rule Making
(NPRM) is expected to be released within the next
one to two months, with the final implementation
of the rules being estimated as some time towards
the end of the first quarter of 2007.

Magazine Articles
It has been said many times before that this
organisation (like any other) relies on its
membership for input and direction. Among our
membership are many talented and knowledgeable
pilots. There are also a great many up-and-coming
pilots hungry for the knowledge and lessons from
the more experienced. The magazine is an ideal
medium where experienced pilots can pass on
their wisdom through articles relating to the various forms of flying, including technical articles to
help give a better understanding of the
environment in which we fly, the forces of nature,
the construction of our wings and the skills needed
to pilot them. For those
of you who have the knowledge, I encourage you
to write such articles and share what you know. In
turn, you will make the magazine a better read and
of greater worth to the membership that reads it.
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Wind Farms continued…
The discussion regarding wind farms and their effect
on aviation in general, continues with a recent
notification from CASA indicating that a special
project will be developed for further education and
potential regulation regarding these farms. The CASA
project is only just getting started but you may
monitor its progress at [http:
//rrp.casa.gov.au/project/as0607.asp].

Accidents
The month of July has been very quiet regarding
accidents within Australia, with nothing to report.
Anyone receiving Google notifications, however, will
know of several major tragic accidents involving
paragliders in the USA and England. The following
report comes from Japan, where a concerned
member of the public has written to many sporting
aviation groups to highlight the dangers of nonregulated powered operations – the following email
is produced in entirety with approval from the author:

Dear HGFA
Although the following incident does not relate
directly to any Australians, and took place in Japan,
we’d like to bring it to your attention with the hope of
informing your members and hopefully preventing
any future re-occurrences.
We are not personally involved with the sport of
Powered Paragliding in any way, but were enjoying a
day out at Utsumi Beach in Aichi Prefecture, Japan,
when a PPG pilot failed on take off and came down
on a young woman, sunbathing and enjoying a beach
BBQ next to us. The machine had a wooden propeller,
and astonishingly, there was no protection
or cage behind the propeller assembly, which made it
potentially lethal.
Being next to her on the beach, we saw the
woman go down, and rushed
to the spot. With incredible luck, we had
a doctor among our own party, who managed to save
the girl’s life until a helicopter arrived. The blade cut
into her face, causing a deep 15cm cut along one
side. The injury was severe and a major facial artery
was cut, causing substantial blood loss. It was only
thanks to the doctor on the scene that this was
staunched; otherwise, she would not be with us any
longer.
Although we did not know her previously, we
have been shocked by this accident; how it happened
and how it can be prevented. We visited her in
hospital, and she now faces a few months in high
care, and upwards of a year of plastic surgery. Her
cheek bone was destroyed by the propeller and her
right eye was lost. She lost most of the teeth on the
left hand side of her face and the peripheral facial
nerve may have been severed, causing possible
future paralysis. At present, her jaw is wired shut and
she cannot eat nor speak. She is breathing via a tube
in her throat. Tomorrow, she is having bone taken
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from her leg in an attempt to rebuild part of her
cheek via a transplant. At this stage, it is unclear
what her future will be and what other problems
may surface, but after 10 days, her vital condition
has at least stabilised.
Looking at the machine after the event,
especially the damage her face did to the
unguarded wooden propeller, we are astonished
that a machine such as this could be flown on a
crowded beach. This in itself suggests a lack of
awareness of the potential danger. Checking
homepages for PPGs, we note that they are often
sold as ‘toys’ and it is unclear what, if any, licence
is required to purchase or fly them.
We are amazed to see that there is
no guard at the back – no doubt this has already
caused a number of accidents; and a fatal one is
coming for sure.
While I’m aware that this incident happened
outside the geographical area of your organisation, I
write in the hope that it will raise awareness among
your members of its possibility, and make pilots
think very carefully about possible dangers. I would
also urge members to investigate whether the lack
of a guard
is a serious design and safety flaw that needs to be
addressed before a fatality forces the issue. Locally,
this incident
has caused a major backlash against para-sports,
and has done great damage to the image of the
sport. I am sure this
is not in anyone’s interest.
Incidentally, the pilot was a 57 year old
company worker with 10 years’ experience of PPG.
This was his fourth attempt at flying that day.
Apparently he is being investigated by the
manslaughter division of the Japanese police.
In response to the author’s email I have
indicated that Australia does in fact impose a
requirement to achieve a certificate of pilot
proficiency in order to legally operate a motorised
paraglider. The simple regulations that Australia
maintains regarding motorised operations are
designed to ensure that circumstances such as the
one noted above do not occur within Australia.

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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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 CS77 VH-IKE 1,918 HRS VG cond, trailer, based
at Corowa $20,000. Ph: Ross 0427 547706.
HORNET 206, 1,800 hrs, right wing damaged,
repairable (secondhand wing available from
Germany). Standard instruments plus two varios,
Borgelt navigator, G indicator, no radio. Enclosed
trailer in VG cond, new rear canopy, front in
good cond. $8,000 ono (ex-Narrogin). Email: <raul@
diego.com.au>.
JANTAR 2B VH-IUG, 1,750 hrs, 750 landings. 20.4m
span Open Class, incl. good instrumentation, MH
electronic delivery oxygen systems, Peschges VP3E
electric vario & new XCOM 760ch radio. Glider is in
good cond. & is offered with road trailer & new Form
2 inspection. Price $30K for complete package.
Contact Joe Luciani <comcom2@bigpond.net.au> or
ph: Doug Brooke 03 53820170 to arrange inspection.
JANTAR STD SZD 41 A. 800 hrs TT, 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.
MOSQUITO VH-GKV (42-1 glide ratio). Beautiful glider,
flies & handles superbly. Strong parachute & trailer.
$27,500 obo. Ph: 08 81721675.
MUST SELL. DG100 & Nimbus 2. Each with trailer &
tow-out gear. Any reasonable offer seriously
considered. Ph: 07 38122029, 0408 195337 or
<maddogs1@optusnet.com.au>.
NIMBUS 3 XQE (WW) 25.5m. Immaculate cond,
Cambridge datalogger, Microair radio, LNav, extended
rudder, oxygen system, all ground handling
equipment & Cobra trailer, always in T-hangar at
Bathurst, new Slimline parachute. Ph: 0413 158319
or <greg.vale@bigpond.com.au>.
STD CIRRUS 75 VH-IUV. 2,094 hrs, 2,284 launches.
Basic instruments, tow-out gear & registered
enclosed trailer. Only $18,000. Ph: Mike 02 60591417
or <gepobjoy@optusnet.com.au>.
STD LIBELLE, VH GAK. Near perfect cond, wings
recently refurbished, good instrumentation, wired for
datalogger & Garmin GPS, wing & canopy covers, towout gear & enclosed trailer. $20,000. Ph: Michael 0419
751708, <michaeljcole@hotmail.com>.

Two-seater Sailplanes
BLANIK L-13, 7,900 hrs. Llewellyn mods, no life limit.
Basic instruments & radio. No trailer, but will deliver
within 400km Forbes. $8,000 ono. For photos/
enquiries ph: Lindsay 02 68552252.
IS28B2, WVR, Grampians Soaring Club is offering
their ’28 for sale due to a fleet upgrade. The A/C is in
good cond: approx. 4,650 hrs, 6,600 landings. Basic
instruments, radio & open trailer. See photos via “Vic
Clubs” on GFA website. Price negotiable around
$26,000 and;
K7 GSJ, perhaps the best K7 in Australia? Re-profiled
by Hank Kaufmann, this A/C is also (reluctantly)
offered for sale due to fleet upgrade. For Vintage
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enthusiasts/clubs with a limited budget, this may be
the A/C for you! GSJ easily copes with the whole GFA
training syllabus & cross-country flying to boot! GSJ
is offered with basic instruments incl. radio, & a good
enclosed trailer. Approx. 3,050 hrs, 8,400 landings.
Price negotiable around $10,500. Ph: Gary Stevenson
03 53524938 to discuss either of these A/C.
MUST SELL. Grob 103 Acro. Completely refurbished.
Also G103 project & trailer. Any reasonable offer
seriously considered. Ph: 07 38122029, 0408 195337
or <maddogs1@optusnet.com.au>.
TWIN ASTIR, IKD, VG cond, Microair radio, trailer, B-50
varios, oxygen, 4,500 hr life, photos [www.
narroginglidingclub.org.au], 1:38 XC performance. Ph:
Hilmer 08 92918949 or 0429 900016.

Self Launching/Motor Gliders
DIMONA H36 GNW. Excellent cond, L2000 engine E&P
TSO 340 hrs, TTAF 2,000 hrs. Microair radio, new
tyres. Selling with recent Form 2 (due Aug). $83,000.
Ph: Terry Harrison 02 49432390.
IS 28 M2 motor glider, 2,091 TT, 31 hrs on upgraded
motor & rebuilt prop. Payload increased as per factory
authority. GPS & transponder plus the usual
instruments. VG cond. $58,500. Ph: John Callahan 03
52366290.
XIMANGO MOTOR GLIDER. Two-seater performance
glider with Rotax 912 motor with only 600 hrs.
Pictures & details on request email <adbin05@
bigpond.net.au> or ph: 02 99587311 – Reduced for
quick sale.

Powered Aircraft/Tugs
PAWNEE 235 towplane. Factory engine & prop, 1,300
hrs. $65,000 + GST. Ph: Mark Griffin 0427 887311,
03 53820007 (h).

Instruments & Equipment
AUSTRALIAN MADE CANOPIES: Dimona H36, Grob
103, Libelle, IS28B2, LS & others. Rails, windows.
Blue tint now available Email: <aamoulds@optusnet.
com.au>. Ph: Ian & Cecilia Linke 08 82513780.
CAMBRIDGE 302 is an outstanding vario. Add what
you like or wait for Panel mount PDA style screen out
soon. Wingstands $125, Dynamic Boom mics &
200x50 to 380x150-5 Tyres.
Ian McPhee 0428 847642, Box 657 Byron Bay NSW
2481, [www.mrsoaring.com].

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
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.)

All aircraft should be suitable for the intended
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. Secondhand equipment should
always be inspected by an independent person,
an Instructor wherever possible. Advice should be
sought 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
ACT

AIRBORNE C4 13, current Airborne flagship, grey/
blue/grey, 80 hrs, only 12 months old, great cond.
Ready to go to the comps. Based in Canberra – test
fly between Newcastle & Bright, $5,500 ono. Ph:
0427 557486 or <trent.brown@anu.edu.au>
NEW SOUTH WALES

ICARO MARS 170, novice, GC, pink/white Moyes pod
harness. Incl. red suit 6’, tow harness & wheels.
$1,000 lot. Ph: 0403 882 052 after 6pm.
MOYES XT 165. Good colours & cond, speed
bar, wheels, spare DT, new cover, $1,200 ono. Ph:
Rod 02 4934 7917.
VICTORIA

AIRBORNE C4 13, red/white/red US, Microdrag
A-frame, 30 hrs old, excellent cond, $6,800 ono.
AIRBORNE Fun 190, red/blue US, approx. 20 hrs‚ old,
$2,400. MOYES Matrix harness, black with silver trim,
suits chest & hips 108cm, shoulder height 151cm,
height 175cm. Excellent cond, $1,500 ono. SKYLINE
Zerodrag harness, black with silver trim, suits chest &
hips 102cm, shoulder height 151cm, height 175cm.
VGC $1,000 ono. Bräuniger IQ Comp vario c/w

September 2006

• • • • • • • • • • • • • • • • • •
carbonfibre pod, bracket, speedo, Garmin GPS12 GPS
& cables, VGC $600 ono. Garmin 76MAP CSx GPS,
Brand new in original box $675. Ph: Phil 0407 042
634 or <schroder@dragnet.com.au>.
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NEW SOUTH WALES

Paragliders & Equipment
NEW SOUTH WALES

ADVANCE harness and FIREBIRD Matrix wing (L) suit
pilot 80 to 105 kg, appproximately 120 hrs, both in
very good cond, suit beginner to intermediate, $1,800
ono. Ph: Peter 0409 480 193.
AIRFER TORNADO paramotor & harness, stainless
steel cage, spare prop & trike base (never used), runs
great, never fails to start, $4,500 ono. Ph: Peter 0409
480 193.
SIGMA 4, white with orange LE. DHV2-3 to suit int
pilot up to 120kg. Very good cond, 180 hrs. $500
inclusive of tandem carry bag. Ph: Tony Sandeberg
0413 593054.
VICTORIA

COMPLETE PG KIT, Advance E3, 26, DHV1-2 GC, 140
hrs, backpack, zip-on day pack, inner bag, manual.
Checked & serviced. Edel Hero harness, new reserve
chute & extra ground handling wing! (Edel Quantum),
UHF radio, flight suit, Bargain $2,100 the lot, be
quick! Ph: 0417 341367 or <bohdan2@bigpond.net.
au>.
NOVA TYCOON M, EC, 35 hrs, DHV 2/3, t-o weight
range 90 to 110kg. Selling as I am flying the Tycoon
L, $3,800. Ph: Fred Gungl 0428 854455.
SKY REVEL HARNESS, size M, blue, suit pilot up to
180cm, good cond, two years old. Located in
Melbourne. $500 ono. Ph: Benjamin 0438 093277.

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]
NEW SOUTH WALES

Trikes & Equipment
NEW SOUTH WALES

AIRBORNE STREAK WING T2-2411 yellow/white/
blue, 60 hrs TT. Good cond. Current registration &
recent annual completed. Rarely packed up due to
private hangar. $4,900 ono. Ph: 0409 547787.
VICTORIA

PEGASUS QUANTUM 582, T2-2796, 312 hrs, new LE,
all gear, headsets, suits, comms. Custom soft ride
trailer with correct wing mount & tool boxes.
Excellent cond, logged hrs & maintenance incl.
bearing clearance, $18,500. Ph: 03 59713223 or
0407 865 866.
582 EDGE X T2-2432. Ebox blue Classic, full
instruments & pre/post silencer, Wizard wing,
75 hrs, $27,000. 582 Edge X Ebox black Outback
converted to Classic, pod/sideskirts spats, Wizard
wing, 300 hrs, $22,500. 503 Edge X Cbox red, pod &
saddlebags, Wizard wing,
150 hrs, $16,500. 582 Quantum Ebox white, full
instruments, new Trilam LE, 350 hrs, $17,000. 582
Edge X T2-2475, Ebox blue classic, full instruments,
strobe, trike cover, Streak wing, excellent cond, 280
hrs, $25,000. Edge X Wizard 2 sail, 20 hrs, $2,000.
Edge Executive sail new, $2 000. Trailers: new, ??
tonne, alloy trays, three available, $1,100. Assorted
helmets, headsets, intercoms. Microair radio, 2 hrs
use only, $1,250. New Airborne trikes available from
$24,000. Ph: John Oliver 0428 303484 (h);
03 98074734; <johnoliver@bigpond.com>.

BYRON AIRWAVES

EMPLOYMENT OFFERS:

Hang Gliding School

•
•
•
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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.

General
TANDEM HANG GLIDER PILOTS wanted for our
summer season (October 2006 to April 2007)
in Queenstown, New Zealand. Email: <info@
tandemhanggliding.com>, ph: +64 (0)21 826336.

• 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

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>
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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]

SOUTH AUSTRALIA

Adelaide Airsports

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

Microlight Aircraft Specialist

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.

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>

Demo Gliders
Gliders
Hours
Condition
Sell
Nova Tycoon
35hrs
EC
$3,800
Nova Tattoo
New
$3,890
Nova Mamboo
New
$3,850
Dealer for all major glider manufacturers, Charly reserves,
Insider helmets & various accessories.

[www.airsports.com.au]

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

Advertising
Advance – Manilla Paragliding
Airborne Avionics
Canungra Competition Clinic
Eco Watch
GFA Form 2
HGFA Merchandise
Hirth Engines
Icaro
Lake Keepit Gliding Club
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Microair Avionics
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Paragliding Headquarters – Gradient
Schempp-Hirth – Fibremites
Skycycles
TST 10m – Geoff Pepper
Windworks Paragliding
Wingtech
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• 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]

HGFA & Soaring Australia

Merchandise
OUT NOW
Contact the HGFA office for a current brochure
t-shirts – caps – slouch hats – rash shirts – magazines
– stubby holders – stickers – parachute repack DVD –
calendars – long-sleeved t-shirts – pens – cloth badges
– beanies – polar fleece jumpers – vests – and more...

E: office@hgfa.asn.au W: hgfa.asn.au P: 02 6559 2713 F: 02 6559 3830

