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COMET

Y/ins the 1980
American

The deciding factor inthe 1980 American Cup was The COMET 1s U SH.G.M.A. certified and hasthe
consistently superior glider performance—thewinning  German C.of A. The U.K. C.of A. has been apphed for.
team were equipped entirely with COMETS. The COMET is a high quality aircraft built entirely in Britain
And that’s not alll to the best engineering and sailmaking standards Dy
COMET — 1st, 2nd, 4th & 6th In the Owens Airwave Gliderslimited under licence to Ultralite Products
Val 1980 XC Classic Inc. == —

COMET — 1st, 2nd, 3rd, 6th, 8th, & 9th In ————

the 1980 U.5. Nationals
COMET—Leader of the new generation

The COMET has a perfected floating cross boom A' RMVE
system totally enclosedin a highly developed 60%
double surface aerofoil. The unbeatable combination of G“Dms
sweet, sensitive handling and outstanding performance COM ET

makes the COMET a winner—proven inthe world’s
toughest competitions.

Your flying deserves the best ghider available—the
glider proven to be consistently superior. Test fly a COMET
soon. Contact us for further information and the name of
your nearest dealer.

Airwave GlidersLtd., Otfice: High Marsh, Cockleton Lane, Gurnard, Isle of Wight PO 3 1 BJE
Telephone: Cowes [0983) 295576




Have you heard the word . . .

Tophoon..

June 1980

Solar Wings enjoying a successful
first year with the STORM —

but feeling a strong desire

tor a breakthrough in wing design.

July 1980

Design Aim. Using new technology:-
to rethink hang glider construction;
achieve a better sink rate than
anything else around;

to achieve a considerably higher
cruise speed and anL/D of 11 to 1,
without prejudice to slow speed ability.
Not to release the glider until

this huge performance gain is clearly
seen to have been achieved.

November 1980

Objects achieved.

Aerodynamically the cleanest glider
we have ever seen.

More than 55% double surface
defined aerofoil — preformed battens
hidden cross spars

heavy Mylar leading edges
spanwise laid cloth (bias corrected)
lower surface gated batten pockets
to resist spanwise flow

lateral C.G. shift-assist system

for fast roll control

fastest rig system available

Solar high quality

and engineering excellence

It's what the pilot wants.
It's what British Hang Gliding neéds.
It's what Solar Wings has gotl

BECOME PART OF THE REVOLUTION.
PHONE FOR DETAILS OF THE TYPHOON . . .
A GLIDER WORTH CHANGING TO.

SOLAR WINGS LTD.
Katherine House Yard, Kennet Place, Marlborough,
Wilts. SNB 1NG. Tel. (0672) 54414

NORTHERN GLIDER

New and second-hand glidersin stock
from every British Manufacturer

All our gliders are guaranteed to be test
flown and tuned to suit by C.F.I.

and British Team Member

Graham Hobson, whether for

the beginner, intermediate or
advanced customer.

‘No deposit finance’
scheme available

Partexchange and enquiries
for new and
second-hand ghders
are welcomed and
demonstration
flights are invited,

N.G.S.

NORTHERN GLIDER SALES

8 BRENCON AVENUE
BROOKLANDS
MANCHESTER 23 9HL
Telephone: 061 973 4085
061 434 3364

Soleimporters
fortheamazing Atlas.
Large stocks available.

THial

Main Dealer
for Hiway in




This glider has no British C of A.

The revolutionary new glider with superior sink rate. glide, and penetration plus high stability end
superb handling.
Available now from stock in two sizes and a variety of colours.

Lightning L170 Lightning L1395
Wing Span 321t 32t
Wing Area 170 sq. ft. 195 sq. ft.
Aspect Ratio B 6.3
Nose Angle 130° 130°
Empty Weight S6lbs 601bs
Pilot Weight 9-11st. 11-15st.

Other products include the Sigma Professional cocoon hamess, and the incredible Sigma Floater; the
lowest priced high performance intermediate available.

Southdown Sailwings. 82 Goldstone Villas, Hove, Sussex Telephone: Brighton (0273) 732007
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In May. 1978, Nick Lawler was killed flying a powered hang glider. He had
put a keel-mounted engine on a Wasp Falcon 4, with an extended shaft and a
pusher prop. To make it all fit (and these were early days in power,
remember) he cut a few square feet off the trailing edge of the glider,

On the dav he died, he was doing demonstrations for his father, who is a
protessional pilot of conventional aircraft. On one pass across the front of a
small hill, being filmed by his dad, Nick appeared to stall. possibly gust-
induced, and went in from about 80 feet. I've seen the film. It's stark and
horrifying. It obviously has an extra meaning to me in that, six months later,
in a remarkably similar accident from three times the height, | escaped with
MIinor injuries.

The Accident Investigation Board (ALB) decided to go the whole hog on
Nick's death, the first in Britain (and so far, the only one ) on a powered hang
ghder. The AIB was to treat it as they would treat the crash of a jumbo jet,
and spend whatever was needed - rumour said £50,000 - to find out why
Nick crashed.

Now. more than two and a half years later, there’s a sorry tale to tell. One
of the problems about telling as much of the tale as | can tell is that the fuss
might make that tale even more sorry. But if you believe, as L do, in getting a
problem aired as the first step to solving i1, then [ hope you'll bear with the
story.

The AIB wanted concrete evidence of the flying characteristics of Nick’s
Falcon 4, One way they went about getting it was to start talks with BHGA
to build a hang-glider test vehicle. 1f they could run Nick's re-built machine
through this test vehicle, they'd be able to log its performance to limits well
outside that tested by a prudent factory-pilot. When Nick's machine was
done, then, in the interests of further satety, BHGA would be able to take
over the test vehicle and use it to run through new prototypes to make sure
they were safe too.

That may not be exactly the arrangement. but as one of the BHGA
Council while this negotiation was going on, that’s how | understood things
to be. It was estimated the vehicle would cost £19,(000, and be of real value to
British manufacturers. In fact, the promise of its arrival — and it hasn’t yet
arrived, - was enough to stop manufacturers clubbing together to build their
own, With the best test-vehicle money could buy soon to be available, you'd
be a fool to go ahead and build your own.

S0, AlB talked to BHGA . and asked the ssmple question . . . Who should
build and run this vehicle? The name that emerged at the end of lots of talk
was Rory Carter, on the Isle of Wight. BHGA put his name up. but during
the signing of contracts which followed, Rory signed up with AIB, worked
directly to AiB, and took great exception to any claim we in BHGA might
have made about the vehicle. When Barry 'Blore wrote his article on the
test-rig in February, 1980, Wings!, for example, Rory pointed out the
vehicle was his copyright, we had no right to publish pictures without his
permission, and whether it was connected or not. we did not - at the AGM
the following month — get to see the test vehicle, Istill haven't seen it, though
others (1'm assured) have done so.

It still hasn’t been calibrated. Believe it or not.

It still, more than 30 months after Nick's death, hasn’t come up with the
definitive answer as to why it happened.

A brutal point to make, and [ might as well make 1t now . 15 that, if we had
had a test vehicle at the beginning of 1979 (which we didn't and couldn’t
have) then Paul Maritos would not have had to put his prototype through
that dive-test that killed him. And while we're lumbering around handbag-
fighting over when BHGA is finally going to make that vehicle available to
existing manufacturers, test pilots are risking their necks to half-discover
what a test-vehicle will tell them fully at no risk at all. Meanwhile there could
be another death like that of Paul Maritos . . .

It Nick's death has any meaning, it s the meaning we give it. Nobody now
flies Falcon 4's with half a dozen square feet of sail cut off the trailing edge.
Hanging on to the test vehicle to find out why such an aireraft killed a good
pilot 15 an exercise in the absurd. Why is it being done? It's hike spending
thousands to work out why a Ford Edsel kept bursting into flames, when
evervone 1s now driving Fiestas.

Al the last BHGA Council meeting we decided - and we 're a conservative
Council, let me assure you — that the best way to get things resolved. one way
or the other, would be to ask fora Parhamentary Question to be put down. It
18 an issue that has all the elements a good hard-working MP would fall on
with glee. And | wouldn’t blame him.,

Since then, our Development Officer, Barry Blore, who inherited the
problem. has asked for a httle more tme to secure the vehicle. so the PO
never went down. Let's hope we've got the vehicle soon. Because if we
haven't, | am personally going to press. quite strongly, to get the subject
atred in public, Brian Milton




VOX POPULI
APPROXIMATELY

Dear Sir,

It was a breath of very cold fresh
air to read Lionel Alexander’s
opinions of the interpenetration
(love that word) of hang gliding and
gliding (Wings! - November edition).
It could be said, though, that he was
somewhat biased in his article (as
any solicitor would be... “paying
attention to his client’s interests’).

But we are reminded that the
BGA have had 50 years to develop
responsible attitudes and through
hard work it is true to say they are
committed to the principle that the
air 1s free for all to enjoy. But aren’t
we all . . . as long as it is safe. But this
is where Mr. Alexander begs to
differ. And isn't it a sad reflection on
the BHGA that the BGA considers
we lack self-discipline in terms of
controlling our sport?

In fact, Mr. Alexander does not
have one good thing to say about us;
he even infers in so many words that
we are nof safety-conscious nor suf-
ficiently informed about aviation
law. Both may be true but we should
object to anybody suggesting we
should be more courteous and less
demanding.

Where does Mr. Alexander get his
ideas from. other than reading
Wings!? In fact, it would be interest-
ing to know how much Mr. Alexander
actually knows about hang ghding
and if he has ever discussed this with
any of the BHGA club members.

We are told that the BGA 1s most
anxious to minimise conflict but how
15 this possible without them first ap-
preciating the fact that our sport is in
a very early stage of development
and that both at national and club
level we are all trying extremely hard
and succeeding in improving out
standards. [ believe that unless the
BGA realise our present situation,
all they will do is widen the already
strained relationships between hang
ghding and gliding.

It would be most interesting to
compare the present development of
hang ghding to gliding as it was 50
vears ago. The BG have got to make
allowances for this age difference
and rather than try to minimise (or
exaggerate) conflict they should be
more helpful in assisting hang glid-
ing to achieve some respect and
reputation as given to the BGA.

It is certainly not helpful to put
such one-sided arguments as Mr.
Alexander purports, although I do
believe that we should pay heed to
his advice regarding moderating our
editorial comment in future.

T. Taft
Leeds

C.B. RADIO

With the mushrooming growth in
the illegal use of 27MHz CB radio
equipment, it is evident that hang
glider pilots have not been slow in
recognising its usefulness for site-
finding, etc.

While not condoning its use else-
where, please avoid transmission
anywhere near sites. At typical site
altitudes. signals travel many miles,
and can easily be located. Also radio
control enthusiasts share our hills
and will defimitely report anyone
using a set.

It would be all too easy for hang
gliding to become associated with
C.B. “Breakers™.

If we are to successfully continue
the Home Office (who prosecute
“pirates’’ ) and similar bodies that we
are responsible individuals, it is
essential that we do not act irres-
ponsibly in this matter.

It must be emphasised that there is
very little likelihood of 2TMHz being
legalised for C.B. - the Govern-
ment’s plans would seem to be for a
totally different (928MHz) frequency.
Dave Smith
BHG A Radio Communications Officer

AIR PHOTOGRAPHY

I'm a hang glider pilot. Any chance
yvou could get an article together on
the methods and equipment used on
the in-flight shots of hang gliders?

I know it won't interest everyone
reading “Wings!” but it culd be an
interesting article and possibly lead
to more pictures being sent in to the
magazine.

John Newman
Harlow, Essex

PLAY IT AGAIN, SAM

Dear Sir,

Re your front cover June 1980, |
noticed that Jim Taggart’s control
frame upright has a distinct bend in
it, Has he not done his pre-flight
check or is this photo just one of him
posing with two lead pipes over an
enlarged photograph? Is this Wings!
I read or the Plumbers Gazette?
What a load of ballscock!

Nonk D. Take OfT
Leeds

POWER OPINION

Some thoughts on BHGA involve-
ment in the organisation and control
of powered hang gliding. I think the
BHGA should take over weight-shift
only powered flexi wings,

Reasons With the right equipment
and techniques power will make
hang gliding far more accessible to
the public. Weight-shift only control
is vastly different to most other avi-
ation steering mechanisms. The HIA
are already set up for organising
training with this type of machine. It
seems that numbers of non-powered
hang glider pilots is stabilising, but a
lot of newcomers to hang gliding are
opting for power. The reason, I
believe, is convenience, and the
chance to fly more often. If the
BHGA were to get involved with
flexi-wing power the magazine could
cope with both sides of the sport, and
extra membership fees could be
charged because of the power side. |
feel it is necessary for the BHGA to
take over flexi-wing from the
BMAA, as the powered trike, seated
or prone, is here to stay. At the
moment they are being used as very
poor performance aircraft, but pilots
will soon tire of crawling about the
sky any old how. The gap between
minimum aircraft and powered hang
ghders will then be more apparent.

The minimum aircraft will develop
into more powerful, faster machines,
with higher takeoff and landing
speeds. They will be more expensive
and possibly more noisy. In fact,
someone will probably re-invent the
aircraft. Powered hang gliding will
have to stay relatively cheap, simple
and multi-purpose. Imagine a league
competition held at a site closer to
the centre of population. The BHGA
competition  committee could do
their usual excellent job of running
it. Power units could be used just for
ascent to starting height, say 30
pilots with 12 clipon units. These
could be lent from various manufac-
turers. All normal non-powered
tasks could be wused within the
public’s gaze, with more flying time
for participants and more interest
for the public, encouraging more
sponsorship.

Ideas on spec:- a decibel level of no
more than B0 decibels. The rest
would be self controlling as manu-
facturers would want to make
lighter, more efficient machines,
with very low drag, and therefore
the two sports would travel together
along the right lines to a brighter
future.

Howard Edwards
Dunstable Hang Gliding School

HAPPY WIFE
Dear “Wings!"

After reading the article by Rex
Grogan entitled “‘Sexist Battles™”
(“*Wings!" — Oct. issue) I'd like to
point out that there is another side to
the story. | am happily marned to a
hang glider pilot, which, I suppose,
labels me as an HGPW. Since my
husband started flying my life's
never been so good. Oh. I've carried
the glider up mountains, played nose
wire-lady in the middle of winter
with  frostbitten fingers, hung
around chilly hilltops when it’s blow-
ing a hooley, etc, etc. .

But I've also visited some beautiful
parts of the country and amazing
country pubs, seen some spectacular
scenery and equally spectacular fly-
ing. learnt to fly sailplanes. taken
reels of interesting photos, and dis-
covered how to keep fit without try-
ing too hard.

So. if there are any maggotty old
HGPW's around, as depicted in the
article — get off your backsides and
give your man a bit of support, or
head for the divorce courts! After
all, he wouldn’t stop you from enjoy-
ing a sport of your choice . . . would
he? You can’t beat him, so why not
join him - try flying a hang glider or a
sailplane and vou too will discover
why he wants to fly. Its magic.

The only argument we have about
hang gliding is who gets to read
“Wings!™ first.

P.S. Anyone itnerested in starting
the British Hang Gliding Pilots
Wives' Association? Applicatons
from non-moaners only please.

Mrs Susan Yeoman

A Satisfied HGPW

Megalomania
Dear Sir,

Even if we have no desire to fix an
engine to our hang ghders, we still
need power to soar and gain height in
thermals. Normally, nature provides
the necessary power directly or in-
directly from the sun. Itis interesting
to see just how much power we need
and compare that with how much is
available.

Power = weight (Ib) x rate of climb
(ft/min /33000

The weight here is not pilot weight
but total (pilot + glider)

It will help to start by finding out
what is required to soar when the
rate of climb is exactly the normal
sink rate. Taking 200 ft/min as an
example and a 220 |b weight, soaring
power = 220 x 200/33000 x 1.33
horse power

The same amount of extra power
will be needed to climb at 200 ft/min,
so 1000 ft/min needs 8 hp, and 4
takes up 4 hp. In international units,
that is 1 kilowatt to soar, 3kw for 4
ft/min up, and 6kw for 1000 ft/min
up.

The amount of energy reaching
the ground from the sun at latitude
60 Degrees North varies from as low
as 30 W/sq. m on a clear December
day, rising in cloudy conditions to



100W/sq. m, to June figures of
19W/sq. m on a cloudy day and
380W/sq. m when clear and bright.

This energy warms the ground,
which in turn heats the air above it.
Different types of surface react at
different rates. so that we find some
areas are better than others as
sources of thermals, the warmed air
rising because of its reduced density.
Even if the energy is not all trans-
ferred to the air immediately, rising
air has to be replaced., so the
thermals might be stronger than you
would expect.

Taking 300W/sq. m as an average
for a good day, and allowing only a
quarter of that energy being given to
the air, a 10m diameter circle will
give out 6kW and a 100m diameter
arcle will give out 600kW. That
means there is enough power around
to keep up more gliders than are
ever likely to be in the air at the same
time. The thing to watch for is that
vou will stop the heat reaching the
ground, so thermal activity will re-
duce as the numebr of airborne kites
increases.

I'll leave it to a meteorologist to
explain how much power is available
in soaring conditions, from pressure
gradients. It's easier to see if the
wind 1s strong enough to push the air
up the hillside at a rate greater than
vour kite's sink rate. But again, the
more power there is to use, the faster
vou will go up, and the higher you
will top out. Enjoy your wind-
powered flying!

Robin R. Smith

Aberdeen

P.5. A 200 sq. ft. Kite covers 20 sq.
m. and spans about 10m.

TOWING QUERY

Can anyone tell me how 1 can get
nto towing?

Four months ago, after witnessing
a far more experienced pilot than me
stall into the hill from 70 fi., I
decided to give up ridge soaring
before | hurt myself. I gained my Pl
about a vear before this incident and
had about six hours soaring, mainly
at Kimeridge and Berwick St. John.
Most of this time was spent at (-150)
feet above ground level, in other
words at the most dangerous height.
Admittedly, I could lessen this prob-
lem to some degree by upgrading my
Falcon IIT (which 1 can’t afford) and
flving higher on a better kite. How-
ever, this does not alter my convic-
tion that ridge soaring is inherently a
dangerous occupation.

Towing, however, seems a better
proposition altogether. Being at the
danger height only twice during each
flight, once on take off and once on
landing, is surely far less hazardous
than spending half an hour continually
at that height.

What has happened to the towing
craze? A year ago the pages of
“Wings!” were filled with nothing
else. Does anyone know of someone
who can teach me the art of tow

launching safely, and who is pre-
pared to take on a pupil with bnly six
hours soaring experience?

And no, [ can't afford to buy a
skytrike.
John O’ Driscoll
Dorset

OH FOR THE WINGS

Dear Sir,

Silly pilots stand up and be
counted! | wish | was as light as
Calvert. When Bob was on Super-
scorpions, he flew a C, the biggest
available. So did I, but I'm heavier
than Bob so my wing-loading was
greater. 1 couldn’t, and still can't,
hack light winds the way lower-
loaded pilots can. Conversely, they
can't often hack high winds the way |
can but they do at least have the
option of adding ballast. The only
really big glider [ can recall was the
Scorpion D and | gather very few
were sold. If big gliders don't sell,
nobody can blame the manufacturers
for not making them but the result is
that heavy pilots, and I'm not heavy,
are penalised. Wing-loading 1sn’t
everything, obviously. 1 do have a
vague impression from somewhere
that Bob Calvert's a reasonably good
pilot.

The silliest comment ['ve ever
read (well, nearly) is by lcarus, who-
ever he may be, asif we didn’t know,
lan Trotter
Edinburgh

AND HIS COUSIN, GLOBE

Dear Sir,
I've just moved to Bombay, India,

for six months and would really wel-

come any information or guidance
that readers could give me about fly-
ing opportunities and contacts out
here.

If anyone would care to get in
touch, they can reach me at:
Room 4411
Hotel President
90 Cuffe Parade
Bombay 4040 005
India
John Bowman

ASTONISHED,
DONCASTER

Dear Sir,

[ am prompted to reply to the
person who wrote in November's
edition of Wings! admitting that he
had been trying to learn to fly for at
least seven years,

| find this statement an astonishing
one for anyone in hang gliding to
make. Has he in fact ever attended a
school? If not, does he have his own
ghder? If he does, then it is no
wonder that he finds it difficult to
find sites where he is either capable
of flying or (even more difficult)
finding a club that will allow him to
tfly without a Pilot 1 certificate.

Another point that comes to mind
is exactly how often this would-be
pilot has been out flying (or, rather,

‘attempting to) over the last seven

vears. If the answer to this question
is “fairly regularly” then maybe he
should consider himself unsuitable
for taking up the sport of hang gliding.

On the other hand, if the person
concerned comes out only a few
times a year and (surprise, surprise)
the weather is not ideal for training
then he ought to realise that the
effort put into hang gliding is directly
proportional to the results achieved
and the consequent enjoyment in-
volved.

However, looking on the bright
side, the results are really worth-
while so take Tony Fuell’s advice,
swallow your pride and go to a school.
Adrian P, Reast
Doncaster

SOLVENCY RULES

Dear Sir,

I was very interested in the article
that appeared in the November issue
of Wings! headed “*Why don’t more
people take up hang gliding” by
Chris Pym and also a letter that
appeared in the same issue headed
*1 confess””. It raised some wvery
interesting issues,

A newcomer to the sport faced
with approximately £100 fees for
tuition may decide that it is a lot of
money to spend if it turns out that he
does not hke it. He may decide
against it before even trying. In the
letter headed 1 confess™, the writer
says that for seven vears he has been
learning to fly and he has not quite
made it. I am also in the same situ-
ation. | have been teaching myself
for approximately four years and
have had about thirty short flights.

He does not say why he does not
go to a school for lessons. 1 am sure
that it is not pride keeping him from
doing so, as the Editor suggests. In
my own case, it is the expense of
learming to fly and lack of tme to
practise regularly. Hang gliding
once boasted itself the fastest grow-
ing sport. As the latest membership
figures show, this is no longer so. |
think that much more needs to be
done to encourage people to learn.
Also, there are not many articles
directed at the novice in Wings!

As a footnote to this letter, |
would like to mention an advertise-
ment that appeared in a local paper
from the East Sussex Gliding Club
offering lessons at £1.30 each.

P. Topping
Hove

Fhanks fo Ups and Downs, Denstable HGO




MANUFACTURERS

COMPETITION

Following the 1980 American Cup.
and the performance edge of the UP
Comet. there will be a manufacturers
competition on January 10/11. in
either South Wales or Mere. Com-
peting pilots can only be nominated
by manufacturers, one team each,
maximum of three pilots, Tasks will
be judged by groups of 3, with 1980
American Cup scoring (900/600/3(0)
+ max 50 for any spots), There will
be three basic tasks, all performance
orientated. to test speed., ghde angle .
sink-rate, manoeuvrability, ease of
landing. Only one ghder per pilot
may be used throughout the compe-
tition. and to even out pilot skill, no
team may contain pilots who are
within 10 places of each other on
final 1980 League results. (This is to
frustrate attempts to have g team
containing, say, Calvert, Bailey and
Hobson, on the certainty that such a
team would have a clear pilot edge. )
If any teams are entered from abroad
- and the word 1s that two teams may
come over from France - the BHGA
Competitions Committee expects
such teams to conform to the spirit of
that rule.

Entry - Manufacturers should send a
list of their designated pilots, with an
entry fee of £15 per pilot, to Derek
Evans, ¢/o Barclays Bank, 80 High
Street. Sevenoaks, Kent, to arrive
no later than Friday, January 2nd,
1981. It's expected that the amount
collected will roughly equal thar paid
by League pilots for one competition.
The Competitions Commuintee fund is
empty after the 1980 American Cup,
and is therefore unable to support
such a competition withowt charging
eniry fees,

TASKS - 1. Roll Rate, as occasionally
used in the League. criss-crossing a
line on the ridge as many times as
possible within a maximum 2-minute
period.

2. Three or four pylons in a straight
line perpendicular and behind the
ridge: contestants to take off and
land within a 10 minute period going
around as many pylons as possible
and returning to T/O. Judged by
speed. distance from T/O if one or
more fails 10 get back, but the pilot
getting back to T/O always beats the
pilot who doesn't,

3. Line drawn way out in front of
ridge: task is speed to the line, and
then get back on top. scoring zero if
contestant fails to make it back.
ALL TASKS will be set by the
performance/parameters of Johnny
Carr's Fledge 2. and Jeff Burnett's
Amernican Cup Comet. The American
Cup seeding system. best versus
best, worst versus worst, will be used.
B. Milton
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PETER BROWN DEATH

The great Australian ace, Peter
Brown, 27, died on October 24thina
motor-cycle incident in California.
Known as “The Black Death”, Peter
was the alternate Awustralian team
pilot at the American Cup in Tenn-
essee, but because of personal prob-
lems. didn’t turn up. He had placed
2nd at the US Masters Competition
at the beginning of September, and
was recognised as one of the best
pilots in the world. He was given the
name, The Black Death. by Graham
Slater at the 1979 Owens Valley XC,
because of the big black Moves glider
he flew then, and the name was con-
firmed by Johnny Carr’s reaction
whenever he mel Peter. A year before
his death he made the longest ever
flight outside Owen’s Valley, doing
81 miles from Sequatchie Valley as a
wind-up to the 1979 American Cup.,
His death was a big blow to the
Australian team, and he’ll be missed.

FRENCH TOW MEET

Blois, on All Saints’ weekend,
November lst. A Gryphon tucked
under tow, with the Giro-treuil sys-
tem; one leading edge broke while
on negative angle of attack. Fortun-
ately, Pierre Saint-Germain, the
victim, in spite of his name, did not
rejoin the other saints of the day. He
had his two legs broken which is a
mild result for such a severe crash.
The Giro-treuil is a winch using a
propeller as a brake; the line 15
attached to the tether point (thus a
single line). The glider took off and
suddenly whipstalled 80ft. above the
ground. Vol libre's editor had had
exactly the same accident with a
Lancer IV a month before except
that his glider dived instead of
tumbling.

These two similar accidents need
to be understood to work out neces-
sary improvements of the Giro-
treuil. Is the pulling point or the
brake system involved or is it the
addition of the two?

WOLF CRAGS

LAKE DISTRICT
CUMBRIA HGC

Under no circumstances must flying
take place on this site between
February st and May 1st.

Nobody shall camp or use any of
the sheep golds for any purpose on
the site at any time.

This is in agreement with the
Conservators for the area. and
breaking this will result in the loss of
the site.

We have at last two other Northerly
Sites that can be used instead.
Contact: Dave Weeks,

Keswick 72315

MET FILM

Clubs may be interested to know
that the Royal Met. Society has
recently published a Met film
review. It includes all known films
which would be useful for learning
about met (over 100), and some are
of obvious interest to hang ghding.
Just consider one or two titles:

Turbulence, Interpretation of
Weather Charts, Weather Forecast-
ing, Sea Breeze Fronts, Convective
Clouds. . . and more!

The review gives an indication of
the level of each film. It also says
where the films can be obtained. It
can be purchased from the Roval
Met. Society, Jams Glashier House,
Grenville Place, Bracknell, Berks,
RGI12 1BX, price £1 + 30p P & P.
Ivor John

FOREIGN TRAVEL

My name is Len Hull, Sheffield
H.G.C. Ltd. I was present at the
amiable meanderings of the dele-
gates conference, and was pounced
on by a Mr. C. Corston. “Foreign
travel, Len, — we need somebody to
collect information. 1 understand
you've flown abroad™.

“Yes, Chris, but only in a Boeing
737",

“Good, that'll do™.

So, all you migratory types, if
you've had good flying abroad and
met contacts who know what they're
talking about, could you drop me a
line and let me know all the details?
Then I can get them on file. Please
include your 'phone number as well,
so | can put pilots in touch direct if
necessary. Germany in particular
seems to be a blind spot, so any
‘drachen flieger’ anecdotes will be
welcome. Any spare copies of
foreign magazines (no, not those,
you idiot!) will also be most useful.

The address is: Len Hull, Cress-
brook Hall, Cressbrook, Nr. Buxton,
Derbyshire SK17 8SY. Tel: 0298
871289,

MOUETTE F

After further investigation about
Mouettes F accidents, the Thevenots
think that they were due to a wrong
tension of the sail on the leading
edge.

This has worse effects on cylindro-
conical, since it gives a downward
curve to the general profile-which is
bad for stability.

Hence the French manufacturer
warns his customers to be careful
with tunings; for those who are not
convinced, he will send free of
charge a set of longer side wires to
increase positive dihedral and “tips
leech-lines' kits using a small post
placed at the end of each leading
edge.

DEATHS FROM ROSPA

The Roval Society for the Prevention
of Accidents, ROSPA, sent the fol-
lowing figures for 1978 in response to
a query about unusual ways of dying.
There are lies, damn lies, and stat-
1stics, but it's nice to know that none
of the 142 killed by falling objects
was hit by a hang glider.

Killed by bulls 3
Killed by bites or stings

of venomous animals or insects 3
Killed by lightning 4
Killed by falling object 142
Killed by being caught

between objects 27

Killed bv overexertion




NOTES FROM
BARRY BLORE

As stated by Brian Milton in the
August issue, "WINGS!" is expens-
ive on B.H.G.A. funds. One of my
tasks now is to decrease that ex-
penditure, or increase revenue,
without adversely affecting the
standard of our magazine,

Rising postage and printing costs
will have to be met and there is no
doubt that some people working
behind the scenes on the magazine
are underpaid for the skill and effort
they contribute monthly. In order to
retain their skills they should be paid
a reasonable amount. The problem
1s not simple, since our direct costs
are bound to increase, and 1 don't
se¢ that raising members contri-
butions to “WINGS!" as being the
finite solution.

To solve the problems you are
likely to see changes in advertising
policy and a drive to increase the
subscriptions to. and circulation of,
"WINGS!',

| have just initiated a move which
will save the B.H.G.A. approxi-
mately £1,700 per annum on current
postage costs of the magazine. This
15 not a once only saving, but one
that will continue annually, provid-
ing we produce 12 issues. Anyone
that 1s really interested in how these
savings were made are welcome to
contact me direct.

Policy & Progress

A subtle change has developed dur-
ing the past two months designed to
streamline and co-ordinate the work
of your paid officers which should
effectively make them more pro-
ductive. Prior to this change the
Secretary, Training Officer and
Development Officer all went their
scparate ways. No one was respon-
sible to the other and all were em-
ploved on different contractual
terms. AS a consequence, some
work was duplicated, council ex-
perienced difficulty in allocating
tasks. deciding on salary scales and
in general monitoring exactly what
each officer was doing and expected
to achieve. It should be remembered
that vour elected Council work ex-
tremely hard in their spare time to
run whatever discipline they are in
charge of. and cannot devote more
time to the above issues,

In simple terms the following has
happened. my title of Development
Officer has been altered to that of
Principal Executive Officer, and 1
am now responsible to Council, via
the Chairman, for ensuring that your
paid staff are used to the best advan-
tage of the B.H.G.A. Both Chris
Corston and Bob Harrison, our new
Training Officer have assured me of
their support in this new structure,
and | shall rely heavily on the dedi-
cation and experience of Chns,
coupled with the enthusiasm of Bob,
to move the B.H.G. A, forward in all
directions.

AIRFRAME WARNING
— from UFM

John Hudson dropped the following
naote from Larry Maure into Wings!
with the sensible suggestion that it
deserved wider circulation, despite
the small number of Easy Risers in
Europe, because the problem Larry
describes could be one other manu-
facturers may run into. If you're into
making double-surface machines, or
rigids, please read this warning. . .

Some easy riser aircraft have had
fabric come loose from the ribs, and
at least one very serious accident has
resulted.

An accident was investigated by
Larry Mauro of UFM. in
Columbus, Indiana. The pilot,
Dennis Hastings, had been flying a
powered easy riser for more than a
year. The riser was built by another
and sold to Dennis. During the
winter of 1979-80 the wing was re-
covered with “O"-porosity dacron
fabric. However the fabric was not
glued to the ribs. Two short and slow
test flights were completed. The
third flight was approximately 100ft.
altitude and of several minutes
duration.

The craft was observed 1o speed
up, then quickly invert and suffer
structural failure. The plane landed
upside down, hitting engine first and
upon concrete. The left wing had col-
lapsed in a negative direction. The
right wing was undamaged. Dennis
was killed.

Conclusion: The fabric was not
attached to any of the ribs. Ata high
angle of attack (slow test flight) the
fabric stayed mostly in place from air
pressure. As the pilot speeded up the
plane on the third flight the lower
angle of attack caused the upper
surface of the wing fabric to lift
approximately six inches above the
ribs, with a maximum billow centred
about two-thirds towards the rear
spar. This high camber near the trail-
ing edge caused an extreme shift of
the centre of lift toward the rear,
which in turn violently pitched the
nose down instantaneously at high
air speed. It is esumated that a neg-
ative load of from 6-8g’s was created
which broke the left inboard front
anti-lift cable, resulting in collapse of
the left wing.

It is very important to understand
that the major shear strength of the
easy riser wing 15 in the fabric. The
tabric must ar all times be completely
secured to the ribs and spars. At
Oshkosh in August Terry Fuller was
flying his niser after | told him about
the problem loose fabric could
cause. He noticed a slight and un-
usual nose down tendency during
this flight. Landing and inspecting
the fabric, he noticed the fabric loose
on the upper surface of the ribs
towards the trailing edge of the wing.
The fabric was immediately re-glued
in place. The next flights were per-
fectly normal with no nose down
tendency whatsoever.

U.F.M. advises all Easy Riser
owners to:

1. Check fabric for any sign of
pulling loose from each and every of
the twenty-six ribs. The ribs near the
tip and root will not cause a problem
as the root and tip tube will hold the
fabric tight to these ribs,

2. If any fabric is loose, re-glue it
now, before the next flight. We re-
commend rib stitching all Easy Riser
aircraft at this time. Eighteen ribs
should be stitched with flat dacron
rib lacing cord and covered with
finishing tape.

3. All customers who have re-
covered their Risers with “O™-
porosity fabric must rib stitch the
fabric 1o assure that this fabric does
not loosen from the ribs.

Larry Mauro U.F.M.

Recordi HEH; Gains

A propozf by Welch
The following proposal is unofficial,
but it could be approved as evidence
for Delta Silver height gain, if it can
be shown to work without any doubt
as to the veracity of the information
provided. If pilots interested in gain-
ing Delta Silver, who do not have a
barograph, would carry out careful
trials and report their findings there
is a good chance that altimeter
photography could be used as an al-
ternative to a barograph for Silver
height gains, Its use would be con-
fined to foot launched flights where
there is no complication of tow-
height calculation.

It is not suggested that it would be
valid for record attempts,

Principle. An altimeter fixed to the
control frame is photographed set at
zero on the ground prior to take off
and photographed again in the air
when reading 108X} metres or higher.
Method. Control of the Altimeter.
The altimeter must be sealed in such
a way by the Official Observer that
no adjustment screw or knob or any
vent can be tampered with by the
pilot during the period in which the
altimeter is being used for the Silver
height attempt.

Control of the Camera. Only an
Instamatic camera, which has no
film rewind, is permitted and it must
be fixed to the control frame so that
when the altimeter face is photo-
graphed the background will also
show whether the hang glider is in
the air or on the ground.

The Observer marks a new film
(B & W 125 x 12 exp), inserts it in the
camera and observes the pilot
photograph the altimeter set at zero
alongside a declaration card pos-
itioned or held by the Observer. This
card must contain the pilot’s name,
the site, the date and time, and the
Observer’s signature.

The pilot then takes off, and if and
when he reaches or exceeds 10X
metres on the altimeter, he photo-
graphs it.

On landing he takes a further
photograph of the altimeter which

will show the hang ghder to be on the
ground, He then removes the camera
from its fixings and finishes the film
with photographs of his hang glider
against recognisable background
features. He then hands the film
cartridge to the SAME Observer.
Further Responsibilities of the
Observer. Having checked that he
has received the film that he marked
the Observer has it developed and
kept uncur. He must certify that the
film is the one being controlled, and
that 100 metres is shown to have
been gained (if it has!)

He must also certify that he moni-
tored the fhight throughout and that
he is satisfied that at no time did the
glider land between the time of the
take off for the height gain attempt
and the recorded landing.

Problems. There are not many,
though it may be difficult to get the
face of the altimeter sufficiently in
focus with an Instamatic. Supple-
mentary or portrait lenses may be
necessary. Alumeters should be
known to be accurate or be cahibrated.
Compliance with the FAI Code. The
above method would not conflict
with anything in the FAl General
Section 6.6.1. For further infor-
mation on photographic evidence
see the BHGA Observer Handbook.

It would be helpful 1o have a
report on the use of this proposed
system, also ideas on sealing of the
altimeter. Eg: with a bezel altimeter
it may not be necessary to seal if
ilhicit twiddling in the air shows up on
the 1000 metre photograph.
Comments, please.

Favouritism

Mainair Sports are now selling a 2
piece harness back strap which can
be easily sewn to any harness.

Its purpose is to prevent the pilot
being ejected from his haress during
emergency parachute opening, but a
secondary and very useful feature is
that it holds the parachute firmly to
the body when running for take off.

It completely eliminates “bounce™
of the pack and allows clean easy
transition to prone flight. Available
from Mainair Sports at £2.75 plus
S0p postage and packing.




ADVERTISING RATES
FOR WINGS!

(1) Applicable to all advertisements
except those tor hang ghders which
have not yet received a British Certifi
cate of Airworthiness.

Single leaf insert £120.00; Double
page insert, stitched into magazine
£180.00; Back Cover £144.00 258mm
x  197mm; Whole page £120.00
258mm x 197mm; Half page £66.00
across 127mm x 197mm, upright
258mm = Y6mm; Quarter page
£38.00, upright 127mm x 96mm.

(2) Applicable to all hang gliders
which have not yet received their
British Certificate of Airworthiness.

Single leaf insert £168.00; Double
page insert, stitched into magazine
£250.00; Back Cover £200.00 258mm
*  197mm; Whole page £168.00
258mm ¥ 197mm; Half page £92.00
across 127mm = 197mm, upright
258mm  x 96mm; Quarter page
£54.00 upright 127mm x 96mm.
Colour advertisements — rates on
application. Classified Ads 12p per
word. Minimum charge £2.40.
Business Ads 15p per word. Mini-
mum charge £3.50. Spot Ads (Class-
ihed) £4.25 Size 28.5mm x 3mm
(maximum 25 words). eg.

SUNRAY
excellent condition
Multi-coloured sail

£250 0.n.0.
Tel: Upton-Magna 365
after 6pm.

104 discount for three adverts in dif-
ferent editions, paid in advance. All
adverts must be accompanied by full
payment.

Publication dates are the Ist of
each month, and all camera-ready
artwork, with full payment, should
reach me no later than four weeks
before publication, Artwork that
needs preparing should reach me at
least 10 days earher.

Anyone requiring an insert can
have a loose sheet included provided
that they arrange their own printing
and have supplies at Blackburm at
least 10 days before publication date
booking. Payment must also have
been completed prior to this.

A double leaf idsert can, by arr-
angement, be sewn into the
magazine.

The magazine is prepared by
offset litho and has a screen of 122

Mrs 5.M.J. Howard
Commercial Editor

4 Somerwood

Rodington

Nr. Shrewsbury

Salop

England.

Tel: Upton Magna (074377 365

December 1980

10

THE FRENCH
DO IT IN PAIRS

The first two-man competition in the
world took place in Grenoble, site of
the 1979 World Championship. Vie-
tory was Roussot's, flying an Atlas 18
with a female television journalist. A
lot of big Gherokees in the stand-
ings; their handling is very much
appreciated by a lot of Grenoblois to
take their friends thermalling.

A Gemini made a very poor exhib-
ition of tip stalling, harmless fortun-
ately, but showing bad aerodynamic
qualities, The Big Spirit is a bit stiff
in roll, not very good in performance
but easy to use. A new comer, the
Big Lancer IV showed a very impres-
sive handling along with good
launching and landing abilities. Two-
man flying is becoming very popular
over here, and French Federation
includes a two-man insurance cover
in its licence. Two-man motor-
“triking"" 15 also used for teaching
hang ghding, a revolution in the
teaching system.

STALL ALERT

The maxim ‘you don't walk away
from a stall’ has prompted scientific
instrument makers R.W. Munro to
design and market a vital safety
device: a stall alarm. When a hang
glider (or any heavier-than-air
machine) loses speed, it approaches
a critical point at which it won't res-
pond to its controls, and that’s when
fatalities can occur. The new Stall
Alert gives a piercing note to attract
the flyer's attention before the situ-
ation can become serious. Once safe
flying speed has been regained the
warning note switches off. The R.W.
Munro Stall Alert has a preset con-
trol that gives a few knots margin for
safety. Switching on gives a high-
pitched note, which disappears
when the take-off run achieves safe
flving speed. At this point the alarm
switches off, and it stays off so long
as the pilot maintains a safe speed.

The company claim it's essential
cquipment for learners, trainees and
less experienced pilots. The Stall
Alert has been tested by a highly
experienced (and highly respected)
official of the sport, who found it a
vialuable piece of equipment for the
intermediate-ability flyer, and essen-
tial equipment for ab initie training,

The problem is cost. Price of the
Stall Alert is £61.52, plus VAT.

BOOK REVIEW
by J.A. Hudson

George Worthington

World Records

‘IN SEARCH OF WORLD
RECORDS’

by George Worthington
Publisher - Hang Gliding Press. Box
22552-B, San Diego, California
92122, Price: $9.95, soft cover;
$12.95, hard cover;, plus 32.50
foreign handling and posiage.

I have never before read a full length
book written by someone 1 not only
know of but have travelled with,
caten with and flown with, albeit
over just a few days last year. This
short contact opened my eyes to a
man the hang gliding world just loves
to hate a little. He 15 60 years old, fit,
active and the driving force behind
flying in the Owens Valley, Cali-
fornia. He is direct, methodical,
organised, a good pilot and - above
all - holds all of the available male
records and has done so in 1978, 1979
and 1980. He doesn't take pot,
smoke or drink a lot and spends
every minute of his waking hours
working towards his seemingly sole
aim in life — the gaining of a world
record for the sake of it, Not for the
fun in doing it, not for the company
of other pilots whilst doing so, not
just for a long flight, but to do it
right! To have that magic bit of
paper, with his name on it.

Records
George Worthington 15 currently
under fire in most of the American
hang gliding press for his monologue
on how people should not claim

‘records’ unless they actually exist
and are officially recognised. George
has all those and quite unashamedly
says so! This book tells how he
managed it. Described as a “new
flying book™ this is certainly is, being
full of accounts of good, bad, funand
dangerous air time.

The style of writing is intriguing
and, to me, seems not like reading
words on aper but like listening to a
cassette recording because he writes
just as he talks: slow, precise, and
with more “*1s” than a pack of Letra-
set, not the “Is" of opinionated ego-
centricity, but the “Is” of personal
commitment, dedication and self-
confidence.

The man

In its early stages, the book intro-
duces you to George the man, his
history, ambitions and failures and
details his early experience In
Rogallos and lcarus 2 and the
Mitchell Wing. Chapters are devo-
ted to many accounts of his early
fiying life in the U.S, Navy, flying
multi-engined fighter bombers, sca
planes and jét fighters, and his later
years searching for world records in
sailplanes.

He describes his hundreds of mis-
takes — some of them horrifying to
read — and throughout the book
gives the reader gentle reminders
that luck and not skill keeps George
Worthington alive. He believes in
luck as many people believe in God,
and attributes a great deal of success
to it. Tongue in cheek, 1 think,
because he is very aware that luck is
often the result of good planning and
at this he is a master.

Owens Valley
Seventy-five per cent of the book 1s
devoted to a day-by-day account of
the assault on world records in the
Owens Valley. George manages to
convey the scale of flying in the area
and each piece is full of intncate
details of maximum altitudes, wind
speeds and thermal strengths. In his
own unusual style, conversations
held, miles lown, and mistakes and
successes are analysed and investi-
gated.

This s a book, not just about
world records, but about one man’s
way of flight. It is an honest book
about George Worthington, about
Rogallos and Mitchell Wings, and
about the activities in the Owens
Valley between 1977 and 1980. As
such it is a master and, in time,
history will raise it to a classic.

If your own ego is pretty large, the
book will cause you to bristle and
join the ranks of pilots currently
nding the “knock Worthington and
all he stands for” wave. If you can
read beyond the words, the book will
give you a great insight into the
character of the man who has logged
over 10,000 hours of air time, started
flying hang gliders in 1975, and is the
most well-known hang glider pilot in
the world.




Len Gabriels cautions

The Sunspot was designed late in 1976 and went
nto production early in 1977, continuing to be pro-
duced in 1978 but fading out as the Safarn, with is
preformed battens and better rough weather cap-
ability, came along.

There are about 150 in Britain and most of these
have long since been sold by the original buyers
and passed down through the second-hand market,
until at the present time they seem to be one of the
more popular kites for the newly qualified pilot,

S0 a glider which in its day was a high performer,
usually flown by an experienced pilot who knew
how to tune a glider correctly, is now usually used
by a new pilot with no real idea of tuning. Many
seem to have lost their handbooks on their way to
the latest buyer so that the new pilot has nothing to
guide him and the elimination of wing wires over
the last couple of years means that tuning is becom-
ing a lost art.

Add all that together and you have a recipe for
accidents.

Furthermore, hang gliders are now flying in
conditions which would have been avoided like the
plague two or three years ago. The fact that these
are modern ghders, mostly with expenenced
pilots, both capable of handling bad conditions, is
not apparent to the less experienced pilots on their
older gliders. 1 have seen such pilots and gliders
flying in conditions and places which they should
have been careful to avoid and which they would
have avoided but for the fact that they could see
others flying.

Put a badly runed glider into the hands of a
relatively inexperienced pilat, let him fly it in horren-
dous conditions and the recipe for accidents
becomes a recipe for 1ol disaster.

Thoughts along these lines have been troubling
me for some time now and after discussing a recent
incident with Safety Officer Diane Hanlon we con-
cluded that it was time to restate a few things about
hang gliders and the tuning of them.

TYPICAL GLIDERS

The Sunspot is typical of many hang ghders of its
generation. It did not have tip rods to give defined
washout nor did it have leech lines. Tip rods only
came into general use as the Sunspot was being
phased out of production and only relatively few of
them have tip rods. None of them have leech lines
as these came in much later (and they may not be
effective).

The Sunspot is a Rogallo, albeit a high aspect
ratio oneg, and it relies for pitch stability within the
normal flight envelope on the shape of the inflated
sail.

Al high angles of attack just above stall speed,
the sail is inuated right back to the trailing edge so
that the rear of the sail is contributing to the total
lift. This provides a correcting nose-down force to
return the glider to higher speed. At low angles of
attack and high speed, the rear of the sail will be (or
should be) fluttering and shedding its lift — (and
the sail camber also changes) — so that the centre
of lift is moved forward to provide a correcting
nose up force to return the glider to lower speed. In
both extremes the stabilising forces are felt as
control bar pressure against the pilot's hands. Asa

CAREFUL WITH
THAT OLD GLIDER

|.'|.|-. T

rule the greater the pressure the more stable the
glider. In between the two extrems is a point where
there 15 no bar pressure; this 1s the “hands off”" trim
point. On a Sunspot it should be with the bar about
mouth level (for prone pilots). On other gliders it
may be higher or lower.

Note that all this only works as long as (a) the sail
is inflated and (b) the wrailing edge flureers ar high
speeds.

DANGER!

If the sail 15 deflated e.g. by turbulence or pilot in-
duced aerobatics, the situation changes. Deflations
in level flight are usually merely frightening at the
worst. In steep dives they can be downright danger-
ous and turn into luffing dives. A Rogallo should
never be allowed to get near to this situation. The
recovery from a luffing dive, (assuming the glider
does recover) may be so explosive that the struc-
ture suffers damage, or it may be in the wrong dir-
ection so that the glider tucks under, depending on
the whims of the airflow,

If the sail becomes deflated and the ghider pitches
nose down as a result of flying into rotor, then it will
probably continue to rotate nose down until it
tucks, if travelling the wrong way relative to the
rotor (but as there is no right way to fly in rotor
don’t try the various possibilities). It may make
very little difference if the pilot is pushing out on
the bar.

Len Crabriels on ancient Skvhook hang gluder

Recently | saw films of ““tail first” drop tests in
which every glider tucked. (One assumes that these
were gliders which were known to recover from
nose first drop tests otherwise there would be no
point in the test). Other film showed a glider which
| understand had passed its test on the German test
vehicle which means that it had already been
proved to be pitch positive. The pilot whip-stalled
it, not too viciously, and as the nose dropped and
with the pilot stilll pushing out on the bar, the ghder
promptly tumbled and after falling inverted for a
long way the pilot saved his neck by deploying his
Pﬂrﬂﬂhu[l.“, .r"‘l,‘i 'FHH Cif 5&¢, I'.PEH‘ f:.["ﬂ?!ﬂﬂ.‘i are very
dedicated to testing hang gliders.

I think that the BHGA would perform a service
by making the film available to clubs.

GET INSURANCE

All the above things can happen even with a
modern ghder which 1s tuned correctly {even with
tip rods etc. ). How much more likely 1s it to happen
to an older ghder, especially if wrongly tuned. If
your old ghder 1s tuned so that you have practically
eliminated all bar pressure, and your sail trailing
edge does not flutter even at high speed, you may
feel like congratulating yourself. You should
instead be dusting over your insurance policies
because you have a greater chance of endingup as a
statistic. This last paragraph does not necessanly
refer to the latest machines which can operate at
any speed right up to their maximums without
noticeable trailing edge flutter.

Some of these machines denve their pitch sta-
bility from the use of a defined arrfoil section which
is held in shape by preformed rigid battens incor-
porating reflex (equivalent to up elevator) right
across the trailing edge. This type of glider cannot
easily deflate or inflate the wrong way round. Pro-
vided the airfoil section is correctly shaped, it will
recover from a vertical dive in the same way every
time without being affected greatly by the minor
whims of the airflow. Y ou will still be able to invert
it by flying in rotor (anything inside a rotor is going
to travel around with the strong airflow which
exists there, and whether the glider is pitch positive
or not 1s hardly likely to matter). You will still be
able to invert it easily after a whipstall or tail slide.

LIMITATIONS

I hope that what | have written will convince you,
that all hang gliders must still be flown within their
limitations, and you must firstly appreciate what
the imitations are, secondly that older ghiders have
lower limitations than current models, and that
less experienced pilots on older gliders have the
lowers imitations of any.

50 use the older glider as it was intended to be
used and not as the most up-to-date gliders are
used. Don’t take it for granted that you can fly
where, when and how your local experts fly unless
your glider is as up-to-date as theirs and you are as
experienced.

One last thought. In March or thereabouts this
vear, Hang Gliding published an article which [ felt
at the time deserved wide publicity but nobody
seemed to pick it up, probably because it was an
involved technical article.

What 1t boiled down to is that when you have the
bar down to your knees, the worst thing you can do
15 to try to turn tightly as well. It seems that when
this happens, the rotating hang glider becomes a
hig gyroscope, and forces come into play which
load the nose down, thus steepening the dive. Cal-
culations showed that the nose down load could
become higher than the pilot could correct, even if
he remained in control. The lesson seemed 1o be
that spiral dives are particularly dangerous
manoeuvres and as this sort of thing is sometimes
done to lose height rapidly it's worth thinking abou?



Frike after take-aff = photo B. Milton

Murk Semathall — photo Murk Trunak

THE
FIRST

NORFOLK

AIR~
RACE ...

Saturday 4th October.

We were made excepiionally welcome by the
Felthorpe Flying Club and Norfolk Hang Gliding
Club. There was a great variety of machines there;
Alan Weeks with his Pterodactyl, a Fledge with a

Soarmaster unit, Len Gabriels of Skyhook Sail-
wings Ltd., with his tricycle unit, several Hiway
units on Super Scorpions, Vulcans and Solar
Storms. Gerry Breen was entered but as yet had
not arrived. There were two Dunstable School of
Hang Gliding Soarmaster type units on a Cyclone
and a Vortex, Murray Rose and his three-bladed
prop, and two Solar Storm/Buggy units including
Les Ward and his John O'Groats unit, and myself
on the other. The course consisted of three legs.

First leg: Take-off at Little Snoring Airfield and
fly 315" magnetic, distance approximately 17 miles
to Little Snoring Airfield, on the way were two
markers which had to be read and were each worth
ten minutes subtracted from your time. On landing
at Little Snoring report in to the marshals.

Second leg: Take-off at Little Snoring Airfield
and fly 85° magnetic, distance approximately 18
miles to Northreps Airfield. Againon the way were
two markers to be spotted, both worth ten minutes
each. On landing at Northreps Airfield reportin to
the marshals.

Third leg: Take-off Northreps Airfield and fly
205" magnetic, distance approximately 16 miles to
Felthorpe Airfield, on the way is one marker to
spot worth twenty minutes, but this marker is out
on a slight dog-leg.

It was too rough to fly most of the first day, but by
4pm the wind started to ease, so we all had an
evening's flying in pleasant conditions, with height
gains of 3,000 A.T.O.

Sunday 5th October

After a very enjoyable evening at Felthorpe Flying
Club, pilots gathered for briefing at 0800hrs. Wind
SW. 10 knots, due to increase in the afternoon,
sunny and bright. The race was on, so lots were
drawn for starting times, five minutes apart.

The first off was a Fledge/Soarmaster unit. It
climbed to 50ft., did one circuit of the airfield and
landed. He said he could not get any higher, so had
to land. The rest got off without any trouble. My
start number was 8, and my ground crew, David
Squires, left to meet me at Little Snorting.

The first leg was fairly turbulent, flying 0" oft
the wind, and quite a lot of wind drift had to be
allowed for. Height for this leg was 700ft. A.T.O.
The fuel consumption on the Storm Buggy with the
Sachs engine was only estimated, and to be safe,
after forty-five minutes 1 landed at Foulsham
Airfield and refuelled myself from the spare can
that I carried. There was still about half a tank of
fuel left. On landing at Little Snoring, | was de-
briefed about the markers that I had seen, and
allowed thirty minutes turnround time. As David
was there ready for me, it took only ten minutes.

Take-off for the second leg went OK, with no
problems. This leg was 140° off the wind, very
nearly downwind. 1 kept climbing gently to about
1.200ft. A. T.O. The wind here was about 25 knots,
making this a very fast leg. When [ sighted
Northreps Airfield it proved to be a 20ft. wide strip
of rough grass, running north to south, and on
either side it was ploughed. 1t was also obvious that
the wind had started to pick up, but the landing did
not seem too bad and 1 was de-briefed by the
marshals.

Ready for take-off again, with Will Reynolds on
his Super Scorpion/Skytrike ahead of me. The
wind was not gusting 5-15 knots, 45°-50° off the
runway. This made us both a bit hesitant about
take-off because we had only about 30ft. to get air-
borne in, or else we would end up in the rough
stuff. Ray Watering, the organiser, told us that
only two other units had reached this far and both
had taken off again. Les Ward on his Solar/Buggy
had a clean take-off, and Alan Weeks on his Ptero-
dactyl had hit the plough with his nose wheel but
just managed to take off. We decided to go. Will

had a very sticky take-off but got away OK. With
the extra power and less weight 1 had a cleaner
take-off.

The final leg was a 16 mile battle with a 20 knot
plus headwind which was very turbulent. I started
by flying low at 200-400ft. A.T.O., and found that
all the turbulence off the woods and forestry that
we were flying over meant that 1 was getting
buffeted around and twisted off course a lot, so |
gradually climbed until I was at a height where |
could hold a steady course. | ended up at 1,000ft.,
where there was more headwind, but at least |
could hold straight and level flight. Talking with
Les and Will afterwards this proved a sensible
decision. They both found that they were pushed off
course quite a b,

After one hour’s flying I had to land to refuel. |
chose the field with the marker in, as it appeared to
be a stubbly field in the right direction for the wind,
but on touch-down | discovered that it was very
soft. As a result I came to a sudden stop with all
three wheels sunk in, but safe and in full working
order. Having refuelled 1 had a very difficult take-
off with the sticky ground, but eventually I got air-
borne and heaved a sigh of relief.

The last section of the third leg was over some
vast wooded areas, again quite turbulent.
Apparently | was sighted from Felthorpe Airfield
forty-five minutes before I actually arrived there.
Eventually, one hour and ten minutes after my
mid-way refuel, | landed at Felthorpe, three hours
thirty-three minutes total flying time. 1 was told
that Will Reynolds had landed three miles short of
Felthorpe, and that the only other two pilots to
finish the course were Alan Wecks and Les Ward.
Anyway | was at least third as the rest had either
given up, got lost or broken down,

When the results were worked out, because
there was only one Pterodactyl in the race we were
all grouped together in one class. Alan Weeks on
his Pterodactyl was first overall, then a battle for
second place between Les and myself. On airtime
Les was one minute quicker than me, but he
misread the twenty-minute marker on the last leg,
whereas | had misread one of the ten-minute
markers, so by nine minutes | was given second
place overall, (first in the flexwing section). In third
place was Les Ward. We were both on Solar Storm/
Buggy units. In fourth place was Will Reynolds on
his Super Scorpion/Hiway Skytrike umt.

All in all it was a very enjoyable weekend’s
flying, well organised by the Norfolk Hang Gliding
Club, with help from the Suffolk Coastal Floaters
and Felthorpe Flying Club. All the marshals knew
exactly what to do, and when to do it, without any
questions or complaints. (Take note Brian
Milton).

Also my personal thanks to David Squires who
as my ground crew was totally invaluable, meeting
me at the set landing areas and being a general
help.

f’ﬂ-r{uhu'n'ﬂ' Winner, Alan Weeks
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'LOCAL RECORDS

by Rick Wilson
Record & FAI Award Claims Officer

‘You too can be a certified hero’

During the last sixteen months that this office has
been in operation, one or two problems have
come to light, mainly due to telephone conver-
sations and letiers received from you.

The guidelines that | had to use were already set
out, and in the main came from information sup-
plhied by the BGA with some adjustment to suit
our sport, and the F.A.1. Sporting Code section 7
Hang Gliders Class '0°,

So far with some pilots the system has worked
well, for others not so well. | do understand their
feelings, but if a pilot has a goal and it is a World
Record then we have to stick to all the rules,
there's no other way.

Just to make it CLEAR why this is necessary,
before a claim for a World Record can be

by the F.A L., the claim must have been
ratified by the BHGA and the Royal Aero Club as
a British National Record.

>0 | propose to set up an alternative Record
system to function within the U.K. only. The
record system will operate at club level and to
make the whole more interesting and competitive,
to be divided up into ENGLAND, SCOTLAND,
WALES and IRELAND. The scheme must have
some controls but they will be minimal.

The scheme 1 propose will be as follows:

BHGA LOCAL RECORDS
1. AREAS

England

Scotland

Wales

Ireland

2. TO OPERATE AT CLUB LEVEL WITHIN
EACH AREA.

3. RECORDS PREVIOUS RECORD TO BE
EXCEEDED BY:
Distance 2km
Distance to Goal 1km
Out and Return 1km
Gain of Height 3%

UPFOR GRABS —
MULTI-PLACE RETORD 15T

CROSS-COUNTRY BY CLOWN—
18T ROYAL HICHT GAIN —

4. CONTROLS

1. Mo forms or certificates

2. Simple signed statement to take-off and
landing by the witness.

3. An altimeter or a barograph (for those who
them).

4. A camera (Instamatic)

5. AWARDS

1. Each and every claim will be published in
Wings!

2. Each area can honour their best pilot.

3. The BHGA can provide a shield for the best
pilot of the year.

4. The best female pilot.

5. The best pilot’s name and the record held to
be published in Wings'each month.

I. AREAS Dmviding the UK. into arecas will
stimulate competition. this is not to say that a pilot
15 restricted to any one area, a record attempt can
cross from one area to another. Also, for
example, a Scottish pilot can carry out a flight in
Wales and claim the record for that area.
2. CLUB LEVEL The local club must be
informed of a record flight, and it is the responsi-
bility of the pilot to do so. If the pilot is a stranger
to the area and unknown, then it may well be nec-
essary to vet the claim 1.e. contact the pilot's own
club and vernity that the pilot is capable of carrying
out the flight claimed.

In most cases though the witness's signed state-
menits will support the pilot’s claim.

THE RECORDS

DISTANCE This will be based on a signed take-
off and landing with the following information:
Date, Pilot's Name, Type of Glider, Place of
Take-Off, Map Ref. or Longitude and Latitude,
Place of Landing with Map Ref. or Longitude or
Latitude.

This information will be standard and will apply to
all records.

DISTANCE TO GOAL This type of flight will

require some planning by the pilot.

The pilot will have to declare his goal on the hill
before take-off to a fellow member who will also
be the witness to take-off.

On landing the pilot must have at least one
signature of a witness who saw his landing. The
goal 1s reached when the Hang Glider lands within
500m radius of the centre of the goal.

OUT AND RETURN The pilot has to plan this

fight.

I. A signed take-off.

2. Ground observation at a planned turn pont.

ar
. The use of a camera to photograph the turn

point.

4. Witnessed landing within 500m radius of the

take-off point.

GAIN OF HEIGHT This is more difficult to

witness and measure. Most pilots use an alumeter

and most can obtain a camera of the Instamatic

[ype, S50 you require:

1. A witness to take-off, who will also take a
photograph of the face of the Altimeter while
the glider is on the ground.

2. The Altimeter should be mounted out of reach
of the pilot or sealed.

3. The Camera can be mounted in a position opp-
osite the Altimeter or if possible hand held.

4. The film should be handed to the witness who
will have the film developed, and then pass it to
the local or pilot’s club for scrutiny by two or
more fellow members. Information required:
Date, Pilot's Name, Type of Glider, Place of
Take-Off, Height Gain (this will be the photo-
graphic evidence and signed statement by the
scrutineers will suffice).

SCOPE BHGA Local Record attempts are open
to the following:

1. Feminine participation.

2. Multi-Place.

3. Team — Group or Formation flight.

T
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LEARNING TO TEACH

Thefirst BHGA course........

My student was pretty stupid, forgetting his
simulator training, confusing his left and his
right. He just pushed the bar out further and
further. Sprinting down the hillside as fast as [
could and shouting instructions, I swung fran-
tically on the nose rope to prevent the stall.
Too late, he stalled, dropped the left wing and
I fell head-over-heels as he corrected beauti-
fully and flared to a perfect landing!

I was lucky, my stupid student was none
other than Keith Cockroft, recently retired
training officer of the BHGA (of 21,000ft.
Owens Valley fame). He was instructing me on
the art of instructing others. *“That"’, he said
**is not untypical of the sort of thing vou have
to be able to cope with. OK, let’s do it again™.
Our group plodded back up the slope for the
nth time to do it all over again.

My hang gliding career began in an orderly
fashion with Roger Middleton, a good teacher and
ex-RAF fighter pilot, who ran a small school in the
Lake District. I was lucky, my visits to the school
coinciding with good conditions, and | emerged
with a pilot one rating. Purchasing my own glider (a
Skyling) shortly afterwards, | ventured forth
feeling rather vulnerable. Once again | was lucky in
joining the Avon club. | was immediately assigned
to the then Novice Liaison Officer, Colin Lark,
who continued my training from then on. In his
absence the responsible attitude of wveteran
members like Jerome Fack, Bill Niblett etc.,
ensured that | was never short of sound advice and
a watchtul eye. Even then, there were a few fright-
ening moments.

Of late, seeing new novice pilots appear on site, |
have realised that in the absence of more learned
pilots it is my turn to offer help and advice. When |
heard of the BHGA Instructors’ Course, to be held
in October, I applied. By lunchtime of the first day
[, like the others, was wondering what 1 had let
myself in for. The next few days were to prove
gruelling.

There were nine of us on the course. Derek
Austen and Peter Cook from Dover and Folkes-
stone, Eddie Horsfield from Southern, Tony
Hughes from Long Mynd, Bill Huyton from North
Wales, John Pursey from D and S Condors, Frank
Trunks from Malvern and Colin Lark and 1 from
Avon,

Monday (Day One) saw us assembled in Gerry
Breen's Welsh Hang Gliding Centre in Crick-
howell at Yam. A few minutes getting to know one
another, some introductory remarks and Ann
Welch began the first lecture on the principles and
techniques of instructing. From then on it didn’t
seem to stop until 6pm., on the Friday evening.
Gerry followed with sessions on the training sylla-
bus and the use of the simulator. After a quick
lunch we were out onto the training slope, with
Gerry and Keith, learning to teach sound rigging
and spection procedures, ground handling and
pre-flight checks. In a bitter cold southerly, black
with rain, when any self-respecting pilot would be
safe indoors, we began take-offs, tether flying,
landings and each of us flew the Stubby or the
Harrier to recall how a training glider feels.

That evening, the only free one of the week,
gave us an opportunity to get to know one another
better in the bar of the Dragon Hotel. Keith told us
about his experiences in the Owens Valley and we
compared notes with Ann on wave flying.

Day Two dawned wet, blowy and cold, so a nice
warm classroom wasn't a bad place to be. Partici-
pation began with us putting into practice the tech-
niques of instructing, describing how we would
tackle various cases. Keith followed this with a talk
on the structure and role of the pilot rating system.

Lunch gave us just enough time to fit in group
meetings (three in each group) to plan our presen-
tation of the evening’s discussion topic. The pro-
gramme was flexible to accommodate bad weather
and so as the rain lashed outside we continued with
Ann on meteorology supported by some excellent
slides, Gerry on pilot briefing and then each of us
giving mini  lectures on different items of
equipment.

The evening sesson convened after dinner for a
discussion on the need for instructors, their role
and how it should be carried out. As the presenting
group the idea was to stimulate the topic but, as
luck would have it, the heated nature of some con-
tributions called for more of a restraining role and
two and a half hours of lively debate ended at
10.30pm.

We were constantly aware of Friday’s exams on
which results hinged heavily, so spare moments
were best spent swotting up on air law, navigation,
theory of flight, aerodynamics, meteorology ete.
This was combined with preparatory reading for
the next days as we were being continually assessed
on participation in the class and out on the siope.

Day Three (Wednesday) was all practical, taking
it in turns to teach with the aid of tethers, an impor-
tant tool when used correctly. But, as | have des-
cribed, it is not as easy as it looks and calls for a lot
of practice. We certainly got that, up and down the
slope, it reminded us how much effort is involved in
the early days of a pilot's career. We leamnt the
importance of vigilance in watching for not-so-fit
students overtinng themselves.

For the practical sessions we were in two groups.
By now we had spent time with both Keith and
Gerry. Each had different styles of teaching, both
very professional and effective. People were
beginning to identify aspects of style best suited to
themselves and develop their own approach. Pro-
gress was fast with the occasional break for
laughter over things like my headlong tumble down
the slope.

There were two discussions that evening: “The
old, unfit, unsuitable and what to do with them”
and “Accidents, their cause and prevention’,
Well, they were pretty meaty topics, as you can
Imagine, so no-one got to bed early that night.

Dray Four. And so it continued with a full day in
the classroom on the Thursday covering flight
theory, aerodynamics, teaching aids, lesson
planning and BHGA training requirements. Barry
Blore showed some film on drop testing and a
horrific sequence of a real life tail slide, tuck and
parachute deployment which worked but made us
feel ill. Our first exam came on Thursday afternoon
on meteorology — a foretaste of those to come.
The evening was spent on “Organising follow-up
traiming in clubs™.

Two more lectures on Friday morning including
Roy Hill on air law and navigation and then it was
exam time. This was what we had all been dreading
and rightly so. There were written papers on
teaching techniques, lesson planning, theory of
flight, aerodynamics, air law, navigation and flight
briefing.

At Spm it was all over, the last paper collected.
With baited breath, nine rather dazed individuals
watched films on the video whilst our adjudicators,
including Bob Harrison, the new BHGA Training
Officer, marked our papers.

Results
Roy announced the results saying that the standard
had been high (you can say that againl), that three
of us had passed outright, Tony Hughes, Derek
Austen and [ (phew!). Of the remainder he said
that they had met the required standard but would
be required to re-sit one or two papers each to
qualify. They would get an opportunity to do this
before the end of the year.

5tll dazed 1 drove home through the rain, very
tired but very satished.

To any pilot two, seriously interested in helping
others coming into the sport 1 recommend the
course to you. Itis financed by a grant from the De
Hawilland Trust and is to be held regularly. Apply
early — there are a limited number of places. Read
up well before you go and you will enjoy it. The
more of us there are the better,

Applhications should be sent to: Colin Lark,
Chairman, BHGA Training Committee, 4 Hague
Avenue, Cam, Dursley, Gloucs.

— and he wanits them NOW for the next course.

ey
g

“Now, if vour pupid is stuck on the third branch
down, hanging on by cheek pressure and a prayer, vou
daon’t shake the tree, OK?
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Comet Vs Fled

by James Hall

ge~ ASHOOT-OUT

The pilots launch and race north on
the Ellenville ridge for about a mile
to a point designated as pylon A, do
a 1807 turn and race halfway back
toward launch point to another
pylon designated as B. Here the
competitors were required to do a
360F turn over B before continuing
to the wind sock designated as pylon
C. At this point the pilots were to
head out over the valley to the finish
gate at the landing area.

In the event the glders should
cross the finish gate in the same
time, the tie would be broken by
landing accuracy. Should it be
impossible to make the pylon course
because of marginal conditions, it
would automatically turn into a dur-
ation task (no need to worry, it was
soarable!).

Dennis Pagen acted as both
launch director and aenal judge by
handling communications at the
top, launching the two gliders, and
then immediately launching after
them to take up a position about
6(0ft. over pylon B. From this van-
tage point Pagen could verify the
task requirements in a totally new
and unique manner.

Just before launch, Pagen flipped
a coin to decide who would get the
coveted north launch ramp, which
had caused such controversy in the
previous weeks' activities. Rex
Miller won the toss and the
theoretical advantage.

As the gliders launched, Miller
immediately streaked for pylon A,

— The big question in hang gliding at the moment is
how good is a Comet compared with a Fledge 2. At
the American Nationals when the main competition
was over, the Flexwing Champion, Tom Haddon,
was matched up against the Fledge Champion Rex
Miller. Rex, remember, is also the World Champion.
They had what was termed a shoot-out over a course
combining the best of the American competition
philosaphy “Climb and Run"', This is how it went . . .

hoping the ridge lift would keep his
Fledgling high enough to round the
far pylon without having to stop and
circle for altitude. Haddon, feeling
the lift was not going to be strong
enough to permit a single flatout
run, immediately began a series of
climbing turns right off the south
launch ramp. “It was difficult seeing
Rex make a run for it so soon, but
lift was strong on launch, and 1 felt [
could get high and then make a
diving run for it and catch him™.

Rex Miller's speed run carmed
him below the level of pylon A so he
was forced to stop about halfway to
the far pylon and work the lift,
thereby relinquishing the precious
lead he had built over the Comet.
After two and a half turns at launch,
Haddon turned in the quartering
wind and began chasing the Fledge.
With the bar to his knees, Haddon
quickly closed on the Fledge pilot,
who had now gained just enough
altitude to continue his flight toward
pylon A,

Miller easily made the first turn
point before the Comet, and started
back south with a good lead.
Haddon, however, arriving well
above the Fledglng at A, had an
altitude advantage, although he was
behind. On the upwind leg toward
pylon B it was a test of pure penetr-
ation. Neither glider seemed to have
an advantage until 1t was clearly
evident to both pilots that pylon B
was above them, and they would

both have to stop and circle to gain
enough altitude to 360 the middle
pylon.

The mcoming wind was strong
and quartering the rather gradual
ridge face, creating a minimum of
rather trashy and turbulent lift,
Here, Haddon's Comet displayed a
clear-cut advantage. Its turn radius
was tighter, and the Virginia pilot
was able to scratch and pass the
Fledge in the most exciting part of
the duel. Each pilot had to make
several passes and turns below the
ridge; a calculated game of altitude
versus survival,

Haddon 360°d the pylon and took
the lead for the first time. Miller,
seeing Haddon make B, took a
desperate chance, turning down-
wind while working the lift, and just
squeaked around B, thereby gaining
some distance back on Haddon.
From this point back to launch and
pylon C, sink and more trash con-
fronted the two racers.

Haddon's ability to out-climb the
Fledgling in marginal air paid off.
The Comet surged around the fromt
of launch, and caught just enough
lift to put Haddon even with the
pylon. He went for it again, just
missing the wind sock by a few feet
as he turned and raced for the finish.
Miller, frustrated because he
couldn't gain altitude quickly
enough, missed his first try for pylon
C, and had to go back for it again
before heading out.

Haddon's flight path to the
landing area was far off a direct-line
course, as Haddon knew that the
quartering wind might bring him up
short at the landing area. The
Comet pilot had a distinct advan-
tage at this point and played it very
conservatively. When he was well
out over the valley and knew he had
it made, he stuffed the bar and dove
at the finish gate. Miller had just
rounded the final pylon at this point
and could see that Haddon really
had his act together. Even the
Fledge’'s speed couldn’t make up for
the time Miller had lost at C.

Haddon cruised in for a perfect
stand-up landing just past the bull's-
eye, to the enthusiastic support of
the spectators who had stayed for
this last unofficial event. Haddon’s
winning smile lit up the landing
area, as a gracious Rex Miller con-
gratulated him. Both agreed it was
the best task and competition that
either had flown all week.

What did it all prove? Certainly
not that the Comet was superior to
the Fledge; perhaps, as Miller
agreed later, that Haddon had out-
flown him. What it did prove is that
Roy Haggard and UP have re-
equalised the rigid versus flex wing
controversy, and perhaps most
important of all, proved the
USHGA was a bit hasty in separ-
ating the classes!

Reprinted from Glider Rider, Nov.
"80.
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by Brian Milton

By a margin of 8 rounds to 3, the United
States team took the American Cup for the
first time ever this October, pushing the de-
fending champions Great Britain firmly into
second place. The World team champions,
France, won a 3-nation battle for bronze
medal position, with Canada fourth, Brazil
fifth, and Australia sixth. There will be a lot
of analysis this winter as to why we lost, but
we were fairly beaten by an extremely good
team flying fine hang gliders. They won
more, | think, than we lost, but it's now evi-
dent we made a number of mistakes going
back over 12 months that were a significant
factor in our second place.

above = Grouse Mouwntain Champ, Rob Kells, guest at Am
Cup, with parachute before unsuccessfully aempiing o
loop

top left— The victorious American téam with leaves (i was
At thidre )

hatrom left = U P Comer, Brazilian team, on landing

17~ far right  Bob Calvert on wake-off at Whirwell
near right  Rigging at Lookout Mountain



A - Srd PYLON - MIEIR TASK
B - 2nd PYLON - MIEIR TASK

X - GATE (FMINUTES)SKYWARS
C — Ist PYLON - HAWK, SKYWARS

MIEIR
@ D - Ist PYLON - QOLDEN EAGLE
Znd PYLON - HAWK

E- 2nd PYLON - GOLDEN EAGLE
3rd PYLON - HAWK
F - 3rd PYLON - GOLDEN HAWK

CRYSTAL

=

—H—x 12 MILES e Y
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COMET

Latest
American

Fast-Food

AGGRESSION

For a Bnuish team, the American Cup is always the
icing on the cake after a long tough competition
season. We knew this year would be difficult, be-
cause the USA couldn’t stay laid-back a third season
to take a beating. Occasional rumours arrived on
these shores about the preparations being made.
Robert Bailey, at the Masters, reported a lot of
aggressiveness, and | had a couple of letters myself,
one from George Worthington, the other from UP
boss Pete Brock, hoping 1'd be there personally to
watch Britain get beaten.

The key to their confidence, it transpired, was
the performance of one hang glider, the UP
Comet. Designed by Roy Haggard, it appeared
finally to have come to terms with double-surfacing,
after the earlier disasters of the La Mouette Jet and
the Bennett Manah, each of which had a tendency
1o tuck. The Comet, simply by using bottom battens
resting on the leading edge, cured this fault. It had
already cleaned up on the American competition
circuit with the Owens Valley XC, the Southern
California League, and the US Nationals (look
elsewhere in Wings for an account from Glider
Rider of a Comet versus a Fledge 11)

Bob England, now working for Hiway, had seen
the Comet at Grouse Mountain, where - in pure
sink-rate tasks — it didn't show up as anything
special. What it did have, though, was speed and
glide-angle, and comparing it with fourth gener-
ation hang gliders like the Atlas and Mega 1, it was
obviously blowing them away, It is, in fact, a fifth
generation machine. Bob came back here and
started working for Hiway, with a single-minded
attempt to build a machine which would be able to
live with, if not eat, the Comet. With the early
Demons he produced. first at Mere, and then in a
prototype, flying just a week before we left, he got
closer than any other machine we had then. But he
didn’t get there, and was still making modifications
in the week's run-up to the actual competition. The
two raw prototypes we brought out with us, hoping
they would fly well, didn't do so, and were not
used. We wasted two days trying to get them to go.

It has to be said, though, that Bob England was
the only one British manufacturer to try and get us
a hang glider to live with what the Americans had
produced. The only weapons we had against the
Comet were tactical skills, both in flying, and in
negotiating tasks that didn't have a speed element.
Both. in the end, were not nearly enough.

CLIMB AND RUN

We felt, going out to Tennessee a week before the
competition, that we had the strongest team poss-
ible. This was: Robert Bailey (Capt), Bob Calvert,
Bob England, Graham Hobson, Graham Slater
and Mark Silvester, with Geoff Ball as an alternate.
The back-up team of Derek and Audrey Evans,
Joan Lane and myself, was highly experienced. Tt
was a team picked with previous Amencan Cups in
mind. We knew Sean Dever would be this year's
competition director, and that he was determined
to have flving tasks, testing flying skills, rather
than the 2 or 3 minute tasks that were common in
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previous American Cups. The tasks reflected the
latest California thinking, the philosophy of *Climb
and Run" that was, in the last analysis, the thinking
that produced the Comet.

This thinking originated in a place called
Cresthine, where it's often soarable. In 1-on-1 com-
petition, pilots are set a speed course with pylons,
maybe 12 miles long, such that it isn't usually poss-
ible to put the bar around vour ankles and speed
through the course. The task between Tom Haddon
on his Comet, and Rex Miller on a Fledge 11, after
thg US Nationals, was a supreme example of how
this philosophy should work in competition, with
pilot skill in using sink-rate or speed to max the
course. That it twice didn't work this way at the
American Cup, being only “'run” rather than “climb
and run” was something we feared would happen,
could see coming, and conceded as “banker' tasks
for the American team. We had to find something
else as our own possible “*banker™.

We spent the week in preparation, flying every
day, though not going through the tasks in the
same machine-like manner we had used in previous
cups. Watching the Americans sort out their team
from the squad of 9 was fascinating. They were as
wound-up as we had been on previous years, as a
favoured pilot — Jeff Scott — was obviously not
going to make the team, while a pilot considered
an outsider — Malcolm Jones — was successfully
fighting 1o get in. We came across the Americans
from time to time, but on the day we went to
Whitwell, Thursday, October 16th they had fin-
ished their selection and were resting.

ALBATROSS

The previous evening, team captains and managers
met to discuss the rules. Sean Dever chaired the
discussion, and was willing to go to a vote on what
the rules should be. Derek Evans and [ had written
in two extra tasks for the competition, one pure
sink-rate and spot, without a speed option, the
other a go-for-it cross-country. We adopted Sean’s
practice of naming the tasks, calling the XC
“Albatross”, (though wits amongst us were all for
calling it “Budgerigar™). There was strong oppo-
sition from the Amenrican team to Albatross, and
the Brazilians were also uneasy, but it went through.
The biggest problem of the evening was whether or

not we used ballast. Because there'd been doubts
about whether the competition would go ahead at
all, there had been confusion about ballast. We
had heard it would be allowed, then that it was
banned. and four days before leaving for the USA,
we heard again it was allowed. We supported a
Canadian motion to ban the use of ballast, which
won by 5-1, again upsetting the Americans. Their
manager. Peter Brock, then wanted to raise the
issue of certificates of airworthiness for ghders,
and there was some mention of a threat to withdraw
unless either the certificates or ballast were en-
forced. On my initiative, we went to another vote
on ballast, allowing its use, and left the meeting in
a bad temper. After prolonged discussion within
the American team, they later withdrew the sug-
gestion that they might not take part in the com-
petition, and ballast was banned.

Before that happened though, the British team
went out the following day to Whitwell, with ballast
bags sewn on every harmess, and Derek and |
grubbed around the back roads filling paper bags
with gravel. It's a filthy habit, pouring the stuff into
your harness, and staggering to the take-off ramp
bent over the control frame. All the British pilots
tried out ballast, most of them for the first time,
but released after an hour,

Four of them broke all the Whitwell XC records
that day. Robert Bailey, Bob Calvert, Mark Silvester
and Graham Slater, accompanied by Mike de
Glanville from the French team, turned left at
Whitwell and began hopping across the gaps up the
ridge. The previous Whitwell record was 25 miles.
In what they described as the easiest XC they'd
ever done, Calvert and Silvester did 41 miles, Slater
45 miles, and Robert Bailey 50 miles. Mike de
Glanville did 43 miles on his new Vampire. The
back-up team lost sight of the pilots early in the
afternoon, and we were astonished at how far they
went, We got to Bailey at nightfall, 5 minutes after
he landed. It made us 2% hours late for the pilots
briefing, and none of the other pilots was happy 1o
learn of the flying that day. Later, it struck us that
doing such big flights had marginally reduced the
chances of Albatross being called.

OPPOSITION

[t was obvious by the time the competition began



that the Americans had got their act together.
Their team had survived an extremely tough test,
and a group of natural anarchists had been moulded
together by UP boss Pete Brock. Six of the squad
of 9 had been flying UP Comets when the selection
flights began — now they were all on Comets, which
had outclassed the other gliders available. We
thought the American team might have problems
if it was put under pressure, because of the different
personalities and the way they might react to being
pushed. It never, as it happened, came to that,

The Canadians were very quiet this year, in con-
trast to previous years. They had some interesting
gliders, including a Bennett Viper, and Tom Price’s
radical ASG 23, which has no cross-boom, no bow-
sprit, and no top rigging or king-post (think about
that.) They had chosen their team from the
Canadian Nationals, held in Quebec for the first
time, instead of the major Canadian hang gliding
centre of British Columbia. We knew many of the
team for good fliers, 4 of the 6 anyway — Muller,
Rouck, Barber—Starkey and Croome - and we
were cautious about how they would do. They had
a good back-up team, well-organised, and in slightly
different circumstances they could have placed third.

The French arrived later than they wished, be-
cause of an airline strike, so they began the compe-
tition unfamiliar with the site. Whitwell was the
first time they flew, 5 days after we arrived, and
they chose to stay on the ridge rather than go XC.
The first four tasks almost crucified them. as you
can see, but there was an emergency meeting after
that in which they got their act together and began
to lift themselves off last place. Evervone flew
Atlas’s except Mike de Glanville,

The Australian team had been decimated by the
on-off-on nature of the run-up to the American
Cup. Bill Moyes, thinking the Cup was off, let the
Duncan brothers go back to Australia, and couldn’t
get them back again when he heard it was on.
Ricky Duncan, some of you will remember, was
top pilot at 1976 Mere, and he and his brother are
rated very highly. Phil Matthewson was missing,
and also — tragically, as we later learned — was
Peter “The Black Death” Brown, second at the US
Masters the month before. Peter had told Robert
Bailey he didn’t want to fly in the American Cup if
Australia had a “scratch™ team, As that was, in
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fact, what Australia had, Peter Brown stayed in
California, Steve Moyes led the Australians, and
was a major threat to winning the individual Rogallo
Trophy.

The dark horses were the Brazilians, highly-rated
by our team, who had seen them in Kossen, where
they placed 2nd in the team competition behind
Great Britain. The Brazilians were colourful, quite
disorganised, but really excellent fliers. Their major
weakness was their gliders. They had all ordered
UP Comets, and they arrived in Tennessee expect-
ing to pick them up, but “somehow™ they weren't
ready until the day the competition began. The
Brazilians began not having flown the site. nor
their gliders. . . and it showed.

TASKS

In all, 7 tasks were agreed for the competition, five
of them based, as I said, on “Climb-and-Run",
They were all named, which was startling, but a
good idea in selling hang gliding to the public.

Skywars, was a sink-rate task with a speed option,
with pilots allowed a maximum of 3 minutes within
a tnangle formed by the ridge and a road down the
hill. They could only leave by a specified gate, and
once out of the gate, you couldn’t go back. If you
could get around the first pylon, the task was
decided by fastest to the landing gate, otherwise, it
was a duration wask.

Hawk was a ridge race. around up to 3 pylons
and back to the landing gate. If you couldn't make
the first pylon, then it was a duration task.

The same thinking applied to Golden Eagle,
though the pylons were further apart.

Crystal was simple, just take off and get to
Crystal, a site about 9 miles north and 3 miles in
front of the ridge. Fastest, or nearest, wins.

Possibly the most interesting of the tasks was the
Mieir, named after the 1979 American team coach,
Mike Mieir. In this, pilots went around a pylon a
half mile to their right, down past a pylon way in
front of the ridge, out of ridge lift, and then past a
pylon back up at ridge level a mile and a half to the
left of takeoff. If you couldn’t get around pylon 1,
then it was sink rate. It was tactically an extremely
difficult task to fly, particularly against machines
faster than your own. They could pin you by staying
with you until you turned for home, and then racing

faster than you to the finish line.

Albatross, which wasn't run, scored double
points, on the grounds that it would take all day to
run.

All heats were run in groups of 3, with simple
scoring — 900, 600, 300 points, plus a possible
bonus of 50 points for the target. losing 1 point for
every foot from the centre. Aside from Crystal and
Albatross, you scored nothing if you didn't get into
the 300 foot radius landing area, and vou could be
disqualified for going back over the road in Skywars
and Mieir after having left the triangle formed by
the road and the top of the ridge.

COMPETITION

We were rained out on the first day, October 18th
which the British team spent driving over the poss-
ible routes we could take on an XC, looking for
traps. As Albatross scoring was worth double
points, in six batches of 1800, 1500, 1200 etc,
points, regardless of the'miles you covered, judged
only on your position relative to the other 35 com-
petitors, we saw the task as our saviour. We could
see the Americans would paste us for speed, and
the only way we could have a chance to catch back
would be to get an XG called, and then by tactics
not only beat them, but encourage as many of the
other nations as possible to get themselves between
us and the Americans. There's a natural trap on
Lookout Mountain to making a big cross-country
thght, which it isn’t worth going into details about
here. but we thought we'd found it and it needed
an XC to see if we were right. That’s what we spent
the competition trying to secure, looking for legit-
imate ways to stop the Americans piling up so big a
score they couldn’t be caught, in the belief that,
with a go-anywhere XC, they would lose badly
enough to give us a chance. We knew they had
Grigsby, Pfeiffer, Greblo, for a start, all famous
XC pilots. .. but what choice did we have? In a
speed task, “run" rather than “climb and run", it
was almost all over before it began,

On Sunday. October 19th, Sean called a
Skywars for the first task, on Lookout Mountain,
in marginal conditions. A pattern was to be estab-
lished then which worked throughout the compe-
tition, It was marginal for a couple of hours, from
about 1lam to lpm, before the valley started to
pump. Any task run during that period would have
been settled on sink-rate only. Sean wouldn't call a
task for that time, using the reasoning that the air
was “dead” and 1t wouldn't be a fair test. From
[0am to Ipm we generally hung around and gos-
sipped. We should have flown. It would have
meant an extra six tasks, all. 1 concede. being
sink-rate, but none the less skilful for that. More
skilful, judging by Grouse Mountain and Kossen,
where a task can be decided by one split-second of
misjudgement.

Anyway. Skywars was called, and at the end of
the task., we were 1,100 points behind the Americans,
that’s a whole 1st place, and a 3rd place behind.
They had four lIsts and two 2nds, while we had
three Ists. a 2nd, a 3rd, and Bob Calvert - of all
people — was disqualified for landing out. To tell
you the truth, we were lucky we placed 2nd.
Graham Hobson's two opponents were DSOQ'd,
one of whom, Larry Croome, would have won,
except he was 1 second over his 3 minute limit
within the takeoff triangle. and that did him. Bob
England came second to Jo Greblo, but Mike de
Glanville landed out,

What was interesting was that more than 20 of
the 36 competitors went round pylon one and
settled their tasks at speed. Sink rate mattered. but
it was speed which was the deciding factor. We felt,
not comfortable, but not too bad, at being where
we were, and thought to settle down for the long
haul to catch back. We didn’t bargain on what
happened next.
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Conditions started to boom, and Sean called
Hawk. What this meant, in effect, was that the
majority of pilots took off, made a %" turn to the
right, stuffed the bar down to their ankles and went
- eyes streaming down the ndge and across the
gap. They then used their accumulated skill to
make a 180" turn and raced back again to cross the
landing gate. When the dust settled, the Amencans
had five more 1st places, and one 2nd, their best
score of the tournament, against ourtwo 1sts, two
2nds and two 3rds. The key task here, it turned
out, was that involving Pfeiffer and Hobson,
Hobson went off first on his big Atlas and really
motored toward the gap. Rich Pfeiffer, an aggress-
ive wee fellow, set off after him, determined to put
Hobson in his place. It took Pfeiffer a lot longer to
catch Hobson than he'd expected, and when he did
he was red-faced and upset. Coming up under
Hobson, around about the gap. he tried to push
him out from the ridge, but Hobson just grinned
and carried on. Like a youngster in a sports car at
the traffic lights, Pfeiffer smoked off across the
gap. losing height, leaving Hobson for dead. Un-
fortunately — from Pfeiffer’s point of view — he had
to circle to gain height on the far side of the gap,
while Hobson — who had crossed at leisure - just
turned and went back without a 360. Pfeiffer lost
by 2 minutes, flying by his balls rather than his
brains. This was a crucial task in Hobson eventually
gaining the Francis Rogallo trophy.

We were depressed at the end of the first day.
The American team - understandably — was cock-
a-hoop, and made absolutely certain we knew it
No one claimed that Hawk, as it had been run, was
a skilful task, and Sean said he wouldn't run it
again in those booming conditions. We had to have
light winds during the rest of the week, when we
could have a chance to get back.

The third task, on Monday. was a Golden Eagle.
in effect asink-rate task. [t should have been where
we made our comeback. This was where the speed

advantage of the Comet would be nullified. But we'
were beaten again, by four 1sts, a 2nd and a 3rd, to
three lIsts, two 2nds and a 3rd. None of the other
nations was really in the competition yet, so it
continued as an Anglo-American affair. The results
of the third task were disturbing. If we couldn’t
claw back on sink-rate, we had no chance at all.

HOPES REVIVE

The fourth task, a Hawk, was the first time we beat
the Americans. They had three 1sts, a 2nd, a 3rd
and a DSO, while we had four 1sts and (!) two
DSQs. Graham Slater's whole heat landed out,
while Mark Silvester, lying potentially in 2nd
place, got dumped turning too radically for his
target and broke his control frame, However, we
gained nearly 100 points on the target, and what
the task showed was that we could win, by however
small a margin, even though speed was quite a
factor in deciding the task.

The fifth task, a Mieir, was where we beat the
Americans by more than 800 points, which effec-
tively stopped some of their aggressive behaviour
for a while. But this was also the task when France
finally got its act together, after an evening and a
morning of emergency rapping to each other.
From being in last place — and their great champion
Mike de Glanville lying last in the whole compe-
tition with two DSOs and two 3rds - they came
roaring through with three Ists and three 2nds,
winning the round. We had three Ists, two 2nds
and a 3rd, while the Americans had one 1st, four
2nds and a DSQ - Jo Greblo got the zero, having
been beaten only once up to then, by Steve Moyes
... he never lost to anyone else throughout the rest
of the competition, and was within one place of
Graham Hobson when the competition ended. Jo
was disqualified for going back over the road in the
Micir task. which was very unfortunate for him,
because if he hadn’t done so, he would have had a

Ist place and would have come up against our
Graham Hobson and the other top pilots a lot
earlier in the competition.

We were confident later in the day going into the
Mieir task again. There were only 1,900 points
between us and the Americans. If we could catch
back what we had caught in the fifth task, we would
be within striking distance. If, then, we could get
an Albatross called, we had a chance . . .

OUTFLOWN

The Americans came roaring back on the sixth
task, another Mieir, and we were defimitely out-
flown. They had four 1sts, we had two; they had
two 2nds. so did we; but we had two 3rds, so they
gained about 1,200 on us, instead of the other way
around. It was at this point we needed an Albatross
just for the chance of catching up, never mind
establishing a lead, The very nature of the compe-
tition began to change as well, with the other
nations now catching up and often beating the two
initial main contenders.

Task Seven was another success for us, measured
against the Americans. We caught back 6(X) points,
and there was an outside chance we could come
back. The French, though, were that round’s
winners, Technically, it had been a Golden Eagle,
but the conditions were such that no one made the
first pylon, so it was decided on sink-rate.

Up to now, we'd flown Lookout Mountain ex-
clusively. Every morning we'd turned up at 10am,
hung around until 1pm, and then put in two tasks in
the afternoon. By Thursday, the fifth flying day of
the competition, the wind had switched right
around, and we went to Crystal for some *“*micro-
thermalling” — Sean Dever’s graphic term for flying
small blobs. Crystal is an 80 foot hill, entirely
tree-covered, with the top reached by cable-car.
The American team was unhappy about going
there, scornful of such a *small™ site, and dubious




about what we would test there. Again, we hung
about for hours, waiting for the air to come alive.
The task, when set, was pure sink-rate and spot. It
turned out to be an historic day.

CRYSTAL RECORD

The record number of gliders ever to have flown
Crystal at the same time was, until then, fixed at &
If you soared Crystal for half an hour, you were
considered someone special. Aside from the
British teams, aces never went to Crystal, but that
Thursday, all previous ideas about the site were
put on their heads. First heat off was Randy
Rouck, Steve Moyes and Graham Hobson, and
Hobson had just risen to the wop of the individual
pilot ladder. Each team paired off best fliers against
best fliers. so if you won, you went up against
someone better, It had been tough at the top, with
Jeff Burnett leading most of the time, but Graham
had put him down, and was matched up against
Moyes and Rouck, on sink-rate. It's hard to de-
scribe the excitement of that competition. Moyes
was in there with a real chance at the Rogallo
Trophy, and Hobson had to put him down. We
were relying on Thevenot to down Burnett in the
next heat, Hobson's nearest rival. When the first
three went into the air, it was hard for some time to
decide who was winning. Hobson stuck with
Moyes for a while, with nothing m it. Once, he
turned to follow Rouck, went away from the ridge,
saw he'd made a mistake and turned to get back in
tight again quickly. Moyes was going the wrong
way while this happened, and was just too slow to
turn and get on Hobson's King-post. Later, Moyes
made a half-turn that lost him 20 feet and Graham
got on top and staved there. Moyes went off toward
Randy Rouck, who could have blobbed out and
beat them both, but there was nothing to stick into
and first Randy went down, then Steve. and finally,
42 seconds later, Graham Hobson,

In the next heat, Lopes from Brazil, a brilliant
pilot who made the top ten despite two DSOs,
stuffed his glider smack into the trees just after
take-off. Thevenot eventually beat Burnett, but
only into 2nd place. so he was still a threat to
Hobson. But what happened then is that pilots
began to stay up and get above the top of the ridge.
As heats were sent off, the cycles came through,
pilots went up and down, shaking out the worst,
until there were 27 in the air and the strangest thing
of all happened. In a day when the weather fore-
cast said there'd be no lapse rate, and almost no
winds, thermals of 1500feet/min started to appear,
and the wind topped 35 mph. It became. not sink-
rate, but survival. The top limit, for a maximum
score, was 3 hours in the air, to land within 10
minutes of the maximum. Those who did come
down said it was terrible. Pilots were more than
5.000 feet above T/O. not appearing to be in any
trouble. But to get an idea of how bad it was, Rich
Pfeiffer - winner of the Bishop Classic in Owens
Valley in 1979, and 1980 - Rich Pfeiffer came down
because he couldn’t stick it anvmore. So did
Australian Ian Jarman, who led at Bishop for so
long earlier in the year. So did Mark Silvester and
s0 did Bob Calvert. Bob was within 20 minutes of
his 3 hours to make amaximum. We had three sts,
a 2nd and a 3rd. against four 1sts, 2nd and a 3rd for
both France and the USA. Our sixth pilot, Rober
Bailey, who had maxed out and was apparently the
most comfortable in that trashy air, came in for a
spot, was tipped and bent both hs control bars.. . .
DSO!

We lost %) points on the Americans.

It's worth mentioning Graham Slater’s flight.
Graham had been top pilot in the two previous
American Cups, but this year he just wasn't making
it. He was beaten on speed, which was to be ex-
pected. but his Mega 2 wasn’t doing well on sink-
rate tasks either. He started to get first places on
task 5 and 6. then got a last and he was pretty angry

in this task. After 3 hours of involuntary 360)’s, sail
deflations and near inversions, Graham got his
maximum and landed safely, but for the following
15 minutes he was within an ace of decking me and
anyone else to do with the American Cup. To stay
in the air that length of time, he worked up such a
fury that he went through all sorts of displacement
activity when he landed to get rid of it

LET-DOWN SLOWLY

We didn’t fly on Friday. It was calm and drizzly, on
Whitewell. The rains came at 3pm. I was so zonked
out with adrenalin that, when the flying was called
off for the dav. I was nearly ill with the let-down. It
must have happened to the others too. We had
only an outside chance left, and that looked faint,
because to entertain the crowds that Tracy Knauss
and Mrs Murchison needed to get her investment
back, Albatross couldn’t fairly be run on Saturdays
or Sunday.

Saturday, October 25th, began with a hooligan
football match in the target area, USA/GB versus
the rest, that produced more injuries than the entire
competition. We learnt then about Peter Brown’s
tragic death, which destroyed the Australian team,
lan Jarman, who counted Peter as his best friend.,
left that night for California to comfort Peter’s
girl-fnend. There was no flyving until the ecarly
afternoon, and then we got an official warning for
pressing too hard for an Albatross. Sean called a
Golden Eagle. another bar to the ankles task, like
task 2, although conditions were a bit more
marginal, and some unexpected people landed
out, The USA got another four 1sts and a 2nd. plus
a DSOQ. We had three 2nds and three 3rds, our
worst result of the meet.

We all got a bit excited when Sean called an
Albatross at 4pm. but with darkness at 7pm. we
knew things would be tight to get evervone off,
because to make the task work, the window had to
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be open for 2%2 hours, That had come out of the
negotiations before the competition began. But
the winds were far too high to fly, so the task was
called off at 4.30. It later calmed down and people
flew. We went back to the hotel. We knew then
we'd lost. If, in fact, Albatross had been called
earlier, we might have had a chance, but the
Americans had flown very well throughout. They
had outflown us, in the terms of the original
American Cup, choosing the right gliders, and
keeping their act together.

On the last day, we were flying to see if Hobson
could keep his lead in the individual placings.

Conditions had mellowed so it was blobby, with-
out much ridge lift, and Graham was drawn against
Moyes and Grigsby for task 10, and Thevenot and
Grigsby for task 11. He could afford one 2nd place,
but not two, because then Greblo or Grigsby would
overtake him. The battle he had against Moyes was
a classic one, after Grigsby was sunk out; they both
made pylon 2 and turned to race for home. Moyes
pipped Hobson by just 7 seconds. In the last task,
Grigsby couldn’t get around the first pylon, while
Thevenot and Hobson made it, and Hobson won
by 13 seconds.

It was fitting that Hobson should win, even though
his glider was being out-performed at speed by the
Comets. He flew brilliantly, and had the good for-
tune to avoid two Comets in one heat when it was a
speed task. Willi Muller was so glad to come up
against him in task 9, so he could pull the bar in to
win, because, like a number of others, he never
fancied his chances of out-flying Hobson.

SUMMING UP

The Americans needed to win this year's American
Cup, and the Cup, frankly, needed an American
win. It's not possible to sell an American compe-
tition to the American media if the American team
hasn't ever won it. Tracy Knauss took a gamble in
putting on the competition, having lost money twice
on it. But the real risk was taken by Mrs Murchison,
and her daughter Charlotte, who actually sold stock
to finance the Cup, in the belief that at some time
in the future it will make a profit. They had a great
loyalty to the competition, and the memory of
David Murchison, their son and brother, who put
so much into the 1978 and 1979 American Cup.
and who died earher this year.

Sean Dever was a determined and creative Meet
Director, whose conception of the American Cup
will colour all future competitions. He was deter-
mined that it should be a flying competition, and
mostly succeeded in making it so. Some tasks were
moving and brilliant, so that those in the know
were all twisted up inside at the individual compe-
tition going on a thousand feet above us. The fact
is, though, that Sean and Tracy never got on with
each other, and there was a vacuum of decision-
making in the middle between Sean’s insistence on
top competition, and Tracy's need to entertain
people. It didn't work, as it was set up, as a crowd-
pleaser, and it will need a lot tighter organisation
to make it do so. There were also wrong decisions
made about some tasks.

I said earlier this year the Americans would be
tough to beat, You can’t keep kicking Uncle Sam
without he wants to take a few kicks back. By the
end of the competition the American team had
found its cool again and were on good terms with
winning. Greblo could so nearly have been top
pilot, although vou must look at who he beat,
rather than how many, because that's the way the
pilots can really be judged. Jeff Burnett got broken
in the end by crashing up against Hobson. Lopes
and Thevenot, and Grigsby was in there too, taking
on the best from other countries. If the competition
had gone on much longer, Greblo would have been
up against Lopes. Moyes, Thevenot. Hobson and
Co, and maybe he might have been dented a bit.
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INDIVIDUAL SCORES
Position and Name Country Glider Pilots  Beaten  Wins Inds Irds Disq.  Total
o M ==
1. Hobson GB Adtlas 19+ T B 3 — - 9.0
2. Greblo Us Comet 19+ . 9 1 — 1 8,893
3. Burnett us Comet 17+ 5— 7 3 1 — B.624
4. Moyes Aus Megall 16+ 5 6 3 —_ —_ 8,552
5. Jones us Comet 16+ §— 6 4 1 -_ 8.207
6. Grigsby us Comet 14+ 8- 5 4 2 — 7,781
7. Lopes Bra Comet 15+ s 6 3 —_ 2 7.424
E. Pfieffer LS Comet 13+ . (3 2 2 | 7,242
9. Calvert GB Atlas 13+ 9 6 1 3 1 7.160
10. Thevenot Fra Atlas 12+ 10— 3 6 2 — 7,158
I1. England GB Demon 12+ 10— 3 b 2 - 1,152
12. Muller Can Comet 11+ 10- 5 2 4 w— 7,097
13. Bailey GB Adtlas 13+ 9— 5 3 2 1 7,072
14. Haddon us Comet 13+ 8- 5 3 2 1 7,064
14. Croome = Can ASG23 13+ 8 3 3 2 1 7,069
16. Lorentzen Bra Comet 12+ 10— 4 4 3 — 6,942
17. Dourado Bra Comet 12+ 10~ 5 2 3 1 6,901
18. de Glanville Fra Vampire 13+ R f 1 2 2 6,754
19. Roussot Fra Atlas 11+ 11— 2 7 2 — 6,737
20. Bally Bra Comet 10+ 1= 3 5 2 1 6.4
21. Vandell Can Viper 10+ 12- i 4 4 — 6,347
22, Linhares Bra Comet 12+ 7 4 4 1 2 6,311
23. Belin Fra Adtlas 0+ 12 3 3 3 — 6.176
24. Bernard Fra Atlas 94 10— 2 6 2 1 6,128
25. Rouck Can ASG23 09+ 12— 3 4 3 l 6,042
26, Slater GB Megall 9+ o 3 3 4 | 5,893
27. Barber-Starkey Can Megall 6+ TR 1 6 4 — 5.871
28. de Groot Aus Megall 9+ 13- 4 1 5 | 5,852
29. Collot Fra Atlas B+ 14— 2 4 4 1 5,564)
30. Matthews/Tremblay Can Megall 5+ 15— 2 3 5 1 5.216
31. Martin Aus Megall 7+ 15— 2 3 4 2 5,006
32. Silvester GB Cutlass 4+ 15— 1 4 5 1 4,882
33. Beer Aus Megall 5+ 17- 1 3 7 — 4,835
3. Bastos Hra Comet 3+ 13— 0 3 4 4 3,061
35. Brierley Aus Megall 1+ 18~ 0 2 5 4 2,861
36. Jarman Aus Megall 2+ 13— 0 2 5 4 2,842
One of the surprises of the competition, and |
. P rds DSOS
hope he doesn’t mind me saying it, was Malcolm lsts sty
Jones. Malcolm had been well-beaten two years Us 38 17 ] 3
ago, but won last year in Guatemala. He made the )
American team by sheer effort and determination
this year, and then went on to be 5th overall. He GB 27 19 16 4
beat some good pilots on the way, but only met
Englishmen twice, both times Slater, on speed FRA 19 27 16 4
runs, tasks 2 and 9, the American bankers.
The French lost out in the early part of the CAN 17 23 22 4
competition by being ill-prepared, and maybe one
or two were a bit too confident, Mike de Glanville BRA 73 19 13 1
in particular. When Mike calmed down he had a
series of seven tasks with six lIst places and one ;
. 1
2nd, after his early bad results. If they go out AUS 13 17 H :

earlier, if they're a bit tougher with management —
David Logan was asked to do too much as manager
— and if there isn’t the disparity between gliders
next year there was this year, then the French will
be formidable.

The Canadians lost their chance before they
arrived in Tennessee. It looked like a mistake to
leave the known tough flying areas of BC and go
east to Quebec, where the Canadian Nationals was
more like the 1979 and 1978 American Cup than
Sean Dever's competition. Two of the Canadians
were possibly out of their depth, and one — Andrw
Barber-Starkey — had that dreadful run that afflicts
all top pilots now and again (I've seen it hit Slater,
Jeremy Fack. Johnny Carr, possibly Tom Haddon).
Robin Pederson was missing from the Canadian
team, which had tough money hassles, certainly
less of the green stuff than the rest of us. It's also
possible that the ASG 23s, which went well later,
could have done with more testing, though I heard
Tom Price, Randy Rouck and Larry Croome had
virtually taken them off the factory floor and dniven
2,000 miles to Tennessee to begin flying them.

The Brazilians, well, they are very good, but
they went away at the end saying that next year
they, too. will have managers compared to other
teams. Two of their pilots missed the last day of the

competition, and they also suffered the huge
handicap of learning the site, and their gliders, on
the day competition actually began. Pepe Lopes,
in particular, is a future contender for the world
championships.

Finally, Australia. Steve Moyes was his usual
superb self, and Rob de Groot beat some good
people. But it wasn't the best Australian team.
Maybe next year we’ll meet it

Most of the comment on the British team will go
privately to the BHGA Competitions Committee,
but it's worth looking at some of the lessons to be
learnt from our loss this year.

WHY WE LOST?

This year we chose our team, and our reserve,
before we left the USA, instead of the usual prac-
tice of picking a squad and leaving selection to the
team managers on the day. Pilots had argued, suc-
cessfully, that it was an imposition on the squad to
subject them to this sort of pressure, and certainly
there have been moments I could personally do
without. On reflection, though, there's a possibility
that Geoff Ball, our named reserve, felt in his soul
he was a reserve and not really in competition for a
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place. There's also the argument that going through
that final selection is so difficult that finally flying
in the real competition is a picnic compared with it.

The way we ran the 1980 League must take some
blame for our loss. For a start, we produced no new
glider this year, and virtually killed our only home-
produced speed-machine, the Cyclone. The purist
argument went, if we don’t have XC or sink-rate,
then the competition is Mickey-Mouse. We ran
few speed tasks, no roll-rate tasks, concentrating
instead on sink-rate. BJ Harrison crystallised the
argument in my mind on the way back from
Gatwick. when he said we've reached a sort of
sink-rate plateau, with no big difference between
modern gliders. Given smooth air, and matching
pilots, many modern machines will stay within 20
or 30 feet of each other when they top out. Some of
them have more “‘thermability” than others, the
ability to stay in a thermal rather than be spat out
the side. But for the last year, while we've been
dozing and waving our limp wrists at sink-rates, the
Americans have got good sink-rates, good hand-
ling, then where can we go but towards faster
machines? So next year's League will be profiled
before it begins so we know exactly what we want
to get out of it.

The Americans were also very good. . . by the
way.

THINGS WE DID RIGHT

We had a lot of help in the USA. Derek Evans, his
wife Audrey and Joan Lane were quite superb in
backing up the team. They're totally on top of
what’s happening, and were as quick with the results
as the official scoring system. Noel Whittal, who
went out with the 1978 team, was there again this
vear, and was “volunteered™ as marshall and wind-
dummy. His 850 fee (he’ll be pleased to learn) is all
we have left in the BHGA Competitions account
to begin 1981 . ., let's hope it grows. Noel, by the
way, became a genuine tree-topper in his Solar
Storm, a story you should ask him to tell you,

Robert Bailey was this year's captain, following
his captaincy at Grouse Mountain and - in effect -
at the Bleriot Cup. Things would have been worse
without him as captain. He has the peculiar, and
invaluable, quality of never admitting defeat, and
putting his own and everyone else’s act together
after a bad day so that next moming we can sail
back in again for another scrap. He's been invited
on to BHGA Competitions Committee where he
can play a big part in shaping the way we approach
things in 1981,

We can win the American Cup again, next year,
as long as we can discover why we lost this year and
overcome that. There's no doubt the UP Comet
played the major part in the American victory. It's
truly a fifth generation glider. compared to the best
of the fourth generation machines, the Atlas. |
don’t expect the Americans to have that big an
advantage again, and wilk certainly be taking such
steps as are necessary to make sure they don’t.

But the American Cup has also stopped being -
virtually = a two-nation competition. No one
doubts that next year the French will come back
having learned from their experience. They saw
the American Cup as the third Anglo-French
meeting this year, the score being 1-1, and didn't
like us beating them, never mind the Americans.
They’ll be strong next time. So will the Brazilians,
who definitely need managers. The Canadians
have less resources, but they are very determined.
They need to concentrate on the 5th, 6th and Tth
members of their team. Bill Moyes needs to know
early enough when the American Cup is on to get
the best Aussies out there. The Americans need to
maintain their form, The Germans may be there
next year, and the Japanese again.

It should be an interesting match.
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parachutes

Come to the foremost experts
in the U.K.

WINDHAVEN
*NEW! SUPERLIGHT

The latest development from Windhaven
designed to compete with other non-T.S.O.
(Technical Standard Order — similar to
British Standard) parachutes.

Price: £143 plus V.A.T.

Standard 24ft.0in.
Price: £191.00 plus V.A.T.
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New super fastopening—22'0" dia.
Price £195.00 plus VAT
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AFINE SUNNY SEPTEMBER matured the
Beaujolais grapes into yet another good harvest.
Our wine, selected from the Villages area, has the
unmistakable purplish hue and classic bouquet,
combined with a good natural degree of alchohol.
BEAUJOLAISNOUVEAU is a perfect
compliment to the Christmas festivities. It can be
drunk, ideally slightly chilled, in generous quantities
at almost any time.

TO OBTAIN this most famous of all French wines
please fill in the order form below.

£28.75 per case of 12 bottles. £27.60 per case if you order
5 cases, and £26.45 for 10 cases.

Please send cheque with order.

To J.B.REYNIER Ltd.,
16-18 Tachbrook St. London SW1V 1SL.
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FLEXI-FORM SKYSAILS

manufacturers of the

THIS GLIDER HAS
NOBRITISH C. OF A.

WE STOCK

STIHL CHAINSAW
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AIR-WORTHINESS

Whereisitnow?

The situation with the test-rig has deteriorated
since my response to Len's editorial which sug-
gested delivery last October. There has been a
meeting between the BHGA/BHGMF/and AIB at
Farnborough to thrash out the problem. Although
the urgency of the matter was accepted, it appears
a low priority has been given to staff and general
funds for their programme. BHGA Council and
Airworthiness Board are making every effort to
implement their own commissioning trials, and if
we took delivery immediately, usable results
would be available sometime in January given total
control of its whereabouts and staffing. That is the
bad news, and as explained before, it's a result of
its procurement history.

The BHGA Airworthiness Board have been
working on new proposals for a wholly satisfactory
agreement with the BHGMF and its members.
The main features of the new airworthiness
scheme were presented to the BHGMF at their
recent AGM and were formally accepted. The
remainder of this article is intended to cover the
new scheme thoroughly, so that members of the
BHGA are fully informed of the changes being
made, as from January 1st, 1981,

REQUIREMENTS

Manufacturers

1) The current (March '79) BHGA/BHGMF Air-
worthiness Standards & Requirements will apply
with one change, basically a concession on the
structural testing requirements when a "Type
design consists of more than one model (i_e. differ-
ent sizes of a similar design). The model considered
most critical structurally (usually the largest) will
be tested to destruction. Other models will have
their maximum payloads based on sensible scaling,
depending on configuration and maximum flying
speeds. The tested example will then be sealed,
together with copies of the complete applications
for all models of that particular “Type’ and be
stored by the BHGA.

2) There will be no compulsory product liability
insurance requirement, nor indemnification of the
BHGA by the manufacturer.

3) The manufacturer is to supply ‘Airworthiness
Registration Certificates’ with all models pro-
duced, certifying that the glider conforms to the
type tested and has been test-flown to check its
characteristics. A metal foil label is to be fixed on
an exposed area of the airframe, contaiming an
abbreviated version. An owners handbook is to be
supplied.

4) The manufacturer must notify the BHGA Air-
worthiness Technical Committee of any changes to
production models using pro-forma documentation,
5) The manufacturer must have the capability to
carry out repairs and modifications, and these
must conform to original build standards or stand-
ard repair schemes.

6) The charges are to be amended to £100/£150)
£200) for one, two and three models of the “Type’
respectively.

Purchaser/New owner

1) £10 added to basic price of the hang glider to
cover the charge made for the certificates and ad-
ministration of these by the manufacturer.

2) Those requirements implied by the owners” half
of the Airworthiness Registration Certificate.
Registration of ownership with the BHGA, and
the subsequent recording of modifications and in-
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spections will be required annually, and after
major repairs or overhaul,

3) New owners are required to check the certifi-
cate for validity and register the change of owner-
ship, with BHGA headquarters.

N.B. a) Although the Registration Certificate and
identity foil will be issued with all gliders the
foreign owner would only wish to register if they
are BHGA members and do not live in a country
with their own registration requirements.

b) At the March "80 AGM £15/glider was agreed as
the maximum. It is hoped to stay within budget on
£10/ghider for some time.

BENEFITS

The Manufacturer

1) No compulsory public liability insurance or
indemnification of BHGA Officers.

2) More assurance of better maintenance stand-
ards throughout the life of their products.

3) International competition requirements are
currently met by the BHGA Airworthiness System
and the foil label and certificate clearly identifies
any glider that is eligible as a production type.

4) The new scheme provides the base for the intro-
duction of the test-rig and subsequent full com-
pliance with the export markets’ requirements.

5) Low first cost for an application for C. of A. for
Type (c.f. European charges) and only one model
of Type to be tested beyond proof loading.

6) BHGA Airworthiness Account funds will be
used for acquisition of test equipment and services
should they be required in the future. BHGA/
BHGMF airworthiness related research will have a
better financial base for any vital projects to be
kept under our control.

The Owner

The addition of about 1%2% to the cost of a hang
glider must give some worthwhile benefits to its
owner. Some of these are:—

1) Better and safer gliders due to the application
of the accrued funds for introducing the test-rig
and providing research facilities.

2) Each glider test flown and certified conforming
to specification before delivery. BHGA test flying
of some examples of the ‘Type'.

1) Improved and mandatory handbooks containing
all the information required for safe operation of
the hang glider by a novice to the sport. More
accurate guide to permissible flying speeds, hand-
ling characteristics and certification category. ¢.g.
“*suitable for training”.

4) Access to independent advice on modifications,
repair and inspections from BHGA Club Technical
or Safety Officers, Manufacturers or their rep-
resentatives, and guaranteed repair facilities to
original standard.

5) The metal foil identification label provides “on
the hill’ evidence that you fly an *Approved’ and
registered glider. This is becoming increasingly
important for flying abroad. Even now you could
be in dire straits in several countries if any flying
incident brought you in touch with the law or its
keepers, without an ‘Approval’ label. To this end
our logo has been improved and appears on the
label which has been designed to conform to the
International format.

6) International competitions are requiring evi-
dence of airworthiness standards and the current
BHGA standards apply. The Registration Certifi-
cate as well as the foil may be required for compe-

tition entry. You will also know that a glider com-
peting under the same name as yours is to the same
specification.

In the short period that we have had an Air-
worthiness system in Britain many problems have
presented themselves. The majority of manufac-
turers entered into the spirit of the programme at
its inception, and it can be fairly said that none of
these have suffered because of it. Those relying
chiefly on exports are now suffering the expense
and long delays of some European certification
schemes. Generally, British gliders have main-
tained their reputation as being bullet-proof struc-
turally, and the incidence of aerodynamic instability
has been commendably low. Continuing improve-
ments in quality, consistency., finish, the introduction
of quick-rigging, detail safety features and common
hardware standards has been achieved. This has
contributed in no small way to our image among
other aviators, foreign pilots and even the public at
large. The manufacturer’s own continuing im-
provements, their co-operation with the Air-
worthiness Board and Accident Investigation
Boards benefits all British flyers immensely. To
produce a totally effective system for our safety
and their economics requires two things. Namely
the New Airworthiness Scheme and the BHGA/
CAA test-rig.

The rig is likely to be under BHGA control and
this means being responsible for the operation of
the certification trials, use by the manufacturer for
development, government funded research and its
maintenance and improvement over the years.
That part of its use pertaining to certification
duties and maintenance will have to be borne by
the BHGA and oaly by a levy on sales can we avoid
a high fee for “Type’ Certification. We must claim
control of the test-rig and this new scheme plays a
vital part, as well as pulling all the threads together
for full International compliance. The BHGA Air-
worthiness Board and the BHGMF, whose co-
operation in any airworthiness scheme is essential,
have both approved this New Approach. | hope
you, the flyer, will play your part by supporting the
scheme.

Clive Smith
Chairman, BHGA Airworthiness Board



AIRSPACE BHGA goes into bat

Ted Frater, the BHGA Airspace co-ordinator,
was appointed by Council two months ago,
charged with the task of representing you all
to the official Government agencies respon-
sible for air space in the U.K. He also rep-
resents us at the NATMAC meetings where all
air users meet twice a year to discuss matters
affecting them and with the Civil Aviation
Authority.

He received his formal aviation training
with the Royal Air Force, and flew as aircrew
with Coastal Command as a flight engineer.
He has been flying hang gliders for five vears,
and been the sites and PRO officer for the
Wessex Club for the past three. He flies a
Cherokee on soaring days and adds a Soar
Master on others. On his initiative, the Wessex
club are the first hang gliding club in the UK
to equip with airborne radio transceivers.
Seven have been ordered and will be delivered
in January of 1981. He says ‘‘they should
considerably add to in-flight safety on a ten
mile coastal flight, aid with thermal seeking
when pair flying, and provide valuable infor-
mation to the others in the scheme, whether
training new club members or wind dummy-
ing on doubtful days.’” Results are awaited by
other clubs and the CAA. The local Naval
helicopter base will install our allotted fre-
quency of 129.9MHz to improve safety at our
prime coastal site which is right on the edge of
their MATZ.

He is currently involved with the BHGA
sites officer and others in finding a solution to
the serious confrontation at the Dunstable
Downs between the London Gliding Club and
the Dunstable Hang Gliding Club which at
time of writing is deadlocked.

AIR SPACE

As your Air space co-ordinator, the task set me hy
Council seemed on the face of it, an extension of
my work as sites officer for the Wessex club. Earlier
this vear 1 was involved in discussions with the
Army at Salisbury Plain H.Q., and ultimately at
Middle Wallop, making arrangements for an early
warning system to cope with ground level helicopter
flyving affecting hang gliding sites in Wiltshire and
Dorset. The interest 1 had, along with the co-oper-
ation I received, gave me a false illusion about the
Alr space Job. No sooner had news of my job got
around than problems with Airspace started to roll
n.

The biggest to date is the major confrontation
between the London Gliding Club and the
Dunstable Hang Gliding Club over Dunstable
Downs. This problem is not just Airspace. by
byelaws, ground space, a dangerous flying charge
involving the CAA, as well as a long history of
complications stretching back five years. I have no
doubt that this case will tax all the talents in the
BHGA , as it will be seen as a test case where a mix
of air-use takes place.

The main point of this article is to reply to last
month’s episode, “Brothers in law 6", by Lionel
Alexander. After finding my way through the
printer’s errors (it’s all there!) and having read the
article several times, the main point of his criticism
of us is the question of discipline.,

It seems that he has made the prime error of
assuming that because he does not see the kind of
order and discipline that he is accustomed 1o, it does
not exist,

This error is made by many other aviation disci-
plines when looking at us, or trying to come to
grips with concepts and implications of hang glid-

ing. His sentence *... the spectacle of anvone
being free to unroll a hang glider from the roof of a
car, take off, and fly, is terrifying...” must be the
basis of his misunderstanding.

I know, and you know, the dozens of times vou
have walked up the hill in agony for those few
minutes of flight down. We all know the time spent
studying the weather, watching other fliers crash.
or fail and give up. This is just part of the only way
to learn the skills that make you a pilot of a hang
glider. No easy dual, seated winch-launch sailplane
with instructor in bubble canopy comfort. You are
all Lilienthals, teaching yourselves to fly, not just
to fly down, but to climb into the lift band and
thermal away. If you have the determination to
succeed in this most difficult of air sports you have
the discipline it takes to fly any type of aircraft.
This is not to under-rate other pilots’ skills. but to
define once and for all what it takes to be a hang
glider pilot. Even if a hang glider pilot looks casual,
acts laid back and appears to be a tramp, when it
comes to flying he is anything but that. He has
drilled himself to a set and safe routine that he
automatically goes through before he flies.

His safety record proves the point. He has won
his freedom to fly because he has disciplined himself,

This now brings me to my next point. On the 300
or so hang gliding sites regularly flown in the UK,
and registered with the CAA as aerodromes, the
freedom to fly is taken for granted by us. The
problems that arise on those sites where we share
the ar with our *Brothers’ are a result of a conflict
between their “freedom to fly” and ours. The CAA
has ruled that air space in an ATZ must be shared,
and it follows that both we and the sail planes must
accept rules that provide for safe flight for all,

Anyone who cannot or will not fly safely will be
ruled out of the air by the CAA. So far. they have
been very restrained in their response to complaints
about us. The fact that Ann Welch became our
President shows how much we fledglings need
guidance till we have fully established our wings.

Reading hundreds of letters between the BHGA.,
the BGA, and the clubs, there's no doubt that
sharing air with ghders presents us with the greatest
problems. These will only be resolved if we all
make a real effort to show our brothers that we
mean to be as disciplined toward them as we are
towards each other when we fly.

Three rules stand out as fundamental to our

sharing of air space with them.
(1) On a marginal day, with sailplanes scraping at
hill height, I think the right course of action is for
hang gliders to top land till the sailplane has either
made it back to base or climbed away from the hill,

The reason for this is that you can top land or
even go down and be back up in a fraction of the
time it would take him to land at base, or the
minimum of three hours he needs to relaunch afier
landing out.

(2) If it's a buoyant thermic day, stick to the
number agreed to be in the air with the gliding CFI
unless they are not in operation,

(3) When no sailplanes are flying, it's all vours! As
soon as they do fly revert to (1) or (2).

In addition to this, it's BHGA policy to support
clubs in their dealings with the BGA, because at
the highest level there is understanding between
us. There i1s one further point that is important.
The BHGA will not accept prohibition on any site
shared with other users, and will constantly seek
ways fa reach agreement with those other air users.
I look forward to contributing to this in the future
and will report to you on developments as they
take place.

This is my basis for working toward a happy
union between the Slow "uns and the Fast "uns.
See you on the hill.
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HANG GLIDING’S 10th

from Brian Milton

On May 23rd, 1971, in Southern California, a
teacher called Jack Lambie organised a meeting of
friends interested in ultralight flight. He chose the
date as the 123rd anniversary of the birth of a
German known as the father of flying, Otto
Lilienthal, born in 1848, killed when one of his
wings folded in 1896. Jack Lambi¢ wanted to bring
together the ideas on low and slow flight that had
been the subject of experiment in California for
the previous seven years. Fifteen aircraft turned
up, 13 of them rigid bodiless bi-planes known as
“hang looses™, based on aircraft built at the end of
the nineteenth century by the American pioneer
Octave Chanute. The other two were flappy wing
rogallos, known as “Miller Wings™.

Al the first Lilienthal Meet the longest flight
lasted 16 seconds covering about 200 feet. Lambie
saw it as the beginning of ultralight flight, but made
the classical mistake of believing future ultralights
would be based on the “traditional” aircraft design
of the hang looses. He was subsequently bitter that
the explosion of interest that followed that meeting
went into Rogallos. Many of the early participants
went into manufacturing flexwing hang gliders,
and still make a living at it. They say that the
publicity after that meeting resulted in 300 to 400
letters a day with enquiries.

May 23rd. 1981, is less than 9 months away. In
the intervening 10 years from Jack Lambie’s meet-
ing, experimental aviation has gone back to its
roots, to Lilienthal, Chanute, Percy Pilcher, and
taken off in an entirely new direction, of which the
mainstream is hang gliding. (The 1980 Farnborough
Show, for example, with the latest in conventional
aviation, had little to show in the way of new
technology. Whatever new aircraft were on display
were just ringing the changes in previously dis-
covered knowledge.) The experiments in slow
flight, between 12 mph and 50 mph, are genuinely
breaking new ground, and the pace of change is
comparable to the 1920s in conventional aviation.
This year, for example, the year of the “Trnike”, in
which power was successfully applied to a fold-
away rogallo, Gossamer Albatross, which crossed
the Channel last year, and its predecessor Gossamer
Condor, the first real man-powered aircraft, were
extensions of rogallo hang gliders. The experiments
going on into sun-powered aircraft, one of which
has flown for 4 minutes, and made Y4 mile ai
roughly 30 feet, all derive from what should be
recognised as the new aviation mainstream, hang
ghding.

The problem about this new tack that aviation 1s
taking is that the real world hasn’t recognised what
is going on. In another age, such as the Victorans,
or the 1930s, or maybe even the 1960s, the fact that
a man can stretch out his wings on a hill, launch
gently into the air by the power of his feet, climb
5.000) feet to a passing cloud, and wheel gently
away across country to land 80 miles later, would
be a cause of wonder. For one reason or another,
all the media ever asks about hang gliding is, in
effect . . . when are you going to be killed? People
have flown more than 100 miles in the USA,, climbed
8,200 feet in this country, regularly set off with

BIRTHDAY

Bob Calvert, flving early Standard. Note prone
harness. Photo Graham Fotherby,
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clouds, talking to each other, in company, flying,
doing what Lilienthal and the Wright Brothers and
da Vinci dreamed about, and the only questions
that regularly get asked in Britain are when -
occasionally — someone dies trying to learn how fo
fly. Exactly the same questions are asked in 1980 as
[ had to answer when | first went into hang gliding
in 1974,

All the pioneers of the sport are still alive. Even
Dr Francis Rogallo, in his mid-70s, flying on sand
dunes on Kill Devil Hill - where the Wright
Brothers flew — on the latest of his machines. In the
USA there are 30,000 pilots, in Germany 10,000,
in France 4,000, in Japan and Russia 5,({K) apiece,
and in this country, 4,000, The market is worth at
least £100 million. The directions open to hang
gliding are almost too staggering to contemplate.
One day, it's certain, a bunch of pilots will follow
the great birds across Europe to migrate south for
the winter, riding dynamic lift as they do. because
many of the big birds have a still air range - under
the power of their wings — of just 20 miles. As they
do thousands of miles on the dynamic lift provided
by the air, so will a hang glider pilot. This winter,
1980/81, with the help of the Royal Society for the
Protection of Birds, we're going to set about plot-
ting the routes.

The military possibilities are also intriguing, At
a cost of about £3,000, for basic equipment, one
could build a small foldaway aircraft capable of
launching from a mountain — or a valley or a patrol
boat — capable only of slow flight, but able to reach
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up thousands of feet and fly hundreds of miles on
three or four gallons of fuel. It wouldn't sell to
countries wheh spend £4 million on an aircraft, half
a million on training a pilot, with a Christian love
for life. But for countries which rely — as say China,
Vietnam, numerous Third World countries do—on
sheer weight of numbers to carry the day, one
could equip 1,000 men with power and lethal flex-
wings, and train them, for the cost of one sophisti-
cated ground attack fighter. And who's to say they
wouldn’t be more effective?

It's worth looking at the sporting side too, be-

cause hang gliding is almost a classical sport. It has
all the elements of a sport, courage, beauty, risk,
except that one vital ingredient, a body of journal-
ists able to interpret skill for the Great Britush
Public. If a horse gets killed in the Grand National,
or a Grand Prix driver is injured, or a man runs a
mile in 3 minutes and 30 seconds, there's always
two dozen journalists able to explain the risk in the
first two cases, and the wonder in the third. Without
the commentators, no one would be turned on. No
one would know, frankly, what was happening and
when to cheer. That's the situation, not just in
sporting hang gliding, but in the innovative, excit-
ing, brave and sometimes fatal changes that are
OCCUrTing every year. L
— Note to all Clubs and Nartional organizations.
This date is a dead cert for publicity, when the media
will be willing to look back over the first ten years.
Think about what you want to project. We've
scheduled the Bleriot Cup for that date.
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SMALL TURN-OUT FOR CLUB-MEET

(and itwasn't flyable either)

The 1980 AGM voted that a club delegate confer-
ence should be held in October to provide a forum
for more detailed discussion than is possible at an
AGM. and to allow sufficient time for maotions to
be put forward to the 1981 meeting. Thirty-five
people attended the meeting on November 8th in
Northampton, representing seventeen clubs and
including nine Council Members and BHG A staff.

Despite the relatively small numbers (or maybe
because of them) the meeting did turn out to be a
useful one with ideas being proposed. discussed,
accepted and rejected.

Much of the discussion centered around the
clubs — their position in relation to the BHGA,
club membership. control of sites. site usage and
the communication between Council and Club
Members.

Recent figures from Taunton Office have shown
that only fifty percent of BHGA members are also
members of clubs. Therefore half the hang gliding
population are ‘permanent visiting flyers’ on sites
negotiated, paid for and administered by the clubs
which represent only half their potential member-
ship.

some proposals to remedy this situation were
put forward for Council consideration:
|. BHGA membership should cost more for those
who did not join a club. This could be achieved by
levying a surcharge, after one or two years BHGA
membership, on those who had not joined a club.
. Associate or visiting membership of clubs
should only be available to full members of other
Clubs.

3. The cost of visiting should relate to the length of
visit, i.e. one day’s flying in a year should not
require associate membership of a club.

Clubs having problems with ‘cowboys’™ on their
sites should contact Council and ask for disciplinary
action to be taken, It has generally been found that
the disciplinary committee actions are effective in
persuading offenders to toe the line. The new
BHGA membership stickers should help to make

identification of pilots easier.
Sites Guides

The question of National sites guides was raised.
with some clubs in favour and some totally opposed
to any form of national guide. However, all present
were in favour of the club contacts list and map,
published in the July issue of *“Wings': so much so
that it was agreed to recommend that this should
be published every six months.

*Wings'
"Wings” at present is funded through BHGA mem-
bership fees and advertising revenue, although the
first moves are being made to sell copies abroad
and to other flying enthusiasts.

Delegates congratulated Brian on his editorship.
which it was felt had improved. The major criticism
was that there were too few technical articles and
that there was a need for more information aimed
at the less experienced flyer,

Training
Colin Lark gave a report on the first club instructors
course and explained the role of a club instructor,
Some clubs objected to the way that an AGM
decision about issuing Pls through clubs had been
interpreted. The proposers of the AGM motion
had not anticipated that the Pl requirements would
include a written test. It was agreed that the training
committee would liaise closely over future develop-
ments which affected training in clubs.
Council Structure

Each Council Member is responsible for a particu-
lar area of BHGA operations with additional
officers appointed for specific areas as necessary,
Delegates agreed that the system was working well
but that more communication between clubs and
Council was desirable. All clubs get copies of
Council Meetings Minutes but it was agreed that
Council Members should be allocated a group of
clubs for liaison purposes. The club chairman’s
meeting and this delegate conference had already
gone a long way towards improving communications.

Barbara Bedding.

-

e 53
1.3'

\f ;'

o T
1]

'
F

o

" Yes, they were one of the really great parachute reams.”

POINT
OF VIEW

Dr Dunstan Hadley,
BHGA Medical Adviser

There 1s a noticeable gap between the top two
hundred or so pilots, and the other 4,000 top to
bottom fiyers. This is partly due 1 think to the
development of high performance gliders, which
separate the experts from the rest. It is also due to
the fact that most of the BHGA members are
occasional flyers, who could be much better if they
had the time, or if the weather was better when
they did have the time. They never improve
enough to fly high performance gliders in the way
that they should be flown.

The gliders, in gaining performance, have lost
something in ease of ngging and portability. This is
no importance to thé pilot who can almost always
top land. It may not be possble, but | would like to
see a return to simplicity, so that a glider could
again be opened like an umbrella, flown to the
bottom if a top landing proved to be too difficult,
and unrigged as easily to be carried up, yet still be
able to soar as well as present-day medium gliders,

I would also like to see a glider which had no
vices (a pilot too!). A glider which would go from a
stall into a parachute-type descent, if the pilot faled
to recover from the stall. In other words a “'very
safe kite”. Modern gliders are safe, in fact much
safer than the old “standards”, but I would like to
see them even more safe. We are not all very good
pilots yet.

[ think too, a word sould be said in favour of the
glider kit. 1 bought my first glider as a kit, it was
slightly less costly. 1 admit that most of the work
had already been done. The sail was made, the
rigging wires was made. It only required a few
holes to be drilled, a few brackets to be made, a
little sawing, but at least the glider had to be
assembled by the owner. If a person has to build his
glider he understands it better. He knows how to
take 1t apart again to inspect it, and how it should
be put together. He has a better understanding of
structural safety.

It should still be possible to supply a glider as a
kit. It would have to be very carefully designed, if
possible so that it would not be assembled incor-
rectly, and good instructions supplied with it. This
might seem a lot to ask, but the thrill of actually
building, and flying, your own aircraft is unique,

Because of design improvements, glider styles
progress rapidly. It might be worth a trial to hold a
competition for a one design class, It seems to work
tor yachts, and would enable aspiring competition
pilots to learn their skill in fair competition. There
would still be open events, to encourage develop-
ment, but three or four one design classes might
stimulate development of competition within the
BHGA. It would also be necessary for Olympic
events, should they ever be held.

Previously 1 have always felt that ab initio
training should be carried out seated. | now think
that there is a case for flying prone from the start.
Actually the pupil pilots would be flying standing
up to begin with, but would have a harness which
allowed a gradual transition to prone as they pro-
gressed. Some schools now do this, but [ think that
we should hear more opinions about it. There may
be disadvantages too, such as problems with
longitudinal stability.

Increase in safety and simplicity should now, 1
believe, be something in which both the BHGA
and the BHGMF should concentrate some extra
effort, in order to improve our sport,
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“UNACCUSTOMED AS | AM..

If you've been in hang-gliding for any lenght of time
you will inevitably have established a nodding
acquaintanceship with the good old human emotion
of fear. The strange thing is that the thrills on the
hills rarely reduce many of us to the same degree of
jelly-kneed terror that the prospect of public
speaking does.

The autumn evenings signal the start of the open
season for speaker-finders, and any moderately

well known local flier i1s fair game to be asked to

give a talk to Rotanians, Scouts, Ladies Luncheon
Clubs or even primary schools. As a fairly seasoned
campaigner who has experienced most public-

speaking disasters, here are a few hints and tips to

give confidence should you ever find yourself dry-
mouthed in front of a hall full of strangers with the
slide projector jammed.

Firstly: The groundwork: Don't be afraid to ask
your contact about the venue. How may in the

audience? How big is the hall? Is there a power

supply? Can the windows be blacked out? Will
there be a heavy-metal rock group rehearsing n

the next room? Above all, is there room to

assemble a glider? Of all the possible visual aids,

there 1s nothing to compare with a complete hang-

glider when it comes to holding an audience,
Secondly: Your Material. Don't

ultralight flight. They have come to hear your story
of your flying. By all means dress it up with a few
brief historical references to add perspective, but
don’t overdo it. Obviously you won't let a public
relations opportunity like this pass without

reference to the BHGA, and the way the sport is

self-regulated at present. Do have the BHGA
address handy so that if any or your audience want
to know more about schools, clubs etc, they can be
told where to write to.

Thirdly: Visual Aids: For a  previously
uninformed audience there 1s nothing to beat your
fiying equipment. If there is space for the glider,
that's best of all, but you'll still need your harness,
helmet, vario, altimeter, ventimeter ete. Remeber,
even after all these years, most people are sull
convinced that we leap off cliffs while relying on
muscel power to remain in contact with our “Hand
Gliders™!

Fourthly: Films and Equipment: This is the arca
where the scope for disaster is almost unlimted.
Once the lights are out you will have the
opportunity to bore your audience to the point of
rigor mortis while at the same time displaying a
degree of fumbling incompetence that would make
Tommy Cooper look like the Great Houdini, Some
Golden Rules are:

make the
mistake of thinking that your audience want an
erudite lecture on the aerodynamic aspects of

Don’t overdo the slides: Two dozen are plenty — 36
almost certainly too many.

Never, ever show unedited amateaur cine film: even
the most basic of handwritten filmed titles and
‘ends’ cards plus a bit of fearless cutting of less than
perfectly focussed or very repetetive footage
makes a tremendous difference to the image
presented to your audience.

GRIZZLY

A W
~EOR

{f Zﬁ! CAN MAKE NEW FRIENDS WITH A UGHTNING . ... ..

30

If using borrowed projectors etc., borrow them a
day or two beforehand and use them first.
Disbelieve promises that a screen/extension
lead/projector stand etc. will be provided by your
hosts. Take your own, it's safer.

Expect projector lamp bulbs to blow, and have with
you not only spares, but also a screwdriver to fit
them with. Remember, if a bulb is going to fail, it
will do so while being used!

Add a bit of professionalims to a slide presentation
quite simply by knowing that professionals always
use a title slide to set up the focus on. ([ use a shot of
the ' Eagle and Child" pub sign in Oxford, which
shows a baby suspended by its nappy form an
eagle's talons.) Also, after the last slide, add one
which is completely black and get the hall lights put
on when this comes up, rather than expose your
audience to a blinding white screen at the end of
the show.

Do use a magazine-type projector for slides, and
plan the order of the pictures to give some sort of
flow. Always have the slides marked so that the top
right hand corner of each one as it goes into the
magazine is clearly indicated. This will rob your
audience of the opportunity for barracking ribald
comments when slides are projected upside down
or sideways, but | feel its worth it.

Above all, enjoy giving the talk — if you can
communicate the pleasure you get from your
chosen sport you will be doing a service for the
whole hang-gliding community.

Sometimes you will be offered a fee, or
expenses, and may have a problem knowing what
to ask or accept. Obviously if your are dealing with
a commercia enterprise who are going to make a
profit from yourefforts, then go for as much as the
market will stand and enjoy the proceeds. On the
other hand, my technique with voluntary
organizations is to accept modest expenses which
are then donated to a local worth cuase. In my case
this is the Upper Wharfedale Fell Rescue
association.- This is an excellent organisation who
provide a worthwhile service over the area in which
my club (The Dales HGC) operates.

It'll be alright on the night. Yes, but only if
you've done your groundwork and tried to
eliminate the foul-up factor. I learned my lesson
about twenty years ago when on behalf of my then
employer I was scheduled to present a programme
of motor race and rally films to a large motor club.
The films arrived late, and I had no chance to
preview them. You can imagine how I felt when the
eagerly anticipted main feature turned out to be a
quite staggeringly turgid work about shoe
production in Leicester. | never got to the bottom
of how that found its way into the can!
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...... hubris 15 a Greek word roughly meaning
pride before a fall, and 1979 Grouse Mountain
champion John Davis is thinking of making Hubris
his middle name. The story goes that at the 1980
Grouse Mountain competition, he took off and
began 36lhing back over takeoft, singing “*Nobody
Does it Better” in a loud voice to wind up his
opponents. He then went to the bottom, landed
out of the target area . . . and was disqualified from
the meet.....

...... when the American Cup was over, various
persons were seen waving grubby notes and wheel-
ing deals with the American team to steal away
with Comets. No one got a discount. . . . it was a
sellers market. . . . but Bill Moyes sloped off with
one for a shotgun marriage with his Mega 2s. . . ..
(rerard Thevenot, photographed peering dubiously
down a Comet wing, also shipped one off to France
for transplant surgery..... and a minor minion
well-known to Icarus took one back to England for
dissection and comparison tests in Marlborough,
T'his winter there’ll be a lot of banging and crashing
and cursing noises behind closed doors as we all
make certain we never get left that far behind
again. ., ...,

...... Ivor John writes in from Saudi Arabia to
ask, where are they now? The heroes of yesteryear?
T'hat got Icarus wondering . . . .. first-ever BHGA
Chairman Martin Hunt wrote a book on hang glid-
ing, said he had more time when he retired from
the top job to go on flying, but was last seen sitting
in the middle of an English vineyard waiting for his
wines to grow. Is he still there?. . ... controversial
obergruppentuhrer John James, nee Haynes, who
founded NHGA and faded with the advent of
BHGA., last heard of living in Spain and making
occasional trips to this country to buy and sell
caravans. John was said to be the first hang glider
pilot to soar in this country, and for awhile in Spain
was experimenting with towing off water. Is he still
doing that?...... what about Geoff McBroom,
the pioneer hang glider pilot in Britain, back in
19727 McBroom Sailwings, responsible for the
Argus and the Harrier, faded slowly away. Geoff
appeared in a colour supplement piece once, mak-
ing land buggies, but is now thought to be reconciled
0 mainstream aviation . . . . . is this true? . . ..

. who's heard recently of Miles Handley, the
wayward genius who designed the Gulp and the
Gryphon, of whom Bill Moyes said he was one of
the most original designers in the world? Miles
wasn 't happy with flving himself after a crash a
couple of years back, but what really blew him out
of hang ghding was the financial screwing he got
when Waspair left the country. He had become
involved in a complicated biscuit-packing machine,
last | heard. and was also interested in sailboats.
Jill, his wafe. was one of the mainstays behind the
SHGC and the BHGMEF . . .. Miles wrote all the
early air-worthiness standards which saved a lot of

and had ambitions back in 1974/1975 to rival Brian
Wood. He'll be remembered for his sticky fingers
at the 1976 Mere then he launched Brian Wood,
caught his fingers in Brian's harness, and had to fly
down hanging on for gnm life. Went off to the oil
rigs. was seen once in 1978, and then gone. .. ..
where 1s he now? . . ...

.... Brian Wood . . .. ace of aces, first National
Champion, first League Champion (1977), left
Britain suddenly in 1979 just before he would
probably have secured selection for the 1979
American Cup team, to go live in Holland. Last
heard he was still there, with his wife Fran and two
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Hrian Wood — photo Mark Junak.

nippers, working in a boatyard and. . . .. tragedy
_____ doing very little flying, if at all. Hear there
are plans to move East toward Germany where the
flying is better, and he may be prepared to change
his old Birdman Cherokee, on which he made the
first British XC — 6 miles — off a tow at Little
Snoring in August 1979, for something more up-to-
date from Solar Wings. . .. a Typhoon? . . . .what's
the wind blowing for Brian these days? . . . ..

. remember Brian Gaskin?.. ... he was at
Rhossili in late 1974, one of three pilots in one day
who learned that behind every chiff there’s a rotor
. . .. hard learning, it was, and though Brian carned
on flying for another couple of years, his heart
wasn't in it. Remember him with a big Wasp CB
240 up for sale at Mere in (was it 19767), and those
demonstrations on top of Rhossili of parascending?
He's now a big-wig in the parascending movement,
one of their governing council no less, a rarity
going the other way to natural progress. . . ..
jubilation in Japan at the 1980 American
Cup results, for the oddest reason. It isn’t that the
Japanese are happy at the British getting beaten as
a sort of revenge for the 1978 American Cup, in
which a scratch Japanese team was extremely
pleasant but not brilliant at flying. The jubilation
has a more commercial base. The UP company,
like many American hang gliding firms, established
a dealer network abroad, and UF went big in Japan.
When Peter Brock, UP boss, was having a thin time
of it last year because of the Amencan market, his
Japanese agent, Yusige Yamasaki, came to the
rescue. But the cost was a little 51 percent owner-
ship of UP. Now the Comet has justified that rescue
operation, who wants to be a millionaire? . . . . .
notice how hang ghding i1s creeping into
advertisers copy? John Hudson sends in the copy of
4 Smirnoff Vodka ad, with a mce-looking lady
holding that drink in one hand and a big net in the
other. In the background, with a sail like a butterfly,
is a hang glider. It looks like an early Australian
model (the hang glider, not the lady) supenmposed
on the net picture, with the current Smurnoft slogan
(*“Well, they said anything could happen™).....
talking of adverts, of all places, the London
Underground gives us a plug. There's a series on

mouthwash, for a product called Listerine, on the
theme, “Nice face, pity about the breath”. In one
such scenario, the lady in question wants to make it
as an actress (when everyone knows her breath
smells like a North Wales boot). She's said to have
as much chance of being a star as “getting an
O-level exam pass in solo hang gliding™" . . . ..
good news US Competition boss Keith
Nichols, once the US National Champion, who
badly broke his arm early this yvear flying in South
Africa. He lost his job with Electra-Flyer boss
Larry Newman, was supposed 1o take up a position
in Bill Bennett's company (but didn’t), and was last
heard of nursing a withered right arm in a lady's
abode in New York, organising competitions.
Well, he's still into organising, trying to put a big
one together in Lake Tahoe next August, but he's
back flying again, which will ease his soul. We were
all a bit worried that he'd never make it back up
again (that's talking about flying, of course). ...
But mind your back, Keith, The Mafia are mumb-
ling again the the political knives areout . . . ..
..... competition in the magazine field in the
USA is difficult to get into, We've all heard about
Glider Rider, and the USHGA's Hang Gliding
magazine. There is, though, a third one called
Whole Air Magazine, run by a really nice guy called
Dan Johnson, who has the school and shop at
Crystal, in Tennessee. It comes out 6 times a year,
has a colour cover, and costs only $5 in the USA,
which is so much cheaper than Wings it 1sn’t true,
but Dan tells me costs out there are so much cheaper
too. Whaole Air 15 distinguished by its viewpoint,
which isn't Californian like Hang Gliding, and its
detachment. It does good ghder reports, concen-
trates mainly -on classical hang gliding (though
power is adequately covered), and its viewpoint is
internationalist — our own Noel Whittall, for in-
stance, is their European correspondent. Wnite to
Dan at Box 144, Lookout Mountain, TN 37350, . ..
..... in the economic depression, Len Gabriels
has a welcome bit of news. His former sponsor,
Bluebird Toffees, who have a factory in the West
Midlands, is showing an interest in him again now
they've had second thoughts about the value of a
much more expensive balloon. Bluebird, some of
you will remember, sponsored the kite that Len
flew from North of London to (almost) Pans, and
which he would have made more famous if paper-
work hadn’t grounded him a couple of hours out of
the French capital. Well, the toffee company wants
to get back into hang gliding and back Len against
a number of all-comers, including superstar Gerry
Breen. More details as they come in, but a nice new
year present is a tin of Bluebird Toffees, guaranteed
to warm your heart (as well as pull out your fillings. )
Bluebird celebrated Len's flight by producing a
pretty tin with Satory's 1890 Flying Machine, Louis
Bleriot's 1909 mono, the 1913 Derperdussin Racer
and others, crowned by a lid with Len on Bluebird,
Write to Bluebird, Hunnington, Halesowen, West
Midlands, B62 OEN if you want to get one of the
fast dimimishing stock . . . ..

..... has the sheer snobbery of hang gliding ever
put your nose out? Tyro members of the Wings!
team, Mark Junak and lan Butcher, decided they'd
both like to use altimeters as a guide to top landings,
especially judging landing heights. But as semi-
nonks they find it difficult to overcome the psycho-
logical barrier of attaching “fancy™ equipment to
their kites, a practice generally “reserved™(?) for
top pilots. If this ““shyness’ can be overcome, they
think, maybe a lot more would-be Icarus’s could
progress faster, the market for altimeters would
expand, and prices would come down . . . ..
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The following Personal Accident Insurances are placed at Lloyd’s and
INSURAN CE are applicable to United Kingdom based BHGA Members. They are

effective throughout Europe. Extensions beyond that can however be
arranged.

Thhlﬂjﬂ.r’ndmwm{mmmmmhmmupum—bm.hﬂﬂmﬂmhm
applies to those previously insured withovt claim.

PERSONAL ACCIDENT BENEFITS IN THE EVENT OF A HANG GLIDING ACCIDENT

CAPITAL SUM WEEKLY BENEFIT
IN THE EVENT OF DEATH, LOSS OF EYE/LIMB {OR USE PAID UP TO 108 WEEKS (EXCLUDING FIRST 14 DAYS) FOR 50 LONG AS DOCTOR
THEREOF) OR PERMANENT TOTAL DISABILITY CERTIFIES YOU TOTALLY UNABLE TO FOLLOW NORMAL OCCUPATION
New Revewal

Code Capial Sumi Benefit FPremium Mimimim Code Weekly Bengfir FPremium

A5 £ 5,000 £ 15.00 £20.00 D20 £20 per week £12.00

Ab £ 6,000 £ 30,00 £24.00 Do £30 per week £18.00

AlD £10,000 £ 50.00 4000 (521 EAD per week £24.00

AlS £15, 000 £ 75.00 £650.100 50 £50 per week £30.00

A0 £20) 000 £100.00 £R0.00 D& E£60 per week £36.00

FOR COMPETITION PILOTS ie. THOSE TAKING PART IN NATIONAL OR INTERNATIONAL COMPETITIONS OR THE LEAGUE — OR COMPETITIONS
ABOVE CLUB LEVEL, UNDERWRITERS HAVE INSISTED ON THE ABOVE RATES PLUS 23%

FOR MANUFACTURERS, THEIR EMPLOYEES AND INSTRUCTORS PLEASE ADD 5% TO THE ABOYVE PREMIUMS
Nao Proposal Form required, provided you are between 16 and 65, can warmant you are fit and declare any scrious accidents or illnesses during past five years, we can normally give
cover immediately we receive your NAME, ADDRESS, AGE, OCCUPATION, GLIDER DETAILS, BHGA OR CLUB MEMBERSHIP NUMBER AND CHEQUE

PLEASE GIVE YOUR WIFE'S FULL NAME [F YOU WISH HER NAMED AS BENEFICIARY IN THE EVENT OF YOUR DEATH.

GLIDER ALL RISKS (GROUND) COVER LK. ONLY
Policy excludes Flight Accidents but covers every accidental ground risk that we have yet thought of, ¢ g. Theft, Damage resulting from Car Accident, etc. (Excluding first £.00
each claim. But £10 when rigged for flight). Includes 30 days in Europe each year

GLIDER VALUE £00 PREMIUM £R.O0 GLIDER VALUE E40 FREMIUM END.OD
GLIDER VALUE £350 FREMIUM £9.00 GLIDER VALUE 450 FREMIUM £11.00

EACH ADDITIONAL £50 VALUE — ADD £1.00 PREMIUM. RATES FOR SYNDICATES CLUBS ETC., ON APPLICATION

LIFE, ENDOWMENT, HOUSE PURCHASE AND PERMANENT HEALTH INSURANCE
We can still offer normal terms for most Life, Endowment, House Purchase and Permanent Health Insurance.
Do come 1o us first if you contemplate any form of Life, Endowment, Unit Linked House Purchase or other insurance.

THERE NEED BE NO PREMIUM LOADING TO COVER THE HANG GLIDING RISK.

We have arranged special terms for BHGA Members and we will gladly quote if you will write or telephone:
REGGIE SPOONER INSURANCE BROKER FOR THE BHGA, CLIFTON HOUSE, BATH ROAD, COWES, LOW. PO3 TRH. TELEFHONE: COWES (0983) 292305

POWERED HANG GLIDING AND TOWING QUOTATIONS GLADLY GIVEN ON REQUEST
HOLIDAY COVER — including the Hang Gliding risk — readily arranged. Detaiks on application

TOWING and/or POWERED Hang Gliding is NOT COVERED by any of the above, except by previous written authonity. 1f in doubt, ring REGGIE SPOONER on (983-292305.

LIRRA
SPORT

MOYES
MEGA
MAKESIT!

The Moyes Mega Il has proved
itself as a thoroughbred and a
‘classic’ glider. lts all-round
performance and safe handling enable pilots of
all abilities to fly it to its maximum.

The large Mega has a floating cross tube for
ease of handling, and an unsurpassed sink rate.
It is the ideal glider for the heavier pilot.

Contact Ultra Sports for a test flight.

Graham Slater, Flight Director,
THIS GLIDER HAS i 25 Altany Villes, Hovg, East Sussex. BN3 2RU
NOBRITISHC.OFA.| \"“‘a Telephone (0273) 25534, '
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4 L THIS GLIDER HAS \

NO BRITISH C. OF A.

DESIGNEXCELLENCE

FOR DETALS AND SPECIFICATION OF THE CHARGUS T150
SEMD S.AE. TO:
PRYCARDAN LTD, 28 BAGDALE, WHITBY , NORTH YORKSHIRE .

e WIVES e¢ccccccccccce
e _

i

ROLTS

OUR STOCK MAY
_ SURPRISE YOU

LHANNEL
UPRIGHTS

T—

AIDERS s
| ' | BLILA

CATCHES - o ;' AN CATCHE
HAMNGLOOPS } ; g Wy oA HAMGLOOE
HEATSHRINK . \ EATSHAING
WIEE : ' W
!'_;-'-'!':l':.ll:_".;-h - F = I WA S
TGOLE g | g TO0LS
":‘-"-F‘-'«.':".’.h T !':"'. ] '. . : VARIWAETERS
LIMFASSESR - pgis - COMPASEES
BATTERIES e : =i RATTERIES
YENTIME TERE - ; g , VENTIMETERS
GLIDERS : Ve ; iLIDER:
::l '|-'il-.||-|-'- = iy . i SEY TRIEE =
HARNESSES

TEE SHIHTS

H..rur-'.n:.blllft e -.- ! | ! K ARABINERS
?:'I::I . ) ! HUNGEES
"y b d T
el ! H{HD
LA W A T

:!-I" li.h aH AT ; . BAROGHAPH
HAMGE ¥ ; i
HELMETS - 1} |.1
“Lr.”.. = HELMETS
LLTE LS | .- i P s
BADGES o
CLIPS e HADGES
parin) . CLIPS
:_-.I'"I_"-HF E. . | e s SEARES
ENGINES : EMGINES

Hu:im:lir Sports Liﬂ Ve
hawclough. Rochdale, Lum:i r
Tel. (0706) 55131 Telex 635091 MAIN.

eococcee ONLY! eccccece

Mainair Sports Lid. leanclose S0p plus large S A E
Shawclough. Rochdale, Lancashire | [lease send your illustrated accessory catalogue
Tel: (0706) 55131
Telex: BI509] MADY NAME

O —— S SR S e e

— " — R S S RS S . - e N S e — i
—— R . — —— o — — S S .

e THIS ADVERT IS FOR eccceo
60sccce SONIHATHI® ANY e




SMALL ADS

All small ads should be sent to Silvia Howard,
Commercial Editor, Wings!, 4 Somerwood,

Rodington, Nr. Shrewsbury, Salop.
Ads sent to any other address will be redirected

and therefore delayed.

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

fown, test fly it, and inspect it thoroughly for damage or
wear lo critical parts. If in doubt seek advice from the Club

Safety Officer.

Yince Hallam’s
SUSSEX COLLEGE
of Hang Gliding, 18B
Queen’s Road, Brighton
609925/24151, ext. 171.
aales. Spares. Teaching.
Sigma. Hiway. Cohen.
Chargus and

Powered. S.a.e.

SOUTH WALES
HANG GLIDING
SCHOOL offers
inexpensive
accommodation,
excellent tuition, lovely
hills, gliders sold/
loaned. Telephone
Michael Adam,

Y nysowen (0443)
690787, 67 Cardiff
Road, Troedyrhiw.

QUAD POD
instrument system.
Visual/vario, Airspeed,
Altimeter, Compass,
Bracket and Pod. | kg.
£70. Few only. V.
Hallam, Sussex College
of Hang Gliding, 18B
Queens Rd., Brighton,
Tel. 24151, ext. 171.
Also Bsizes S
Scorpions available and
wanited.

TRADE
ADVERTISERS.
Artwork to order.
Samples and prices on
request. Riverside
Design Group, 28
Bagdale, Whitby,
Morth Yorkshire.
Tel. 0947 4353,

NEW PARACHUTES.
Strong, compact, low
sink rate. single
handed *“*throw away™
deployment.
Competitively priced.
Phone or write for
details. Skyhook
Sailwings Ltd., Vale
Mill, Chamber Rd.,
Hollinwood, Oldham,
Lancs. OLB4PG.
Telex: 667849, Tel.
061-624 8351 ; 061-681
5045: 061-681 5369,

BAILEY'S
(YORKSHIRE HANG
GLIDING CENTRE).
Pilot one courses all
year round £16 per day.
Agents for Chargus,
Flexiform, Hiway,
Skyhook, Solar. Part
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exchange taken. Free
tuition and tuning to
suit from Robert
Bailey on glider
purchased. Second
hand gliders for sale:
Atlas 18, £595; Moyes,
£395; Xc,£395 etc.
Cocoon harness in
flash colours with
integral parachute.
£245. Spareselc. 2
Denton Ave., Leeds 8.
Tel. (0532) 662518.

FLYING/Walking/
Climbing in the
Derbyshire Peak
District? It can’t be
beaten. Why not spend
a week /weekend on the
spot and minimise the
travelling time?
Cottage sleeps 5, flat
sleeps 3, superb
surroundings. Advice
available from local
fanatic, Tel. Len Hull
(0298) B71289 or write
Cressbrook Hall,
Cressbrook, INr.
Buxton, Derbyshire.

ULTRA SPORTS
GLIDER MART.
Super Scorpion ‘'C".
£450 ono. Moyes Maxi
As new, £250 ono.
GRYPHON. Excellent.
condition. £250 ono.
Large STORM. £495
ono. Contact us for
further details on these
and more. (0273) 25534,

ISLE OF MAN
inclusive self-catering
minibreaks. Until April
"81 prices from £25 per
person for 3 nights, £26
for 7 nights inc. car on
ferry and deluxe
cottage. Ideal base for
trying out exciting new
territory. Depart
Liverpool or Heysham.
Brochure from DEPT.
W., Little Switzerland
Holiday Village,
Douglas, 1.O.M. Tel:
(0624) 24515 (24 hrs).

FREE ADVICE on
ghiders and equipment.
Ring Ted Batiersea,
Littlebourne 614,

NEW! Hummingbird
*C" varios in stock. The

best value on the
market. Totally reliable
and guaranteed for 12
months. £98.00, Rapid
deployment
parachutes now in
stock. £195.00. Ultra
Sports stirrup harness.
£55.00, NEW! Stirrup
harness. £49.00. NEW!
Cocoon harness
complete with
parachute container.

“£75.00. Contact us for

pur price list and
brochure. 22 Albany
Villas, Hove, E.
Sussex. (0273) 25534,

Two Atlas 16s blue
sails. Would suit
someone called Philip.
| would consider part
exchange for clean
Superscorpion C plus
cash. Otherwise £600
each. Bennett Lazor 2
medium — almost new.
£475. Loans of Bennett
spares for Phoenix 8
and 6 — control bars,
deflexors, leading
edges etc. If you own
an old Phoenix and
need spares, contact me
soon as this might be
yvour last chance,
Humming bird varios
in stock from £95,
including one year
guarantee. One
Thommen altimeter
new £55. Flight design
chutes £165. The
excellent Rapid
Deployment Chute
£215. One Hiway
Skytrike enw,

Contact Jeremy Fack,
WINDCRAFT CO.
LTD., Sion Lane,
Clifton, Bristol. Tel.
0272-37870, 30242,

COMET available.
Orders being taken.
Pryeardern Lid., 28
Bagdale, Whitby, Nr.
Yorkshire (Whitby
604353).

VEGA 2ZA. Well
maintained. ldeal first
kite for P1. Owned by
careful lady driver. £90
ono. Tel. Kay —
Hitchin (0462) 52103.

Large ATLAS. White
sail/blue tips. Magic on
min. sink ; magnificent
on max. ghde: never
nonked. Excellent cross
country machine.
Definitely THE best
model Atlas to have!
£735. Possible p/x, but
please no freaks. Vario
for sale, £85. Phone:
Len Hull, 0298 871289
(Derbys) 0709 2966
(office).

McBROOM COBRA
188, White and blue
sail. Recently flown
prone, Would suit hard
up beginner plus seated
harness. Any offers.
Contact Steve, 0244
815996,

WASP FALCON 1V in
very good condition,
with seated harness.
£150., Tel. André,
sunbury on Thames
87319,

GRYPHON 180.
Bargain! £195 for this
proven xc kite. Howard
C, Petith, Swansea
25678, ext. 7059, or
secretary, ext. 667.

FALCONIIL Red,
white, blue. Green
leading edges. Very
good condition, never
pranged. Good P1/
Intermediate glider.
£100 ono. Aylesbury
86113 after 6.30 pm.

GANNET 175. Good
condition, Suit 12 stone
+ pilot. Mo reasonable
offer refused. Tel:
0272-32972.

Hiway SKYTRIKE
with SUPER
SCORPIONC.
Excellent condition.
£1,300, Ring Terry,
0202 §86464.

Beginner's HANG
GLIDER, checked and
approved. Excellent
condition, including
spare pole. 16, South
Parade, Harbury,
Leamington Spa. Tel:
Harbury 613766, £100
ono,

FIREBIRD S 78,
hardly ever used,
excellent cnodition.,
Bag, seat, roof rack
system. £250 ono. M.
Gower (01) 733 9955.
Will deliver.

SUPER SCORPION
B. Good condition,
with cover, £360 or
would exchange for
good Scorpion C.
Ring lan, 02103-
699670,

SKYHOOK
SILHOUETTE
(Medium). Well looked
after glider. 8 months
old. Never been
damaged. Very nice to
fly and 1deal to take a
pilot from beginner to
advanced. Also knocks
downto 12" 6" for
easier storage. £500.
Tel. Bill Anderson,
Arbroath (0241) 75546
evenings.

SIGMA 12M. White,
orange tips, red trailing
edge. 20 hrs flying time.
£575. Tel: Greenham
(Som) 672046 (and
keep trying!)

KESTRAL
WINDHOVER Mk2.
Excellent condition;
red,turquoise/blue sail,
flies very well.
Complete with
waterproof bag, seated
harness. Suit beginner.
£175. T. Robinson,
Bognor Regis 865933/2
daytime.

McBROOM LYNX.
Good stable floater for
Pl/intermediate. Can
demonstrate in South
and in West. £150 ono.
Tel. 01-997 8570.

Wanna cheap
supership? WILLS
XC185 (vellow). £275,
Tel. Horsham 55480,
For sale: SST 100M.
£175 ono. Tel. Horsham
55480,

SUPER SCORPION
C +. Multi-coloured
dacron sail. Good
condition. £400 ono.
26 ft WINDHAVEN
chute. Brand new
condition. £18.

£180. HIWAY harness,
red, £20.

HUMMINGEBIRD
vario, model *C’ with
instrumount, £95.
DIPLEX altimeter
0-8000 ft., DIAL, £37.
Phone Dave Rhodes,
Bilston (0902) 46939,

Hiway VULCAN. V.g.
condition. £550.

Hiway SUPER
SCORPION C+, £350,
John Cross, Tansley,
Matlock, Derbyshire.
Tel. (0629) 3207.

SIGMA 12M. Low air
time, excellent
condition. £585 ono,
Phone Roy,
Workington (0900)
3503,

BALL 500H
VARIOMETER.
Audio on up/silent, as
new, still using original
battery. £130 including
p & p and insurance.
Pat King, 45
Heatherslade Rd.,
Southgate, Swansea,
West Glamorgan SA3
2DD or phone
Bishopston (044 128)
3381 after 5 pm.

SKYLINE, large, 18
months old, good
condition. Bargain at
£325. Phine Billy at
051 525 6485,

SUPER SCORPION
I1. Dacron sail, 3
months old, as new and
flown only 6 times.
complete with "B’ bai
and seated harness.
£600 ono. Phone
Bookham 52627 or
Watchet 31726.

AIRSTREAM II
harness and Diplex
0-8000 ft altimeter.
Both little used. £60.
Pembroke 6529, Could
deliver to Bristol area.

Ideal for P1. MIDAS
SUPER E and seated
harness. Easy to fly.
£150 or best offer. Tel.
Bristol 313697,

FALCON 3. Good
condition. £210 ono.
Includes harness, bag
and spare ‘A’ frame,
could deliver. Louth
602487, Must sell!

Forsale: MOYES
MAXISTINGER 11.
Excellent condition. It
has to be seen in the
air. £350 ono. Ring
Keith, 01-907 0230
evenings.

Record breaking

Leage winning ATLAS
16. Fibreglass/
breakdown model,
bargain £575.
Immaculate winter
baragraph £90. Hiway
harness £25, Telephone
Bob Calvert, 0254
21615,

Large VECTOR in
excellent condition.
Superb glider for
experienced flyer
wishing to progress,
£350, Tel. Martin Saul,
Cobham 3436.

Large SILHOUETTE.
The usual Skyhook
combination of good
performance and nice
handling. Tasteful
colour scheme, good
condition, seven
months old. Also
audio/visual vario.
£550. Tel. Bernie on
0241 78994 or Bill on
75546 (Abroath,
Scotland).

BIRDMAN
FIREBIRD S.
Virtually good as new,
unpranged and
scarcely flown;
waterproof bag.
Middle-aged owner
converting to hot-air
ballooning. £250 ono.
Colin Dryden 01-353
4242 (ext, 357), 01-638
4723 (evenings) or
036-36-445.

SUPER SCORPION
C. 18 months old. Very
good condition. Latest
sail design. A true
thermal, Machine
coupled with good
handling. Ideal first
Wing for P1. New
super ship forces sale.
Willingly demonstrate.
£450. Tel. 073782 2749
evenings. Nutfield, nr.
Redhill.



ANTIOQUE MIDAS C.
3. Historic kite for
collector, V.g.c. £100
ono, Tel. Martin
Lamport, 01-998 2766.

LANCER 48S. £300
ono. Excellent handler,
multi-coloured sail.
LANCER 4L. £500.
Brand new, still
shipping case, white
sail, quick set up.
Returning overseas,
must sell. Phone
Hackthorpe, Cumbria
436,

CHEROKEE,
Medium. Little used.
White, dark blue/light
blue, Excellent
condition. £400. Phone

Stevenage (0438) 54112,

Medium STORM,
excellent condition.
£400. Hiway
SKYTRIKE, little
used, £700.
Combination, £1,000,
including B bar etc.
Tel. Croston (0772)
GOOS82,

SUPER SCORPION

C. Very good condition.

Altractive colours.
Knockdown. Only 40
hours airtime in 18
months. Never
pranged. £400. B bar
and seated harness
separate £25. Working
abroad. Tel: St.
Germans (Cornwall)
646 evenings.

WASP FALCON 1V
In very good
condition, ideal for
learner or intermediate.
Speedirame instead of
original, Nice floater.
£130 ono. Leicester
736045 or 899818
evenings, daytime.,
Leicester 551551,

Ext. 2233.

SKYHOOK
SUNSPOT. Small.
Very clean with seated
and prone harness and
Romer helmet. £325.
Ring — Keith,
Burnley (0282) 75585,

SUPER SCORPION
C. Genuine dacron
sail, One vear old, Little
used, Carefully stored.
As new condition,
£530, Job, 23
Glebelands, Benfleet,
Essex. (South Benfleet
5322T).

FLEXIFORM

Skyline MK 111 with
large double surface,
leading edge pocket
and crosstube fairings,
in mint condition. Only
6 months old. Looks
fantastic in the air.
Only £470. Tel: 061

428 9808,

VORTEX 120, multi-
coloured sail. Prone
Seated rigging. Flies

well. Ideal for P1. £250,

Telephone Slough
31605 or 01-328 8781.

TOOL FOR NICO
PRESS SWAGES

Four sizes complete with
selection of ferrules and

Rochdale, Lancashire
Rochdale (0706) 55131

F INANE
£EEE

Do you realise that for as little
as£182downand £8.82 per
week you could own a Brand
New Glider.

Why wait?

Ah but what about the
interest”?

Well, how does £1.06 a week
sound? For less than the cost
ol a gallon of petrol we can
have you soaring one of
todays Superships.

nd s.a.e. for our Glider Buys

Brochure and further details

thimbles

%£171.50 each inc. VAT
plus £1.00 P&P

Mainair Sports
Shawclough Road,

Typical rate — | year loan Super Scorpion 2
£231.00 down, £44.94 per month.
Total interest paid £70.28

Mainair
Shawclough Road, Rachdale, Lancashire OLI2 61N
Tel: (706) 55131 Telex 635081 MAIN

This harg glider hasn't gol British © of A

Gll SKY is yours

SEE, TRY and ORDER THIS WING
at SKY PORTER HANG GLIDERS

32, Leyland Road, London SE12
Tel. 01-852 0763, 8-9 am or eves.

R AING LOCAL DEALERS

Ashley Doubtfire(Birdman), Tel.: Wewhill (02647713472,

Howard Edwards(Dunstable), Tel.: Winslow (029671)2086,

Ted Salisbury (Kent), Tel.: Lyminge (03031862948,

Clive Brewitt (Windlord, Northumberland), Tel.: Felton (0670871632
len Currer (Windlord, N.Yorkshire), Tel.: Bridlington (0262)7B954.

ORBEAT TAXES AND FREIGHT CHARGES — GO TO ISRAEL ON HANG GLIDING
HOLIDAY AND COLLECT YOUR NEW SHIP ON ARRIVAL. FLY IT THERE AND
BRING HERE WITH YOU — ALL FOR £595 (prone harness & helmet included).

We take orders also for hang gliding parachutes, prone harnesses and hang
gliding helmets.

Dealers enquiries welcome

hang gliders

T s il Bamial, Lawslion SE0F
Bicka b i i H- R VIR

Sole Representative in United Kingdom 35

* This price is guarantied if order made before 1st January 1981




Whichever way you look at it,
this 1s the machine to take you
well into the eighties.
Designed for cross-country
ghding or Skytriking, Demonis
the obvious choice.

Hiway Hang Gliders Limited
Sirhowy Hill, Tredegar, Gwent NP2 4XP
telephone: Tredegar (049 525) 4521
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