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The President’s Thermal 
Don Palmer 

Summer is coming and there is lots of gliding to be had. Enthusiasm is compounding with the 
arrival of daylight saving, stronger thermals and warmer weather. 

With the rising temperature comes the wet weather, great for farmers but not for gliding. Long 
range weather forecasts are usually seen to get it right, more so than short range/daily ones, 
especially over the last 2 months. Unfortunately I see the next few months being similar. 

My suggestion is to try organising your gliding around the weather. You weekday pilots may 
need to swap your days around, and for the weekend pilots, well you will have to start taking 
some of those sickies your boss so needs you to use. I will be organising Thursday flying when 
Monday, Tuesday or Wednesday has been washed out, but I need members to let me know on 
these occasions when they want to come on Thursday. Remember the weather in Sydney is so 
different to Camden, but the AWIS (Automatic Weather Information Service) is just a phone call 
away on 4655-9248 (now with cloud cover in the report). 

With this wet weather club revenue has suffered, and with more to come it’s going to be difficult 
to put extra savings away for our new purchase. However due to Martin Zoller’s conservative 
financial predictions, we are still above budget. Not only was he careful with his calculations, 
but seeing him work the overseas money market to get SCGC the best Euro rate, he is the 
all-time guru. He watched, worked and managed, then organised to lock in the Euros we need 
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for our purchase at the peak, saving us over $4,000 in the process. He has yet to display his 
other clairvoyant skills. 

Delivery of the ASK 21 has been brought forward and it is now expected to leave Germany mid 
December, so we should see it on the field earlier than expected, easing our two seater 
shortage. 

Another piece of positive news is that the parts for the IS28 ZAY have finally arrived at Camden 
Sailplanes, so it looks like the boys there may have it repaired fairly soon. 

Advertising is a critical part of SCGC’s existence. TIFs are down to an all-time low, despite the 
discount rates tried recently. John Penfold and his team (Trevor Harris, Bruce Ogden and Neil 
Glick) have come up with some positive ideas on how to get our club revenue active again, and 
these will be aired shortly. Meanwhile, bring a guest if you are able - this should pay off 
personally and eventually financially. We should all be proud to be members of SCGC and 
show this to others less fortunate. 

If anyone can help the advertising team with this important task, please talk to John or myself. 

Club members actively participated in the recent State comps and the Narromine Cup, and 
were blessed with mostly good weather, returning with some fine stories. Let’s hope the annual 
Xmas Camp at Cootamundra follows suit. It starts on Boxing Day, extending for 3 weeks - 
please let Martin Feeg know your intentions. 

If there is anything I can do for you, please don’t hesitate to give me a call on 1300-666-996 or 
0414-666-996. 

Last but not least, I wish to thank Woody Woodthorpe for his 17 years of painstaking effort in 
editing the Journal, and obtaining articles from contributors without cracking the whip but by 
using his kind and gentlemanly nature. 

I wish you all a safe and happy Christmas and hope to see you soon on the field or at the 
camp. 

A note from the Assistant Editor 
Michael Brandon 

Our esteemed Journal Editor Woody Woodthorpe has very kindly loaned the quill and inkwell to 
yours truly, who takes on the role of assistant editor for the Journal. 

As someone who is relatively new to the club, and to gliding generally (having flown solo only 
recently) I bring to the job more enthusiasm than experience, but I hope to maintain Woody’s 
high standards. The Journal is the club’s permanent record of activities, achievements and 
successes, and it’s notable that so many contributors have generously come forward with items 
for inclusion in this issue. 

The most exciting happening is surely our new ASK 21, being built for us in Germany right now. 
To whet your appetite, we’ve lots of articles on the ASK 21 in this issue; I hope you enjoy them. 

The ASK 21 
Woody Woodthorpe 

At a Special General Meeting of our members on 20th October a unanimous decision was 
reached to go ahead with the purchase of a Schleicher ASK 21, for delivery in January 2008. 
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Members who have flown elsewhere may be familiar with this aircraft, but for those who haven’t 
perhaps a brief introduction may be of interest. 

Just as with the ASK 13 the AS is generally dropped in conversation. So it is with the ASK 21, 
and we’ll refer to it after this as the K 21. 

The K 21 was designed as a replacement for the very successful K 13. The latter first flew in 
1966, and by the time the K 21 prototype was flown in 1979 about six hundred K 13s had been 
produced, making it one of the most, if not the most, popular trainer in the world up until that 
time. 

By 2002 over seven hundred and fifty K 21s had been delivered and the glider is still in 
production today. This is clearly a testimony to the success of Rudolf Kaiser’s design. Among 
the many users are the US Air Force Academy, and the Air Training Corps in Britain. 

The K 21 was designed primarily as a robust aerobatic two-seat trainer. It doesn’t compete with 
the likes of the Duo Discus or the DG-1000, but nevertheless has good performance as shown 
by the figures below: 

Comparative Performance Figures† 

Glider Span 
(m) 

Length 
(m) 

Weight 
Empty - Max 
(kg) 

Best L/D @ 
(knots) 

Min Sink 
(m/sec / ft/sec) 

Vmin sink 
(knots) 

Vra 
(kts) 

Vne 

(kts) 

ASK 13 16 8.18 290 - 480 28 @ 48.5 0.8 / 2.62 38 75.5 108 
ASK 21 17 8.35 350 - 570 34 @ 51 0.65 / 2.13 36.5 118 118 
IS 28B 17 8.45 330 - 590 34 @ 54 0.68 / 2.2 48 89 124 
Junior 15 6.69 242 - 355 35 @ 43 0.58 / 1.89 38 84 118 

†
 Performance at medium cockpit weight. Performance figures differ slightly between publications 

The actual performance figures depend on a number of factors such as the loaded weight, the 
condition of the glider and how well sealed the wing roots are. There are also probably slight 
differences between gliders of the same type resulting from modifications during the production 
run. 

What is it like to fly? Well, I have had only six flights in the K 21, but I found it easy and pleasant 
to fly. The description “like a glass K 13” seems about right from a handling viewpoint, though 
the K 21 has significantly better performance. I had a flight with a very competent pilot in the UK 
some years ago, in very good conditions. An out & return of 150 km was covered in 1h 35m, so 
clearly the glider in the right hands is capable of performing very well. 

 

Drawing from “Sailplanes 1965 – 2000”, by Martin Simons 
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If you Google “ASK 21” you’ll find comments by various pilots on the glider’s handling. 

It is certainly a beautiful looking machine and will be a great addition to our fleet. 

 

What is it about the ASK 21? 
Martin Feeg 

Alexander Schleicher Flugzeugbau in Poppenhausen/Wasserkuppe (Germany) is an old 
established manufacturer with a long history of producing excellent two seat training aircraft. 
Over five hundred ASK 7s were built ex-factory followed shortly by the ASK 13 (over 600 
produced), a nice sleek successor with better performance, but equally robust. In the 1970s the 
ASK 21 was designed as a modern fibreglass trainer, with more than 900 built to date; again 
the performance was improved, but the design was aimed strictly at basic instruction, 
conventional as well as aerobatic. As we know from our K 13s and their balanced main wheel, 
ground handling couldn’t be easier, with the K 21 having both a tail wheel and a nose wheel. 
The latter allows the glider nose to be pushed down, giving easy access to the cockpit while 
protecting the underbelly, as well as providing better visibility during the ground run. Once in the 
air the handling is astonishingly forgiving (at least as good as the K 13), but it picks up speed 
easily like a typical FRP glider. This is an advantage for transitioning to the single seat fleet. 

Easily adjustable back rests front and rear as well as a ballast system make it ideal for 
accommodating a wide range of students without fuss. Within the CofG limits, but without the 
“spin kit”, she won’t spin very well – this is part of the design for obvious reasons. 

One might ask: “but you said it’s an aerobatic trainer too?”. Well, these students are not 
beginners any more and yes, with the kit she spins nicely. But she is not only a beginner’s 
aerobatic machine, as was demonstrated by George Dörder, head trainer for the German 
gliding aerobatic team. He really tested my stomach with positive and negative snap rolls and 
lots of other wonderful manoeuvres. Watching it from the ground – particularly with flares – is 
breathtaking. 

If you think this aircraft is only for the basics – you might want to think again. The European two 
seat trophy of the Baron Hilton Cup 2003/04 was won by an ASK 21 with a 600 km triangle. 

I would say it is a great asset to our fleet and you will certainly enjoy it – don’t wait until your 
annual check flight (it’s simply too good to miss). 

 

London Gliding Club ASK 21 



5 

ASK 21 status 
Dave Boulter 

I am sure you are all eager to hear about our new ASK 21. When will it arrive? When can we fly 
it? What colour will the rego letters be? 

The ASK 21 is made in Germany by Alexander Schleicher. Have a look at the web site 
(www.alexander-schleicher.de) for details of the aircraft. 

Today (21st November) I just finished ordering the layout of the instrument panels and the 
instruments that Schleicher will fit. The aircraft will be built and on the water by Xmas. We will 
share the shipping container with another glider ordered from the same factory, which saves 
costs for both parties. At this stage I expect transport to Sydney will take about 4 weeks. Once 
here the container will be moved to Camden where we will need a few people to help unload it. 
This will be around the end of January. 

Once the glider is here it has to go through its initial inspection, a sort of first time Form 2. Then 
we will mount the Cambridge instruments and XCOM radio in the cut-outs created in advance 
at the factory. The aircraft will then need to be test flown and finally brought into service. It 
should be online around 5th February. 

The rego for the aircraft is VH-NKC and will be painted blue on each side of the fin and the 
underside of the port wing. We have ordered a number of options including a tail dolly, 
polyurethane paint, tail wheel (a skid is standard), spin kit for the tail, trim weights for the front, 
bulkhead cover for behind the rear seat (so we don’t lose anything down inside the aircraft) and 
air scoops for the side windows. 

The aircraft will be fitted with a Cambridge 302 and 303 like we have in the DGs. 

Funding for the aircraft is going nicely with our representations to GFA underway and loan 
contracts for members being arranged. 

This is a team effort with Martin Zoller looking after the finances, Bill Kirkham liaising with 
Camden Sailplanes and obtaining the Cambridge and XCOM instruments, Paul Matthews doing 
the legal work, Camden Sailplanes performing the inspection and fittings, Geoff Croy 
investigating our trailer options and myself trying to keep us all on track. Bernard Eckey from 
Future Aviation is doing a great job of being the best agent and handling much of the factory 
liaison and dealing with import issues. 

If you have any questions about the ASK 21 don’t hesitate to ask – email me at 
daveboulter@internode.on.net 

Xmas camp in sunny Cootamundra 

There was much debate this year about the best location for our Xmas camp, with the 
importance of being able to mingle with other clubs being emphasised, and the benefits of 
camaraderie, being able to swap tips and compare flight plans, and rub shoulders with local 
and overseas pilots. 

Most people expressed a preference for Cootamundra, which has the added benefit of the 
potential for lots of AEFs. 

The camp starts on Boxing Day and goes for 3 weeks. This will be my first camp, and I’m really 
looking forward to it. At Camden I keep bumping my head at 4,500 ft! 
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Solos 
Eddie Pike, CFI 

Congratulations to the following members who have made significant achievements in their 
gliding careers: 

Robert Pope: first solo on 22nd October. I first flew with Robert when he attended an Air Force 
Cadet gliding course at Bathurst about 8 years ago and now after a period of absence he has 
resumed what I trust will be a long and successful gliding career. 

Julian Holmes: first solo on 18th November. Julian is a young bloke doing Year 12 next year 
who has been with the club for just on 3 months and made excellent progress. 

Last but certainly not least, a number of successes at the Narromine Cup week which has just 
finished. 

Mark Barnfield, Peter Sikora, Shaun Dunshea and Bernie Baer all achieved their first 300 km 
flights to qualify for Gold distance and Diamond goal, whilst Mark also did his first 5 hour flight 
to complete his Silver C badge and count towards his future Gold C. A great start to the soaring 
season! 

Once again, congratulations to all concerned. 

The Narromine Cup 2007 
Bryan Hayhow with photos by Mark Barnfield 

Take about 50 pilots from all over the soaring world, ranging from novices to ex-national 
champions. Add challenging conditions from the trough line hovering over central NSW, the 
best infrastructure (three home cooked meals a day) plus Australia’s funniest meet director, and 
great conversation lasting well into the evening. That was the Narromine Cup 2007. Not much 
different to the last three we’ve been to (nor probably the seven before that)! This is a 

self-tasking 
regatta that 
encourages XC 
flying, and no one 
does it better. 

The format is 
simple: a morning 
briefing with comp 
level weather, 
then fly wherever 
you want, the only 
stipulation being 
that you log your 
flight on the OLC 
so that Narromine 
can rightly retain 
its place as the 
“centre of world 
gliding”. You will 
not find a better 
opportunity to 

develop your flying, whatever your skill level. Most importantly, you can talk with pilots of 
enormous experience at the evening debrief on the front lawn of the Gliding Club. In my view 

 

John Jurotte in Mosquito FQD as seen from the DG-1000 
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you learn as much in the bar at the end of the day as you do while flying. The opportunity to 
compare routes, strategies and experiences is invaluable.  

This year the trough conditions meant the days started a bit later and often had a real mix of 
conditions. Cloud base ranged from 6,500 to 11,000 feet, with thermal strengths of 4-8 knots. 
Typically it was overdeveloping and raining to the east, particularly over the Warrumbungles. 
Occasionally there were localised showers to contend with en route. Relatively conservative 
task planning was the go, although we still averaged 382 km a day in the DG-1000. Mark 
Barnfield, Bernie Baer and Shaun Dunshea were the front seat pilots and they flew extremely 
well. All three, plus Peter Sikora (flying an SZD 55) achieved their 300 km Distance/Diamond 
Goal, and Mark also got his five hours done. That is a good week’s flying in anyone’s book! 

Shaun flew Narromine, Girilimbone, Tullamore, Narromine for 348 km in the DG. He made 
really good strategic calls all flight and you could see the confidence that the three previous 
days at Keepit had given him. We had to cut short at Tullamore due to the deep shadow down 
to the original turn point of Trundle. This was to be a feature of the week, with constant 
revisions of the legs due to changing conditions. Managing options was very important! 

Mark initially flew 
Narromine, Coonamble, 
Nyngan, Narromine for 
392 km. We had a slow start 
and a low save only 35 km 
out before we finally got 
going, joining Shaun in a 
good one west of Gilgandra. 
He realised what pushing on 
really meant when hanging 
on to Glenn McLean (in a 
Hornet) on the run down to 
Nyngan. Still, we got the 
better of him there when we 
managed to stay high, 
sneaking around the back of 
a big rain shower and 
romping home ahead of 
him. 

Bernie flew Narromine, 
Girilimbone, 30 km short of 
Coonamble, Narromine for 
425 km. We struggled early 
on the run to Trangie 
(35 km), and to add insult to 
injury missed the really 
good climb that allowed 
John Jurotte and Mark 
Barnfield to overfly us. DGI 
this is DGU, what is your 
position? A bit aft of you 
Mark! That was all forgotten 
though just after Nyngan 
when we really started to get the climbs, looking way down on Mark in the first one. The run 
through to Coonamble was a good one and the 30 km we did not fly into the turn point was the 
best decision all day. We had been hearing the calls about over development all afternoon from 
the pilots there and the storm over the Warrumbungles had blued out the whole area around 

 

The road to Nyngan 
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Coonamble. Bernie could see the beer at the end of the street running home, decided that was 
a better option and turned right early. Good decision! 

Mark had a second flight with me later in the week after the front had come through: Narromine, 
Gulargambone, Mullengudgery, Tottenham, Narromine for 363 km. We had a good though slow 
run to Gulargambone because of the softer conditions, but it got better on the run down to 
Mullengudgery. John Jurotte, who had been flying with us, was a bit low here and turned for 
home early. It got a little squirrelly (technical soaring term) on the run in to the turn but looked 
better to the south, so we pushed on to Tottenham. That saved us, as it blued out and died 
behind us, and Bernie, Shaun and Phil Endicott, who were returning from Nyngan, all landed 
out around Trangie. Just after we turned Tottenham, Mark made a great call and counselled 
against going on to Tomingley (40 km south of home) as it was starting to die. By the time we 
agreed, it had died – big time – and suddenly survival was the order of the day. We had to 
make two 5 km deviations to the north, the second a diversion to Trangie Airport via the last 
good cloud, and managed to sneak on home to Narromine, to be one of the last gliders in for 
the day. 

A great week had ended far too soon as they always do. Beryl Hartley was busy processing the 
lads’ claims and all that remained was the drive home and the reminiscing. Now for the summer 
camp and the 500 km Diamond Distance: Cootamundra, Peak Hill, Condoblin, Cootamundra. 
See you there... 

[You can find details of these flights at www.onlinecontest.org – Ed] 

Fright Safety 
Neil Smith 

Have you come across the (true) tale of how a glider and tug both took off without a pilot in 
either? In a nutshell, my recollection of the sequence of events is something like this: 

• Deserted airfield, only the tug pilot and glider pilot around. 
• The glider in question was to be aerotowed to another airfield. 
• This meant they were going to have to do a "wing down" takeoff since there was nobody 

else around to connect the rope or run with the wingtip. 
• The tug was, I believe, an Auster with an inverted 130hp Gypsy Major engine, as found in 

the Tiger Moth. This is usually easy to start whilst cold, but can be a bit tricky when hot. 
• They pushed the glider out to the runway, taxied the tug into position, then shut down the 

tug whilst getting ready. 
• Since there was nobody else around, they connected the tow rope to the glider at this 

point. The glider pilot got in and ready, and the tug pilot returned to the Auster. 
• With its warm engine, the Auster was reluctant to start and the pilot thought it was 

flooded, so got out to "blow out" the engine by turning the prop backwards with the 
throttle fully open. 

• Sadly, it appears the magneto was live (probably a broken earth wire but I'm not 
completely sure), the engine fired and burst into life at full throttle. 

• The pilot tried to grab hold of the aeroplane, but was unable to do so. The tug was now 
"taking up slack" at an alarming rate. 

• The glider pilot, being of sound mind, jumped out of the glider and attempted to hold the 
glider back. However, he was unable to do so. 

• Both ex-pilots stood back and watched the combination become airborne, enter into an 
oscillation and, after the third cycle, hit the ground about 3 km from the airfield. 

When you look at this incident, to hear "glider and tug take off pilotless” at first sounds like a 
feat of incredible incompetence or stupidity. However, in the above sequence, at which point 
was the "mistake" really made? 
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Air Accident investigations nowadays use a "Swiss Cheese" model, where they envisage a 
series of "filters" which are put in place to prevent accidents. These filters might be good 
design, good training, good operating procedures etc. However, it is important to appreciate 
that every filter has some holes and, occasionally, these holes can all come into alignment, 
permitting Murphy to fire his arrow through the gap and cause an incident. 

So looking at the above sad incident, the first thing to appreciate is that these were probably 
perfectly normal guys, trying to do something perfectly reasonable (although I doubt if either of 
them could hold their head up in a gliding club again…). 

Normally we would have a few extra people around, so there would be someone to attach the 
rope once the tug had taxied out. But there weren't. So should we never allow “wing down” 
takeoffs? (Aerotow retrievers might have a view on this). 

Normally the pilot of the tug would not have had to shut down once he'd taxied out. 

Normally the tug would be expected to have brakes that would hold it…but any power pilot will 
tell you not many aeroplanes have brakes good enough to hold them at full power, and on 
tail-draggers good brakes have often been considered a disadvantage because you could 
easily stand the aeroplane on its nose. Certainly no Auster I have flown ever had brakes that 
could hold it above about 1200rpm! So you'd chock the wheels instead. Only he'd left the 
chocks over at the hangar and was already running late. 

Normally the magneto should earth when switched off, but has a deliberately "fail-live" design. If 
the pilot had done a dead-cut before shutting down, he would have found a live magneto…but 
he didn't in this case. (Note that this doesn't always appear obvious during a run-up check - you 
turn off each magneto in turn and expect to see a small drop in rpm, with the emphasis on "not 
more than 175rpm" or something similar - in this instance there would have been no drop at all 
when one mag was switched off, so the pilot could have assumed that all was well). 

So we can see all of the holes in our cheese lining up for Murphy's arrow. Very little of the 
above, taken individually, looks negligent or incompetent. People must have got away with 
doing similar things hundreds of times. But once the pilot began swinging the prop, the whole 
event was virtually unstoppable. The tug, even though having a relatively small 130hp engine, 
could never be restrained by one person. The glider pilot, who obviously did his best in the 
circumstances, would have done better if he'd appreciated this fact and released the rope (the 
tug would have lost control far sooner without the glider "keeping it straight" and may well have 
nosed-over before getting airborne). At least they would have one aeroplane left at the end of 
the day. 

In conclusion, be aware that our safety features, procedures and training all have holes in them. 
Normally the arrow passing through one hole gets stopped by the next filter, or the next. But 
occasionally those holes can get very closely aligned - there is no perfect safety system, 
particularly with something as inherently dangerous as flying. In this case, the pilot appears to 
have pulled out two of the (seemingly unimportant) filters - chocking the wheels and checking 
the magneto dead-cut - which hundreds of people must have got away with in the past and 
since. However, in this case, they were the last two filters that could have prevented the 
incident. So next time you're thinking about taking a short-cut or omitting a few steps in the DI, 
just remember how these two guys must have felt as they watched their aeroplanes, credibility 
and reputation dolphin along the runway. 

Astir - minor damage 
Woody Woodthorpe 

The Astir recently underwent its annual. While this was in progress Michael at Camden 
Sailplanes drew my attention to the underside of the right wing, which has numerous minor 
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dents and three very shallow chordwise depressions. Two of these looked as though they were 
formed by dragging the wing over something. The reason for the damage is uncertain, except in 
the case of one dent which had an orange mark, possibly from being dropped onto a marker 
cone. 

It appeared the marks must have occurred in the past year as Cliff said they would have been 
noted had they been there at the time of the last annual. 

The damage was not serious, but it should have been noticed when it occurred, and should 
have been brought to the attention of Bill Kirkham or the aircraft captain. 

There was speculation as to what had caused the dents. They might have happened when the 
glider was entering or leaving the hangar, hitting something on the hangar floor under the wing 
such as a wing walker, or it could possibly have happened during rigging or de-rigging. 

Perhaps we need to stress at morning meetings the need for care, and also the need to check 
for damage, and report if necessary, if any part of the glider makes contact with another glider, 
wing walker etc. 

Radio problems 

The following email was circulated by Geoff Croy, but is repeated here as a reminder: 

Yesterday (29th September) a pilot flying DGU had a problem with the radio being 
intermittent, and as a result could not make a downwind call to the tower. 

After he landed the problem was traced to a broken wire between the battery and the 
battery plug. 

The battery has now been repaired and put back into service. 

If anyone has any issues at all with any of the batteries, or any other equipment please let 
me know. 

Ring me on 0400 318 220 or email me on: kolray@internode.on.net 

Cheers, Geoff Croy 

The following related item, which was an extract from a magazine, is also worth repeating: 

There is another issue relating to batteries that could be even more serious than not being 
able to communicate, and that is the possibility of a mid-air fire. I have seen a number of 
times that when a battery has been placed in an aircraft at the beginning of the day, the 
leads from the batteries have either been deliberately or accidentally placed under the metal 
retaining strap. This has the potential over a period of time to compress the insulation on 
the leads and possibly lead to a short circuit. As these leads are not fused at this point there 
is the potential of either a fire or a battery explosion, so please ensure that the leads from 
the battery are not placed under the retaining strap. 

New observers 
Martin Feeg 

Martin Feeg happily announces and welcomes Dominique Estival, Bryan Hayhow and Ross 
McClean as official observers. They have done their endorsement during the recent GlideFast 
course. Make use of them, fly your badges and FAI diplomas. Soaring is a sport to be proud of 
and pride is supported by achievements. 
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Tow ropes 
Geoff Croy 

During the years I've been in the club I 
have always looked for ways to improve 
our operations, and the way we do things 
on a daily basis. And one of the things 
which makes me go GRRRRR is the way 
the towropes are stored at the end of 
each day - just dumped on the floor of 
the pie cart. When we get them out again 
we spend about ten minutes untangling 
them. There must be a better way! 

What I have done is to use a hose reel to 
store one of the towropes, and I suggest 
we use this on a trial basis to see if it 
works OK. If so I will do the rest. Please 
let me know your thoughts by email - if 
you like it or you don't. 

Radio Operator’s Endorsement 

Pilots using VHF radio are required by the Civil Aviation Regulations to have a Flight 
Radiotelephone Operator’s Licence, however glider pilots have been exempted from this 
requirement if they have an authorisation issued under the authority of the GFA, and an 
appropriate log book endorsement. 

Flying a glider without a Radio Operator’s Endorsement is illegal. 

Student pilots please note: while you are doing training flights, the chap in the back seat can 
operate the radio (he does most of the talking anyway!), but you will need your own 
endorsement before you can legally fly solo. 

The club periodically runs short courses in radio procedures; if you don’t yet have an 
endorsement, contact Jim Kent (0417-549-541) for details of upcoming courses. 

Glider polish and wax 

The weekend of 27th-28th October saw a dozen or more people turn up at the Camden hangars 
with an abundance of energy and enthusiasm, and were quickly put to work cleaning, polishing 
and waxing the gliders in preparation for the competition season. Polishing gliders is definitely a 
better alternative to staying at home mowing the lawn, and you can go flying afterwards with a 
clear conscience! 

We waxed and polished all the fibreglass aircraft, and they came out looking a treat. The whole 
exercise was over in a couple of hours, and according to Bill Kirkham saved the club about 
$1,500. 

For those wanting to build up their biceps, it is highly recommended: it’s cheaper than the gym, 
you’re amongst friends, and there’s nobody wearing lycra. 

 

Geoff’s nifty tow rope reel 
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Camden Soaring Grand Prix 
Martin Feeg 

It’s all about gliding. 

Dave our recent president had the idea some time ago and I got the honour of organizing it. 

This Grand Prix shall improve and encourage x-country flying, and it is also an important tool to 
secure our existence on Camden Airfield. But most importantly it is about fun and mateship. 

What? It will be a short and easy regatta. Anyone with a C-certificate can participate and there 
will also be the opportunity to hop into a two seater with an experienced pilot. 

When? The first Saturday of every even month (Oct, Dec, Feb…) starting at 8.30am with 
getting the aircraft ready. 

Aircraft? Any type of glider is fine, performance groups will be made. 

Money? You only have to pay for launch and flying time, just like any other flight from Camden. 

Else? Throughout the briefing for the Grand Prix, information regarding the regatta task will be 
given and if requested a special x-country topic covered briefly. An organized BBQ or dinner 
will round up the day at which flights will be evaluated and winners announced. 

Why? It's about fun and protecting SCGC’s existence at Camden. 

See you on 1st December at Camden Airfield at 8.30am to get the aircraft ready, followed by 
briefings. 

Taking gliders away to camps, comps etc 

If you propose taking a club glider away to a camp, competition or elsewhere, you must first 
seek approval from the Committee (which includes the CFI). Applications to the Committee 
must be in writing – email is acceptable – with sufficient notice. 

Those proposing to attend such events without wanting to take a club aircraft should let the CFI 
know as a courtesy. 

Safety reminder 
Woody Woodthorpe 

If you don’t fly the DG-303 or 1000 regularly, remember that wheel brake application begins 
when the brake handle is pulled past the red line on the canopy frame. 

Also, don’t forget to check the ballast pockets in the front cockpit of the 1000, and in the 303’s 
cockpit (right side only in the 303). 

And finally... 

May we wish you a Merry Xmas and a Happy New Year! 

Fly safely – Santa does. 

 


