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So how long does it really take to cross 
the Alps with a para glider and by foot? 
How many days of flying and walking is it 
from the easternmost Alpine glacier on the 
Dachstein Mountain range via a turning 
point by Verbier in western Switzerland to 
the beach in Monaco – exactly 772km as the 
crow flies or approximately 1,400km over 
roads, country lanes and mountain trails? 
Before the start, each of the 17 two-person 
teams – pilot and supporter – competing in 
Red Bull X-Alps had its own idea of how 
long the race would take. David Degault 
(FRA), test pilot and canopy designer for 
Ozone, thought a quick race would be 
possible: “If the weather is perfect, you could 
finish in a week.” But then there’s Slavi 
Vasilev, a Bulgarian oceanographer living in 
Switzerland, who took a more pessimistic 
view: “I think 17 to 19 days to complete the 
distance is more realistic.”

But no matter how long it was to take, 
all teams were in agreement that Red Bull  
X-Alps would be the toughest paragliding 
race of all times. The event, created by 
mastermind Hannes Arch’s organisational 

team and race director Steve Cox in the 
tradition of bivouac flying and inspired by 
Toni Bender’s north-to-south Alpine crossing 
(captured in the film “Ikarus”), would not 
only be the ultimate challenge to the flying 
skills of the competitors: it would also put 
their physical endurance to the extreme test.

For reasons of safety alone, the selection 
of the contestants was very strict. As organ-
iser Hannes Arch explains, “In choosing the 
pilots, it wasn’t just about getting the cream of 
the paragliding scene into the race; we also 
wanted to include athletes who had demon strat-
ed their toughness, stamina and spirit of 
adventure in other disciplines.” In addition to 
World Cup pilots like Kaspar Henny, David 
Degault and Walter Holzmüller, and such 
professional adventurers as Will Gadd 
(CAN/USA, the two-time world-record 
holder in distance paragliding and world 
champion in ice-climbing) and Carlos 
Carsolio (MEX, the youngest mountain-
climber to scale all 14 of the world’s 8,000m 
peaks), experienced and ambitious long-dis-
tance paraglider pilots also accepted the chal-
lenge. Like the Turkish paragliding instructor 

and national cham pion Arif Kemal Buhara, 
who even before the start of the event had a 
feeling that “Red Bull X-Alps is going to open 
up a whole new dimension for me.” Or man-
agement consul tant Jon Shaw, from Dun-
stable, England, who just last fall recovered 
from cancer and in this difficult period 
“dreamed of doing something really demand-
ing.” Well, he found what he was looking  
for in Red Bull X-Alps.
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 Being extremely optimistic: 10 days. (Kaspar Henny, CH I)
Being very optimistic: 14 days. (Holger Herfurth, GER II)

From an optimistic viewpoint: two to three weeks. (Walter Holzmüller, AUT II)
No more than two weeks. (Stefan Bocks, GER I)

No less than two weeks. (Jon Shaw, UK)

Race Across the Alps!
Ulrich Grill

The Red Bull  

X-Alps – the  

toughest  

paragliding  

race of  

all time!

© Red Bull/Ulrich Grill
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The rules were deliberately kept simple: 
take-off from the Dachstein Glacier, two 
turning points to be passed (Croix de Coeur 
by Verbier and Mont Gros near Monaco), 
and otherwise the pilots were free to choose 
their own route through the Alps. Breaks? 
Camps? No. The teams were to rest at their 
own discretion. (The sole stipulation: no 
flying during the night.) Permissible means 
of transport? For the athletes, their glider 
and their own two feet. And anything but 
motorised aircraft for the supporters, whose 
job it would be to supply his or her pilot 
with food, weather data and encouragement. 
The winner? The first to land on the beach 
in Monaco.

14 July, Day one: Take-off from Dachstein
Two days ago a depressing rain front hung 
over the valley; yesterday it was gusting from 
the north-west like blasts from a wind tunnel. 
But today, the scheduled launch day for  
Red Bull X-Alps, the bluest skies imaginable 

are spread out above the Styrian resort town 
of Ramsau. 

Up on the Dachstein Glacier, there is still 
a prevailing tailwind, but it should be stopped 
by the thermals by early afternoon. Race direc-
tor Steve Cox announces a one-hour launch 
window: the pilots can get into the air start-
ing at 1:20pm, and the signal to go – three 
red rocket flares – will be given at 2:20pm. 

On the glacier the final preparations are 
being made. A crowd of over a hundred 
family members and fans has come up to 
this cliff of ice and snow to see the athletes 
off. Rucksacks are unpacked, flight suits are 
wiggled into, instrument bags are strapped 
on, a last equipment check is made, sun-
glasses are cleaned, and masks and helmets 
are donned. It is 1:20pm. Local hero Walter 
Holzmüller is the first pilot to lay his wing 
out. To the applause of the crowd he pulls 
on his lines with his back to the valley, forces 
up the canopy, waits until the wing fills with 
air, turns quickly, takes three or four steps 

and launches. One by one all 17 pilots take 
off, and by 2:10pm all are circling approx i-
mately 300m above the glacier’s restaurant to 
jockey for a good position behind the ima g -
inary starting line (the wires of the cable way). 
At 2:20pm the starting signal sends the 17 
pilots on their long journey to Monaco. 

By the end of the first day there is 
already a clear leader: while many pilots are 
bombing out due to the difficult conditions 
– weak thermals, a low cloudbase and unpre-
dictable valley winds – the Swiss Kaspar 
Henny makes an important dis covery. During 
a launch in Altenmarkt he notices a spot that 
is wind-sheltered and getting very intense 
rays of sunshine. He takes advantage of the 
thermals there and flies 12km farther than 
his closest rivals, Thomas Friedrich (GER II) 
and Holger Herfurth (GER III). Kaspar lands 
15km short of Zell am See and decides not 
to walk to the Schmittenhöhe, the next logi-
cal launch point, but rather to hike through 
the night and the next morning to the Wild-
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kogel, a mountain some 40km away that 
was the take-off point for the rained-out 
1999 Para gliding World Championships.

Day two: Drama in the Pinzgau
This time, however, the spoiler on the Wild-
kogel appears to be not the rain but the wind: 
Kaspar Henny is prevented from launching 
by a crisp breeze from the north-west gusting 
up to 45km/h. As supporter Maja Walther 
comments: “When we saw the local pilots pack 
their wings back up, we felt a little uneasy. We 
were afraid Kaspar’s monster trek of the pre vious 
night was going to be in vain.” A small conso-
lation for the leading team is the fact that the 
seven pursuers who have gathered near the 
Schmittenhöhe by Zell am See are also being 
kept on the ground by a strong headwind.

In the end, it is the topography of his 
location that lends the Swiss frontrunner  
a helping hand. Kaspar hikes up from the 
launch point all the way to the summit, 
where he is able to launch towards the north 
– an opportunity that the competition at the 

Schmittenhöhe is denied. Kaspar lets the wind 
carry him around to the south side of the 
Pinzgau, gets over the Gerlos Pass with no 
problem and leaves the Ziller Valley behind.

In the meantime, the competition at the 
Schmittenhöhe is resorting to acts of despe-
ra tion. Holger Herfurth, Thomas Friedrich 
and Andi Frötscher (ITA) take up the battle 
against the headwind and land back at the 
foot of the mountain, almost exactly at the 
spot where they started their climb. Will 
Gadd, Tomi Coconea (RUM) and Uros 
Rozic (SLO) take the scenic “Pinzgau Walk” 
along the 2,000m high ridge, and shortly 
before sundown, when the wind dies down, 
they glide down into the valley. Among the 
field of pursuers, Urs Loetscher (CH II) 
escapes the farthest from the Pinzgau strangle-
hold: he launches from the Schmitten höhe 
at 12 noon, has to land after only 12km, 
climbs up again and flies 15km more, mov-
ing into second place behind compatriot 
Kaspar Henny.

Day three: As far as your wings will carry 
you
A big flying day at Red Bull X-Alps: Walter 
Holzmüller, David Dagault, Krzysztof Ziol-
kowski (POL) and top-ranked Kaspar Henny 
make over 100km today. Walter Holzmüller 
flies from Zell am See to within 20km of 
Innsbruck, soaring from last place to sixth 
spot. He could fly even farther, but – as with 
the other pilots – he is stopped by a storm.

By evening Kaspar Henny is only 20km 
away from the Swiss border. Some 60km 
behind him, Urs Loetscher, Thomas Fried rich 
and Holger Herfurth are fighting it out for 
second place in the pouring rain.

Bad luck for the Romanian Mihnea Chis, 
Tomi Coconea’s supporter: in the after noon 

he crashes on the Wildkogel, plum met ing 
40m with his glider. The innkeeper from the 
Wildkogel takes Mihnea down to the valley 
on the cableway, and from there the Roman-
ian is taken by ambulance to the hospital in 
Mittersill. The diagnosis: a severe concussion 
and a fracture of a lumbar vertebra. The lat-
ter is a very painful injury, but Mihnea will 
not suffer any lasting damage. It’s a difficult 
situation for Tomi Coconea, though: he 
must find a replacement for Mihnea within 
48 hours.

Day Four: As far as your feet will carry you
Take a hike! A rain front moving through 
rules out any flying today. Despite an 
inflamed ankle-flexor tendon, frontrunner 
Kaspar Henny covers 45km on the ground 
and is the first pilot to cross the Swiss bor-
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Day nine of Red Bull X-Alps. Frontrunner 
Kaspar Henny (CH I) has covered an extreme  ly 
tough 60km today and is camping next to a 
field south-east of Turin. Supporter Maja 
Walther has made him his favourite meal  
in the on-board kitchen: fried macaroni with 
egg, apple sauce and a meat stew. While the 
two are eating, there is suddenly a rustling in 
the thicket: a hand holding a GPS receiver is 
thrust through the bushes, and then appears a 
friendly face, whose owner asks in a shy 
voice: “Kaspar Ennnni?”

Red Bull X-Alps set completely new 
standards in adventure sports not only  
as an event but also in terms of the high-tech 
visualisation of the race action: inter net users 
were able to call up the current posi tion of 
every competitor at any time on the event’s 
home page [www.redbullxalps. 
com]. Never before had it been possible  
to expe rience a race with such immediacy and 
at such a great distance from one’s home. And 
sometimes the experience was extreme ly 
up-close and personal, like in  
the case of that Italian paraglider pilot  
who correctly inter  preted the co-ordinates 
from the internet and simply had to shake 

Kaspar Henny’s hand.
This ‘overview with a mouse click’  

was made possible by a device developed 
especially for Red Bull X-Alps by the Swiss 
aviation and aeronautics company RUAG Aero-
space: EAST (Equipment for Airborne Storage 
and Transmission), which features both a GPS 
and a GSM module. This enabled it to 
determine and register the posi tion data of a 
pilot every minute via satellite. This 
information was then trans mitted every 20 
minutes by SMS to a web server. 

There the data was processed and trans -
ferred to a map showing the current posi tion 
of each pilot and the route he had travelled – 
with a maximum lag time of  
20 minutes. Internet users thus had the 
opportunity to get updated at any time on the 
race progress, distances covered, inter-
mediate times, speeds and the estimated 
arrival time in Monaco. At the same time they 
could see whether the pilot was cur rent ly 
flying, walking or resting. An addi tional benefit 
of the system was that the race committee 
was able to determine if  
a contestant was really travelling solely  
via glider and foot. 

The fact that the race was followed 
intensively via the internet was confirmed not 
only by the numerous encounters à la “Kaspar 
Ennnni?” reported by the other pilots. In 
Verbier, for example, paragliding legend and 
restaurant owner Philippe Bertrand kept an 
eye on the race, and every time an athlete 
passed the Croix de Coeur turning point, he 
was there waiting – with a four-course meal. 
The competitors at the Para gliding World 
Championships in Portugal, which was taking 
place at the same time, were also staying 
updated on the race action at Red Bull X-Alps 
and called in to give the teams tips and to 
convey their congratulations.

Even the event organisers hadn’t antici-
pated such interest. On the very first day, the 
server handling the internet traffic was 
already running in the red zone. A second 
server was installed, but the 12,000 hits 
recorded between 10am and 11am on the 
third day was too much for that one as well, 
and subsequently two more were put into 
action. In the end, it took six servers to han -
dle the incredible deluge of online queries: in 
14 days the X-Alps map server recorded an 
unbelievable 500,000 hits. 

Heading West with EAST 
A new online tracking system celebrated its premiere at Red Bull X-Alps:  
EAST provided an overview of the racing action via the Internet.

der. He spends the evening in the spa town 
of Scoul, where he tries to relieve his ten-
donitis a bit in the thermal baths.

Tendon pains are plaguing other pilots  
as well. Walter Holzmüller’s diagnosis:  
“We trained wrong. In practice we always 
trained hiking uphill. We never thought we 
would be walking long, flat stretches through 
valleys in this race.”

Thomas Friedrich and Holger Herfurth 
have left Landeck behind and occupy second 
and third place. Urs Loetscher, held up in 
Sell rain because of rain, has fallen somewhat 
behind. 

Tomi Coconea’s cloud of misfortune has 
taken on a silver lining: a network of 
Romanian and Austrian paragliding friends 
produce a replacement for the injured 
Mihnea Chis. Claudio Dusa flies into 
Innsbruck in the evening and will support 
Tomi to the best of his ability.

Days five and six: On the Swiss Autobahn
Kaspar Henny is in his Swiss element: in two 
perfect flying days the leader moves more 
than 200km closer to the finish, cruising 
over his home in Obersaxen along the way. 

His fan club and his supporter Maja Walther 
can barely drive fast enough through Valais 
Canton to keep up with Kaspar’s ferocious 
flying pace. By evening the front-running 
team is less than 50km away from the 
Verbier turning point. 

Kaspar now has a 80km lead. His closest 
rival is compatriot Urs Loetscher, who isn’t 
following the “race track” in Valais so popu-
lar with paraglider pilots: he has found a 
lesser-known route farther south. Will Gadd 
and David Degault are flying these two days 
as a tandem and succeed in squeezing past 
the duo of Holger Herfurth and Thomas 
Friedrich. Friedrich, however, was overtaken 
only because he suffered an upper-body 
contusion after a hard landing and had to sit 
out nearly half of Saturday. It is uncertain 
whether he will be able to continue to fly or 
walk at all. Supporter Markus Harpf, who 
also has a car accident on this day, tries to 
get Thomas back on his feet with lymph-
drainage massage.

Day seven: The turn ing point is reached
For the third day in a row the pilots can 
enjoy a high cloud base and good thermals. 

Kaspar Henny was the first to pass the turn-
ing point by Verbier and today can even 
leave Aosta behind him. Trailing Urs Loetscher 
is the trio of David Dagault, Stefan Bocks 
(GER I) – who has made up an enormous 
amount of distance in the past two days – 
and Will Gadd, engaged in a fierce battle in 
Valais for third place. 

In spite of his hard landing, Thomas 
Friedrich wants to get back in the race, but 
he isn’t able to put on his harness due to the 
severe pain in his upper body. He decides to 
walk, though, because Tom is optimistic he 
can recover while he’s hiking. The deter-
mined German makes nearly 30km today. 

One thing is becoming very clear: Red 
Bull X-Alps is definitely a flying competition 
and not a foot race. The athletes at the front 
of the pack have covered most of their routes 
by air. Kaspar Henny has flown 84% of his 
distance, Urs Loetscher 74% and David 
Degault even 90%.

Days eight to ten: An exercise in patience
First rain, then wind: very few pilots can 
achieve a flight of any distance in these three 
days. Kaspar Henny studies the weather fore-
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casts and decides to take the route through 
the Po Valley. He’s playing it safe: in this 
miserable paragliding area he’ll at least be 
faster on foot than his pursuers. 

His decision appears to pay off. Some 
100km behind Kaspar, in the French Alps, 
Stefan Bocks, Urs Loetscher and David 
Degault are locked in an exciting race for 
second place. Unfortunately for these three, 
the weather isn’t permitting any long-
distance flights, and as Urs Loetscher says, 
“We’re in a region where you’ve got to fly, or you’ll 
walk your feet off. You have to hike 10km to 
make one kilometre towards Monaco!”

Day eleven: Thermals wanted
For the fourth day in a row, the weather is 
preventing long flights, and the athletes 
again have to resort to their own two feet. 
Thomas Friedrich, who made 45km over 
asphalt yesterday, hikes 35 more today and at 
Croix de Coeur overtakes Holger Herfurth 
and Will Gadd, who have been waiting near-
ly 24 hours for suitable flying weather. Tomi 
Coconea is a marvel: after covering 60km 
yesterday (80% on shoe-leather), the 
Roman ian makes another 62 by this evening!

Tomorrow could be the decisive day. 
Kaspar Henny’s disadvantage: he’s currently 
60km outside of Monaco in a poor flying 
area. Stefan Bocks and Urs Loetscher are 
trailing Kaspar by less than 100km and 
closing in on the city of Briancon from two 
side valleys. Their advantage: under ideal 
conditions, they could fly very far tomorrow. 
Even as far as Monaco? David Degault is 
also someone to keep an eye on: although 
the Frenchman is 130km behind Kaspar 
Henny, he knows the shortest route to the 
finish line. In any case, the weather is pro mis-
ing: a ridge of high pressure should ensure 
thermals. Now it all depends on the winds.

Day twelve: The suspense grows
Kaspar Henny launches from the Tenda Pass 
but has to land after only eight kilometres. 
The flying area is unfavourable, and he’s not 
able to locate another launch point. He 
learns from supporter Maja Walther that 
Stefan Bocks and David Degault are in the 
air eating up the kilometres. That decides 

matters for the leader: yet today, in the swel-
tering heat, he must hike through the nar row, 
heavily travelled Roya Valley to Mont Gros  
– the final turning point before Monaco.

Thirteenth day: Across the finish line
At 11:30am on 27 July, after only four hours 
of sleep and one final tough climb, a visibly 
exhausted but equally visibly happy Kaspar 
Henny arrives at the final turning point on 
Mont Gros. Asked how he feels just before 
the last two kilometres to the finish, he says: 
“It’s an incredible feeling, but not really an 
explosive one. The emotions come more regu-
larly, like during that last climb. I really got 
goose-pimples.” 

At 12:15pm the 35-year-old Swiss lands 
on the roof of Monaco’s famous Jimmyz 
nightclub, thus winning the toughest para-
gliding race of all times. After making up an 
incredible amount of distance in a final spurt, 
David Degault is the second to reach the fin-
ish, at 5:40pm. The Frenchman has obvious-

Monaco © Red Bull/Christoph Hoerner
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ly given his all. “Today I just wanted to walk, 
walk, walk. My body was like a machine,” says 
David in the finish area. That evening, 
Stefan Bocks crosses the finish line as well.

The other athletes now have 48 hours to 
reach the finish in Monaco – but no one else 
will make it: a cold front passing through 
hinders long flights. In the final hours, 
marathon man Thomas Friedrich is able to 
edge into fourth place past Urs Loetscher, 
whose feet are so swollen that he can’t even 
get into his sandals. Uros Rozic, who has 
been suffering from horrible foot pain ever 
since the second day, rescues sixth place from 
Will Gadd and Holger Herfurth.

Epilogue
Kaspar Henny took only 11 days, 22 hours, 
55 minutes and 30 seconds to cover the dis-
tance from the Dachstein Glacier to Monaco. 
The field was extremely scattered by the end 
of the race: Jon Shaw, who brought up the 
rear, was still 509km away from the finish 
while Henny was already sipping a beer. 
Although he covered only a third of the 
distance, Jon is still very satisfied with his 
performance: “Unlike most of the other pilots, 
I’m not a pro. It’s like an ordinary driver 
competing against Michael Schumacher in a 
Formula I race. For me the race was between 
me and the mountains. And I had my hands 
full with that opponent.”

Was Red Bull X-Alps the ultimate para-
gliding challenge? That was something every-
one could agree on. Even winner Kaspar 
Henny called it “the toughest thing I’ve  
ever done.” 

Above: Kaspar Henny and Maja
© Red Bull/Ulrich Grill

A Victory for 
Stubbornness

(An interview with Kaspar Henny)

Kaspar Henny, 35, from Ober-
saxen, Switzerland. Trained 
forester, paragliding instruc tor, 
athlete. Henny has com peted in 
the Para glid ing World 
Championships since 1993, 
finishing fifth overall in 1999 
and 2000. He placed third in 
the 1998 European Cham pi-
onships and won three World 
Cup titles with the Swiss 
national team. His greatest 
accomplishment: winning  
Red Bull X-Alps.

How are your legs doing?
Pretty good. I had knee problems before the 
start, but amazingly enough it got better 
during the race. But then by the second day 
of the race I had an inflamed ankle-flexor 
tendon from all that hiking over flat ground 
and downhill. Probably like most of the 
other pilots, I wasn’t really prepared for this. 
I mean, who’s stupid enough to strap a 20kg 
rucksack on his back to hike 50km on a flat  
road? The inflammation was really hurting on  
the fourth day, when I hiked 40km in the rain  
to Scoul. But towards the end the pain let up.

The decisive moment in the race?
Maybe right during the first flight, from Dach stein 
to just outside Zell am See. The conditions were 
difficult – weak thermals, a low cloudbase and 
unpredictable valley winds – and a lot of the guys 
were bombing out. During one launch I noticed a 
spot that was wind-sheltered and getting very 
intense rays of sunshine. And I thought, maybe there 
are some thermals there. There were, and I got a 
good flight and a good lead out of them.

Your best decision?
To not rest on my laurels after landing by Zell am 
See. I decided not to walk to the nearest launch 
point on the Schmittenhöhe, where the others would 
have caught up to me the next morning. Instead, I 
hiked through the night and the next morning to 
the Wildkogel, which extended my lead.

Your worst decision?
On the eleventh day, near Cuneo, I walked a long 
way to reach a launch point, even though the 
weather forecasts and cloud pictures were promis-
ing bad weather. It cost me a 20km detour and 

nearly a half a day, and then I had to wait up 
there for a hole in the fog so I could fly down to 
the valley. 

Your strategy for victory?
I planned my daily stages so that I was always at a 
launch point at noon, when the thermals are ris ing. 
And I always set an optimistic goal for the day as 
well as a minimum goal. If I reached the opti-
mistic goal – great. But if I had to land short of the 
minimum goal, then I did all I could to get there 
anyway. I was very stubborn about keeping to this 
strategy, which wasn’t always good – like in Cuneo.

Your nicest experience in the race?
The flight over Obersaxen, my home. I’ve rarely 
had such good flight conditions there.

Your present plans?
First of all I’m going to take at least a four-month 
break and fly to northern India with my girl friend 
to do some bicycle trekking tours. Then we’ll see 
what comes next.

Last year you called it quits with World 
Cup competition. Was Red Bull X-Alps your 
last race?
Hmmm. Could be. But the final decision  
has yet to be made. 

Kaspar Henny  © Red Bull/Ulrich Grill
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IIn truth, Kaspar Henny had grown tired of 
pitting himself against other pilots in para-
gliding competition. After over 10 years in 
the sport he could look back on two fifth-
place finishes overall in the World Cup (1999 
and 2000), a third place in the 1998 
European Championships and three World 
Cup titles with the Swiss National team (’95, 
’97 and ’01). And for the 35-year-old Swiss, 
that seemed enough: 2002 was to be his 
final season. After all, he had to start a new 
future in his home in Obersaxen. But Kaspar 
wasn’t very firm about his retirement from 
paragliding competition. His final World Cup 
season was barely over when he heard 
about Red Bull X-Alps and knew: “This is my 
event.”

It wasn’t only his thirst for adventure 
that drove the trained forester to enter the 
toughest paragliding event of all times. A 
fair amount of ambition was also behind his 
decision: “I’m here to win,” he said before 
the race, not one for feigned modesty.

His training for the race was 
correspond ingly intense: extended ski tours 
throughout the winter, jogging two to three 
times a week, mountain biking in the spring 
– the former triathlon competitor and cyclist 
knows how to get his batteries charged up. 
For Red Bull X-Alps he chose the same flight 
equipment he used in World Cup competi-
tion. It was important for him to fly in his 
accustomed harness, even though it was 
somewhat heavier than the lightweights 
used by some competitors. “When you’re in 
the air for up to eight hours at a time, it’s 
important that you’re comfortable in your 
harness,” he reasoned. Kaspar tried to 
reduce weight in other ways, like eliminating 
maps from his rucksack. Why would he need 
them anyway? There are few people who 
know their way around the Alps like 
competition paraglider pilots do.

Kaspar’s choice as his supporter was 
Maja Walther, a physiotherapist and the 
girlfriend of a fellow paraglider pilot. Maja 
already had experience supporting the Swiss 
National Team in World Cup and European 
Championship competition. She and Kaspar 
met in 1996, when Maja – who had only 
been paragliding for six months – would 
have wrapped herself around a tree during a 
landing if Kaspar hadn’t grabbed hold of her 
at the last minute. 

Kaspar was able to make good use of 
Maja’s physiotherapy skills during the race. 
By the second day he was already suffering 
from an inflamed right ankle-flexor tendon, a 
typical sign of overstress. Kaspar’s criticism 
of his training methods: “Probably like most 
of the other pilots, I wasn’t really prepared 
for this. I mean, who’s stupid enough to 
strap a 20kg rucksack on his back to hike 
50km on  
a flat road?”

But despite the inflammation, which 
didn’t ease up until the final days of the 
race, his training was obviously good 
enough. Right on the very first day, Kaspar 

found the most favourable thermals. He 
jumped into the decisive lead on the second 
day and stuck to his shrewd strategy to 
maintain his edge all the way to the finish – 
a well-earned victory.

And now? Was his greatest triumph also 
his last race? A stoic Kaspar: “Hmmm. Could 
be. But the final decision has yet to be 
made.” One thing is certain: he won’t be 
climbing into any harness for the next four 
months. Until December he’ll be travelling 
with his girlfriend in northern India, where 
they will do some trekking. Not with gliders 
but by bicycle.
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Kaspar Reloaded
Never say never: Kaspar Henny, winner of Red Bull X-Alps, had already called it quits with his career.

Kaspar Henny in the air © Red Bull/Ulrich Grill



he French have made some interesting 
modifications in terms of the scoring 
system used. Some interest has been 
expressed in arranging further events  

in Australia in the near future.
The objective of this event was to test a 

new concept of competition designed to be 
easier to understand and to be more attrac-
tive for the media and the public. Primarily 
the organisers wanted to see if the modifi ca-
tions made to the rules, in order to make the 
contest more media friendly, still provided  
a safe and valid sporting competition. Of 
secondary importance was the desire to test 
whether such an event was really more 
attrac tive for the public and the media. 

It is to be noticed that such a Grand Prix 
had already been organised successfully in 2001 
in Gawler Australia but with slightly differ-
ent rules and with another scoring system.

THE C ONC EPT
The key features were:
Rules
Detailed rules, following the Annex A for-
mat, were written and posted on the compe-
tition website. Since the competition was 
experimental the competitors were asked to 
accept that changes might be made to the 
rules during the competition.
Classes 
The competition was open to two classes: 
Standard and 15 Metre.

Regatta starts
The starts were to be simultaneous so that 
the first pilot coming home was really the 
winner of the day. To avoid collisions and 
high speed manoeuvring in the start area the 
pilots were required to be “behind” the start 
line and below a maximum altitude for the 
final two minutes before the start. This 
requirement was also designed to make the 
starting gliders clearly visible from the ground.

Tracking 
The position of the glider was to be tracked 
during the flight with a system provided by 
LX Navigation. The required data were pro-
vided to the system using GSM, VHF trans-
missions and the Inmarsat satellite. The 
results were to be displayed on a large screen 
in the briefing hangar with the LX software 
Track Nav. The tracking was also to be dis-
played on the web.

Turnpoints over the airfield
In order to make the race easier to under-
stand for the public, turnpoints were to be 
set over the airfield and the pilots were to be 
required to round these below a maximum 
altitude. The organisers also planned to set 
turnpoints on significant topographical fea-
tures, which have easy public access, and to 
inform the public that the glider races could 
be seen from these points.
Time scoring system 
A so-called Accumulated Time Scoring 
system was to be used in order to make the 
ranking easier to understand for the public 
and the media. This system is quite simple:
•  The winner is allocated his elapsed time 

(the time he needed to achieve the task), 
•  All pilots finishing less than 60 minutes after 

the winner are allocated their elapsed time,
•  All pilots finishing more than 60 minutes 

after the winner are allocated the winner’s 
elapsed time plus 60 minutes, and 

•  All pilots landing out are allocated the 
winner’s time plus 60 minutes plus a 
penalty equal to the time they would have 
needed to cover the distance from their out-
landing point to the goal at 60km/h (ie: one 
minute per missing kilometre). This penalty 
is limited to a maximum of one hour.
Scoring was performed with See You 

using a special program written for these rules.

Referee
A referee acting as both jury and steward 
replaced the usual IGC jury and steward sys-
tem. This was intended to reduce costs for 
the organisers and to personalise the func-
tion of the adjudicator.
Video
A video of the event was to be made by 
Leading Edge. Unfortunately they did not 
attend the event because they could not get 
any sponsors due to the difficult economical 
situation. The organisers asked a local pro-
ducer to replace them but their offer signi-
ficantly exceeded the budget available for  
the event.

Ho w  Di d  T h i s  W or k ?
Participation and classes
During the days leading up to the contest a 
number of intending competitors were 
forced to withdraw because of a variety of 
personal and business reasons. Participation 
was therefore reduced to seven pilots. This 
number of entries was still sufficient to test 
the validity of the concept but obliged the 
organisers to mix the 15 Metre and Standard 
gliders into a single class. This was probably 
a good decision because having two separate 
classes competing may have been confusing 
for the public.
Weather
The weather was co-operative with tem per-
atures exceeding 30ºC all the week resulting 
in cloudbases regularly above 4,000m in the 
higher mountains and good soaring condi-
tions on all but the last competition day. The 
met forecast was average with a rather com-
plex “meteotech” presentation with the data-
show pictures tending to be different each 
day. For the future it is suggested that the 
pilots need detailed information and, if we 
have public watching this sort of event, we 
eed the met brief itself to be pitched at a 
level the general public can also understand.

G L I D I N G

Grand Prix de France

St Auban – 22-28 June 2003 
Bob Henderson Referee, Roland Stuck Competition Director

The Grand Prix staged in France from 22-28 June this year was the first time that such an 

event has been flown in Europe. This event, which is designed to make gliding more 

suitable for public viewing and media interest, as well as being good fun for competi-

tors, was developed by Terry Cubley in Australia and was flown as a demonstration 

event with the Pre- Worlds and World competitions at Gawler in 2000 and 2001. 

T
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Tasks
The good weather conditions allowed racing 
tasks ranging from 197km to 472km to be 
set on every competition day. It is noted 
that, for this style competition, it is 
recommended to give relatively short tasks in 
order to maintain the attention of the 
public. Furthermore this kind of racing task 
probably requires a higher degree of 
concentration from the pilots.
Regatta start
The two minute procedure worked well and 
did not lead to any hairy situations or 
incidents despite the fact that gliders were 
sometimes quite close at the start. The pilots 
believed that this start procedure could be 
used safely with up to 15-20 gliders. Several 
attempts were made to limit the ground speed 
behind the start line but, according to feed-
back from the pilots, this increases their work-
load without providing any clear improve- 
ment in safety. Since it is not always easy to 
find lift at low altitude around the airfield  
at Saint Auban (except in Mistral situation), 
the maximum altitude was set at 1,500m 
msl (1,000m agl). It is suggested that this is 
about the upper limit for the public to be 
able to easily observe the gliders starting.
Turnpoints over the airfield 
Maximum altitudes of between 1,300m and 
1,500m msl were set for the turnpoints over 
and adjacent to the airfield. This worked 
well except that some pilots were concerned 
because they were sometimes too close to the 
red line when they had to turn below the 
maximum altitude. From the organisers point 
of view the pilots must view the approach to 
such altitude limited turnpoints as being a 
final glide and plan their flight path accord-
ingly. A requirement for the pilot to report 
his position two kilometres from the turn-
point was added so that the public could be 
warned of their approach.

The possibility to set turnpoints on sig-
ni ficant topographical features, which have 
easy public access, could not be tested. This 
was mainly because of the delay needed to 
inform the public via the local newspaper 
and radios. Nevertheless the use of such 
turnpoints would certainly allow a higher 
maximum altitude at the turnpoint thereby 
reducing the risk of a land out.

Tracking
This was a trial and it worked, but the sys-
tem needs a great deal of refinement. The 
tracking units based on pure GSM (sending 
SMS with position and altitude) and on 
mixed VHF and GSM (using a VHF relay 
temporarily installed on the adjacent 
Montagne de Lure in 1,800m altitude) 
worked well except on one day when a thun -
derstorm disrupted the VHF signals. The 

seemingly promising Inmarsat system report-
ed the position of the glider with unaccept-
ably large delays.

The local display of glider information 
on a screen using Track Nav also needs some 
improvements to make the display more user 
friendly. These include: 
•  Allowing an auto-focus facility on the maps 

so that only the area immediately around 
the glider path is shown instead of having 
to select a display area on the screen.

•  Providing altitude information against the 
aircraft position information.

•  Using the real aircraft registration on the 
display data block and use the data block 
to mark the aircraft position.

•  Providing a more frequent refresh rate.
•  Improving the data transmissions to pro vide 

up to the minute information for display.
•  Providing multiple aircraft displays 

overlaid on a single map background on 
the internet.
It may be easier to display the results 

directly in See You using a dedicated add on.
It is suggested that the further develop-

ment of this system needs to have input 
from an experienced Championship Director 
to ensure the system is tuned to provide the 
maximum usability of for public displays.

Time scoring 
The time scoring worked well until the last 
day where everybody landed out. It became 
apparent that, to be able to provide meaning-
ful results in this case, a reference time must 
be given to the winner. The organisers there-
fore modified the scoring system to allocate 
the winner the time he needed to fly from 
the start to the virtual outlanding position 
giving him the best marking distance plus 
the outlanding penalty (one minute per kilo-
metre from the goal). The other pilots were 
then allocated the winner’s reference time 
plus the outlanding penalty corres pond ing  
to their virtual outlanding position. This 
gave results consistent with those published 
for days when there were finishers.

The scores obtained with this system 
were compared with the results from the 
official scoring systems used in Annex A (see 
attachment). The results are quite similar for 
the 1,000-points and Kilometre Scoring 
system. The Place Scoring system generated 
different final positions because the system 
does not reward outstanding performance.

It is intended, however, to further modi-
fy the Time Scoring formula to modulate the 
maximum marking time as a function of the 
number of pilots coming home. This would, 
for example, prevent a pilot getting a huge 
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60-minute advantage when he was the only 
finisher. It is also planned to increase the 
nominal speed at which non-finishers are 
assumed to fly home in order to reduce the 
time differences between pilots having land-
ed out. A more drastic alternative would be 
to delete the additional time “penalty” given 
to the outlanders. This would even make the 
scoring simpler and more easy to understand 
but would also invalid days without fin ish-
ers, leading probably to some frustration 
among the pilots.

The See You software and the dedicated 
kit written for the Grand Prix worked well 
except that the organisers were unable to 
insert plain language text or comments on 
the task sheet.

The air show
The secondary objective of testing whether 
such an event could be more public friendly 
than our usual competitions was achieved on 
the last day when the competition was inte-
grated into a small airshow organised by the 
CNVV. It was very interesting to see how 
attentively the public (about 300 people), 
informed by a competent speaker and by the 
broadcast of the radio calls controlling the 
start, watched the take off and the regatta start. 

During the time the gliders were away 
the speaker drew the attention of the public 
to the tracking screen. Several presentations 
of glider aerobatics, model gliders, and of 
three open class gliders flying in formation 
with music were provided to maintain the 
attention of the public. 

The task was a relatively short triangle, 
with a turnpoint over the airfield, which had 
to be flown three times. Unfortunately high 
altitude cloud reduced the usable lift result-
ing in all gliders landing out on a close air-
field. The pilots were asked to simulate a fast 
finish after their retrieval by aerotow and it 
was very encouraging to see the crowd 
applaud ing the low passes and giving the 
pilots an ovation when they rolled their glid-
ers to a stop in front of the briefing hangar. 

A short Prize Giving Ceremony followed 
immediately after the airshow so that the 
major part of the public was still present.

Pilot feedback
The pilots were very positive and said that 
this kind of competition was really fun for 
them. It was interesting to observe Eric 
Napoleon’s enthusiasm when he was des crib-
ing his race after landing. They also felt that 
the time scoring system was fair to the pilot 
although they asked for some adjustments to 
take better account of the outlandings.

Additional  
Lessons Learnt
Dates
As it happened, the dates of the Grand Prix 
were not well chosen because the compe ti-
tion began just after the National Cham pi-
onships in Romorantin and at the same time 
as a regional Championship in Sisteron. It 
would be much more convenient to hold 
this event in Saint Auban at the beginning of 
September when there are still good soaring 
conditions in the Southern French Alps but 
it is no longer possible to fly competitions 
elsewhere in Europe. 

Location of activities
The enthusiastic response from the public 
on the last flying day showed that there are  
a number of activities that need to be based 
as close as possible to the public to maintain 
their interest. These include:
•  Briefing and public displays all in one 

central location
•  Preparation of the gliders to be close to the 

briefing area
•  The launch area being as close as possible 

to the public viewing area
•  The rate of towing for the launch should be 

even so that there are no huge time gaps 
with no activity

•  The finish line needs to be centrally placed 
on the airfield

•  The pilots should be encouraged to taxi up 
to the edge of the public area after landing. 
The crowd greeted the pilots who did this 
on the last day at Saint Auban with 
enthusiastic applause. This can be achieved 
by having the gliders hangared adjacent  
to the briefing area.

•  The media need to have immediate access 
to the pilots after landing so a suitable 
interview area needs to be available with 
power and lights

•  A “film” based on one or more of the  
FR tracks run either early (before briefing, 
based on the previous day’s flying), or after 
first finishes (based on today’s flying) could 
be an additional highlight.
Ideally this requires a hangar approxi-

mately located in the vicinity of the centre  
of the runway with all activities (briefing, 
scoring, bar, sound system, public area, etc) 
located in, or adjacent to, this hangar.

Knowledge of the public
The public did not seem to care what the 
“make” or “class” of the glider(s) was. The 
mere sight of the gliders lined up along the 
start line in the sky and then subsequently 
flying through the finish line and landing in 
front of them seemed to be enough for the 
public. There seems little point, therefore, in 
discriminating between gliders – except to 

ensure that all gliders competing have a simi-
lar performance – or to have more than a 
single class. 

On line information
It appeared clearly necessary to have a 
computer on line in the briefing hangar and 
a dedicated webmaster reporting more often 
on the website. As mentioned above the 
position of all gliders should be clearly 
displayed by the tracking system.

Ho w  to  C on t i n u e
Wolfgang Weinreich, President of the FAI, 
Tor Johannessen President of the IGC and 
others officials who visited the Grand Prix, 
were all positively impressed and seemed to 
consider that this Grand Prix was a big step 
forward for gliding.

We believe that the rules tested only 
need some minor adjustments and could be 
used at the World Air Games 2005. A 
decision should be taken at the next IGC 
meeting. We should also decide there which 
class will fly.

The event is sufficiently small that it 
does not require a huge logistical effort by a 
host club. It would be possible for the event 
to be staged using two or three experienced 
personnel, supported by laptop computers, 
and six or eight club members plus tow 
pilots. The provision of catering and refresh-
ments would provide a source of revenue for 
the club hosting the event.

A Grand Prix de France will probably be 
organised again next year in St Auban with a 
bigger effort to attract public, media and 
spon sors. It is also possible that from next 
year a similar Grand Prix could be organised 
in other countries in parallel with our clas si-
cal championships. Axel Reich is considering 
organising a Grand Prix of Germany in 
Musbach and Leonardo Brigliadori may 
organise a Grand Prix of Italy in Rieti. 
Future developments could perhaps include 
a Grand Prix of Champions with the top 
placed pilots from individual Grand Prix 
events gathering to test their skills and enter-
tain the public.

Without being too optimistic we have 
the feeling that this may be the beginning of 
an interesting evolution in our sport. While 
the name used this time was the Grand Prix 
de France, and immediate future events may 
use a similar name, it is suggested that a 
more international brand name should be 
developed. Accordingly, it is strongly recom-
mended that the IGC maintain control over 
this development by depositing the names 
“Grand Prix of Soaring” and “Soaring Grand 
Prix” and by requiring IGC permission to 
organise such an event.
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Honorary Life Membership Awarded 
to Fred Foord
Rob Moore

It was my pleasure to present Fred Foord with Honorary Life Membership of  

the GFA at the annual GFA presentation dinner held in Sydney mid-September.

My association with Fred and 
his family began in 1967 
when he rejoined the ASC 
and became a committee 

man, and a crew person for me at National 
gliding championships, for many years.

Fred was born in England in 1926.  
His first memories of aviation were when, 
 at the age of nine, Hanley Page HP-42 
airliners were flying at 1,500ft over his house 
on their way to Paris. Another memory was 
that of Alan Cobham’s flying Circus, which  
was barnstorming a short distance from his 
home. He was drawn to gliding after watch-
ing seagulls soaring along the cliffs near his 
home and his life changed forever after that.

Joining the Air Cadets in 1943 he heard 
that gliding courses were available for those 
cadets who volunteered for pilot/navigator/ 
bomb-aimer. Shortly after he was accepted 
he started a gliding course, training as they 
did in those days using primary trainers.  
He was flying solo by the Thursday of the 
course, and was in an enclosed primary 
called a Cadet. After some months he was 
deemed “proficient in low hops”. So ended 
his ATC gliding until he became involved 
with the Australian Air Cadets as a civilian 
instructor in the 1980s.

In 1947 Fred became a post-war found-
ing member of the South Down Gliding 
Club, and thus began Fred’s 56 years in glid-
ing administration of some sort or another.

Fred got to fly the club’s high perfor-
mance Grunau Baby 2b before marrying Pat, 
and then became more involved in the admin-
istration of the club and only flew rarely.

In 1955 the Foord family moved to 
Adelaide, Australia and Fred joined the 
Adelaide Soaring Club where he helped in 
the build ing of two ES 49s and a Grunau.  
In those days one had to do four hours work 
on build ing projects to be entitled to fly the 
next weekend.

In 1958, as Fred and 
Pat’s family grew (they 
have eight children), he 
once again had to stop 
gliding. He restarted again 
in 1965 when his wife 
and daughters bought 
him a surprise birthday 
present of membership  
to the club.

Fred is a Life Member 
of The Adelaide Soaring 
Club, has a Gold C and 
owned a Kingfisher sail-
plane for some years. He 
was an instructor and tug 
pilot until 2001 when he 
stopped solo  
flying for medical reasons. Fred still remains 
actively involved in the glid ing movement  
as the GFA Trophies’ Officer and as the 
Gliding Officer for the local Royal Aero-
nautical Society.

Fred was secretary of The South Down 
Gliding Club for two years, the Adelaide 
Soaring Club for 11 years, the SAGA for  
10 years and the GFA for seven months 
when the GFA secretary of the time left  
at short notice. He has also been Chairman  
of the GFA International Teams’ Selection 
Com mittee for four years, Chairman of the 
GFA Technical Committee and on the  
GFA exec u tive for two years, been a GFA 
coun cillor for South Australia for 10 years 
and GFA Trophies’ Officer 17 years.

Fred attended all the World gliding 
championships held in Australia in an official 
capacity and was the Protocol,  
Cere monies and Trophies’ officer during  
the Benalla and Gawler World Gliding 
Championships.

 

GFA’s Highest Award – 
Honorary Life 
Membership
This honour is given to members after years  
of endeavour both on the field and off the field, 
often across a range of expertise. 

The elite group of recipients have extended 
to gliding nationally, the benefit of their time 
and energy in an unstinting dedication to the 
sport of gliding.

The award recognises these qualities and is 
only issued after careful consideration and 
having high regard to those previous recipients 
and the fundamental criteria of national benefit 
to gliding, which may also extend to inter na-
tional efforts.

Recipients:
Jack Iggulden 1981, Bob Mullar 1982, Col 
Churches 1986, Geoff Strickland 1989, Mal 
Williams 1989, Richard Gething 1993, Alan 
Patching 1993, Merv Waghorn 1994, Alan Ash 
1995, Roger Woods 1998, Harry Schneider 2001, 
Maurie Bradney 2002, Kevin Sedgeman 2002, 
Fred Foord 2003.
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n my 60-odd years of association with air 
sports, my impression has been that the 
contrary is more likely to be the case. It  
is the wildlife that has impacted the sport.

Though the little critters are sometimes 
startled when gliding operations begin in 
their territory, they apparently and quietly 
adapt to the intruders and soon continue 
about their daily routines while ignoring  
the human weirdos who do such silly things 
as flying through the air.

One only has to look around an airfield 
to see that the wildlife, as well as domestic 
animals, continue their lives without fear  
or loss of habitat.

Of course there are occasional excep tions. 
Spring is usually the season when birds and 
animals are caring for newborn offspring and 
some can be very protective. I recall an inci-
dent from the mid-1940s when gliding clubs 
in the Sydney area operated from a disused 
wartime airstrip at Doonside, near Blacktown.

Off one end of the runway were several 
large dead trees and a pair of magpies had 
their nest in the upper branches of one of 
them. Gliders on their final approach passed 
close overhead of these trees and on each 
approach, the magpies rose in screeching 
wrath at what they considered was an attack 
by a huge predator.

On several occasions glider pilots were 
forced to divert from their course to avoid 
the frenzied attacks of these vicious little 
black-and-white terrors.

Not all birds are so ferocious. Like many 
other pilots I have flown with soaring birds 

to our mutual enjoyment. I recall flying with 
a pair of pelicans in a thermal at Waikerie. 
These sedate flyers ignored me, circling around 
me in haughty contempt at my poor efforts 
to gain height while they rocketed skywards.

I’ve enjoyed the company of hawks on 
several occasions. They seemed to welcome 
my company, playfully formatting on my 
wingtip or sometimes a short distance in 
front of me, but my relatively poor soaring 
ability usually bored them after a while and 
they peeled away into the faster moving core 
of the thermal.

As a general rule hawks seem to be lone 

flyers but there was one occasion, at Mount 
Isa in western Queensland, when I was sud-
denly overwhelmed by them. Sedately climb-
ing near the gliding field I was startled to 
find a dozen or more hawks had joined my 
thermal at my height.

At first I was concerned that I might 
collide with them but I soon realised they 
were much better flyers than I was and had 
no trouble keeping out of my way. It wasn’t 
long before they had out-climbed me and 
left me to my lonely circling.

Eagles, on the other hand, are not always 
friendly. Being very territorial they resent any 
apparent intruder into their hunting patch. 
Though I’ve flown with them occasionally 
without any problems, other pilots in dif fer-
ent parts of Australia have found themselves 
under savage attack by these large birds.

Some, like the majestic wedge-tailed 
eagle, have a span of two metres or more 
and, weighing many kilograms, represent a 
potent guided missile capable of inflicting 
severe damage to a sailplane if encountered 
at a closing speed of 80mph or more.

The only option open to the glider pilot 
is to clear out of that patch of sky as quickly 
as possible. Some pilots who have been slow 

G L I D I N G
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to make this move have found themselves 
with a damaged wing, fuselage or canopy. 
One can imagine the result of one of these 
aerial attackers hitting a sailplane’s tail unit!

While attacks by hawks are almost 
unknown, a pilot in South Australia, flying 
an open cockpit Grunau Baby, saw a hawk 
making a frontal approach, then crash unex-
pectedly into his chest before flopping onto 
his lap. With commendable presence of 
mind the pilot grabbed the bird and flung it 
overboard before it could put its beak and 
claws to work. Once clear of the sailplane, 
the hawk recovered its composure and set off 
at high speed into safer skies.

Then there was a pilot in Queensland 
who was de-rigging his sailplane after a cross-
country flight when a small snake slid out 
from the rear section of the fuselage.  
It had been in the aircraft throughout the 
flight, fortunately without making its pres-
ence known.

Another pilot I heard about was climb-
ing nicely in a thermal when a large spider 
walked across the inside of the canopy in 
front of his eyes. Despite some initial alarm, 
he was able to deal it a quick fatal slap.

There was another pilot who flew from 
Narromine to Bathurst with a pesky fly 
zooming around inside the cockpit. All 
efforts to deal with it were in vain. It seems 
that part of a normal cockpit check should 
include making sure all flies are excluded.

Of course, it’s not only birds and crawly 
things that bother pilots. Animals have often 
been a bother. Early in the sport’s history 
pilots found that one of the hazards of 
outlanding was the damage to their aircraft 
by cows licking the fabric on the wings. In 
their anxiety to get at the tasty dope in the 
fabric, the cows would sometimes put their 
feet through the fabric, damaging structure 
in the process. Horses, on the other hand, 
seem more inclined to rub their bodies on 
the aircraft, which also results in damage.

One of the dangers of landing close to 
domestic animals is their unpredictability on 
being startled. My observations, though they 
may not be really accurate, suggest that, when 
startled, horses will run away from you, cows 
will just stand and stare at you while sheep 
are just as likely to run towards you.

A fellow I know, making a landing in a 
paddock populated by a flock of sheep, was 
relieved that they stood without movement 
until the sailplane touched down. Then, at 
almost the last moment of the landing roll, 
one large sheep suddenly darted across in 
front of the aircraft. The resulting collision 
left the sailplane with a badly damaged wing. 
I’m not sure what damage was done to the 
sheep either before or after the pilot got out 
of the cockpit.

Even pet dogs can be a hazard to gliding 
operations. Dogs should really be banned 
from airfields. One incident I recall was 
caused by a dog that was brought to the field 
by a spectator. Allowed to roam unleashed, 
the dog took to running after each aircraft  
as it was taking off or landing. Being chased 
away by the club members, the dog moved 
several hundred metres down the runway.  
It was soon attracted by the drogue para-
chute on the winch wire and whenever a 
launch began the dog darted out and began 
chasing the drogue until it left the ground.

The inevitable finally happened and  
the dog caught the drogue. Snapping at the 
’chute just as it left the ground, the dog’s 
teeth became hooked in the fabric. As the 
chute went skywards it took the dog with  
it. The pilot, of course, could not see the 
drogue or the dog so kept climbing. At a 
height of several hundred feet the dog came 
loose from the chute and fell to the ground, 
with fatal results.

Despite the claims of conservationists,  
I have found that native animals pay little 
heed to the operations of gliding clubs. At 
various sites I have seen kangaroos, wallabies, 
echidnas, rabbits and a variety of birds con-
tinuing their normal activities undisturbed 
by the movements of aircraft, winches, motor 
vehicles and people. It seems they quickly 
realise that these strange objects present no 
danger to them.

I can’t recall hearing of any hazardous 
incident between a sailplane or its crew and 
any wild creature, except for the afore men-
tioned eagles. But on the other hand, I once 
found myself facing an unexpected hazard as 
a result of some rabbits.

One of my early cross-country flights, 
having departed from Narromine, led me to 
make an outlanding at Alectown, near Parkes. 
From the air, my selected paddock looked 
ideal. It was large, flat and unobstructed and 
was not far from a homestead.

It was as the Olympia touched down 
that I realised I had made a serious mistake. 
To my alarm I saw that the entire surface of 
the paddock was littered with rabbit bur rows. 
They were everywhere, and my landing roll 
involved constant ruddering, left, right, left, 
right as I sought to keep the landing wheel 
from dropping into one of the holes.

When I finally came to rest, undamaged, 
I realised that the presence of these burrows 
made it impossible to attempt an aerotow 
retrieve. All I could do was snarl at the 
dozens of little brown rabbits peeping from 
the holes.

Perhaps what we need is not so much  
a law that protects the wildlife from glider 
pilots as one that protects the glider pilots 
from the wildlife! 
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he wind is just about straight on, white 
caps have formed and the tide has reced-
ed to mid point… all the ingredients for 
an excellent session along one of my 

favourite stretches of the Victorian coastline.
My companion and I rush to set up as we 

don’t want to risk loosing the wind that may 
change at any time, as it is prone to do at this 
time of year. We yearn to waste no more time 
earth bound and few words are exchanged as 
we busy ourselves with battens, instruments 
and harness. I’m set up first, as my Fun is  
a snap compared to Chook’s Litespeed.

A car pulls up and a guy in his mid-
thirties walks up to me and asks, “What’s  
it like to hang glide, mate?” Always keen to 
encourage a potential pilot into our ranks  
I go into my stock spiel. He listens intently 
then says, “It’s something I’ve always wanted  
to do, and pretty soon I’ll have a go at it.”  
I wish him well and refer him to Rohan  
and Paul at Dynamic as I zip up my harness 
and slip on the helmet.

Radio check, hang check and up to 
launch. It’s absolutely perfect with the wind 
at a steady 18kt. I feel Grace urging me to 
go by the pressure she imparts to me via  
the downtubes.

Wings level, eyes to the horizon, first 
step with my chest forward past the A-frame, 
second step, third step and then the air rises 
to me like a lover and Grace transports me 
upwards.

Quick turn to the right to build up 
height from the lift that surges up from 
above where the Great Ocean Road turns  
to the right before it snakes back to the left 
to cross the bridge over Moggs Creek. I 
silently count “One elephant, two elephants, 
three elephants” and then slip into prone and 
zip up as I pass through 230ft, then turn 
back to the left and slowly work my way 
along the ridge, climbing steadily as I 
approach the bowl.

I love the bowl, with the excellent lift 
that funnels up and surges me up to 600ft. 
Another traverse back along the ridge to 
above launch where I look down from 700ft 
as the Litespeed lifts into the air and turns to 

the right like I had done a few minutes earlier.
Back to the bowl at 700ft and suddenly 

the Litespeed carves a sweeping turn towards 
the sea that takes him above and in front of 
me. I never see him actually weightshift from 
side to side, or move his arms in and out as 
he turns, climbs and dives, it’s all so smooth 
– just like he’s part of that gorgeous machine 
as he pirouettes through the sky… Someday 
I’ll be that smooth, I’m working on it, and 
more and more often it all comes together 
for me. “Practice makes perfect,” they say, and 
when the practice is so much fun then it’s no 
chore at all.

I move to the left and pass over the land 
mark “stilt house” and I’m now tracking 
along the Great Ocean Road to the 
Fairhaven Surf Life Saving Club. I’m slowly 
loosing height as the ridge falls away and I 
arrive at the departure point to fly to the 
Airey’s Inlet lighthouse.

Bar in to penetrate forward and I cross 
the road just to the left of the club house. 
The smell and sound of the surf rises up  
to me and I’m buoyed along in a salty mist. 
I’m down to 400ft now, but this is sufficient 
to cross over the first gap in the sand dunes 
in front of “Mad Max’s House” (this is the 
beach house used in the first Mad Max film).

I arrive at the east end of the dunes at 
about 100ft and I want more height to cross 
over the creek so I turn to the right to do  
a few passes and regain altitude.

My wings cast a shadow over a couple 
walking their dog along the beach and they 
look up and wave. I take one hand off the 
bar to wave back. The man’s voice rises up  
to me on the wind, “What’s it like up there, 
mate?” I form a circle with my thumb and 
index finger and a broad smile shows on  
his face. I turn back to the lighthouse and 
his steps quicken as he tries to keep pace 
with me… I hear him say, “Someday I’m 
going to do that.” I look back to see his wife 
with her hands on her hips, head to one side 
and a look of disbelief on her face at what 
she’d just heard. “Yeah, sure thing mate… 
One day you just might,” I think to myself.

Dale showed me the way to cross over 
the creek to the cliffs at the base of the light-
house: you want to have about 150ft as you 
pull the bar in and head towards a gap in the 
cliff that’s about in line with the end of the 
dunes. It’s the last point I would have thought 
to cross at if I had been on my own that first 
time – thanks again for the help, Dale.

The gap looms up to me and it looks 
like I’m just going to scrape through as the 
distance closes up. Not much lift, just speed 
to get me there, and then that glorious 
feeling as Grace rises in the new lift and I’m 
floating up to 180ft and looking down onto 
the cliffs and lookout below. It’s a magnifi-
cent view with the brown of the cliff tops 
giving way to the blue and white of the surf 
as it crashes over the rocks. I wonder what 
must be on TV today to keep 99.94% of the 
population inside on such a day… Probably 
a doco on the Royal family, or something 
else equally as thrilling, I muse.

I sense rather than see the Litespeed off 
to my right and slightly above me (he’s 
always “slightly” above me). A handful of 
Asian tourists on the lookout wave to us and 
hold their cameras aloft. In no time we have 
about 20 cameras snapping away at us as  
we hover at 200ft.

I hit the transmit button and radio to 
Chook, “Smile for da birdies,” as they zoom 
in on us – they should get some excellent 
shots to take back home with them… “Ahhh, 
those Aussies are truly amazing,” will be the 
start of many conversations when they show 
the folks back home their holiday pics.

A few passes along the cliff with the 
lighthouse behind us as a back drop for our 
happy snappers, and then the Litespeed just 
isn’t there any more – there it goes, across 
the gap and off along the dunes like a 
startled bird. I pull the bar in and wheel  
to the right in an attempt to keep up.

The wind has shifted a few points to  
the east, so it’s now slightly tailwind and I’m 
mindful of a tailwind stall as I race along 
with the Litespeed leaving me behind and 
below as he climbs away. Yes, the Fun is easy 
to carry and set up and soars with the best  
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Harry Buckle

It’s about 1:30pm and as I look up into the sky from the prison exercise yard I see that 

the clouds are being blown along by a southerly wind of around 20kt, so it’s probably 

on at Spion on the west coast.
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of them… but I’ve just gotta’ get one of 
those rocket ships one of these days!

I arrive at the gap in the dunes at 80ft, 
but I want a few more feet before I cross, so 
I point Grace windward and do a few passes 
to get to 90ft. I unzip “just in case” and head 
off again.

You can cross the Great Ocean Road just 
after you cross the gap with lift that will take 
you onto the start of the ridge, or you can go 
further along to the back of the clubhouse 
and cross there. But I love flying the dunes 
with the challenges they give, so I decide to 
“do the dunes”. (Plus I’m unlike all my fel-
low pilots in that I have just a teensy, weensy 
little bit of the exhibitionist in me, and I just 
luuuuvvv the way the cars wave and toot to 
me as I race them along the road.)

I pass above the Surf Club, using their 
aerial that passes just feet away from my 
right wing tip as a turning point to now 
change direction and commence my run 
home. I’m at 40ft, but it feels like four foot 
as I race along. I crave more height, but as 
that means turning back into the wind with 
the result that I’ll probably sink out as I 
move forward of the lift band, I decide flying 
is better than walking so I press on. The lift 
along this section isn’t as smooth because the 
air is torn apart by the salt bush and tea tree 
it passes over, so it’s usually a more demand-
ing section to fly. The dunes increase in 
height as they track along the same level  
as the road rising up from the surf club to 
the point where it snakes right and left just 
below launch. This height increase and the 
resulting extra lift acts to offset the turbu-
lence, so I’m now cruising comfortably.  
The vario shows I’m at 30ft and increases  
to 45ft when I reach the end of this section. 
The speed limit is posted at 60km/h and  
I’m keeping up with the cars. I’m sure I 
could pop a wingtip into an open passenger 
window if I wanted to.

I’m coming up to my turning point 
where I know the lift will increase, so I slow 
down and zip up prior to crossing over the 
road. A red Porsche soft top crests the rise 
and my eyes are caught by those of the pas-
senger – a stunning dark haired beauty with 
classic Croatian features. Our eyes lock as  
I soar up over the road. The driver is your 
typical garden variety Porsche owner: male, 
mid 40’s, blond tips, open shirt and chunky 
gold chain and pendent. He looks across to 
his passenger with her eyes turned skyward, 
and to regain her attention announces, “Hang 
gliding really isn’t all that hard. I did it once 
and was good at it straight away.” Sensing his 
insecurity, she pats his thigh with her hand 
and nestles her head onto his shoulder, but 
this is just a ploy so she can look into the 

rear view mirror to where I’m now climbing 
up past launch.

Back at 300ft I look over to the right 
through the rising mist down to Eastern 
View with the Great Ocean Road sneaking 
along to Lorne and beyond. The Litespeed  
is skimming along and setting up for a 
landing, so I pull the bar in and roll slowly 
to the right and cross over the creek.

I follow the road to the second power 
pole, then wheel back to the left, unzip and 
power down to above the creek, keeping the 
power lines well behind me. Smooth S’s to 
loose height, 100ft on the vario, then 50ft, 
then 30ft and the air smoothes as I punch 
through the gradient.

The tide’s all the way out and the golden 
beach stretches out before me. Both hands 
up to shoulder height, arch the back, legs 
well back and the beach rises up to me. Bar 
out to trim, eyes straight ahead and then 
flare and pop down onto the beach with 
three steps only. I’m down.

I stand there drinking in the vista of the 
sea and the sand and the smell of the salt air 
washing over my senses. Grace pulls eagerly 
against my hands and whispers to me, “Go 
again, go again.”

I walk slowly backwards to the dry sand 
and start to pack up. Helmet off, out of the 
harness, I transform Grace from an elegant 
flying machine back to a bag of “promises 
and delights”.

Then it’s up the hill to launch, into the 
ute and then down to the car park beside the 
bridge where I load harness and accessories 
into the back seat, and Grace onto the racks. 
Down to the “Mylar only” pack up area my 
“Guardian Angel” has also packed up and is 
waiting for me with a broad smile on his face. 
“Good flight, Rob?” to which he replies, “Oh, 
you know… just another day in paradise, mate”.

Down the road to Skinny Legs Café for 
cake and coffee and I wonder to myself,  
“Is there possibly something else in the world  
as good as flying?” Apart from flying with 
friends, “Naaaah, can’t be”.

The sirens sound to announce 3:30pm 
muster, to be followed by tea and then lock-
down at 4:30pm. Looking back to the sky  
I hope that the wind will be on tomorrow,  
so I can take another flight to freedom. 

 

(Author’s note: This story is dedicated to my fellow 
pilots and friends in the Dynasoarers Hang Gliding 
Club. Thanks for your support guys and gals, and to 
Glen Craven who will be joining us in the air after 
16 December 2004 – thanks for your guidance and 
inspiration Glen. By the way, if you’re wondering 
why I call my glider Grace: have you ever heard  
of a good man having a fall from Grace?)
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  ey guys, check it out!” said Andy. 
“Jake’s doing loops again!” 
 I was bent down zipping up my 
 glider bag. I looked up above 

Shaw Butte, and sure enough, Jake was let-
ting her rip. As the rest of the ‘Butties’ 
watched, Jake stuffed the bar, bringing the 
nose straight down. When the glider reached 
maximum speed, he let off the bar and 
ripped into a loop. They were long, graceful 
loops, and you could hear the wing shred the 
sky, even from this distance; a delayed flutter, 
travelling for several seconds before it 
reached the observers in the landing area. 

“Sh#%t…” said Leslie. Maybe he didn’t 
approve, but Jake didn’t care. From his lofty 
place in the sky, he couldn’t hear anyway.  
As the glider ripped over the top of the loop 
and dove straight down, he stuffed the bar 
again and started another loop. 

I had seen this display before. Jake was 
known as one of the more radical pilots who 
flew the Butte. He was the type who was not 
happy just to thermal or soar the ridge lift. I 
bent to my task again, zipping up my bag. 

Suddenly Andy cried out again – “LOOK!” 
he hollered. 

I looked.
The glider was right side up now. But 

something was weird. As I took a double 

take, my eyes nearly bugged out of my head. 
The glider was upright, all right. But it was 
also empty! Jake was nowhere in sight!  
I blinked, thinking my eyes were playing 
tricks on me. But, no! The glider floated 
along and was buffeted by some mild 
turbulence, BUT IT WAS EMPTY! 

“Did you see that?” asked Andy. I could 
only shake my head, ‘no’. I was still 
speechless.

“Holy Sh#%t!” said Andy. He was the only 
one who still had his tongue. “He disappeared 
behind the mountain!” he exclaimed. 

“Sh#%t!” I said, finally coming to  
my senses. 

“Sh#%t!” said Stony. 
“Sh#%t!” said Leslie. 
“Sh#%t!” said Andy. “Let’s GO!” Without 

another word, the Butties jumped into Andy’s 
truck and we sped off around the Butte. 

Andy cursed a red traffic light. “You think 
there’s any hurry?” I asked. No one could 
survive a fall like that. It must have been a 
thousand feet. “Let’s not crash in our hurry!”

Andy popped the clutch, squealing 
rubber. He only glanced at me. “Sh#%t!” he 
said. The road wound around Shaw Butte 
and through a residential area. Andy lead-
footed the throttle recklessly. I wished I’d 
brought my helmet.

“SLOW DOWN, ANDY!” I begged. But it 
was no good. Andy raced for the back of 
Shaw Butte like it was HIS life that depend-
ed on it. Glancing up, I caught a glimpse of 
Jake’s glider. It still floated around the sky 
and… yup! It was still empty… The glider 
was now pointed downwind and travelling 
at a good clip with a tailwind.

“Slow down, Andy, fer chrissake!” said 
Leslie. “You’ll kill us too!” But it was no use. 
Fortunately, we soon reached the end of the 
paved road. Andy slammed on the brakes, 
flung open the door and jumped out with 
his key to the gate, all in one motion. “He 
could be DEAD!” he observed. A foregone 
conclusion. 

“COULD BE?” I said. “I don’t think I want 
to go any further.”

Andy threw open the gate. He jumped 
back in the truck and spun gravel in his 
hurry up the road behind the Butte. 

We rounded a couple of turns and were 
shocked to see Jake walking down towards 
us. He wore his harness and a stupid grin 
and had a great bundle of laundry in his 
arms. At least, that was my first impression. 
Then I realised that Jake was carrying his 
recovery parachute in his arms. He didn’t 
even have a limp. We roared to a stop next 
to him. 

“What the…” we asked, in unison. 
“What the…?” Jake grinned some more and 
dropped the canopy in the back of the truck. 

“Thanks for the ride!” he said, and jumped 
in back. He looked very calm, as though he 
had maybe been stuck at the laundromat. 
“Let’s get outta’ here!” he suggested. 

Andy looked at me as if he’d just seen a 
ghost. Then he manoeuvred the truck 
around on the narrow road. “What the heck?”

We drove back down the road as Leslie 
asked, from the back of the truck, “What 
happened?”

“I broke the connection,” Jake explained 
matter-of-factly. 

“You broke it?” we asked in unison. This 

Jake the Human Cannonball

(or, High Adventure on Shaw Butte…)
Ole Olsen

Sub-ed note: The indomitable Ole, that Machiavellian of Mexican mayhem, is back with us 

again this month! I’m assured that all these stories are true!

“H
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was a pretty difficult thing to do – that was 
the idea of a connection. In fact, none of us 
Butties had ever heard of such a thing. 

“Yep!” said Jake. 
“Then what happened?”
“I threw my ’chute.”
“But you were so low!”
“Tell me about it,” said Jake. “That was  

as low as I’ve ever deployed. Them years of sky-
diving came in handy.” This was met with 
incredulous laughter. 

“I guess!” said Andy. “What was it like?”
“I suppose it was scary,” said Jake. “But I 

was too busy to be scared.”
“What did you do, exactly?” I asked. 
“Well…” said Jake, “When I came off the 

bar I felt right at home” 
“God!” said Leslie. 
“I skydive too, remember? So I stabilised 

and looked down… the ground was coming  
up FAST!”

“Then?”
“I realised this harness is not built for a 

terminal deployment. I knew it would likely 
fail,” continued Jake. 

“Sh#%t!” we said in unison. 

“So I threw the ’chute and gripped the 
bridle,” said Jake, “to take some of the shock.”

“And…?”
“And… the canopy opened and then my 

feet touched!”
“Just like THAT?” 
“Here I am, ain’t I?” said Jake, the 

Human Cannonball. “Burned the hell outta’ 
my hands,” he added, holding them up for all 
to see where the recovery system bridle had 
singed his flesh – his only injury. 

Harvey and Maude Clashan settled into 
the chaise lounges poolside at their new 
home. They tipped a toast with a couple of 
extra dry martinis, shaken, not stirred. 
Harvey was reading the newspaper.

“Hon…” he said. “They say there will be 
a meteor shower tonight. Maybe we should take 
a trip out in the desert where we can see 
better?”

“Good idea, Harvey. We’ll bring along a 
thermos with these martinis!” 

“Should be a good night for star gazing. 
Not a cloud in the sky.” Harvey glanced up 
from the paper and something in his peri-

pheral vision caught his eye. He couldn’t 
believe it. 

“Hon…” he said. But no more words 
came. Harvey was looking at an empty hang 
glider, drifting along, heading for his 
backyard. “Holy Sh#%t!” he said. 

The wing sliced into Harvey and 
Maude’s palm tree and spun sideways. It 
hesitated for a moment, and then crashed 
backwards into the pool.

“Holy Sh#%t, ma!” said Harvey. Maude 
just stood there with a hand over her mouth. 
They looked back and forth at each other, 
and at the empty glider.

“What do you suppose…?” said Maude. 
“I suppose we’d ought to call the Sheriff,” 

said Harvey. “Don’t look like there’s any 
particular hurry,” he continued, “I guess this 
fella’ finally got tired of holdin’ on.”

“Oh, Harvey!” said Maude. She couldn’t 
look at the wreckage anymore. Turning her 
head she said, “This is just AWFUL!”

“Call the Sheriff, ma… I’ll get the camera. 
They ain’t gonna’ believe this back in Kokomo!” 



im was in the unique situation of having 
access to detailed data for all of the nine 
championships from 1985 as he had been 
present as an official at all but one of the 
events. He was able to obtain some infor-

mation about the previous six. 
During the full period under review, the 

event had been held three times at Benalla  
in Victoria, twice in several locations (Dalby/ 
Jondaryan in Queensland, Narromine in 
NSW, Cunderdin in WA and Waikerie and 
Gawler in SA). Other sites used in this 
period were Leeton, Forbes, Tocumwal and 
Lake Keepit in NSW.

Clearly, with such small samples it is 
impossible to draw conclusions about the 
suitability of the sites from a weather point 
of view. The analysis will show that several 
sites where the event had been held twice 
have had widely different weather conditions 
in each event, however the effect of the poor 
conditions on the competition does vary 
between sites and there are some conclusions 
that can be drawn from this. 

This article does NOT in any way sug-
gest that any of the sites used for Australian 
Gliding Nationals are particularly suited to 
the holding of a major championship nor 
that any are particularly unsuited. What it 
does clearly indicate is that successful major 
events are possible at all the sites in the review, 
and also that poor weather will impact the 
success of a gliding contest wher ever it is held.

The Early  E vents  
and Sites
Detailed data for analysis purposes is not 
available for events prior to 1986. Some 
incomplete information has been obtained, 
and the following is a general description  
of the contest particularly as it relates to the 
analysis of later events.

Cunderdin, Western Australia – 1979
This was the first such event held in Western 
Australia. There were over 50 competitors, 
which was considered a large turnout con sid-
ering the distance from the eastern States. 
The weather was moderate, being affected  
by unseasonally cool conditions. There were 
a considerable number of outlandings during 
the contest and at least one day on which  
all but one competitor outlanded.

Benalla, Victoria – 1980
Conditions were moderate. Four days were 
lost to poor weather but the remaining days 
were good. The number of outlandings was 
relatively small.

Waikerie, South Australia – 1981
The weather was only moderate. There were 
a significant number of outlandings and three 
days were lost. There were 81 com pe ti tors, which 
I believe is a record for Australian Nationals. 

Narromine, New South Wales – 1982
This was an excellent contest with very good 
weather. Two days were lost, and there were 
only a few outlandings. The event attracted 
79 competitors.

Jondaryan, Queensland and Cunderdin, 
Western Australia – 1983
At Jondaryan this event was poorly attended 
and the weather was particularly unkind. It 
should be noted that this site is only 35km 
from Dalby where the 1994 Nationals were 
held in weather conditions that could only 
be described as superb. At Cunderdin the 
weather was better with one day lost and 
relatively few outlandings.

Benalla, Victoria – 1984
No days were lost to weather but the num-
ber of outlandings was very high, suggesting 
weak weather or poor tasksetting. There were 
79 competitors.

Leeton, New South Wales – 1985
There were a couple of very good days, but 
others were very difficult with many out-
land ings. Two days were lost to weather. 
There were 60 competitors – a relatively 
poor turnout for the period.

Analysis
Number of entrants
The trend line for this is generally down-
ward, from a high of 79 at Gawler 1986 to  
a low of 43 at Lake Keepit 1993. The trend 
seems to be levelling particularly at the more 
regularly used sites (Narromine, Benalla and 
Gawler) and numbers in the high 50s can be 
expected at the major sites. 

Number of contest days achieved and lost
The number of contest days achieved varies 
from 11 at Gawler 1986 and Forbes 1988  
to a low of six at Benalla 1990. Benalla was  

a year of particularly poor weather at the site. 
There is no discernable trend here. One 
point to note is that Gawler 1992, despite 
historically cool weather, achieved 10 contest 
days out of 11 in a weather system that 
virtually shut down cross-country gliding  
at all sites in Victoria and NSW.

Total and average set task distance
This figure is an indication of the overall 
strength of the weather at the various con-
tests. The range is from 439km at Forbes 
1988 to 315km at Gawler 1992. No trend is 
apparent from the figures. The contests with 
particularly strong conditions (Forbes 1988, 
Waikerie 1989 and Dalby 1994) are well 
ahead in this statistic. Only Tocumwal 1991 
and Gawler 1992 have unusually low figures.

The figure can also be affected by the 
attitude of task setters. Waikerie 1989 
includ ed the setting of the first and only 
1,000km task set at an Australian Nationals 
(and I believe this remains a unique task 
anywhere in the world) while other contests 
may have taken a more conservative approach. 
Reliability of weather and confi dence in the 
predictions can play a part in these decisions.

Average winning speed

This figure is another measure of the strength 
of the weather, and the appropriateness of 
the tasksetting. Conservative tasksetting can 
lead to higher speeds and it is possible that 
this effect can be seen at Narromine 1993 
and perhaps Dalby 1994. The lowest figure 
is 99 kph at Benalla 1990, reflecting perhaps 
the fairly long tasks set (average 387 km) 
coupled with weak weather conditions.

The trend is upwards, which reflects 
increasing glider performance and more effec-
tive use of the conditions by skilful pilots.

Number of flying days
The total number of flying days combines 
the number of competitors with the number 
of contest days flown. Gawler 1986 was by 
far the highest figure because of the large 
number of entrants and the fact that no days 
were lost. The lowest figures were Benalla 
1990 and Tocumwal 1991 because of the low 
number of contest days flown. It is worth not-
ing that Gawler 1992 was third in this statis-
tic after Gawler 1986 and Narromine 1993.

G L I D I N G

An Analysis of Australian National Gliding 
Championships from 1979 to 1994

This article was prepared by Tim Shirley several years ago as a factual analysis of 

Australian gliding Nationals for the years 1979 to 1994 .

T
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Australian National Gliding Champions
15 METRE CLASS CHAMPIONS
1977/78 Ingo Renner
1978/79 Maurie Bradney
1979/80 Maurie Bradney
1980/81 Mike Borgelt
1981/82 Bruce Brockhoff
1982/83 Malcolm Jinks
1983/84 John Rowe
1984/85 Andy Pybus
1985/86 Simon O’Donnell
1986/87  Not awarded  

– World Comps in Australia
1987/88 Brad Edwards
1988/89 Bruce Brockhoff
1989/90 Bruce Brockhoff
1990/91 David Jansen
1991/92 Brad Edwards
1992/93 Brad Edwards
1993/94 David Jansen
1994/95 David Jansen
1995/96 David Jansen
1996/97 Norm. Bloch
1997/98 Bruce Taylor
1998/99 David Jansen
1999/2000 Graham Parker
2000/01 Graham Parker
2001/02 Peter Trotter
2002/03 Tom Claffey

STANDARD CLASS CHAMPIONS
1968/69 Max Howland
1969/70 David Jones
1970/71 Sue Martin
1971/72 Malcolm Jinks
1972/73 Maurie Bradney
1973/74  No contest  

– World Comps in Australia
1974/75 Ingo Renner
1975/76 Ingo Renner
1976/77 Tim Knappstein
1977/78 Geoff Cleland
1978/79 Gabby Hayes
1979/80 Ed Pascoe
1980/81 Shane McCaffrey
1981/82 John Buchanan
1982/83 Mike Giles
1983/84 Andy Pybus
1984/85 Ingo Renner
1985/86 Ingo Renner

STANDARD CLASS CHAMPIONS
1986/87  No contest  

– World Comps in Australia
1987/88 Andy Pybus
1988/89 Andy Pybus 
1989/90 Maurie Bradney
1990/91 Ingo Renner 
1991/92 Andy Pybus 
1992/93 Ingo Renner 
1993/94 Ingo Renner
1994/95 Bruce Taylor 
1995/96 Bruce Taylor 
1996/97 John Buchanan
1997/98 John Buchanan
1998/99 Ingo Renner
1999/2000 Ingo Renner
2000/01 Ingo Renner
2001/02 Andrew Georgeson
2002/03 Tom Claffey

OPEN CLASS CHAMPIONS
1956/57 Doug Reid
1958/59 Jack Iggulden
1960/61 Bob Rowe
1962/63 Mervyn.Waghorn 
1964/65 Malcolm Jinks
1965/66 Malcolm Jinks
1966/67 Malcolm Jinks
1967/68 John Rowe
1968/69 John Rowe
1969/70 Malcolm Jinks
1970/71 Malcolm Jinks
1971/72 Ingo Renner
1972/73 Ingo Renner
1973/74 No contest  
 – World Comps in Australia
1974/75 Malcolm Jinks
1975/76 Malcolm Jinks
1976/77 Malcolm Jinks
1977/78 Malcolm Jinks
1978/79 Malcolm Jinks
1979/80 Ingo Renner
1980/81 Malcolm Jinks and Tony Tabart
1981/82 Ingo Renner 
1982/83 Ingo Renner
1983/84 Ingo Renner
1984/85 Tony Tabart
1985/86 John Holland
1986/87 No contest  
 – World Comps in Australia

OPEN CLASS CHAMPIONS
1987/88 John Holland
1988/89 John Buchanan
1989/90 John Buchanan
1990/91 John Buchanan
1991/92 Ingo Renner
1992/93 Michael Giles
1993/94 Paul Mander
1994/95 Paul Mander
1995/96 Ian Shadbolt
1996/97 Paul Mander
1997/98 Brad Edwards
1998/99 Brad Edwards
1999/2000 Peter Griffiths and Lars Zehnder
2000/01 John Buchanan
2001/02 John Buchanan
2002/03 Not Contested

18 METRE CHAMPIONS
2000/01 Graham Parker
2001/02 Tracey Tabart
2002/03 Bob Ward

NATIONAL CLUB CLASS CHAMPIONS
1981/82 Miles Gore-Brown
1982/83 John Mills
1983/84 N Fisher
1984/85 A Campbell
1985/86 H Kruger
1986/87 Paul Mathews
1987/88 Tom Gilbert
1988/89 Peter Buskens
1989/90 Tom Gilbert
1990/91 N Fisher
1991/92 Geoff Raymond
1992/93 Haidyn Dunn
1993/94 Tom Gilbert
1994/95 Haidyn Dunn
1995/96 Graham Parker
1996/97 Haidyn Dunn 
1997/98 Lars Zehnder
In 1998 the name was changed to Club and Sports 
Class, but the numbering was retained
1998/99 Bruce Taylor
1999/2000 Tom Gilbert
2000/01 Peter Temple
2001/02 Bruce Taylor
2002/03 Terry Cubley

Number and percentage of outlandings
Gliders ouland on competition tasks for 
several reasons. The most common reason is 
that less skilled pilots are unable to complete 
the task during the period of the day when 
convection is working. The second most 
com mon is when the day does not live up  
to the expectations of the forecast and all or 
most of the fleet land out. Then there is sim-
ple bad luck or misjudgement, which tends 
not surprisingly to occur more often to less 
experienced competitors.

One point that should be made is that  
as the number of competitors increases the 
average skill level drops. There are a group  
of 20-30 pilots in Australia who are in the 
top rank and who can be expected to com-
plete any task where it is actually feasible.  
A fur ther group of 20 or so will complete 
most set tasks. After that the situation 

becomes less certain, so that it must be 
expect ed that the total number and percen-
tage of outlandings will be higher in contests 
where the number of competitors is higher. 
This may well have had an effect at Gawler 
1986, Waikerie 1989 and Benalla 1990.

Apart from this effect, the figures show 
quite clearly that the weather conditions are 
the main determinant of the number of out-
landings. Benalla 1990 and Gawler 1992 
had the highest number and Dalby 1994  
the least by far. On percentage the highest 
were Benalla 1990, Gawler 1992 and Lake 
Keepit 1993.

In these three contests however each had 
days which were effectively not completable 
or where the vast majority outlanded. 
Benalla 1990 had one such day, Gawler 
1992 had two and Lake Keepit 1993 had 
one. It is not necessarily true that this results 

from poor forecasting or tasksetting. Five 
days are the minimum necessary for a con-
test to be a championship, and in the case  
of Benalla 1990 only six were achieved. 
Natu ral ly in such circumstances organisers 
will need to be less conservative when it 
comes to setting tasks in poor weather.

Top pilot outlandings
The scoring system heavily favours pilots 
who complete tasks, so it is not surprising 
that pilots at the top will rarely outland 
unless everyone else does as well. The three 
contests where significant numbers of top 
pilots outlanded were those which had 
uncom pletable days (Benalla 1990, Gawler 
1992 and Lake Keepit 1993). Apart from 
that there were very few outlandings among 
top ranked pilots.  ➤

G L I D I N G
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The trend in this figure is downward 
when this effect is removed. In the earlier 
years of the analysis Gawler 1986 had 11, 
Forbes 1988 had 12 and Waikerie 1989 had 
nine. By contrast Narromine 1993 and 
Dalby 1994 had three and none respectively.

Summ ary and 
Conc lusions
All Australian Gliding Championships held 
between 1979 and 1994 have proved suc-
cessful. There have been wide variations in 
weather conditions and in the fortunes of 
competitors, but from this analysis there is 
no evidence that any site is particularly well 
favoured. The only site which appears to  
be having a poor run of weather is Benalla, 
but in periods where NSW comes under  
the influence of tropical air masses Benalla 
can provide excellent soaring conditions.

It would appear that sites in South 
Australia in general lose less contest days, 
which may point to more reliable gliding 
weather in the contest period. Certainly 
South Australia suffers less from intrusions 
of tropical air. However, the sample size is 
very small and I do not make this obser va-
tion with a high level of confidence. Forbes, 
Narromine and most recently Dalby have 
held contests with many superb gliding days.

There is no evidence that sea breeze 
effects at Gawler have had any unusual 
influence on the success of Nationals held 
there. The 1992 Nationals were held in poor 
conditions (which were the worst since 
records began over 120 years ago) with a 
strong south-west flow enhanced by a sea-
breeze on most days. However, 10 contest 
days were flown out of 11 possible with only 
two being uncompletable. By contrast the 
1986 Nationals at Gawler were highly suc-
cessful with excellent weather, long tasks and 

a low outlanding rate. Several other sites 
have also suffered from unseasonally poor 
conditions (Jondaryan 1982, Leeton 1984 
and Benalla 1990) and have also run success-
ful contests although with more lost days.

There is a trend to a lesser number of 
competitors in our National Championships 
but some evidence that this has levelled 
particularly at regularly used sites.

Winning speeds are tending to increase, 
being a function of improving glider perfor-
mance and pilot skills.

There is a trend to a smaller number  
of outlandings. This is more likely to be con-
nected with a more conservative approach to 
tasksetting and to more accurate forecasting 
than to a change in weather. There is no sug-
gestion in these figures that outlanding num-
bers are higher at some sites than others, 
although it is clear that poor weather 
increases the percentage wherever it occurs.

Ian Aspland flying Kingaroy Soaring Club’s new Discus CS, XKD. The photo was taken by Greg Kolb in May this year



IGC Pilot Ranking List Updated
The results of the very successful World 
Gliding Championships at Lezno have  
now been included in the IGC Pilot Ranking 
system.

There are three new pilots in the top 
positions. The number one ranked pilot  
in the world is now John Coutts from New 
Zealand followed by Andy Davis from Great 
Britain and in third position Holger Karow 
from Germany.

The ranking list also includes the results 
from the Junior World Championships, the 
World Class and the Women’s World 
Championships as well  
as many other International and National 
competitions. 

There are now over 1,000 pilots included 
in the IGC Ranking list.

GFA AIRWORTHINESS 
DIRECTIVES

GFA AD 591 – Issue 2
Type affected: All powered sailplanes fitted 
with Rotax engines as listed below:
912A to serial number 4,410.606 (correction 

of previous number 4,416.606 Issue 1); 
912F to serial number 4,412.858; 912S to 
serial number 4,922.971; 914F to serial 
number 4,420.394.
Subject: Replacement of the oil dipstick.

GFA AD 595 – Issue 1
Type affected: HK-36 TT Serial numbers 
36.511 up to and including 36.734. DV-22 
serial numbers 22.001 and 22.002. DA-40 
Serial number 40.001V1.
Subject: Inspection of exhaust muffler part 
number 979402 fitted to Rotax 914 series 
engine.

GFA AD 598 – Issue 1
Type affected: HK-36 R-T series all serial 
numbers. DV-20 all serial numbers. DV-22 
all serial numbers. DA-40V1 serial number 
40.001 V1.
Subject: Service bulletin publication index 
for Rotax aircraft engines types: 2ST, 912, 
914 series.

GFA AD 599 – Issue 1
Type affected: Discus A.
Discus B – serial numbers 551 up to and 
including 554, 568, 569, 571 up  

to an including 573, 575 and 577.
Discus CS – serial numbers ICS up  
to and including 308CS.
Subject: In flight failure of wing structure. A 
manufacturing defect cannot be ruled out at 
present.

GFA AD 600 – Issue 1
Type affected: Discus BT – serial numbers 
77, 106, 146, 151 up to and including 154, 
156, 158, 161 and 162.
Subject: In flight failure of wing structure. A 
manufacturing defect cannot be ruled out at 
present.

AIRWORTHINESS ADVICE 
NOTICE

GFA AN 166 – Issue 1
Type affected: HK-36TT serial numbers 
36.393, 36.511 up to and including 36.734 
fitted with Rotax 914F series engines.
Subject: Miscellaneous airworthiness 
information.
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2003 World Paramotor 
Championships

Ramon Morillas – Paramotor World Champion 2001 

& 2003

Ramon Morillas (Spain) flying his Advance 
Epsilon 4 with a PAP motor has won his 2nd 
World Paramotor Championship in  
a row. The Spanish Paramotor Champion 
also won the Paramotor Worlds in 2001 
flying a Sigma 4 with the same engine. In 
February this year in Kenya he broke the 
World Record for altitude, flying a Sigma  
5 and PAP motor to a height of 5,333m.

All Advance gliders are suitable for 
paramotoring and have been DHV strength 
tested to 8G. Their high quality of manu-
facture using premium materials has been 
shown to equal and sometimes exceed the 
standards of wings designed especially for 
paramotoring.

Information: Godfrey Wenness, Manilla 
Paragliding, phone 02 6785 6545, email 
<skygodfrey@aol.com, www.advance.ch>.

CLUB NEWS
Blue Mountains Hang Gliding Club
The real news this month is the incredible 
run of bad luck for us weekend fliers. All the 
good weather appears to have been during 
the middle of the week, with gales lashing 
the mountains over most week ends. Of the 
marginal conditions only David Seib has 
managed to get in the air and recently 
getting an XC from Mt Ovens to 
Wallerawang.

Last Sunday for the September round of 
the club competition was a good example of 
how to get sucked right in.  
All turned up at Blackheath to be met  
by what appeared to be reasonably good 
conditions for a change.

Went out to the hill, set up and the 
weather gods turned the dial up a bit to give 
us unlaunchable turbulent air. To be fair, 
there has been a couple of other days but 
it’s not been great. I’m sure the weather is 
going to get better over the next month.

While talking about strong conditions, it 
is a good moment to remind people to take 
care when launching at Blackheath when the 
wind has any northerly component to it. This 
was highlighted in  
a most unfortunate accident the other week 
when one of our very experienced pilots got 

a flight in a powered aircraft to Nepean 
hospital. Luckily he is still with us. On the 
bright side, he had already ordered a new 
Litespeed S before trashing his current 
glider. Seriously though, some experiments 
with long streamers conducted by Paul Hunt 
and Peter Burkitt has shown that conditions 
can give rise  
to descending air onto the middle of the 
ramp when the air at the top of the ramp 
can be okay. It has been noticeable that 
most incidents have occurred with our most 
experienced pilots.

I’ll look forward to seeing you all out 
there getting high. All news and reports can 
be sent to me at <dtoulalan@hotmail. 
com> or <derek.toulalan@ozemail.com.au>

Derek Toulalan

Southern Microlight Club 
This is early advice to all trike pilots that the 
National Trike Gathering 2004 will be at 
Wangaratta on 3-4 April. 

The Southern Microlight Club is hold ing 
this HGFA sanctioned event a little ear lier 
than previous years, so mark it on your 
“Must Not Miss” calendar, then set to and 
make the appropriate bookings. 

Last year was our most successful event 
to date with more than 50 trikes attending, 
including a large group flying in from South 
Australia. 

We are negotiating with our previous 
caterers to provide breakfast and lunch on 
the Saturday and Sunday, and we intend 
holding a dinner at a local hotel on the 
Saturday evening. 

A great camping ground is located at the 
airport or alternatively Wangaratta has 
numerous motels/hotels a short drive from 
the airport. 

We intend distributing registration 
information closer to the date. To enable us 
to have your correct contact details, could 
you register your interest with our Secretary 
Jeanette Walker on 03 59412721, 0438 418 
808 or email <jesta@wingdriver. 
com.au>. And of course, you are most 
welcome to spread the word far and wide. 

NEW PRODUCTS
Icaro’s New Helmet  
– The 4Fight Integral
Introducing the new 4Fight Integral of Icaro 
2000. More and more pilots appreciate hel-
mets with visors, therefore we conceived a 
very attractive helmet design; the 4Fight 

integral with 
visor.
Particularities of 
the 4Fight 
Integral:

•  After labo ra tory tests we managed to 
reduce the helmet width and make the 
tightest helmet on the market 
maintaining the maximum comfort.

•  The internal padding is completely 
interchangeable; advantages are that  
it can be washed, it can be changed 
often, and at the back of the helmet 
there is a compartment for a small 
altimeter.

• New visor conception: very strong, good 
face protection and UV protection.

The advantages of a visor are evident:
• protection from the cold
• extra face protection
• no sunglasses needed

The 4fight has the European certifi ca tion 
E.N. 966 and is suitable for both hang and 
paraglider pilots.

Sizes available: S, M, L and XL.
Australian dealer: John Reynoldson 

<aerial@ozemail.com.au>.

New Icom – The IC-400Pro

Icom releases its first Mobile UHF CB  
– the IC-400PRO.
Market leader in airsports radio equip ment 
with its robust handheld UHF CB, the IC-40s, 
ICOM of Japan have just released their first 
ever Mobile UHF CB  
in the Australian market. Based on their 
highly regarded commercial units, the 
IC400PRO has class leading performance 
and features.

It boasts 128 channels (40 UHF CB plus 
88 receive or private licensed chan nels), 
multiple scan functions (including repeater 
scan), auto squelch, selcall, CTCSS (silent 
standby subtone), Smart Ring and an 
Automatic Transponder in range indicator. 
The powerful commercial spec transmitter 
outputs five Watts on CB and 25 Watts 
private channels and uses  
a front mount four Watt speaker for clear 
audio. The unit is built to tough US Military 
Specs and comes with a Icom  
two year warranty.

Recommended retail price is $473.
Manilla Paragliding has a special intro-

ductory price of $419 until 31 December.
Call Godfrey on 02 67856545, email 

<skygodfrey@aol.com>, or see [www.icom. 
net.au].

Godfrey Wenness, Manilla Paragliding
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here were wall to wall holiday makers as it 
was still school holi days in WA. In 
addition to all the people there was an 
added bonus – flies by the hundreds. It 
happened to be the right weather for 

them and boy where they bad. We checked 
to see if we could get into one of the two 
caravan parks, but the first one was 
completely full while the second had some 
sites but they were crammed in like sardines. 
Coral Bay  
is a lovely place, but not built for so many 
tourists. We went for a walk along the beach 
to gather ourselves and get away from the 
flies. Chris (my wife) suggested we go to the 
airstrip and have a chat to the local pilots.

We called in and were made welcome  
by the local pilots, who suggested we could 
set up and tie the trike down at the small 
air field built on a salt pan a short distance 
from the town. We decided to leave the 
trailer (and pod) locked to a tie-down stake 
and have a look along the coast either side of 
the small town. We first drove to the south 
and walked along the cliffs overlooking the 
beauti ful coral reef with its turquoise waters. 
We must have look pretty silly as we had a 

mosquito net over our heads to keep the flies 
off our faces. After this we headed out past 
the airfield to another beautiful beach 
(without flies) where we sat and enjoyed the 
rest of the afternoon. We watched the sun 
slowly set as many fishermen came down to 
try their luck. In this ideal fly-less environ-
ment we decided we would stay and fly in 
the morning if the weather permitted. That 
night we stayed out at the airfield and it was 
beautiful; not a soul in sight, a star filled sky, 
a nice warm evening and a good meal.

We set the alarm for 6am, but I was  
up at quarter to six getting the pod off the 
trailer and covers off in the dark. It was not 
full light by the time I had it together ready 
to fly, and I checked everything time and 
time again to be sure I had not overlooked 
something in the half light. Both Chris and  
I put on our flying suits as I thought it a 
good idea to climb high to see as much as 
we could in one go. In fact we did not need 
them, as it was warmer in the air than on  
the ground. We made the necessary radio 
calls on multicom, back tracked on runway 
20, turned and took off. As we climbed,  
the extent of the coral reef became apparent.  

It went both to the north and south as far  
as we could see from 3,500ft. The colour 
was amazing from the air; the sea out past 
the reef was dark blue, inside the reef was 
turquoise, the sandy beach was white and 
inland it was red. We dropped down to 
below 1,000ft and flew along the beaches  
to the north. Chris spotted a shark that was 
also out for a cruise. After our fill of cruising 
along the coast we turned for a fly over the 
small village of Coral Bay at 500ft to take 
some photos. We climbed again for the last 
time before heading back to the strip where 
we landed.

After a short rest and some breakfast I 
started packing up before the flies found us. 
It took less then an hour. We had seen Coral 
Bay, the reef and it’s beaches from the air  
– a fantastic way to see the place. After 
packing up we were on the road again with 
the trike in tow, heading for Exmouth, our 
next destination.

At Exmouth we checked into a great 
caravan park and chained the trailer to a  
tree at our campsite so we could have a look 
around town. It was bigger and better than  
I expected with a good variety of shops and 

Trike Flying Around  
Coral Bay and Exmouth
Peter Lucas

We pulled into Coral Bay mid-afternoon. Coral Bay is situated some 250km north  

of Carnarvon on the West Australian coast. 

M I C R O L I G H T S

T

Coral Bay and the Ningaloo Reef Flying over Cape Range National Park
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businesses. We drove out to the airstrip some 
10km south of town. I went to the office 
attached to the hanger for a chat with the 
local operator who told me all I needed to 
know to go for a local flight. We headed over 
to another hanger near where he said we 
could set up, and a bloke with a big grin 
arrived in an old Jeep and pulled up next to 
the hanger. Inside the hanger to my amaze-
ment sat two trikes. The bloke with the grin 
was Peter Lake, a local triker, who was 
extreme ly happy to see us. He had been fly-
ing since August last year. After a long chat 
about flying trikes, Peter decided he would 
come and fly with us in the morning and 
show us around Cape Range, the Nigaloo 
Reef and Exmouth. That evening we went 
out to one of the western beaches for a fish.  
I had decided it was time to get the rod off 
the roof and try my luck. Naturally I caught 
a feed of fish, which we brought back to the 
caravan park to cook. It had been a big day, 
starting with a fly around Coral Bay and 
finishing with a fish.

The next day we set the alarm for 6am. 
We were soon out at the airfield putting the 
trike together and Peter joined us. Exmouth 
is next to Learmonth RAAF and within the 
Learmonth MBZ. After making the appro-
priate radio calls we took off and climbed to 
3,000 plus feet as we crossed from the east of 
the cape to the western shores. We overflew 
the fabulous gorges of the Cape Range 
National Park; they were beautiful in the 
morning sun as each gorge was highlighted 
with a mixture of colours and shadows. 
When we got to the west coast and the 
Ningaloo Reef we turned north. The coral 
reef and beach lay stretched below us. The 
colours were brighter than at Coral Bay, as 

the sky was cloudless. Again the colour mix 
was spectacular. Peter flew outside the reef 
looking for Whale Sharks. His was a “swim 
with the Whale Sharks” skipper/operator and 
was trying to find some whales. We flew 
along the coastline taking in the sights and 
waving to the campers in the National Park 
below. We overflew the many tourists being 
ferried out to the larger whale spotting boats. 
They were heading outside the reef to try to 
find whale sharks to swim with. Peter 
pointed out the boat he skippered. Flying 
along the coast we saw many schools of fish, 
sharks and eagle rays in the shallow waters 
inside the reef. We flew north (toward the 
tip of the cape) until we came to the end  
of the range where the Vlaming Head Light-
house stood. Here we turned east. It was 
nec essary to turn short of the cape tip, as the 
Harold E Holt Communication Station (a 

US Command Centre) with its high towers 
has a two nautical miles, 3,000ft boundary.

When we came to the Exmouth Gulf 
beaches we turned south, following the coast 
back to the town of Exmouth. We flew 
coastal next to the town and over the cyclone 
proof harbour area. We made an inbound 
call and landed on runway 20. Peter 
followed, but aborted and went around and 
landed on 02, as the wind direction had 
changed. After a chat Peter helped me pack 
up before saying farewell. We headed back to 
the caravan park for brunch and a rest. We 
were supposed to be on holidays and had the 
alarm set two days in a row, and had set up 
and packed up the trike two days in a row. It 
had been more than worth it, as we had seen 
some of the best scenery this country has to 
offer, and had experienced something very 
different, something both of us will remem-
ber the remainder of our lives. 

Flying over the Ningaloo Reef Photos: Peter Lucas

Shark Spotting
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hairman: Gentlemen, if we start 
promptly we should finish in time to 
have a little refreshment. I declare the 
meeting open. Are there any apologies?

Secretary: Er… Well, Arnold’s not here. 
I can’t say he sent his apologies, but I’m sure 
he’d like to apologise if he could.

Chairman: Ah yes. How is Arnold, James?
Secretary: All considered he’s pretty well, 

Mr Chairman. I’m sure he still recognises me 
when I call in visiting hours. I told him he’d 
been re-elected to the committee and I think 
he understood. I’m sure he tried to nod his 
head, but of course he doesn’t move much 
these days. His bones are getting very brittle. 
But he wasn’t any worse this month than he 
was last time I went to see him to tell him we’d 
nominated him again for the committee.

Chairman: I suppose we can’t expect any 
real improvement in his condition?

Secretary: No, I don’t think so. But he’s 
had a very good innings.

Chairman: I’m told he was a founder 
member of the club?

Secretary: Yes, that’s right, Mr Chair-
man. In fact he was the club when I joined 
it. That was when we had the old primary.  
It was Arnold who started us off building the 
two-seater. Very far-sighted. You know, we 
were one of the first clubs to start thinking 
of two-seaters for training. We used to fly all 
day and work on the two-seater project in 
the evenings.

Chairman: Yes, so I understand. What  
a great spirit there must have been in those 
days! The club wouldn’t be the same without 
Arnold. Poor old chap. I’m afraid next year 
we might have to think of filling a vacancy 
on this committee, gentlemen, as we had to 
do this year following old Tom’s sad depar-
ture. Well, we’ll minute Arnold’s apology.  
Is there anyone else?

Secretary: Young Grant’s not here!
Chairman: Why not? I must say I think 

that’s irresponsible. After all, this is the first 
committee meeting after his election. He’s 
young and healthy. There’s no excuse.

Secretary: I expected nothing else. I’ve 
though him unreliable ever since he arrived 
in town last summer, with his talk of great 
flights he’d had interstate. A real bull artist.  
I can’t make out how he found enough 
support to get himself elected onto the 
committee.

Treasurer: He has a small following 
among the younger members. In fact he’s 
brought quite a little gang of young laya-
bouts into the club. But I don’t think we 

need to take him too seriously. As soon as  
he and his mates realise how much solid 
hard work has to be put into the club to 
keep it going, they’ll lose interest.

Chairman: Well it is very irritating. The 
next item on the agenda is ‘Welcoming New 
Members’. We can’t do that till he gets here. 
Where is the young beggar?

Vice-president: He’s flying, Mr Chairman.
Secretary: What?
Chairman: Flying?
Vice-president: Flying.
Chairman: How can he be? The glider is 

un-serviceable isn’t it? It was last month, didn’t 
you tell me so, Jack?

Jack: Oh, I believe he spent a bit of time 
patching it up. At least, I hope he did. It 
certainly wasn’t safe to fly last time I looked 
at it. All the fabric had come off the rudder, 
and the ailerons weren’t even connected. The 
cables had been taken out of the wing. That 
was in January.

Secretary: There you are. I told you he 
was untrustworthy. I don’t care if he breaks 
his own neck, but he’s no right to endanger 
the club’s property. If he’d had to work on 
the building of that machine as I and Arnold 
and Jack did, he wouldn’t treat it so lightly. 
Ten year’s work, that was!

Ground Engineer: Apart from that, 
how did he get himself launched. He 
couldn’t have used the winch.

Chairman: Is that unserviceable too, 
George? I didn’t know.

Ground Engineer: No, it isn’t unservice-
able. But I’ve got the cable drum off. It’s 
down in town, in my workshop. I’ve been 
working on it a bit since the new year. I meant 
to bring it back this afternoon, but I forgot. 
But the winch is in top condition now.

Chairman: Thank you George. That’s 
splendid. We all realise how much effort 
you’ve put into that winch over the years. It 
really is a beautiful piece of machinery, and 
maintained in perfect shape. It looks hardly 
used, even after seven years. But how the 
devil did that young larrikin get into the air?

Jack: Here he comes now, Mr Chairman.
Chairman: At last! Now we can get on.
Grant: Hello Mr Chairman. I’m sorry 

I’m late, but we had a terrific flight. We got 
up to eight thousand and…

CFI: We? Who was with you?
Grant: I took Mike with me. He did 

most of the flying He’s coming on well now, 
he’ll be ready for solo in a few more hours.

CFI: Do you mean to say you’ve been 
giving instruction?

Grant: Yes. Why not?
CFI: It is a club rule that only qualified 

instructors give instruction. We have a first 
rate safety record, no-one’s had any kind of 
accident or incident here for 10 years. And 
we enforce that rule.

Grant: But I am qualified.
CFI: You can’t be. I haven’t checked you 

out. In fact we’ve only your word for it that 
you’re fit to fly solo.

Grant: Well, I’m sorry if I have broken a 
club rule, but no-one told me that one. And 
as for checking me out, you never seem to 
be at the aerodrome when I am. I suppose 
you do all your flying on Saturday mornings 
and I have to work then so I can’t get here 
till afternoon. But I assure you I am a quali-
fied Senior Instructor under GFA rules.

Chairman: Aren’t you rather young to be 
a Senior Instructor? In any case, whatever your 
old club called you doesn’t apply here. We 
have our own high standards, as the CFI says.

Grant: Age has nothing to do with it, 
Mr Chairman. It’s a matter of flying ability 
and… You know, teaching skills and so one.

Secretary: (audibly muttering) See what 
I mean? A real bull artist!

Grant: And the GFA isn’t exactly anoth-
er club, Mr Chairman. It’s…

CFI: Well, I don’t care what it is. You’ll 
have to be checked out before you fly again.

Grant: What about tomorrow morning?
CFI: Sorry, I have to be somewhere  

else tomorrow.
Grant: Next weekend then?
CFI: No, that won’t do either. I have  

to be in town.
Grant: When, then? If you like I’ll get  

a Saturday morning off and we can fit it in 
then. Just name the day.

CFI: Er…
Chairman: Order, order. Gentlemen,  

we have an agenda, and if we are to finish  
by a reasonable time we must push on. Item 
3. Oh… Consider yourself welcomed to the 
committee, Grant.

Secretary: Huh!
Chairman: Item 4. Oh, before we go 

on, Grant, how the devil did you manage to 
get yourself launched? I’m told the winch is 
unserviceable.

Ground Engineer: I protest, Mr Chair-
man. The winch is not unserviceable, as I just 
told you. It is in top condition. Like new!

Chairman: I’m terribly sorry George.  
It was a slip of the tongue. I meant, Grant, 
you didn’t actually use the winch, did you.

Grant: No, it IS unserviceable. Some 
beggar’s stolen the cable drum. It’s been mis-
sing ever since I joined the club. But we 
found some good cable in the hangar and 
we’ve been towing with my utility.

The Committee
R Suppards – Reprinted from Australian Gliding 1971

C

26 Soaring Australia November 2003



Ground Engineer: But 
dammit, that’s my new cable for 
the winch! Do you mean to say 
you’ve pinched it for your damned 
towing. Don’t you realise how it’ll 
wear?

Grant: Well, what’s all the fuss, 
then? We used the club’s cable for 
launching the club glider. So the 
club can buy some new cable, can’t 
it? We’ll need some more soon 
anyway. But actually, for car towing 
piano wire will do just as well, and 
it doesn’t wear so much.

Chairman: The agenda, 
gentlemen, the agenda. After all, this is a 
gliding club, not a car and piano club.

Secretary: Mr Chairman. I don’t think 
we can let this be passed over. I move a vote 
of censure on Grant. He has behaved very 
badly indeed. He’s been flying and giving 
instruction without a clearance, he’s used 
George’s good electrical cable for his own 
car, and he’s been flying the club glider in  
a dangerous manner without fabric on the 
rudder and with the ailerons disconnected. 
I’m astonished that he can sit there and face 
this committee as an elected member when 
really we should expel him from the club 
along with his larrikin friends. Conduct like 
his is going to undo all the good work we 
older members have done over the years.

Chairman: Absolutely irresponsible!
Grant: I couldn’t ever find you to ask 

about it George. No-one could remember 
where the cable from. It still had the factory 
wrapping round the spool, but the whole 
thing was covered with cobwebs. That was 
months ago. Didn’t you realise we’d been 
using it.

Ground Engineer: Of course I didn’t, 
you young devil. I’ve been toiling on that 
winch down in my workshop, trying to get 
the club’s gear into top line, I haven’t had 
time to come round here checking up on you 
lot. I thought I could rely on gliding people 
having a bit of common decency. Not to say 
honesty. You had no right to steal that cable 
and I’ll see you damn well replace it.

Grant: I’m extremely sorry, George.  
I certainly had no idea it was your cable.  
I thought it must belong to the club. But 
those of us who have been using it will 
certainly have a whip round and pay for it. 
What did it cost?

Treasurer: It is actually club property, 
George. You remember, we bought it for you 
some time ago. But the price of cable has 
gone up a lot since those days, Grant. Paying 
the club for it won’t do. You’ll have to 
replace the cable.

Ground Engineer: I’ll second that!

Grant: On a point of order, Mr 
Chairman…

Chairman: All those in favour? Passed 
nem con.

Grant: Mr Chairman, nem con means 
no-one opposed the motion. I do oppose it, 
in fact it’s utterly ridiculous. But I suppose 
the idea is to make me so angry I’ll resign 
from the committee. Well, I am not going 
to. And if you force me out, I’ll call an extra-
ordinary general meeting of the club. I’m 
allowed to do that if I can get 10 signatures, 
which I can, gentlemen, from the younger 
members. But for the record, the club glider, 
horrible ugly and ancient as it is, is now fully 
airworthy. I am a fully qualified instructor 
and airframe repairer, and the steel cable we 
found in the club hangar has been used for 
club flying and nothing else. And, Mr Secre-
tary, you can write that all down in the b…y 
minutes and stick them where you know best.

Secretary: You young puppy! 
Insolence… words fail me…

Grant: Just as well. Also, for the record, 
I’m nearly 30-years-old.

Chairman: Item 4. Minutes of the last 
meeting. Take as read, gentlemen?

Grant: No, I haven’t read them, Mr 
Chairman. The Secretary didn’t send me  
a copy. May I see them, please.

Chairman: See the minutes? Well,  
I suppose so, if you must. Let him look  
at them, James.

Secretary: He wants to read the minutes?
Grant: Yes.
Chairman: Only for the last meeting,  

you know, James. He doesn’t have to go back 
further than that.

Secretary: I’m sorry, Mr Chairman,  
I didn’t actually bring them with me.

Treasurer: You see, Grant, we don’t 
usually bother. They are always taken as 
read. It’s only a formality, after all, isn’t it!

Grant: I don’t think so. How can you 
remember all the decisions you’ve taken.

Treasurer: Ah, well, when you’ve been in 
the club as long as we have you’ll understand 

how we work, and then you won’t need the 
minutes.

Chairman: Order, gentlemen, please.  
We must get on. Item 5. Matters arising 
from the… Well, we don’t need to linger 
over that… Item 6. Now, here gentlemen, 
we have something of very great importance 
to the future development of the club. I’m 
sure you’ll all agree the club spirit will bene fit 
very greatly from this extension to the…

Grant: I’m sorry to interrupt, Mr Chair-
man, but I would be most grateful if we 
could take Item 10 on the agenda before 
Item 6.

Chairman: Item 10? What’s that? Where 
is it?… But that’s ‘Any Other Business’! It’s 
taken after everything else.

Grant: I know that’s usual, Mr Chair-
man, but I’ve noticed on other committees 
I’ve been on that ‘Other Business’ often 
doesn’t get full discussion because people are 
anxious to get away after a long meeting.  
I have an item to raise which is far more 
important for the club than any of these 
others, and if you agree to all these other 
things there won’t be any hope of money 
being available for my item.

Chairman: But all these things are 
intended to make more money, Grant. The 
bar extension, the new wine cellar, the poker 
machines, the opening hours at weekends  
– you can see how much profit the club  
can make, quite apart from the improved 
atmosphere. We’ve been losing members to 
the RSL and the Institute. These new 
measures will attract a lot of new members. 
I’m convinced they’re in the club’s interests.

Grant: I don’t doubt you are. But I think 
the club should buy another glider. A mod-
ern two-seater. And we ought really to have  
a solo machine too. A Ka6 or some thing like 
that. You can buy them for around $4,000, 
secondhand.

Chairman, Secretary, Treasurer, 
Ground Engineer, Jack: Buy a glider?  
You must be joking! $4,000! Etc, etc.

Grant: I’m dead serious. I suggest  
we buy an L13 and a Ka6.

G L I D I N G
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Chairman: I don’t understand all  
these figures.

Jack: $4,000 for a glider? It’s absolutely 
ridiculous. If you want a glider why can’t you 
get down to it and build one, as we had to 
do? The club two-seater only cost us £20.

Grant: Yes, it looks like that, too. And  
a few of us have spent 10 times that amount 
on it these last few months, just to make it 
fit to fly. The club needs a new one – two  
or three, in fact. As the chairman said, this  
is a gliding club, after all. At least, that’s what 
it is supposed to be.

Treasurer: It’s almost five o’clock, Mr 
Chairman.

Chairman: Good Lord, so it is. Item 6.
Grant: But Mr Chairman.
Secretary: You’re out of order.
Chairman: Item 6. Green’s estimate for 

the new bar extension was $4,400 gentle men. 
Very reasonable I think you’ll agree? All those 
in favour of accepting? Passed nem con.

Grant: I’m con, Mr Chairman. The club 
could buy a good Ka6 for that sum.

Chairman: Item 7. Extension of the 
licensing hours to match the RSL. This has 
been granted, gentlemen. All those in favour 
say aye!

Secretary: That’s very definitely not out 
of order!

Chairman: The wine cellar. This is 
going to cost us $2,000, gentlemen, to build 
and then the stock will of course have to be 
con sidered as a long term investment. Jack 
will select the wines. All in favour?

Grant: There goes the deposit on the L13.
Chairman: Item 9. The new poker 

machines will cost us a great deal, gentle men, 
we haven’t discovered how much, but I’m 
sure they’ll pay for themselves in no time, 
and then next year we can think about a new 
billiard table. Item 10. Any other business, 
meeting closed… thank you very much 
gentlemen. Open the bar James. All that 
work has made me thirsty. 

n addition to the RAAF Museum and 
associated buildings, the ‘RAAF Precinct’ 
includes the Sergeants’ Mess, World War 1 
Airmen’s Quarters, World War 1 Memorial, 
Parade Ground and Base Head Quarters’ 
Building, which is currently used by the Air 
Training Corps. Land and buildings 
associated with the RAAF College and 
Academy and the Officers’ Mess are being 
put up for sale with the intention of leasing 
them back until the college is relocated to 
East Sale and Wagga. An airstrip will be 
retained for use by the Museum.

Whilst this is an improvement on the 
earlier proposal that the entire base was to be 
put up for sale, and the basis on which the 
Steering Committee formed to prepare 
recommendations on the future use of the 
base deliberated, the proposal as announced 
has serious shortcomings from aviation and 
heritage points of view. Of particular 
concern is the exclusion from the ‘RAAF 
Precinct’ of the area known as the ‘Southern 
Tarmac Area’, the area which is considered to 
be the most important area on the site from 
a heritage point of view.

At the time of preparing this article for 
Soaring Australia (mid-September), an active 
program is being prepared to lobby the 
Government to achieve a greater recognition 
of the heritage importance of the base and 
the establishment of an aviation museum 
which recognizes all branches of aviation and 
the significant contribution which aviation 
has made to the development of Australia as 
recommended by the Pigott report tabled in 
our Federal Parliament in 1975. 

A petition is currently being prepared for 
presentation to the Federal Government 
stressing the importance of the Point Cook 
RAAF Williams Base to the development of 
aviation in Australia. It is intended that the 
petition will recommend to the Government 
that the Point Cook base be leased to a 
community-based not-for-profit organisation 
and that the site be developed for aviation 
heritage, aviation preservation, education 
and tourism.

It is expected that the petition will be 
distributed widely in the near future. The 
support of all aviation-minded people and 
others in the community who believe that 
the very significant aviation heritage of the 
RAAF Base at Point Cook should be 
preserved is essential. If a copy of the 
petition is not available through your club, 
please contact me and I will arrange for a 
copy to be forwarded to you. My address  
is: Graeme Barton, 2 Bicton Street,  
Mount Waverley, Vic, 3149, or phone  
03 9802 1098. 

RAAF Williams Base, Point Cook
Graeme Barton

The Commonwealth Government announced on 29 August 2003, that it had approved  

a freehold sale of the RAAF Willlams Base, Point Cook within the 2003/04 financial year, 

whilst retaining ownership of the RAAF Museum and a RAAF Heritage Precinct. 

I

Letters to the Editors
Thanks extended to GFA
I would like to say a big thanks to GFA for its 
help in assisting gliding at Camden, NSW. At 
present, Camden Airport is in the process of 
being sold. Hoxton Park, Camden and 
Bankstown Airports are being sold in a group 
to private industry. Camden Airport will still 
remain an airport, but the definition of an 
airport is not clear. The gliding community at 
Camden has great concerns that it may lose 
its grass runways.

This affects Southern Cross Gliding Club, 
Sydney Gliding, the Scouts Gliding, Air League 
and independent operators of motor gliders 
located at Camden.

Bob Hall and Henk Meertens have been 
very helpful in working with us on lobbying 
the Federal Government. The local Liberal 

member, Pat Farmer, has also been very sup-
portive. We had a meeting with the Minister 
for Finance and Administration, Nick Minchin 
at Parliament House. 

It is obvious that Henk and Bob have 
worked these corridors before, many times. It 
is a frustrating and thankless task with 
extremely long decision and process times.

On behalf of the gliding community at 
Camden, I want to thank these guys for their 
help.

I know there are times when GFA comes 
under criticism but getting help like this is 
very valuable and I am thankful to have Bob 
and Hank’s experience on our side. 

Dave Boulter, President Southern Cross GC
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A Little  of  This , 
a  L ittle  of  That

Clio’s quiz:
1. Who was the first Diamond 
glider pilot in the world? 
A.  Coren D Termal 
B.  Richard Johnson 
C.  Ralph S. Barnaby 
D.  Hawley Bowlus 
E.  John Robinson 
2. The Moazagotl is what the 
German glider pilots call their 
standing wave and it was named 
after a farmer. 
TRUE or FALSE
3. Who self-launched his glider off 
a cliff using a greased slide? 
A.  Orville Wright
B.  Cloyd Artman
C.  Peter Riedel
D.  Elmer Zook
E.  Espin Hardwicke

4. The Canadians have never 
built gliders commercially. 
TRUE or FALSE
5. The PW-5 was designed with 
the “one class” idea in mind, that 
is, that all competitors in a contest 
would fly basically the same glider. 
What was the first sailplane 
designed with the “one class” idea 
in mind?
A.  Grunau Baby
B.  Blanik L-13
C.  DFS Meise
D.  Franklin PS-2
E.  Schweizer SGS 1-26
6. Elliots of Newbury (EoN), the 
English glider manufacturer 
famous for building the Olympia 
series of gliders after World War II, 
had been a home construction 
company before the war. 
TRUE or FALSE

7. What famous German 
ex-patriot glider pilot was a secret 
General in the OSS (Office of 
Strategic Services, the forerunner 
of the CIA) during World War II 
and may have actually performed 
secret missions for the Allies within 
Germany during the war?
A.  Wally Setz
B.  Gus Haller
C.  Dr Wolfgang Klemperer
D. Martin Schempp
F.  Robert Kronfeld
8. Erno Rubik, inventor of the 
“Rubik’s Cube” also designed gliders. 
TRUE or FALSE

9. Who founded the first organi sa-
tion dedicated to the preserving 
and flying of vintage gliders and 
sailplanes?
A.   Chris Wills, the Vintage Glider 
 Club in England
B.   Jan Scott, the Vintage Sailplane 

Association in the US
C.   Willi Schwartzenbach, the 

Oldtimer Segelflug Vereinigung in 
Switzerland

D.   Klaus Heyn, the Oldtimer Segel-
flug Club in West Germany

E.   Martin Simons, the Vintage Glider 
Association in Australia

10. The Aeronca C-2 Flying 
Bathtub was a modified glider. 
TRUE or FALSE

Clio’s Wings
Clio, the Muse of History

 Clio, the ancient Greek muse of history, has had a great interest in the history of 

gliding and soaring ever since Icarus and Dædalus first spread their wings. In an 

effort to foster an appreciation of that history, she has inspired the following quiz. 
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GFA Badges  
& Certificates
FAI List – October 2003
A CERTIFICATE
Fewkes, Christopher Grant 10884 GC of North Tasmania
Moore, Michael Ryan 10887 Southern Cross

C CERTIFICATE
Tromp, Sara Angeline 10741 Darling Downs SC
O’Sullivan, Gregory James 10801 Geelong GC

A B AND C CERTIFICATE
Keir, Michael John 10885 Gympie GC
Bogaard, Ian Roy 10886 Hunter Valley
Berg, David Robert 10888 Caboolture

SILVER C
Coleman, Benjamin James 4498 Hunter Valley
Dearden, Anne Maree Jane 4498 Kingaroy GC
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The answers can be found on page 45

JAXIDA – condensation-free
ALL WEATHER COVERS
For gliders and motor aircraft
!  Keeps your aircraft clean and dry 

even if left outside in the rain
! Self-polishing action in the wind  
! UV-coated

JAXIDA COVER
Design reg. 20 62 846 
Pat. No. 93 00 546

Verner Jaksland, Strandmøllevej 144, DK-4300 Holbæk • Tel: + 45 59 44 07 
25 • Fax: + 45 59 44 06 09

E-mail: jaxida@jaxida.dk • Internet: www.jaxida.com

Claims for all badges and certificates to:
FAI Certificates Officer Beryl Hartley
PO Box 275, Narromine NSW 2821

Ph: 02 6889 2733 (w), 02 6889 1250 (h)
Fax: 02 6889 2933, Email <hartley@avionics.com.au>

Decentralised Com petition entries to:
Chris Stephens

PO Box W48 Wanniassa ACT 2903
Ph: 02 6231 4121, Email <poboxw48@dynamite.com.au>
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ver the years the length of lines (dis tance between pilot and 
glider) has increased. This means greater speed on turns, and 
an increased load on each line. At the same time, the number 
of lines has halved, with a 70% reduction in diameter. Of 
course the line quality has improved to handle this.

However, a few accidents in France have attracted the attention 
of the line manu fac turers. British pilot Hamish Philip was doing a 
cross-country course with Jocky S in a year-old borrowed Genesis 
with microlines (unsheathed). As he entered a thermal, 23 lines on 

one side snapped. He had a reserve and 
landed safely on the back of a Lada!

Last year, another incident involved a 
French instructor flying a borrowed glider 
with competition lines that had 100 hours 
airtime. After the second turn on a spiral,  
all the lines on the inside riser snapped.  
He didn’t have a reserve and did not survive. 
More recently, Eric Beauvelet, wanting to 
reline one of his school gliders, decided to  
fly down the valley to the workshop with  
it. Forgetting what was above his head, he 
started a spiral. Again, on the second turn, 
many lines snapped in a row; lots of 1.1mm 
middle lines and also lower lines at the level 
of the heat-shrink. He didn’t have a reserve 
but survived with multiple injuries after 
executing an awesome PLF.

In Australia, a pilot bought a second-
hand wing and flew it in thermal turbulence. 

On recovery after a big asymmetric tuck, all the lines on one side 
broke. Jason pulled his reserve and landed safely on a tall tree.

Another pilot had six “A” lines snap while thermalling. He 
managed to keep the glider flying and landed safely. The probable 
cause was a salt water landing six months earlier.

Although one of the gliders mentioned above was equipped  
with Kevlar lines seldom used today, and others had comp lines,  
the latest accident involved Supararam, currently used by 60%  
of paraglider manufacturers. The other 40% are using Dyneema  
(and some use both).

I have noticed reluctance with Australian pilots to replace lines. 
Considering the impor tant role lines play in our safety, they do merit 
our close attention. A paraglider line is a sophisticated product: 

A platting machine takes around one hour to produce 20m of 
lines. The textile fibres, derived from petrol, are heated and cut into 
hair like fibres. The factory “Cousin” in France produces 70% of 
paraglider lines globally (15,000km worth in length in the year 
2000). It’s a family enterprise founded in 1848. Today it employs 500 
people to work around 1,000 machines. It buys the raw product 
from big chemical companies. After giving up on polyamide (nylon) 
and polyester (due to shrinkage), it settled on dyneema (high module 
polyethylene) or superaram (polyamide aromatic, aramide). Dyneema 
has all the qualities needed for a paraglider, but it does stretch under 
big loads (flying incident, acro, etc) and does not tolerate heat well. 
The heavier Superaram doesn’t stretch as much, but has less resistance 
to fatigue and UV.

Didier Pascal from Cousin states: “When I see competition pilots  
on 0.9mm unsheathed, it doesn’t give me confidence. The thicker the line, 
the stronger it is: by increasing the dia meter of a line, we gain much more 
on strength that we loose on drag. An Aramid line of 1.2mm has a break-
ing strength of 120kg. If we double the diameter (2.4mm), the strength  
is 410kg! At Cousin, we insist that a line has a limited life span. They 
are subject to wear and tear through shocks, bending, UV, salt, heat and 
humidity. So the annual check of the strength of the lines recommended 
by all manufacturers is indispensable.”

Andre Rose, chief test pilot for ACPUL: “One must know that  
a line can loose 50% of its strength when fitted to the glider, because  
of a bad thread for example. Even a simple knot can cause 50% loss  
of strength. Therefore we must be certain that the coefficient of margin  
of safety on a new glider is huge. We should organ ise a study on the aging 
of the lines, but unfor tu nately such a project would cost a lot of money.”

PARAGLIDER LINES: 

How safe are yours?
Compiled by Jean-Luc, CFI Rainbow Paragliding

When I started flying over 10 years ago, paragliders had 

more lines (on average 100M more) than they do today.  

They were also much thicker. Grabbing your A’s could mean 

16 lines by 1.8mm – a big handful!

O
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Pierre Bouilloux from Supair: “Uncon sciously we end up taking the 
act of flying for granted. Eric B did 360’s under a wing that he could  
not trust. It’s not about pointing the finger; it’s the type of mistakes that 
we all do now and again. It’s stronger than we are. Maybe we should 
rethink the way we approach the sport. Flying is an important act.”

I hope the above comments from pro fessionals will convince you 
to be meticulous with your lines, although there is no need to panic, 
paraglider line failure is rare. The major ity of paraglider manufacturers 
only use the best quality lines available. All the line accidents men-
tioned above involved used gliders. On the other hand, we are all 
flying used gliders, as they don’t stay new for long.

Here is some line safety advice to prevent line failure:
•  Don’t leave your glider in a hot car (even the boot gets too hot  

in the sun).
•  Never pack and store a humid or wet glider (dry it first, in the  

shade is better).
•  Don’t drag your wing on the ground.
•  When packing up, place the lines (without hard bending) towards 

the leading edge, where they will be less compressed and have  
better ventilation.

•  Big ears, B’s, spirals or acro manoeuvres heavily load the lines, 
therefore accelerating the aging process. Safe acro requires a change  
of lines every 50 hours (at least the lower lines).

•  After a shock (violent reopening after a big collapse, tree landing,  
etc) you should check the lines involved.

•  If buying secondhand, have the lines checked right away before you fly.
•  If your lines are equipped with heat-shrink, then you have another 

reason to have the lines checked, as it could have weaken the lines  
if the heat-shrinks were improperly fitted (overheating the lines).

•  Spontaneous aging does exist: even properly stored and unused,  
a wing and its mate ri als are aging and weakening with time.

•  There are no miracles: the quality of lines fitted to a paraglider  
is reflected in its price. Be wary of cheap products.

•  Be realistic with the way you use your wing: if you often do acro, like 
over 12m/s sink spiral (that can put 5G on some lines), or drag your 
glider on the ground with every take-off, be more vigilant with the 
state and the frequent checks of your lines.

•  If the glider feels lazy to inflate and shows tendencies to drop back 
when it comes over your head, the lines could be stretched, or worse 
still, the fabric porous.

•  If a turn on one side seems faster and easier to induce than the other, 
it probably means you have an asymmetric line problem. One side 
could be stretched. This happens if you do acro on one side only.

•  After three years of careful use of a paraglider, expect to loose 50%  
of the original breaking strength of your lines.

•  A professional inspection is the best way to be sure. For example,  
at Rainbow Para gliding, we check length of lines, resistance of lines, 
resistance and porosity of the fabric, visual inspection of line thread-
ing, line attachments, cells, diagonals and ribs, leading and trailing 
edge. Finally, ground handling and execution of manoeuvres in 
flight. A written report is provided.

Conclusion
A paraglider is an aircraft, so we should have a serious approach to  
its maintenance. One would not expect a GA pilot to fly his plane 
without maintenance checks. Most para glider manufacturers recom-
mend a yearly check or every 100 hours. As the glider gets older, it 
should be every 50 hours, unless an incident gives you reason to 
doubt some lines and hence cause you to check earlier. 

I hope this article has brought to your attention the importance 
of the lines and regular maintenance checks. Your safety depends  
on it!

  



 
 

 
 

 
 

 
don’t think of myself as a 
superstitious per son, but I must be, 
because I have been reluc tant to write 
anything to do with the issue of safety. Why? 
Well, I ‘m not exactly comfor table being 
moralistic about these things. More 
specifically, I have a deep seated fear that no 
sooner than it appears in print, I’ll plough 
into some mountain somewhere, thereby 
revealing my complete lack of credibility.

But then again, I’ve so far managed to 
chalk up near 400 hours with nothing so 
much as a grazed knee and a sore thumb.  
So why do I feel so vulnerable?

The answer, Dear Reader, requires a 
jour ney into the mists of time and the mur-
ky depths of my logbook.

The year was 1989. I was nineteeen. 
Mullets were still an option, the Berlin Wall 
had just come down, and Kylie Minogue, 
also 19, was launching her international pop 
career, not that I was paying much attention.

Simultaneously, I was embarking on my 
career in the infinitely less glamourous world 
of hang gliding. Not that Kylie was paying 
much attention.

Me and my mate from uni, Andrew, 
were on our first visit to Stanwell Park. As  
a low hour novice pilot, Stanwell was a kind 
of holy grail for me. We had driven up from 
Melbourne together. This took quite a long 
time. Andrew was a mild mannered but 
stubborn country boy. As he was driving his 
mum’s Camira, he wouldn’t let me drive and 
being a mild mannered country boy, he 
never went faster than 80km/h the whole 
way. To my surprise, we eventually arrived at 
our destination, and even more surprisingly, 
when we got there it was on!

Setting up, we found the Moyes Boys, 
Mark Newland and legendary 
aerobatic pilot Danny Scott testing the 
new XS high perfor mance weapon. 

Despite our keenness to get into the air, we 
couldn’t resist wandering over to chat to 

the sky gods and see what the 
latest and greatest comp 

machine was 
all about.

“Pick it 
up,” said Mark. 

“Feel how light it is.” I managed to heave it 
about one centi metre off the ground. “Yeah, 
it’s great,” I said, grimacing.

Being super keen and quite happy with 
our single surface machines (I was flying a 
Gyro trainer with a Rainbow Stripe) we were 
soon off on the heels of the test pilots, who 
seemed to have disappeared into the ether.

We launched, but alas, the wind soon 
dropped off and Andrew was already head-
ing off down to the beach, defeated. But I 
wasn’t just going to roll over like him. I had 
convinced myself I was the next Danny Scott. 
I was going to salvage something. I was 
going to do it with style. 

Nothing for me would do but the most 
perfectly executed ‘fly on the wall’ landing in 
the history of audacious landings, or in the 
history of flies for that matter. 

Turning resolutely towards the hill, I 
pulled on speed and aimed at the face. Of 
course, pulling on speed in a Gyro is really 
just pulling on sink, even if your glider has  
a Rainbow Stripe. Consequently, by the time 
I approached the hill I was a considerable 
way down the face. Out of my peripheral 
vision I could see the rusty wrecks of stolen 
cars that had found themselves in a similar 
predicament. Eventually however, the waver-
ing blades of grass rose up to meet me and at 
the appropriate time, I jammed out the bar 
and mushed into the hill. I had done it! I 
had top landed at Stanwell! Well, I hadn’t 
quite landed on top, but it was close 
enough.

In hindsight, I think this flight repre-
sent ed the absolute peak of my flying career, 
at least as far as ridiculous overconfidence 
was concerned. I still hadn’t experienced 

anything that put lie to the popular bumper 
sticker of the time – “Remember when sex was 
safe and hang gliding was dangerous?”

A few weeks later, I was flying at Bells 
Southside for the first time. Southside was  
a coastal site with a convenient top landing, 
and for those who preferred it, an incon ve-
nient beach landing. For some reason, may-
be only because someone said so in jest, I 
had convinced myself that the bottom land-
ing was for emergencies only. After soaring 
for a while, the wind began to drop off. By 
then I had convinced myself that if I didn’t 
top land I was going to fly into the surf and 
be lost forever. I just had to top land! No 
worries, I’d done the same at Stanwell a few 
weeks before.

Coming in too high, I floated over the 
end of the landing field and in a panic I 
mushed down into the scrub before the cliff 
edge. Except that by some fluke I had picked 
a tiny area roughly in the shape of a Gyro 160 
that was completely devoid of vegetation. 

When my rescuers arrived on the scene 
they were perplexed. “Why didn’t you land on 
the beach?” and “Hey, how the hell did you 
manage to put it down in this bare patch?” 

Of course, I couldn’t say why to either. I 
just couldn’t believe I had screwed up like that.

But this was merely the first in a long 
and educational series of flying bloopers.

Looking back, this wasn’t an Accident. But 
it was an Incident. So what’s an Incident?

Here are two broad definitions.
Definition 1:
An Incident is putting yourself in a situation 
that leaves too much to chance or taxes your 
skills in a way that is not fun.
Definition 2: 
Incidents are the hilarious ‘no shit there I 
was’ stories that you tell  
in pubs at the end of the day.

Conversely, an accident is an incident 
that results in glider damage or pilot dam age. 
But I’m not going to get into the seman tics of 
what constitutes an accident. I say don’t just 
look at accidents, look at incidents, because 
incidents show you how an accident occurs.

Not only that, your logbook, if you keep 
one, is littered with them.

H A N G  G L I D I N G  •  P A R A G L I D I N G  •  M I C R O L I G H T S

The Slippery Art of Flying Safely
Rob Julian

I Should be so Lucky, (Lucky-Lucky-

Lucky) I Should be so Lucky Above 

(repeat)

I
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UHF Radios
BEST PRICES EVER !

IC-40s
- UHF 40ch CB Handheld.
- The # 1 selling HG/PG radio !
- Fully featured yet simple operation.
-  Rugged construction (based on 

commercial/military product).
- Includes battery and charger.
-  Scanning (3 modes) and subtone  

CTCSS for silent standby.
-  60ch capacity (free programming  

of extra channels).
  40 CB channels +20 channels receive  

only or private channels to license holders. 
- 5 watt/1 watt (hi/lo output).
-  Made in Japan – two year warranty.

Normal RRP $470 FREE Leather case!!!

NOW ONLY $399!
incl. GST, deliver, and free leather case (worth $41)! 
RRP total = $517. You save $118. Offer ends 31 December 2003

NEW! NEW! NEW! NEW!

IC-400PRO
- UHF Mobile Radio with the lot!
- Icoms first ever in Car CB radio
- Class Leading Performance!
-  128 channel capability (free  

programming of extra channels)! 
  40 CB channels + 88 channels  

receive only or private  
licensed channels.

- Powerful Commercial spec transmitter.
- 5 watts on CB, 25 watts on private licensed chs.
- Scanning, Selcall and CTCSS for silent standby.
- US Military Spec construction.
- Made in Japan – two year warranty. 

Normal RRP $473

INTRO PRICE $419! (offer ends 31 December)

Plus Airband VHF radios, Multiband (2m/70cm) radios and all accessories 
at discount prices.

Ph: 02 67 85 65 45
Fax: 02 67 85 65 46
Email: skygodfrey@aol.com

www.flymanilla.com
“The Mountain”, Manilla, NSW, 2346.
Phone, fax, email orders and credit cards accepted!

Also GPSs at great prices and the right advice – call to find out more.

Looking at my logbook and using Definition 1 above, (assuming 
that X is a Hang Glider, and Y is what you say when Moyes send you 
the spare parts bill) I get the discouraging result that I can expect a 
‘situation’ every ten or so flying hours. An incident can be something 
as trifling as dropping a wing on launch to having a full blown prang.

All of these are my own fault because:
a)  I fly hang gliders
b)   I want hang gliding to be fun at least some of the time
c)  I keep repeating the same mistakes

So I encourage you, if you have the patience and a reliable log 
book, to sit down, be honest and write down every time you stuffed 
up, even in a minor way, as a one line ‘incident report’. I managed to 
almost fill a whole A4 page. It was the usual stuff: poor approaches, 
top landing woes, turbulence on approach, dodgy launches. But better 
than reading somebody else’s accident reports, it shows me the types 
of errors I tend to make. It makes for sobering reading, unless you 
think of them in their not-so-proper context as hilarious flying anec-
dotes. Here are a few of the ‘funnier’ ones for your reading pleasure.
•  Attempted first wingovers and landed per fectly to find one downtube 

bent (what the?)
•  Wireman failed to clear sidewire on launch and had to run off 

yawed to one side (side splittingly funny)
•  Crashing into slope after trying to ‘ridge soar’ embankment in dodgy 

old glider (doh!)
•  Slack pre-flight resulting in folded mylar going unnoticed resulting  

in dodgy pitch pressure (hilarious)
•  Forgetting to release VG and doing two downtubes (very funny indeed)
•  Diving underneath a paraglider to avoid a mid-air (those crazy jellies!)
•  After landing in very rough air, noticing the nose catch was about  

to fall off (pure comedy)
•  Car running out of fuel while launching on tow (should’ve been  

on Funniest Home Videos)
•  Overshooting tiny beach LZ after coastal XC flight and needing  

high flare to avoid water (off the scale on the laugh-o-meter)
And so the list goes on. But don’t think I’ve got a monopoly on 

the fun. My friend Steve, usually a prudent fellow, once stowed his 
radio in the side pocket of his harness and secured it with a mini cara-
biner. One day, about a thousand over Bright Hill, he weight shifted 
to one side and the mini cara biner decided to clip itself, and Steve, to 
the left hand rear wire. Ever resourceful, Steve managed to reach back 
with both hands and release himself and the glider from the ensuing 
spiral dive and lived to tell the tale at the Alpine that evening.

As I mentioned, most incidents aren’t this exotic, but they hap-
pen all too fre quent ly. There is a saying, “Hang gliding is as safe as you 
want to make it”, from which I can only conclude that nobody wants 
hang gliding to be safe, unless you consider safety as getting away 
with it all the time.

But I suppose the inevitable moral to this rambling exercise is 
that by recognising incidents and trying to avoid repeating them, you 
can minimise their frequency, and with a bit of luck, they won’t 
become accidents, just good flying yarns at the end of the day.

As an interesting postscript on the subject of superstition, I was 
about halfway through writing this article when I decided to go for a 
fly down at the coast. I began my launch run and managed to stop it 
again about three feet from the edge when one wing went down into 
the dirt. (You just had to be there!)

(Sub-ed note: Thanks to Rob for writing this article. I hope by printing it I don’t 
condemn him to immediately plough into a mountain somewhere as he suggests 
might happen. But I guess the good of the many outweigh the sacrifice of a few… 
so please take heed of Rob’s words lest they be spoken in vain – go through your 
logbooks and write down all the Incidents you’ve had over the years.)
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n the olden days of gliding there were no 
instruments and we (ok… not me person-
ally) relied upon good ole’ feel to get us 
around. We used our senses to ensure we 
had enough airspeed and height above 
ground. As time went on we started adding 
instruments to aid us determine how fast we 
were going, how high we were, whether we 
were climbing or sinking. With focus on 
competition and cross-country now possible 
due to advancement in glider design, we add 
maps and GPS’s to our cockpit. Little won-
der we spend increasingly more time focused 
on instruments, maps, GPS, LNAV, com-
passes, etc, rather than a good lookout and 
really enjoying the actual flying of the air-
craft and the beautiful scenery that presents 
itself outside the cockpit. 

In comes WinPilot from Sierra Skyware, 
Inc. – another piece of technology that’s actu -
ally supposed to reverse the trend and allows 
you to spend more time looking out side the 
cockpit… or does it? In a snap shot, WinPilot 
(WP) is a gliding computer that shows you 
on one screen your location, height, speed, 
nearest landing points, your direction, wind 
speed, distance to next turnpoint, final glide, 
push/pull based on McCready settings, map, 
airspace limits… and more! 

Ho w  i t  W or k s
Basically, WP is a piece of software (com-
puter program) that runs on a small hand-
held computer (Pocket PC) about the size  
of your passport, but about one centimetre 
thicker. The computer is largely a touch screen 
colour panel taking up about 80% of the 
front face. The Pocket PC is connected to a 
GPS via a cable or a dedicated GPS sleeve. 
The sleeve wraps neatly around the Pocket 
PC and adds about one centimetre to the 
thickness of the combined unit. The WP 

program uses the input of the GPS to calcu-
late a bunch of useful things that glider pilots 
would like to know (eg show me all the air-
fields or landing points I can reach from my 
current position, etc). Together with geograph-
ic data, airport data and other information, 
it provides an immense amount of infor ma-
tion that can be shown on the screen of the 
Pocket PC in flight. 

The Test
It’s all very well to add another piece of tech-
nology to the glider, but doing so would make 
you think that there are more things to keep 
your head IN the cockpit. In my frame of 
mind, as another glider pilot put it of him-
self, “I have an acute sense of self preser vation, 
risk and risk management.” Hence, adding 
technology for the sake of adding technology 
which distracts from the self preservation 
model is certainly not high on my agenda. 
So in evaluating WP, my pri ma ry goal is to 
test the product to see if it fundamentally 
improves safety. Other factors also include 
ease of use in flight, easy to read/see, accu-
racy of computed data and others. For the 
initial test, my aim was to test the product 
under local soaring conditions. Cross-coun-
try is the next test, but that will have to wait 
for another report. 

To prepare for the test, the following 
hardware and software items were obtained:
•  A near-new Compaq IPAQ 3870 (a 

Pocket PC)
•  A Garmin e-Trex GPS
•  A GPS to IPAQ connectivity cable
•  A GPS Sleve (as an alternate to the Garmin)
•  WinPilot Adv and Pro software 

To become familiar with the functions of 
the software, Sierra Skyware supplies a free 
downloadable simulator version from their 
website [www.winpilot.com] that allows you 

to ‘play’ with all the functions prior to flight. 
I strongly recommend spending a few hours 
with the simulator before using the flight 
computer in flight. 

The simulator is actually the full code 
with the GPS connectivity disabled. To 
simu late movement, the simulator program 
feeds in data to simulate movement, in place 
of the real GPS data. The simulated data 
simulates that you are in a glider at a prede-
fined height and speed. Luckily, the devel-
opers included a function that allows you  
to change direction and speed of the ‘glider’ 
in case things get boring flying in a straight 
line. Once WP is up and running on the 
IPAQ in simulator mode, the first (and main 
operating screen) is a colour terrain map 
showing your location (depicted by a glider) 
over the map. In the colour terrain mode, 
the simulated glider has a position update 
every few seconds. By turning the terrain off, 
the position update occurs with sub-second 
response (as I found out later, this is in fact 
the same response times when operating in 
actual flight). 

I configured the simulated glider to be 
3,500ft asl near the Camden glider air strip 
travelling south-west. Surprisingly, the NSW 
Airport and Airspace data that was down-
loaded from the website actually showed the 
Camden airstrip (and runway direction) on 
the map as well as Bankstown, Hoxton Park, 
Sydney International and most known strips 
in the area. In addition, Airspace data was 
shown depicting arc lines showing the boun-
daries of Class C airspace, restricted airspace 
etc. This is especially useful around Camden 
as 10km to the west the height restriction 
goes up from 4,500ft to 7,500ft. About 10km 
to the east, the height restriction drops to 
2,500ft. If you’re approaching one of these 
airspaces, WP gives both an audible and 
textual warning. It was also observed that a 
green label appeared around the name of the 
airport with a height label next to it. Basi cal-
ly, this meant that your aircraft (with config-
urable polar curves) with its current height, 
speed, and wind direction, will be able to 
glide to that airport (or waypoint) without 
the need for further thermals. The height 
label shows how many spare feet you will 

34 Soaring Australia November 2003

Adding Technology  
to keep your eyes 
OUTSIDE the cockpit
Kevin J Wilson

Technology has come along way… admit it! From computers 

taking up whole buildings to something no bigger that a 

pea and with probably more computational power and a 

millionth of the electrical effort required. 
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have when you get there. With the home/goal/ 
destination point assigned, there is a small 
graphic on the left side of the map showing 
your height required for final glide. There 
are chevrons on the glide bar which depicts 
pictorially, if you are close, or way short of 
the required height for final glide.

By double-clicking on an airport in the 
map view, a view screen pops up showing 
details about your current situation in rela-
tion to the airport as well as showing rele vant 
airport information. These details include 
your current distance from the airport, 
arrival height above airport at your present 
course and direction (at MacCready settings 
0, 2, 4,), ATIS, tower and ground frequen-
cies, runway directions (visual map) and 
others (courtesy of the US Government). 

On the main screen, a configurable 
status bar at the bottom of the map allows 
you to show information that you feel is 
relevant to your gliding situation. The status 
bar allows five to six separate pieces of infor-
mation and it’s up to you to decide what 
information you want to see. You can add 
more information, but the map real estate 
gets smaller to accommodate. The infor-
mation available includes: ground speed, 
turnpoint distance, current bearing, L/D, 
time, time left, ground level, leg speed, task 
speed, track, wind, altitude QNH, altitude 
AGL and a lot more. With all this informa-
tion, the map can get cluttered. It is advis-
able to configure the font sizes to suit your 
needs. I find using smaller fonts de-clutters 
the screen.

The configuration options of WP are vast. 
With three menu screen and loads of sub-
menus, it is relatively straight forward to cus-
tomise your copy of WP to meet your needs. 

Fl ig ht Test
With fresh batteries in the GPS and fully 
charged IPAQ, Bill Kirkham (fellow Southern 
Cross Gliding Club glider pilot) and I took 
the equipment out to the glider to test the 
features of the software in flight. For safety 
during our first test, I did the flying and Bill 
went through the features in flight. The fun-
damental aim of this first field test is to test 
how easy it is to use (installation and visibil-
ity), the accuracy of the information present-
ed and how reliable the figures are in flight. 
For this test we used the IPAQ in conjunc-
tion with the Garmin e-Trex. 

The first thing we noted is where to put 
everything. We have two devices and had no 
thought to securing the components. So, 
with a bit of Velcro, we were able to stick the 
GPS to the top of the instrument cluster in 
the rear seat and just hold on to the IPAQ 
for the flight. Hooking in the GPS to the 

IPAQ was a cinch as all it took was plugging 
in a cable to the GPS and the other side to 
the IPAQ. As soon as the cable was connect-
ed and the WP software started, the main 
view screen on the IPAQ showed a map view 
of Camden with the little glider icon sitting 
just where we expected it to be… right on 
the end of the runway at Camden. With 
QNH altitude set in WP, and a wave to our 
wingman, we were off!

On climb, WP didn’t register height above 
ground till around 400ft, but once started, it 
seemed to produce reasonably accurate height 
QNH plus or minus 100ft (as compared to 
the gliders altimeter). The colour screen map 
and information appeared very clear, espe-
cial ly with the sun directly on the screen. 
What was a little troublesome is when the 
sun was dead in front of the glider. All you 
see in the screen is your face! The recom-
men dation here is to use a quality screen 
glare guard to fix this problem. On climb, 
you could easily see the glider on the map 
(top down view) and the heading. By a 
quick glance at the screen, it would be very 
easy to do a radio call stating your position 
based on your position relative to the air-
field. “…Zulu Alpha Yankee two kilometres 
south-west of Camden at 2,000ft circling.” 
The refresh rate, which updates your current 
position, appears to take its time (a few 
seconds). However, when the terrain is 
switched off (via a button on the front of  
the IPAQ), the refresh rates are much faster 
(sub-second updates). 

For navigation purposes, we wanted to 
see how easy the map translates to the view 
outside the cockpit window. As a test, we 
headed towards the runway with the zoom 
setting on around five kilometres. As we got 
close to the end of runway 06 main centre-
line, WP accurately showed Camden Run-
way 06 ahead and to the right. The map also 
showed main roads, rivers and via colour 
contours, the ballpark heights of nearby hills. 
One of the things we did notice is that with-
out any external power to the IPAQ, a 
20-minute flight really drains the IPAQ 
battery. The best thing to do is to also rig a 
power coupling to the glider’s battery or use 
anoth er external battery source. 

On circuit entry, we started mid-down-
wind at 800ft and WP indicated at 100 to 
200ft below height requirement. This is cor-
rect as we planned circuit entry to arrive at 
1,000ft. However, it’s best not to get too 
com fortable as you may be 1,000ft above the 
runway threshold but still not be in the right 
position to enter circuit, which may take you 
300 to 400ft height loss to reach correct 
circuit entry point. 

As feedback from one of our junior pilot 
(<20-hours solo), he found WP quite good, 
although his head was glued to the WP 
screen during flight! Herein lies the impor-
tance of familiarising yourself well with the 
software before you fly. Our recommenda-
tion is to use the simulator and then spend 
the first couple of flights as dual (without 
being Pilot-in-Command) to get familiar 
with viewing the information quickly. It is 
essential that the IPAQ is mounted properly 
to allow quick visibility of the screen.

For the second test, the primary aim is 
to see if having this extra piece of technology 
actually helps to minimise risk. Risk minimi-
sa tion from this tests perspective, is basically 
the ability to better avoid a collision. The 
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initial premise was that the software would 
enable the pilot-in-command to quickly look 
at the WP screen, absorb the information 
and bring their eyes back outside the cock-
pit. The idea is that the information present-
ed allows us to make decisions without 
refer ence to multiple dials or page through 
many GPS screens to indicate heading, 
location, GS, etc and hence reducing the risk 
of not keeping a good lookout. As you will 
see in the next paragraph, we were actually 
surprised at how WP actually helped us 
avoid a potentially dangerous flight!

This time we turned the flight logger on. 
Bill did the flying and I managed the flight 
computer. After releasing from the tug and 
performing a few consistent turns, WP 
instantly shows an arrow pointing at the 
glider. This arrow is a wind direction arrow. 
On the tail of the arrow there is a number 
indicating the wind strength at that altitude 
(in WP Pro version, it is not necessary to fly 
circles to pick up the wind direction). When 
thermalling at different altitudes, WP again 
updates the wind information. By touching 
the wind indicator, a pictorial wind-slice is 
shown, indicating the direction and strength 
of the wind at different altitudes! Pretty cool, 
eh ? Another useful feature is the trace. As 
you fly along, WP shows a trace of where 
you have been and what you have been 
doing. We noted that when we left a ther mal, 
our trace showed the circles we left behind. 
What was even more interesting is that when 
we travelled away, and then came back to the 
circles, we could actually pick up the thermal 
again! In the Pro Version, it’s even easier with 
the display of thermal dots – the larger the 
dot, the bigger the thermal. Now, more 
importantly and without realising it, as we 
were thermalling along we were approaching 
the 4,500ft limit. Without WP we felt we 
may have been in the right area to step to 
the 7,500ft zone. By quickly looking at the 
WP screen, we noted that we were just inside 
the 4,500ft zone. Had we continued our climb 
we could have breached the 4,500ft limit  
in the zone we were in! WP saved the day! 

With the logger enabled, we were able to 
review the flight trace in the simulator after 
the flight. We were even able to replay the 
whole flight second by second! Being a 
standard .igc file, the log can be imported 
into your favourite logger display program. 

Conc lusion
So fundamentally, the question is: Does 
adding technology such as WinPilot actually 
reduce risk? The more familiar we (Bill and 
I) became with the software and explored its 
features, the more we understood the real 
benefits. It’s obvious to note, this is not your 

standard Sunday afternoon flying software. 
This is serious gliding software geared 
around competition and cross-country flight 
– we know, because the developers are 
actually competition glider pilots!

What I have described here is really only 
a small portion of the benefits of the pro-
gram. There are many more functions avail-
able around setting tasks, start gate type, 
rounding of turnpoints, finishing rules, etc. 
To ensure there is no danger using the soft-
ware, we recommend a Silver C prior to 
usage to ensure safe flying skills first. So, 
back to the question… does WinPilot 
actually reduce risk? Funnily enough, the 
answer is – maybe! Depending on how you 
fly today will govern whether WP will actu-
ally reduce risk. For Sunday flyers, you really 
don’t need this software to tool around the 
sky. You know what you are looking for and 
adding this technology may potentially dis-
tract from your flying fun. However, if you 
have any inclination to stretch yourself (as 
with any sport), you need to be well pre-
pared. Pilots who want the thrill of moving 
away from home base and performing any 
form of cross-country will already have an 
armoury of equipment, maps, GPS, etc,  
to provide information they need for their 
flight. They will have spent the time on the 
ground with thorough preparation prior  
to flight. With WP this is no different. 
Planning is the key to a successful flight.  
All WP does is collects the information and 
display that information in a format that is 
easy to see, retrieve and handle. In this case, 
I would be confident to say that WinPilot 
does indeed reduce risk as there is less fum-
bling around to access information in the 
traditional way. So I give WinPilot the big 
thumbs up for data presentation, configura-
tion and ease of use and I would recom mend 
any glider pilot give this software serious 
con sideration. 

Hardware Requirements
Minimum requirements are:
•  COMPAQ IPAQ (WinPilot works with 

models 22xx, 38xx, 39xx, 51xx, 54xx, 55xx) 
•  Any GPS (with NMEA output). Eg: 

Garmin, Magellan, NAVMAN or TRANS-
PLANT (both are GPS Sleeves), etc.

•  GPS to IPAQ connectivity cable (not 
required if you have a GPS sleeve)
For this test, the IPAQ and e-Trex was 

obtained from e-bay (internet auction site  
– [www.ebay.com.au]. The Navman GPS 
sleeve was obtained directly from Navman 
Australia. The WinPilot software and GPS 
connectivity cable were purchased electron-
ically from [www.craggyaero.com]. Payment 
for WinPilot can be done via credit card 

from their website. Once approved, a pass-
word is sent to you to enable the GPS inter-
face of the software. The program itself is 
downloadable freely from the Craggyaero 
website. Without the password, the software 
will still be operational but in simulator 
mode only, ie, it does not allow you to get 
real-time information from the GPS. 
Prices as tested:
Compaq IPAQ 3870 – A$430
Garmin e-Trex GPS – A$370
WinPilot Adv – US$375
Connectivity Cable – US$40
Navman GPS Sleeve (optional and replaces  
E-TREX GPS) – A$899
Transplant GPS Sleeve (Optional) – US$200
WinPilot Pro (optional) – US$475

For those that keep paper diaries, now is 
the time to upgrade to a Compaq IPAQ! If 
you keep your business contacts and calen-
dar information in your paper diary, you can 
put it all in a Compaq IPAQ meaning you 
can purchase the IPAQ as a legitimate busi-
ness expense. In addition, if you travel by 
road for business, why not get a Navman 
GPS Sleeve as well! With turn-by-turn voice 
navigation, it will get you to your next 
customer meeting quickly. With Australia-
wide street navigation, you can throw that 
old street directory out the window. The 
Navman GPS sleeve comes with both a 
window mount and car charger (powering 
both the GPS and IPAQ). 

For those who want WinPilot just for 
gliding, then you probably only require a 
external GPS (like an e-Trex). If you want  
a GPS sleeve, then I recommend the Trans-
plant GPS which is much cheaper than the 
Navman. You can purchase the Transplant 
GPS directly from the Craggy Aero website 
for US$200. For the sleeve, you will most 
likely want to buy the canopy mount as well. 
Again, see the Craggy Aero site for different 
mounting options. One word of warning… 
if you get the GPS sleeve, you won’t be able 
to use the WinPilot Pro version, unless you 
have another GPS. The Pro version requires 
that the GPS goes into the Borgelt first to 
get the air data and then into the IPAQ. Of 
course, if you have the Cambridge 302, you 
don’t need an external GPS as the 302 
already comes equipped with one. You may 
want to see the Craggy Aero website for all 
the configuration options. 

As with any software that you download 
onto the PocketPC, you will also require 
access to a PC that can connect to the inter-
net. You will require some level of computer 
literacy in order to download and configure 
the software on the IPAQ. For a small fee, 
fellow glider pilot Bill Kirkham (contact: 
0413 186186) will purchase all the equip-

36 Soaring Australia November 2003

G L I D I N G



Aviation Medicine Reports  
and Notes on Gliding
Graeme Barton

Earlier this year, the Australian Gliding Museum received from Dr Antony Segal,  

a retired medical practitioner in the United Kingdom, a complete set of the articles  

he has had published about pilot safety. The subjects covered in these articles should be 

of considerable interest to the gliding community. 
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ony has had widespread 
experience in the field of aviation 
medicine. After retiring from his 
medical practice, he undertook 
and completed a six months 

course for the Diploma in Aviation Medicine 
and he has been carrying out experimental 
work on pilot-safety at the Centre for Human 
Sciences, DERA, Farnborough. Tony has 
been a glider pilot since 1956, he is a Fellow 
of the Royal Aeronautical Society, and has 
received a num ber of awards for his work in 
the field  
of crash injury prevention from OSTIV,  
the Royal Aero Club and the British Gliding 
Association.

 A listing of the articles received follows. 
This listing also includes the publications in 
which they were published or, if not pub lished, 
the meetings at which they were presented.

Copies are available by request to Graeme 
Barton, Secretary of the Australian Gliding 
Museum, 2 Bicton Street, Mount Waverley, 
VIC 3149, or phone 03 9802 1098. It will 
be necessary for recipients to cover the  
cost of duplication (at Officeworks rates) 
and postage. 

“Aviation Medicine Reports and Notes on 
Gliding” – Dr Antony M.Segal, MB BS, 
FRAeS, Dip Av Med.
“Pilot Safety and Spinal Injury” – Technical 
Soaring, Vol 12, No 4, 1988.
“Aircraft (Full-size Glider) Crashworthiness 
Impact Test” – Technical Soaring, Vol 14,  
No 2, 1990.
“Aviation Medicine Notes” – Not published. 
Presented to the OSTIV Sailplane Develop-
ment Panel, Oerlinghausen, Germany, 
September 1992.
“Proposed Emergency Unassisted Escape System”
“The Risk of Deep Vein Thrombosis in Glider 
Pilots, Especially as Related to a Steeply Raked 
Seat pan Angle”
“Resonance Frequency of the Glider 
Undercarriage , and the Pilot’s Body”
“Anthropometry and Glider Cockpit Design”  
– Technical Soaring, Vol 18, No 1, 1994.
“Dynamic Testing of Highly Damped Seating 
Foam”- Technical Soaring, Vol 19, No 4, 
1995.
“Jump or Bump – Parts 1/2/3” – Sailplane 
and Gliding Dec 1991/Jan 1992, Feb/Mar 
1992, and April/ May 1992.
 

T
CLIMATE AND 
DUST COVERS

Why be afraid of dust, rain sun?
Protect your airplanes  
with effective covers!

From Sweden. 
All covers are made of white waterproof web and 

have very high UV protection.
All sewing is with double thread.

We give you four 4 years guarantee  
on the materials. 

Easy to wash.
I will send product and materials  

information if you wish.

For more information  
contact Lars-Erik Blom:

Emfo AB Sweden – Fax: 46 504 15150 
Email <emfo@telia.co>,  
Internet [www.emfo.se/]

ment, configure the software onto the IPAQ 
and deliver you the complete operational 
package. All you have to do is mount it in 
the glider and install the power connection 
kit to allow you to power the GPS and 
IPAQ from your glider battery (and he can 
do that for you too!).

For the do-it-yourselfers, the folks from 
Craggy Aero have good email and phone 
support.

The WinPilot site [www.winpilot.com] 
has all the WinPilot programs as well as all 
the terrain maps, airspace data and main air-

ports. WP does however, miss out on some 
of the smaller local aerodromes. Luckily, you 
can download them off other websites, but 
only as user waypoints (you don’t get the 
fancy stuff like runway direction etc). Prior 
to flying a task, you might like to add in user 
waypoints for your area – see [http://acro. 
harvard.edu/SOARING/JL/TP].

The site has files for downloading and 
importing into flying programs. I found one 
for Camden and Lake Keepit which is 
WinPilot formatted.

 David Pietsch in his ASW20 at 8,000ft in weak wave during 
the Canberra Gliding Club’s wave camp at Bunyan in August 
Photo: Bruce Campbell from the back seat of Bernard Eckey’s ASH.
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Paul Matthews

It would appear that many pilots intend-
ing to fly in Australian national gliding 
competitions are not aware of, 
 or do not understand, the new insu-

rance requirements for these events. Quite 
simply, the situation is:

•   When registering at a national 
gliding competition, a pilot must 
provide proof of third party and 
public liability insurance cover in a 

sum of not less than $1,000,000 in the joint 
names of the owner, the organization which is 
running the event, the GFA and the State 
Association.
•  If you have an insurance policy with public 

risk at $1,000,000, the extra insurance 
cost to fly in a national competition is nil.

•  Anyone taking out a policy has to pay  
a minimum premium of $500 plus state 
charges, which would more than cover  
the premium but other cover can be added 
at no cost, eg: ground cover, higher public 
risk, etc to get the value out of having  
to pay this minimum amount

•  The GFA Broad Based Liability policy now 
only provides minimal cover and is commer-
cially very low, but the cost to the gliding 
community to increase it is prohibitive and 
hence the need to add this requirement.

Tim Shirley

I’d like to encourage all interested pilots 
to consider attending the Multi-Class 
Nationals at Gulgong, which start in late 
December. The NCC (National 

Competition Committee) has substantially 
changed the format of the event, and as a 
result it should be attractive to a much wider 
range of gliders and pilots than ever before.
The format is now a two-class handicap com-
petition, with the classes divided by perfor-
mance rather than wingspan. The Open Class 

is open to all, though it is aimed at 
the mod ern Open and 18 Metre Class 
gliders – the 15 Metre Perfor mance 
Class is for those gliders with lower 
performance includ ing Standard Class, 

15 Metre Class, and older gliders with similar 
performance regardless of wingspan. Nimbus 
2, Kestrel, and 16.6m Ventus, for example, 
would all compete in this class.

The competition allows water ballast and 
is handicapped so that those with slightly 
lower performance gliders will still have a 
good chance. You are able to take rest days 
and fly as pilot pairs, as well. Tasking will  
be a mix of fixed tasks (AST) and Assigned 
Area tasks (AAT). Task lengths will still be 
set on the basis that gliders and pilots are 
competent at Nationals level, though of 

course the AAT task ensures that slower 
pilots have a chance to complete a shorter 
task on a day, without landing out.

If you always wanted to try the Multi-Class 
Nationals but thought that your glider was 
uncompetitive, or if you previously thought it 
was too hard because you had to fly every day, 
take a look at the handicap list and the rules 
on the GFA website or in last month’s Soaring 
Australia – you may be pleasantly surprised. 

And if you are a competitive pilot with  
a top class glider, the format will bring you 
more competition and closer racing without 
handicapping you out of contention.

If anyone wants more information about 
the event and the new format, please email 
me at <tshirley@bigpond.net.au> or give me 
a call on 0417 268073. See you at Gulgong.

Tim Shirley

Since this formula has now been 
adopted for the Multi-Class and Club 
Class Nationals, I thought a brief 
explanation of how it works is needed.

Although on the surface this for mula 
looks as complicated as the old Australian 
formula, it is actu ally much easier to under-
stand and to calculate. 
1.   The formula gives 1,000 points to the 

winner, by giving a number of points for 
distance and a number for speed. Finishers 
get all the distance points and some of the 
speed points (all of them, if they win). 
Non-finishers get only distance points.

2.   For the purposes of the formula, a finisher 
is someone who gets around the task at 
more than two-thirds of the winner’s speed. 
Those who get around but at a slower 
speed get full distance points only, and are 
not counted as finishers by the formula.

3.   If everyone is classed as a finisher, there are 
666.7 points for speed and 333.3 points 
for distance. If there are some non-finishers 
then the number of distance points increases 

and the number of speed points decreases, 
but the sum is still 1,000. For example  
if 75% of pilots are finishers then distance 
points are 500 and speed points are also 
500. If everyone lands out, then distance 
points are 1000 and speed points are 0.

4.   The speed points are divided equally between 
the winner’s speed (who gets 100% of the 
speed points) and two-thirds of the winner’s 
speed (who gets 0 speed points). Finishers 
always get all the distance points. 

5.   Non-finishers get distance points only, based 
on the percentage of the task they complete. 
If they do 75% of task distance, they  
get 75% of the distance points.

Insurance for National 
Gliding Com petitions

Terry Cubley  
– GFA Development Officer

We have been looking at 
ways to provide some great 
look ing clothing which is 
practi cal, looks great and 

promotes the sport to members and non-
members alike.

This is when we took 
another look at the great 
work that Al Sim from “Go 
Soar ing” has been doing. 
After discussing the issue with 

Al we have come to the arrange ment where 
Al will continue to provide his excellent 
merchandise which many pilots are already 
sourcing and GFA will promote this 
merchandise.

When people see the merchandise and 
look up the Go Soaring web page [www. 
gosoaring.com.au] they will immediately 

find a connection to the GFA visitors’ 
website through [www.soaring.com.au].

There will be a similar link to Go Soar-
ing from the two GFA websites. Go Soaring 
will progressively take over all merchandising 
for GFA, including GFA Sales.

There will be a photo gallery where 
members can place some of their better 
photos, and where clubs can access photos 
for promotional purposes.

Now is the time to contact Go Soaring 
and order your gliding clothing for the  
new season. 

Promoting the Sport – 
“Looking for the Goods”

The World Comps  
Scor ing Formula

The New Improved  
Multi-Class Nationals
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Soaring Calendar
A U S T R A L I A
NSW State Gliding Championships  
15-22 November 2003
Lake Keepit Soaring Club will host the NSW  
State Gliding Championships. All classes catered for 
including Club and Sports. Enquires to  
Steve Hedley, ph: 02 96706733, <gliderdag@ 
pacific.net.au>.

2003 Outback Shootout  
– Tocumwal 
15-29 November 2003
International gliding competition for Open Class 
gliders at Sportavia Tocumwal Aerodrome NSW. The 
official practice days are Sat 15 & Sun 16 November. 
Both single and two-seater aircraft may enter. 
Datalogger will be used for scoring. Contact Contest 
Director Eddie Madden on  
03 58742063, <info@sportavia.com.au>.

Gulgong Classic 2003 
19-23 November 2003
Gulgong Gliding Strip, NSW. Comp to be held in the 
same format as 2002. Come and see if it can be epic 
two years in a row. Entries will be strictly limited to 
50 aerotow qualified pilots. Entry fee  
is $100 plus $35 for strip fees (total $135).  
Pay per tow. Late fee of $50 for entries after 30 
September. Enquiries to <billo@gulgongclassic. 
com> or ph: 02 49423131 or 0412 423133 or online 
info and rego at [www.gulgongclassic.com]. Comp 
factors are: B grade, 5km, 70km, 10%.

Narromine Cup Week 
22-29 November 2003 
Enquiries to Mrs Beryl Hartley, ph: 02 6889 
2733; email <hartley@avionics.com.au>.

Gathering of the Moths 
22-23 November 2003
Mt Beauty, NE VIC. Flyers of all denominations are 
invited to fly the sheltered Kiewa Valley at the foot of 
the picturesque Victorian Alps.  
Range of accommodation available. Contacts: Mark 
Ghirardello (03 5754 4572) or Don Pollock (03 5754 
1301).

Gawler Week &  
SA State Championships 
26-31 December 2003
A week of fun and competitive soaring for all pilots. 
New Year’s Eve Party on 31st. For Gawler Week 
contact Andrew Wright on 08 83034648  
or <andrew.wright@adelaide.edu.au>.  
For State Champs contact Steven Pegler  
on <stevenrpegler@bigpond.com>.

Australian Open & Nationals 
28 December 2003  
– 4 January 2004 
Deniliquin, Vic. This is an AAA, AA, A compe ti tion, 
multi-classed, groundtow or aerotow. Contact Tove if 
you are looking for an aerotow team. Entry fee: $190. 
Website: [australianopen. 
dustydemons.com]. Contact Tove for more info: 
<chgpgc@goulburn.net.au> or mobile 0419 681212. 

42nd Australian National Gliding 
Championships  
28 December 2003 – 9 January 2004
Cudgegong Soaring Club will host the National 
Championships at Gulgong, NSW. Practise days 28, 
29 December with competition days through to 9 
January 2004. The Championship will be  
in the new format of a ballasted handicapped 

competition. For more details and information contact 
Christine Meertens 02 94522777, fax: 02 94530777, 
<meertens@ozemail.com.au>.

WA State Gliding Championships  
3 -10 January 2004 
The Gliding Club of Western Australia will host this 
year’s event at Cunderdin. All classes catered for. 
Support provided for first-time entrants. Travel sub-
sidy available for all Eastern States’ entrants. 
Enquiries to the Competition Director, Rod Carter ph: 
08 96417045, <rodcartr 
@avon.net.au>.

Australian FAI Club Class Gliding 
Nationals 
11-23 January 2004
Waikerie, South Australia. Contact: John Hudson email 
<john.hudson@santos.com> or [www.
waikerieglidingclub.com.au/clubclass/].

Corryong Cup 2004  
18-24 January 2004 
(The 20th Anniversary – Take Two!)
Corryong, Vic(/NSW border). This celebration rises 
from the ashes, bigger and better than ever. Not even 
acts of god will stop us this time (uh… 
not that we’re putting out a challenge or any thing…) 
so turn up, come what may, for regis tration/practice 
day 17th, comp start 18th with registration in the 
morning. The best FUN comp of the year. Mt Elliot, 
Corryong is one of the most reliable and spectacular 
flying sights in the Eastern highlands, a hill launch set 
at the base of the Australian Alps. Tasks are generally 
50-100km with up to four turn points set to make pick-
ups easy in the flying-friendly valley. This year 
scoring will again be on a handicap basis according 
to your glider type and flying expe ri ence, so every one 
has a chance of taking out the top prizes (first three 
positions, best placed veteran, most improved 
newcomer to competitions, first placed team 
receiving the Corryong mugs and numerous day 
prizes). You must have an Int rating (prefer ably with 
inland experience), UHF radio and para chute. Camera 
optional (databack not required), as this year scoring 
will be with GPS or camera, which ever you prefer 
(please let us know if you require a roll of film). Still 
the cheapest comp on the HG calendar at $100 if you 
register before 30 Nov 2003 ($120 thereafter), 
cheques made out to Blue Mountains HG Club. Incl. is 
entry, the great 20th Anniversary T-shirt, a film for 
turn points (ask), colour topo map of the area and 
Presentation Dinner. Places are limited so don’t miss 
out. Register now with: The Blue Mountains Hang 
Glid ing Club, C/O Steve Bell, PO Box 110, Woonona 
NSW 2517. Ph: 0412 686812 or <spbell@1earth.
net>.

Bogong Cup 

24-31 January 2004 
Mt Beauty, Bright, Vic. AA (A) comp. If numbers 
permit/enough interest Bogong will be run in two 
categories. Serious and not so seri ous competi tion, 
with two launches being used. After 16 December, 
“first in best served” policy on entries. If only one 
launch used, strictly max 70 pilots. Entry fee: $190 
(incl. $15 site/club fee). Website: [bogongcup.
dustydemons.com]. Contact Tove for more info: 
<chgpgc@goulburn.net.au> or mobile 0419 681212. 

Flatter Than The Flatlands 
9-12 April 2004
Birchip, VIC. HG pilots are invited to the 11th annual 
Flatter Than The Flatlands cross-country towing 
competition. The event will be conducted over the 
four day Easter long weekend. Entry fee is $70 and 
incl. maps, daily prizes, presen ta tion 

dinner, scoring, goal beers and lots of fun. After the 
flying each day, social events including a Red Faces 
competition (mandatory event per team), movies and 
much more will be held with prizes awarded. 
Cameras not required, GPS recom mend ed, parachute 
compulsory, lots of fun guaran teed. Entries will only 
be accepted from teams of five pilots. Entries open 
Wednesday 11 February 2004 at 8pm. Entries will 
accepted on a first come basis. Places will be 
confirmed on the competi tion web site after the full 
team pay ment is received. Fol lowing the success of 
pre vious years’ events, get organised early. There will 
be approximately 12 tow strips, two of which will be 
held in reserve for South Australian teams until 10 
March. To enter, phone Ian Rees on 03 9762 1364.

O V E R S E A S
13th Open PG Champion ship of New 
Caledonia 
1-8 November 2003
New Caledonia. Uses Ouazen gou (Northern dis trict) 
and Dzumac (Southern district). Required are a 
reserve parachute, insu rance, GPS, FFVL rules apply. 
Registration: By 30 September 2003. Fee: US$165, 
NZ$350 or 183 Euros, not refund able payable by 20 
October 2003, incl: regis tra tion, maps, transfers, 
dinners, B&B, lunch each task day, shut tles to take 
off/landing, welcome party, results party. For more 
info please ph/fax: +687 240629, email <avlnc@
netcourrier.com>. Tourism info at [www.sponline.
com].

Pre-World Cup  
– Dominican Republic 
January 2004
The Dominican Republic will hold the first 2004 Pre-
World Cup event. A combination of thrilling 
landscapes, warm Caribbean people and out standing 
January conditions makes this event a must; a great 
way to reveal an amazing flying destination… Check 
details at the official web site of the Pre-World Cup 
Dominican Republic January 2004 at [www.
paragliding.com.do], or contact Julian Molina [www.
caribbeanFreeFlying.com].

Wanaka PG Festival 2004 
4-8 January, 9-17 January 2004
Wanaka, New Zealand. “Brilliant, great, magic, 
excellent, unreal” …that was what gushed from the 
mouth of one pilot describing a flight at the January 
2003 Wanaka PG Festival, as he created his new 
personal best XC distance. Can the 2003 event be 
bettered? This year’s hosts, Southern HGPC, think so, 
as they invite pilots back to Wanaka for the 2004 
Wanaka PG Festival. The festivities will begin with a 
handicapped “Fun Comp” (4-8 January) designed to 
involve, edu cate and encourage pilots to develop their 
XC skills – last year’s fun comp saw most pilots flying 
further, higher and longer than they had ever done 
before! This year’s format will be similar, but we hope 
to encourage equal numbers of experienced and 
novice pilots alike. Then the NZ PG Nationals, 
designed for experienced pilots, runs 9-17 January. It 
will be an FAI Category 2 event, and will include the 
Trans-Tasman Trophy – a chance for the Aussies to 
the come over here and try to avenge last year’s 
home-ground defeat. Using Treble Cone – this year 
with chairlifts – and other awesome sites of the 
Wanaka region, stun ning scenery will be guaranteed, 
along with amaz ing tasks, and the occasional pub 
goal if last year’s conditions are anything to go by. For 
all details and registration forms see the event 
website [www.wanakaparaglidingfestival.co.nz]. 
Come fly the friendly Wanaka skies – awesome sites, 
enthusiastic pilots, free spirits, free airspace and a 
load of fun. 
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HGFA General Manager’s Report
More Good News
Yet again over the last month (September) I 
have seen no complaints regarding any of our 
activities. I am very happy to see this and it 
is a credit to you all given that we are 
entering the more active period of the year 
for flying. It also saves me a hell of a lot of 
time, which I can divert to more productive 
areas. Some of these include visiting and 
assisting clubs and attending their meetings, 
conducting Safety Officer workshops, 
Operations Manual work (which, incidentally, I 
am putting into a better digi tal format – it 
was in Word Perfect creat ing formatting 
problems – and will in the future be available 
on the HGFA web site). Also, review and 
correlation of safety and accident stats, 
creation of pilot training databases to assist 
instructors with records and training 
administration, creating a real accident 
database that has a few user friendly features 
to enable better analyses of trends, as well 
as continuing work on the NSW NPWS Policy 
on Hang Gliding and Paragliding Sites which I 
had thought I would need to offload… not 
just yet it seems. And there’s continuing 
develop ment of the new CASR’s (Civil Aviation 
Safety Rules) regarding our operations.  
I manage to get airborne sometimes too.

Good, Bad and the Ugly
You may have seen this before, as I sent out 
a message similar to this to instruc tors, 
clubs, SSO’s and SO’s shortly after the below 
mentioned teleconference. I repeat myself 
here for everyone’s info.

TBi (our insurer) has ceased under writ i ng 
any new policies as of 3 September and is in 
‘run off’ mode for those existing policies. Our 
policy is one of the longest of the aviation 
policies remaining. There is no change in our 
policy and we can expect it to be serviced 
well, until renewal, though it will not be the 
same underwrit ing team servicing it. As at 3 
October 2003, TBi will be redundant, however, 
from that time on (as I say our existing policy 
will be serviced until expiration) our policy 
will be of an uncontested nature, we would 
be free to pursue (if we so desire) another 
agency to take up our insurance  
if we wished to, or continue until the renewal 
date, situation unchanged.

The present TBi UK Team are there fore 
out of a job. It is possible, though not certain, 
that they will pursue new partners in an 
underwriting business which may take on 
and service our types of Aviation policy. Given 
our history with these parties they are a likely 
target, if this occurs, to pursue for our 
insurance. If this does not happen we have 
again a reduced capacity to ‘shop around’. A 
teleconference was held between this 
underwriting team, myself and our broker 

Kevin Chamberlain on 10 September. The 
teleconference was to be held with the view 
that our insurance would remain with TBi and 
the concerns of the underwriters regarding 
our policy and exposure to claims. Even 
though TBi are out, this was still discussed 
with a view  
to any future negotiations.

The issues of concern that were 
discussed were:
1.  Instruction (as usual) and Aircraft Suita-

bility. Concerns were raised about the 
exposure that instructor/student 
relationships hold, particularly to suit able 
training aircraft and their set up 
(examples given by them were regard ing 
PG Ops and the tendency for catas trophic 
back injuries, back pro tec tion, etc). It 
appears they have suffered many claims 
regarding this elsewhere (our claims 
history is nil over the last two years, 
though there is still a trend leaning 
towards injury training accidents), and 
the concern is twofold: 

 a)  the long tail nature of these acci-
dents – claims can be made up to 
three years after the event, and, 

 b)  aircraft suitability and set up. I spent 
a great deal of time explain ing, as 
asked, our training system, glider use 
(DHV 1 and HG training gliders like 
the Fun) and the ongo ing system of 
supervision once Pilots are signed 
off, ie: the instruc tor training system 
and hierarchy – clubs, SSO’s and 
SO’s, etc. It is obviously an area that 
is being closely watched and com-
pared with elsewhere. We not only 
suffer and are judged by compa ri sons 
of standards internally, but also 
externally.

Pros: 
They seemed to hold a favourable view 
towards our system that has a large ele ment 
of a peer supervisory nature. That we, to a 
large extent, police ourselves and that the 
flying community is a close one and that 
‘word gets around’ about unsuit able or 
dangerous practices. It is apparent they see 
some benefits in this and its ad hoc 
regulatory nature. It is worth noting in 
support of that, that our insurance is main-
tained through collective bargaining. That is, 
the strength of our access to insurance is 
through the pool of funding received from 
memberships and insurance levies. To this 
end it should be noted and recognised that 
we do not purchase our insurance as 
individuals but as a collec tive. This is how the 
insurance company sees it, and so should we. 
An analogy may be offered (as it was to me) 
that the insurance you pay is in respect of 
yourself and the person next to you. You pay 

for theirs and they are paying for yours, 
because without the strength of the collective 
we lose our bargaining power.
Cons: 
Some concern on the “coaching” aspects of 
the system were apparent (SSO’s and SO’s). 
The feeling is also that glider suit ability must 
also be addressed and main tained 
throughout the system. They made comment 
on the idea that the ‘majority’  
of new glider sales occur through dealers 
who are also instructors (not the case in 
Europe and England) that can advise and to 
some extent supervise the glider suit ability to 
experience level. Concerns re dealers who 
are not also instructors was addressed 
because of this. 

Dual (Tandems of any kind) was  
of major concern due to the increase  
in perceived exposure.

Powered PG Ops was of major concern 
due to the actual increase in exposure (from 
their claims history elsewhere). They have 
many issues regarding this in Europe and 
England! (TBi (UK) has the parent company in 
Europe, so we are judged  
by that market also.)
2.   Accessibility of Claims: Discussion  

of the new laws and legislation in 
Australia took place. While it was 
expressed that this is a positive step in 
the right direction, no tests had yet been 
applied to the new laws and it may take 
a few years to take effect and see the 
impact. It was viewed posi tively, though 
we will not see any reduction in cost in 
premiums. It may help us maintain some 
level of pre dictability on cost, ie a 
stagnation of cost (hopefully, though not 
certainly).
In summary, I came away from the 

conference somewhat more relaxed than on 
entering it. Certainly there is a lot to take 
away, focus on and act upon. It is apparent 
that we need to maintain the focus on 
increased safety standards, instructor student 
relationships (Waivers), safety and training 
accidents and the peer supervisory nature of 
our Ops. We are certainly not dead in the 
water regarding insurance, but the next year 
or two will be crucial in cementing our 
accessibility to continued affordable 
insurance that meets all our needs. Now 
more than ever we need to inform and 
educate the HGFA Membership that while in 
the past we concentrated on maintaining all 
insurance as is (and this may yet be viable) 
we should now be concentrating on 
improving our systems and activities so that 
we have a stronger argument for some form 
of reduction by progressing acceptable 
standards. See: Risk Management.
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We must maintain a no claims history to 
achieve a strong position from which to 
‘piggy back’ the changes in law. In defend ing 
ourselves from claims I ask that a renewed 
focus and motivation be placed on Safe 
Training Practices, Safe Site and Weather 
Assessments, Glider Suitability, and any 
advice offered (by clubs, mem bers, SSO’s and 
instructors alike) should err according to an 
extremely conservative attitude and outlook. 
Not only because we need to help keep safe 
our fellow pilots for our collective benefit, but 
to be positively proactive in supporting our 
position to access a broadform policy 
covering all our operations, as we do now.

Mid-air in Germany
Six Germans were killed when a glider 
(sailplane, single occupant) and Cessna 

aircraft (pilot and four skydiving jumpers on 

board) had a mid air collision which occurred 
in clear skies at about 12:00 GMT. Both 
aircraft had taken off from separate airfields 
in the nearby vicinity.

NAS
Toward the end of November the new 
National Airspace System will be imple ment-
ed. The system is modelled on the US 
Airspace configuration. By all accounts it 
appears it will open up the areas avail able to 
us to fly, for us it will encompass Class G and 
Class E airspace. Class E airspace may be 
shared with both VFR and IFR aircraft. It is 
unclear from the limited amount of 
information being made avail able exactly 
what the requirements will  
be and it is unlikely that we will know the 
exact airspace details in local areas until the 

implementation and the new charts are 
available. I have also been informed, that 
while the information available at the moment 
appears very promising for us, that there are 
some hidden snags that have not yet been 
properly addressed to the satisfaction of 
sports aviation enthu siasts. Watch this space. 
For all the limit ed infor mation that is 
available check out [www. 
dotars.gov.au/airspacereform/index.htm].

Accident Reports
No 1
Pilot:  Restricted PG
Experience:   2.5 hrs TT and over last 90 

days 
Glider:  PG DHV 1
Pilot injury:   Back muscle spasm, shock
Glider damage:  Nil
Location:  Inland soaring site
Conditions:   2kt headwind, nil 

turbulence
Description: 
Light winds and a forward inflation pro ceed-
ing into launch run. At the point of lift-off the 
right wing tucked and developed into an 
asymmetric tuck. The pilot did not realise 
what had occurred and therefore did not 
make any corrections to rectify the problem. 
The glider turned to the left and the pilot 
flew/fell to the ground from about 20ft. The 
pilot had not yet entered the harness and was 
able to take the force  
of the landing though the feet and legs.
Primary cause: 
No canopy awareness or feeling of the 
canopy overhead during launch. Secondary 
cause: no corrective action taken to dampen 
or correct asymmetric tuck.
Comments CFI: 
Pilots need to develop a sense of canopy 
awareness and position when launching, with 
the need to keep the canopy bal anced, 
overhead and accelerate with the canopy. 
Ground handling practice and knowledge of 
asymmetric tucks and cor rect recovery 
techniques are extremely important for  
the new and progressing pilot.
No 2
Pilot:  CFI HG
Experience:   2,796 hrs TT, 22 hrs last 

90 days, 600 hrs on type
Glider:  Tandem HG
Pilot injury:  Nil
Passenger injury: Nil
Glider damage:  Upright damaged
Location:  Coastal soaring site
Conditions:   10kt headwind, light 

turbulence
Description (From Chief Flight Instructor): 
Attempting to launch with passenger and two 
wire assistants, one of which was 
inexperienced and was not given a suffi cient 

The HGFA – What we do
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explanation of what was required. 
Consequently, during launch the inexperi-
enced wire assistant did not release quick 
enough or moved back holding the side wire. 
Glider rolled gently to the problem side and 
ground looped into bush and slope. Low 
speed impact, but sideways movement broke 
an upright.
Comments: 
Poor communication and inexperience  
of assistant were the main cause of this 
incident. Clear and concise instruction of 
what is required by any assistant should be 
given, and ‘dry run’ (especially with 
inexperienced persons) should always be 
undertaken. Use of clear and concise lan-
guage (“CLEAR”) and what is required when 
those instructions are given should be cov-
ered in any practice and briefing. Thanks to 
the CFI for not being too proud to share this 
one; a cheap lesson for us all.
No 3
Pilot:  Student PG
Experience:  0 hrs TT 
Glider:  DHV 1 PG
Pilot injury:  Fractured ankle 
Glider damage:  Nil
Location:  Training site
Conditions:   5kt headwind, light 

turbulence
Description: 
The student was on a high glide and was 
responding well to radio instructions with 
good all round control. Coming in on final the 
pilot got into hang, rounded out and flared 
nicely, then appeared to trip over. Instructor 
was very happy with the landing in spite of 
the fall, but on approaching to congratulate 
pilot found him in pain. The pilot had rolled 
his ankle in a depression in the ground and 
fractured his ankle.
Comments: 
The pilot in this instance is no spring chicken, 
and as I know myself all too well, sometimes 
the body is not what it used  
to be. Specific PG ankle support boots or 
other support device was not used. Use of 
normal running shoes is probably not appro-
priate, especially where the ground is uneven, 
ie almost every paddock we use.
No 4
Pilot 1:  Restricted PG
Pilot 2:  U/K
Experience:   20 hrs TT, 6 hrs last  

90 days
Glider:  DHV 1/2 PG
Pilot 1 injury:  Nil 
Pilot 2 injury:  Nil
Glider damage:   Some cut in canopy  

of glider 2
Location:  Inland soaring site
Conditions:   Good condition with inver-

sion 300m above launch
Description: 
The reporting pilot (1) was taking part in  
a fly-in and the air was quite crowded with 
about 50 aircraft attending. There was  
a large gaggle which had not moved much 
due to inversion. Pilot 1 was flying in the 
gaggle and saw another PG approaching 
almost head on but tracking from slightly left 
to right. Pilot 1 was of the opinion that if they 
were to continue on they would col lide but 
also if they diverted right, as per the rules of 
the air and crossed paths they may also 
collide. There was no option to turn left due 
to other pilots in the gaggle. In the end Pilot 
1 went right and bodily hit glider 2 near the 
top of the lines on the left of glider 2. Pilot 1 
managed  
to untangle from the lines and Pilot 2 dropped 
away and deployed the reserve. Pilot 1 went 
for the reserve and when checking for the 
position of the main canopy saw it reinflate 
over head and carried on flying. Pilot 2 
landed safely under reserve in trees below 
and was recovered without injury.
Comments: 
Rules of the air: Give way rules are only any 
good if everyone is fully aware of the gliders 
around them. When approaching head on both 
gliders shall divert to the right. In this case it 
appears it was not an option for glider 2 (as 
was going left for glider 1). The question 
must be asked if they were in a gaggle what 
way was the turn direction and why was 
everyone not following it. I hate traffic and 
because of this I always have a ‘count’ of 
gliders near my area where conflict may 
arise, thinking ahead of where I need to be 
and pre-empting others movements. 
Co-operation and situational awareness are 
the most important factors as is actually 
following the rules. Both pilots in this 
incident were very lucky. 
No 5
Pilot:  Intermediate HG
Experience:   70 hrs TT, 10 hrs last  

90 days, 1 on type
Glider:  Advanced HG
Pilot injury:   Bruising and grazing to leg 
Glider damage:  2 uprights
Location:  Soaring site
Conditions:  10kt slightly crossed
Description: 
Wire assisted launch, waited for a lull and 
commenced launch. Nose popped at end of 
ramp and launch run. Stall ensued with loss 
of control and turned back into the hill taking 
impact with legs.
Comments: 
Popping the nose must be one of the most 
common causes of a failed launch  
in a HG. Care should be taken to maintain an 

appropriate angle of attack throughout the 
launch run and on becoming airborne, 
especially where the launch sequence may 
encounter different air at the end of the 
launch run or ramp. Avoid letting the nose get 
high at any time, which may then be 
exacerbated by a pitch up moment when the 
glider ‘sees’ the air at the end of the run/
ramp. I do not think you can fail a launch 
from trying too hard on these points. Always 
commit to a positive launch sequence and 
maintain a good angle of attack to avoid 
lifting off with insufficient airspeed to control 
the glider or be in danger of a stall. The most 
crucial part  
of any launch is the angle of attack.
No 6
Pilot:  Intermediate HG
Experience:  N/P hrs TT
Glider:  Intermediate HG
Pilot injury:   Cracked vertebrae and ribs 
Glider damage:  Nil
Location:  Coastal soaring site
Conditions:  15kt nil turbulence
Description: 
The pilot was soaring low at the site when 
the reserve parachute fell out of the side 
mounted diaper envelope container. Pilot 
noticed the chute fall away deploying and had 
no time to react or prepare for the impact 
with the slope. Pilot and aircraft were 
dragged a short distance uphill. Pilot was 
injured more seriously then at first thought 
though stayed still till help arrived.
Comments: Never move if there is a chance 
of back or neck injuries, these actions have 
saved this pilot from a pos sible far worse 
result! Only a few months ago the comments 
made in this section could be reproduced 
here; pre flight! This should include ALL 
equipment including harness and parachute 
contain ers with specific attention paid to 
safety pins in harness parachute handles and 
contain ers. Be aware that during ground 
handling and waiting to launch the rear wires 
of most gliders can catch and rub on the 
sides of the harness; keep a check on this 
right before launch to ensure that what you 
have already checked has not been affected 
since then. Get a hang check and ask the 
hang checker to look over ALL your 
equipment also for anoma lies. Hang, Harness, 
Leg Loops, Glider.
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RAINBOW PARAGLIDING – offering the full range of APCO equipment 
APCO Aviation  3 years/250 hours warranty for porosity
Gliders that are made to last  Unique in the industry
Customer service and 100% satisfaction guaranty  APCO – Australia and PWC winner of the serial class 2000 

www.apcoaviation.com

JOIN IN THE FUN , 10 TETRA  
SOLD IN WEEKS IN QLD!

Apco Australia is proud to introduce the TETRA. A 
performance acro glider that is rated Standard and DHV 
1.
The Tetra features a new profile and concept, offering a 
very long brake range, but super responsive (180 deg. 
in 2 seconds) without  
a hint of negative spin. Excellent for acro (safe SAT 
performer) and thermaling alike! The Tetra is setting 
new standard on passive safety: perfect passive dive 
damping, no tendency  
to ‘dive in’ or ‘roll out’ in thermal turns, immediate 
recovery “arms up” from situation. It’s the first time a 
glider this class can satisfy beginners to advance pilots 
alike. Also it will bring a new level of safety for 
paramotorist. APCO uses the best materials available to 
make this glider but remains competitive  
and affordable. The Tetra features:
• Leading edge “Flexton” battens.
•  New design diagonal cells with internal stitching.
•  super aramid lines from Cousin  

30% stronger, 1.8 mm for 220kg.
•  Mylar reinforced hook points.

•  Golvenor top and bottom surface.
•  Amazingly brilliant handling.
•  Outstanding passive safety characteristics.
•  250 hrs/3 years transferable warranty  

for porosity.
•  Promotional Price: $3,880 (with 10% rebate) 

TETRA DHV1/Afnor Standard
Finesse 8.1 – min sink 1.1m/s – max speed 46km – 
with paramotor trimmers 50km.
Weight range from 60kg to 130kg.
FIESTA2 DHV1/Afnor Standard
Finesse 7.8 – min sink 1.1m/s – max speed 46km – 
with paramotor trimmers 50km.
PRESTA DHV1/2/Afnor Standard
Best performance in its class
Finesse 8.6 – min sink 1m/s – max speed 52km
KEARA DHV2/Afnor Perf 
Winner of Serial Class at Manilla and NZ Open, 
competition performance on a DHV2! Finesse 9.2 – min 
sink <0.9m/s – max speed 59km.
POWER HYBRID 500: 
The reference in Powered Parachute. 
MAYDAY RESERVE: 

4 different sizes to suit all weights for HG  
and PG using the famous F111 fabric.
FINESSE PLUS HARNESS
Comfort and safety at it’s best. 
Trade-in your wing, the longer you wait,  
the less you’ll get for it.

SECONDHAND PARAGLIDERS Please call for details

MANUFACTURER MODEL SIZE COLOUR ALL UP WEIGHT CONDITION PRICE CERTIFICATION

APCO SIMBA L PURPLE 100 TO 120kg 300 hrs $1,500 DHV 2
APCO PRESTA M PURPLE 90 TO 115kg 40 hrs $2,500 DHV 1/2
APCO BAGHEERA XS RED 60 TO 75kg 280 hrs $1,350 Performance
APCO BAGHEERA M YELLOW 85 to 105kg 140 hrs $1,900 DHV 2
APCO BAGHEERA M BLUE 85 to 1O5kg 400 hrs $950 DHV 2
APCO FIESTALITE M WHITE 85 to 105kg 50 hrs $1,950 DHV 1 
APCO FIESTA M BLUE 85 to 105kg 15 hrs $2,900 DHV 1
APCO FIESTA 2 L YELLOW 100 to 120kg 130 hrs $1,900 DHV 1
APCO FIESTA 2 L YELLOW 100 to 120kg 50 hrs $2,400 DHV 1 
APCO SIERRA M PURPLE 85 to 105kg 150 hrs $1,500 DHV 1/2
APCO SANTANA S RED 70 to 90kg 30 hrs $1,800 DHV 1/2
APCO PRIMA M PURPLE 75 to 90kg 70 hrs $1,000 Standard
APCO BIFUTURA BI PURPLE 140 to 210kg 160 hrs $2,400 Tandem
APCO FUTURA M PURPLE 80 to 100kg 15 hrs $1,000 Performance
GIN BOLERO L BLUE 100 to 120kg 35 hrs $1,950 DHV 1
FUNTOFLY PROFEEL L BLUE 100 to 120kg 100 hrs $300 Standard
EDEL APOLLO L MULTI 95 to 115kg 60 hrs $350 Standard
EDEL SPACE L GREEN 100 to 120kg 80 hrs $600 Standard
EDEL QUANTUM  M LITE PURPLE 80 to 100kg 100 hrs $750 DHV 1

SECONDHAND HARNESSES ALSO AVAILABLE 
ALL OUR SECONDHAND EQUIPMENT IS SOLD WITH A FULL WRITEN REPORT AND WARRANTY.

APCO CLOUDCHASER FULL OR OPEN FACE HELMET FROM $180 INCLUDING FREIGHT. 
We work every flyable day, all year around, so if you want to upgrade your licence and learn from the experts, give us a call. 

Jean-luc Lejaille – Rainbow Paragliding
PO BOX 227, Rainbow Beach 4581

Ph: 07 5486 3048 • 0418 754 157 • Fax: 07 5486 3288
Email: <intheair@ozemail.com.au> http: [www.ozemail.com.au/~intheair]

Discovery Paramotors with endorsement from $6,500
Paramotor fly-in to Fraser Island in the first week of November



Dalby is a town situated on the 
Darling Downs, 200km inland 
from Brisbane. It’s a moderate 
size for a country town these 

days. And it has everything the hang glider 
pilot needs. There are plenty of roads and 
farmhouses in the district, so even getting 
lost takes a bit of effort.

The club itself has all necessities. It’s on 
the edge of town, so in the event something’s 
forgotten it’s only a short drive to town to 
retrieve it. Windsocks don’t seem to be in 
short supply, there’s a hanger to leave your 
gear in, and a fridge equipped with coldies. 

There are also GFA 
pilots with abundant 
local knowledge and 
soaring enthusiasm.

Our goal for the 
week was to get some 
consistent airtime. We 
were pleased to discover 
this was surprisingly 
easy, despite the time of 
year. Peter Lussenburg 
did best hours for the 
week, with four in one 
day on one occasion.

Our maximum 
height for the week was 
7000ft - a very cold 
7000ft at that. The 
towing was of a high 
standard, and Smoky 
the tug pilot was a mine 
of information and a 
real asset to the club.

Most days we set up 
what became as the 
Brown Triangle (Whai 
Pub, Cecel Plains Pub, 
Dalby Pub). 
Unfortunately our lack 
of skills meant only 
25-50% of the crew 

made goal on any one day, but all had a 
good fly in the process.

In the Dalby Club we found a great 
assortment of hardcore Sport Fliers of many 
denominations. Thanks to all the club 
members for their hospitality.

Photos: Courtesy Tim Osborn

H A N G  G L I D I N G

Winter Refuge
Tim Osborne

In wintery July four of Victoria’s flight-keen hang 

glider pilots headed north for a fix. Drive time from 

Melbourne – 19 hours. Result: fantastic!

Back on earth after a great flight

Dalby below, winter cu’s above

Dalby Clubhouse

Dalby Hangar

The Brown Triangle – which pub will I be landing next to today?
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Back on earth after a great flight

Dalby below, winter cu’s above

The Brown Triangle – which pub will I be landing next to today?

1.   E. Although Coren D Termal would have you 
believe it was him, the first Diamond pilot 
was actually John Robinson, flying the Ross-
Stephens RS-1 Zanonia, in July 1950.

2.   TRUE. The Moazagotl was named for a 
Silesian farmer named Motz Gottlieb, above 
whose farm the phenomena was first noticed.

3.   B. The Pacific Northwest’s Cloyd Artman 
taught himself to fly in 1933 by launching 
himself and his primary glider off the cliffs 
lining the Snake River near Oroville, 
Washington, using a greased board.

4.   FALSE. The Canadian Wooden Aircraft Co. 
and deHaviland Aircraft both built the 
designs of Polish WW II refugee Waclaw 
Czwerinski. In addition, Boeing of Canada 
built primaries.

5.   C. Although basically a smaller version of the 
earlier, 18m Weihe, at the Olympic design 
competition held in 1939, the Meise 
(Titmouse) was adopted as the first “one class” 
sailplane for the 1940 Olympics. The Meise 
subsequently has come to be known as the 
“Olympia” (or even “Olympia-Meise”).

6.   FALSE. Elliots was a British furniture 
manufacturer that was converted to the war 
effort during World War II and was 
prohibited by the government from returning 
to building furniture after the war. They 
therefore completed the illegal Chilton 
Olympia (it was illegal to build a civilian 
glider during the war) and began building 
gliders commercially.

7.   C. Although Wally Setz also made secret 
missions to Germany, and Robert Kronfeld 
flew not so secret missions over Germany, they 
did not hold the rank of General. It was only 
revealed after he died that Dr. Wolfgang 
Klemperer (employed by Douglas Aircraft, in 
Santa Monica, California) had actually held 

the secret rank of General in the OSS. After 
this was revealed, his friends began to wonder 
about his frequent absences and unsub stan tiat-
ed rumours were circulated that “Klemp,” as he 
was known to his friends, had actually secret ly 
gone undercover to Germany several times. 

8.   FALSE. It was his father, also named Erno, 
who designed gliders in their home country  
of Hungary.

9.   A. Englishman Chris Wills, son of the famous 
glider pilot Philip Wills, founded the Vintage 
Glider Club in 1974. Beginning as an 
English glider club, it has since accumulated 
a worldwide membership.

10.   TRUE. The GL-2 Air Corps Glider, designed 
by Jean Rochè in 1922 and built by the US 
Army Air Corps at McCook Airfield. In 
1929, Rochè modified the design by adding 
an engine and it became the Aeronca C-2.

Thank s  to: 
Hollenbaugh Bob and Housen, John. Aeronca, 
A Photo History, Aviation Heritage Books, 
Destin, FL, 1993.

Schweizer, Paul A. Wings Like Eagles, The 
Story of Soaring in the United States, Smithsonian 
Institution Press, Washington, DC, 1988.

Simons, Martin. Sailplanes, 1920-1945, EQIP 
Werbung & Verlag, Königswinter, Germany, 2001.

Clio’s conduit for this quiz is Raul Blacksten, 
the Archivist for the Vintage Sailplane Asso-
ciation (VSA) as well as the Editor of the VSA’s 
quarterly newsletter/magazine Bungee Cord. 
Raul encourages every glider pilot to do their 
oral history or memoir. He can be contacted at 
either PO Box 307, Maywood, CA 90270, or 
at <raulb@earthlink.net>. Visit the VSA 
website at [www.vintagesailplane.org].

 

GLIDING FEDERATION OF AUSTRALIA
Airworthiness Inspection

FORM 2 AND C OF A NOTICE
■   A form 2 inspection is due and  

a cheque for $143* is enclosed

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

■   Initial registration package is required  
and a cheque for $363* is enclosed 
* Fees include GST

A) DOCUMENTATION REQUEST
■   Please send me a change of certificate 

and owner document

■   Please send me an application to register 
an aircraft form

Aircraft Type ........................................................

Registration marks VH –  ....................................

Address to which documents are to be sent is:

Name  ..................................................................

Address  ..............................................................

 .............................................................................

State. .................... Postcode  .............................

Forward to: GFA Airworthiness Secretariat, 
130 Wirraway Road,  

Essendon Airport VIC 3041
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G FA
Single-Seater Sailplanes
STANDARD CIRRUS, GYZ. Excellent cond, original 
faultless gelcoat, overcoated in quality 2-pack paint 
system. Basic instruments incl. good road trailer. 
$22,000 ono. Wimmera Soaring Club. Ph: 03 
53825735 (h) or <comcom@wimmera.com.au>.
LAK 12 Open Class sailplane. Approx. 200 hrs TT. 
Basic instruments, trailer, ground handling gear, 
parachute, Colibri. Based at Bendigo GC. $45,000. Ph: 
03 97617040, <lak@ecowatch. 
com.au>.
ASW 15B sailplane. 1/2 share. Full instruments plus: 
Will Schumann 20kt vario with av, turn/ 
bank 1 min, Schanz SK 80 compass, Aerograf 
baragraph 39,000ft, FSG50 Dittel radio, Genave alpha 
100 ground station, Puritan-Bennett auto mix/100% 
40,000ft oxygen system with mic, oxygen decant 
system, parachute, single hand ling tow, pin bushes, 
gel coat done. Base SA & need a club. 1/2 share 
$12,000 ono. Being prepped for the coming season. 
Further details, Ph: 08 83420214, fax: 08 83420634.
STD LIBELLE 201B. Flies well, good appearance. 
Fitted with a GPS, Joey & Dittel radio. Enclosed trailer 
& tow-out gear. New dust covers (wings, canopy & 
tailplane). Ph: John 03 93282536, <johnhrobinson@
bigpond.com>.
DISCUS 2b “76”. This glider has absolutely 
everything. Factory prepared for the WGC in Bayreuth. 
In immaculate cond. As new Cobra trailer with all 
extras. This glider has achieved  
3 national records. Unique purchase arrange ments to 
suit buyer, term payments over 12 mths possible. 
Vendor finance available. Extras to suit buyers 
budget. Buyers in NZ this glider was ori gi nally on the 
NZ register. Shipping to NZ is possi ble. For further 
details contact Miles Gore-Brown 07 55789904 or 
<mgbsia@pacific.net.sg>.
ASTIR CS, WUK. Good cond, good instruments, 
Microair radio, 3,356 hrs. Enclosed braked trailer. 
$20,000 ono. Ph: Peter Warburton  
08 86452619, <petwarbt@mbox.com.au>.
JANTAR 2B. 20.5m span with winglets & remov able 
forward section canopy for easy servicing. This glider 
has 1,750 hrs & is in good cond. with reconditioned 
enclosed 4-wheel trailer, basic instruments plus 
Borgelt system & will be offered with new 720ch 
radio & Mountains High elec tro nic oxygen system. 
Price complete is 34,000. Ph: 03 53825735 (h) or 
<comcom@wimmera.com.au>.
STD JANTAR 2, GEE. Excellent cond, low hrs, great 
cockpit ventilation, winglets, oxy, full panel, near new 
chute, spare canopy, ELT, dust covers. Ex trail er – 
disc brakes, ground handling gear, main -tenance 
gear. $29,000. Ph: Malcolm Ferguson 0427 825500, 
<malferg@bordernet.com.au>.

CLUB LIBELLE, GJN, excellent cond, basic 
instruments, enclosed trailer, fresh Form 2. 
Located at Grafton. $18,000 neg. Ph: Bob 02 
66541638 or 0403 088551.
PW-5 WORLD CLASS GLIDER. TT 90 hrs, as new, fully 
equipped incl parachute. Custom built fully enclosed 
trailer. Ph: 02 62901338.
PHOEBUS C. Good cond, basic instruments, radio, 
Slimpack chute, tow-out gear & enclosed trailer. 
1,106 hrs TT. Requires Form 2, no known faults. 
$11,000. Ph: Gary 03 51442362 (h) or 03 51444953 
(w).
LS4A, HDK. Excellent cond, never damaged, 1,900 hrs, 
tail tank, Cambridge L-Nav, Terra 720 radio, PZL vario, 
Slimpack chute, tow-out gear, Thompson trailer, Proven 
performer. $55,000. Ph: Frank Turner 07 32318888 
(w) or 07 33783302 (h), 0419 70241699, <fturner@
thymac.com.au>.
JANTAR STD 2, UKT. Full Borgelt panel, GPS, logger, 
oxygen, Winter mech vario, Slimpack chute, approved 
winglets. Incl. excellent trailer  
& all ground handling gear. Always privately owned, 
hangared & carefully maintained. $30,000 ono. Ph/
fax: 08 98814283.
LS1D CTG. 2,900 hrs. 3,000 hrs life extension 
completed, new Form 2. This glider was always 
privately owned, never pranged, delight to fly, 
excellent cond, competition tuned, c/w basic 
instruments, radio, closed fibreglass trailer, tow-out 
gear & parachute. $23,500. Ph: Tobi Geiger 03 
54286991, <tobi@useoz.com>.
NIMBUS 2. Excellent cond, low hrs, original gel-coat, 
winglets, Slimpack, lambswool, int, full wing & tail 
covers, all tow-out gear, new tyre, factory dual axle, 
fibreglass trailer, 800 Zander flight computer, etc. 
Dual batteries, nose hook, new canopy, dual cameras, 
ready for 1,000k flights. $37,500 ono. Ph: 03 
93053872 (w), 03 57832794 (h) or <brimold.aabaa@
bigpond.com>.
PW5, excellent cond, 400 hrs TT, parachute, Icom, 
Flytec, never damaged, superb clamshell trailer, well 
set up, twice Nationals winner, A$ 25,000 ex NZ. 
Email: <bartley@reap.org.nz>.
Hornet, GEZ. Top cond, no trailer. For details ph: Jim 
Barton 03 93094412.
HORNET 206, FQM, good cond, 1,800 hrs, excellent 
trailer, tow-out gear, parachute, Microair radio, 
hangared at Boonah. $24,000. Ph: 07 54631349.
LS1F, GMF. Excellent cond, clamshell trailer  
& tow-out gear. $27,000. Located at Wagga Wagga. 
Ph: Grant Johnson: 0428 673974 or <glgjohnson@
bigpond.com>.
STD JANTAR 41A, KYX. 1,800 hrs, winglets, one piece 
canopy, perfect cond, complete with Slim pack, trailer, 
tow-out gear, $19,500. Ph: Graeme Stewart 03 
98261930.
PILATUS B4. Very low hrs, above average cond, 
parachute, enclosed trailer, ground handling gear. Ph: 
08 83416556.

Two-Seater Sailplanes
FOR SALE. Located at Boonah Gliding Club. SLINGSBY 
T53b & K7 together or separately. Both are flying 
currently & are complete with trailers. The 53 is in 
good cond. & has 12 mths Form 2. K7 is in good 
cond. Ph: Secretary Rob Izatt 07 54632630 or 07 
32558499. (b/h). All offers for sale or hire will be 
seriously considered.
IS28b2, GVV. Good cond, basic instruments, 5,376 
hrs. Open trailer. All reasonable offers considered. 
Peter Warburton 08 86452619, <petwarbt@mbox.
com.au>.
L13 Blanik, GTC, excellent cond, basic instru ments, 
wing mod, recent Form 2. Located at Lake Keepit. 
$12,000 neg. Ph: Bob 02 6654 
1638 or 0403 088 551.
K7, IUU. Ex Leeton. Open trailer. $10,000. Offers: 02 
66888144.
K7 racing sailplane, GFR. Excellent cond, paint
& fabric both well maintained. Recent Form 2, 

incl. wing & fuselage covers, good trailer. $25,000. 
Ph: Jim or Anne 02 98768176.

Self Launching/Motor Gliders
DG-400, XJD. Tinted canopy, Slimpack chute, good 
trailer & ground handling gear. Just been fully 
refinished by Roger Bond. Immaculate cond. Ph: 02 
44717223.
DG400 Based at Camden, own T-hangar complete 
with all ground handling equipment, trailer & 
parachute. Well equipped with low engine & airframe 
hrs. Rare opportunity to buy a 1/4 share in a good 
syndicate. $29,000 ono. Ph: Terry 02 46556212, 
0417 239332 or <terryoxborough1@ 
optusnet.com.au>.
MUST BE SOLD – REDUCED TO $25,000. 
Super Ximango, excellent cond. Purchased new. Total 
hrs 430, engine hrs 330. Also Two GPS, transponder, 
must sell. $150,000 ono. Cruises 110kt, email photos 
available on request. Ph: 0408 857185 or 
<rickhultgren@hotmail.com>.
DG500M, XQA. Excellent cond, 560 hrs, 42 engine 
hrs. “Compact” enclosed trailer, tow-out gear, 
steerable nose wheel, tinted canopy, water ballast, 
automatic engine retraction. Ph: John Moore 07 
32636618.
SUPER XIMANGO MOTOR GLIDER, ZAN. 500 hrs. 
Beautiful as new cond, always hangared. Trans-
ponder, Icom radio, A.H. Rotax 912 engine, Lame 
maintained from new. The Ximango opens up a 
wonderful new world of gliding, glide anywhere incl. 
Morning Glory, seabreeze fronts, shear wave or just 
good thermalling. She glides well (32:1) with great 
handling & is a comfortable & eco no mical touring 
aircraft (95kt @ 171km/h). Fly around Australia, & 
soar the best sites. Can be operated from any airport. 
Ph: Richard Macfar lane 0417 918814 or John Kenny 
08 92919159 or <yachtaida@aol.com>.
H36 Dimona, GNW. 1/4 share, based at Wark worth, 
excellent cond, recent Form 2, low hrs since prop/eng 
o’haul, new radio, spare low hr engine & loads of new 
Limbach parts. Large private hangar nearing 
completion, very nice to fly. Ph: Terry Harrison 02 
49432390 (h) or <Terry.Harrison@hunter.health.nsw.
gov.au>.
PIK 20E, XOI. 2,000 hrs TT, motor 170 hrs to run. 
Control surfaces fully sealed, Borgelt com puter/vario, 
Garmin 55 GPS, Becker 720ch radio, parachute. C/w 
factory trailer, all ground han dling facilities, wing 
covers, spare propeller & other spares. All carefully 
maintained & in very good cond. $62,500 neg. Ph: 03 
98576951 or <gerlecox@msn.com.au>.

General
AVTEC AVIATION. Repairs & Maintenance F.R.P. Ph: 
Roger Bond 07 33894843.

Instruments & Equipment
NEW PARACHUTES: Short pack ATL M88/90 $1,925. Slim 
line long pack ATL 88/92-S $1,995 incl. GST. Airborne 
Avionics Ph: 02 68892733. Fax: 02 68892933. Email: 
<hartley@avionics.com.au>.
SAVE! SAVE! ICOM IC-A23 VHF/VOR Handheld Comm 
incl. GA headset adaptor. Special price: $630. IC-A5 
$530. Affordable VHF handheld. Incl. GST. Airborne 
Avionics Ph: 02 68892733. Fax: 02 68892933. Email: 
<hartley@avionics.com.au>.
GPS!! GPS!! GPS!! GARMIN GPS II Plus $528. GPS III 
Pilot $975. GPS 12XL $525. New GPS 196 $1,685. 
Prices incl. GST. Airborne Avionics Ph: 02 68892733. 
Fax: 02 68892933. Email: <hartley@avionics.com.
au>.
OXYGEN SYSTEM to suit LS glider. 4 litre 3,000psi 
bottle, Puritan-Bennett diluted demand mask & 
regulator. Ph: Chris Woolley 07 49901640 (w), 07 
49921733 (h) or <woolley@tpg.com.au>.
WINTER ASIs, Alt & varios, Tost wheels, tyres & 
releases, Cambridge 300 series systems, Micro air 
radios, microphones & wingstands, Ian McPhee. 0428 
847642. [www.mrsoaring.com].

Classifieds • • • • • • • • • • • • • • • • • • • • • • • • • • • • • • • • • • • • • • • • • • • • • • • • • • • • • • • • • • • • • • • • • • • • • • • • •

NOTICE TO ALL GFA ADVERTISERS
As of the 1st of September 2003 all display advertise ments that 
advertisers would like to be placed on the GFA website as well as in 
the magazine have to be sub mitted to the advertising office in the 
correct HTML Code 4 format. If you have any queries regard ing this 
please contact the Advertising Manager, Ms Fiona Rowe at Angel 
Administration (details below).

All advertisements and payments can be sent to  
Angel Administration at the following:

The Gliding Federation of Australia/Advertising 
PO Box 1163, Penrith BC, NSW 2751.  
Ph: 0407 593 192 Fax: 02 4739 0185.  

Email: <frowe@optusnet.com.au>
Advertisements may be emailed in high resolution (300dpi at 100% 
size) using TIF or EPS formats. Photo graphs may be pro vided in either 
photo print or slides. Disk photographs are not suitable. Photo graphs, 
slides or disks may be returned. Please include a self-addressed and 
stamped envelope for the return of any promotional material.
All GFA advertisements must be paid for prior to publication. (Payment 
by cheque, money order or credit card). Don’t forget Classifieds 
deadline is the 25th of the month, for publication five weeks hence.
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Hang Gliders & Equipment
NEW SOUTH WALES
AERO 170 adv, Moyes pod harness, PA chute, 
Bräuniger alto-vario Basis. EC, $1,500. Also, 
AIRBORNE STING 154 XC2 int, white LE, lilac/green US, 
40 hrs airtime, immaculate, $2,590 ono. Ph: 02 
49465086; 0422 181549. 
AIRBORNE CLIMAX 14 adv, red dart with white & grey, 
100 hrs, standard A-frame, some C2 mods, climbs & 
cruises sweetly, $5,500. Ph: 02 4943 
0674 evenings or <alaricgiles@yahoo.com>.
AIRWAVE RACE 2 harness, parachute & vario meter. 
State of the art UK harness. C/w para chute & Davron 
vario. All as new cond. New $2,200 sell the lot for 
$950 ono. Ph: Rob 0425 319060; 02 96815666.
ATOS Rigid wing hang glider. GC, great XC perfor-
mance, 19:1 glide & good sink rate. Easy to fly & 
lands like a floater. About same set-up time & weight 
as topless flex wings. Now incl. factory tail (>$1,000 
to buy). Selling to help fund a sail plane. Save many 
thousands off new price. $9,2OO ono. Ph: Paul 0404 
851876; 02 96997720 (h); 02 82323853 (w); 
<huntp@ozemail.com.au>.
EXPLORER HARNESS almost new… one year old, 7 
hrs. Royal blue color, electric starter motor with pull 
start, foldable carbon fibre prop, dual fuel tank, 
manual, & (parachute optional add $450), $5,800. (A 
savings of $1,125 to $1,400 from new.) I am 
upgrading to nano-trike as it’s difficult to run with 
arthritis in knee. Also, Xact Moyes harness in okay 
cond with recently packed chute (will separate), 
$400. Ph: “Evan” 0409 660716; 02 93692967.
MOYES LITESPEED 4 (2002) adv, 20 months old. 
electric blue/black US, mylar TS, flip-up batten tips, 
zoom frame c/w carbon basebar, carbon keel 
extension, new glass/carbon tips (they stay straight), 
$7,000. Also, MOYES XTRALITE 137 adv, new sail 
(approx 60-70 hrs) w/spring tip battens, CSX3 profile, 
mylar TS, white/electric blue US w/Moyes bird in 
black between colours, spare DT, $1,700. Ph: Ian 02 
99187796; <compositecreations@bigpond.com>.
MOYES LITESPEED 4 adv, in GC, the sweetest 
advanced glider I have ever owned for only 

$4,900. Ph: Chris 02 9818 2426 (h), 02 8374 5113 
(w); <cjones@rbni.com>.
MOYES SX4 adv, black purple US, just tuned up at the 
factory, looks good & flies great, 2 spare DTs plus 
basebar, 100 hrs only, $2,300. Ph: Luc 0404 499514; 
02 91301076 (h).
MOYES XT 165 int, EC, new sail, new bag, speed bar, 
ideal novice wing, $1,500. Ph: Rod 02 49347917.
MOYES XT 145 int, GC, blue/red US, spare 
DTs, $1,700. Ph: Kath or Lee 02 64561590 (h); 0427 
220764; <gonegliden@ozemail.com.au>.
MOYES XTRALITE 137 adv, red/white, spare DT, 
Xtreme harness black/orange customised 5’10” 
graphite back plate plus original spare alloy, full-face 
helmet, flight suit, Flytec vario basic model, Moyes 
aerotow release. The lot $2,000 ono, will  separate. 
Ph: Walter (Sydney) 07 46360314; <walkraj@
bigpond.com>.
MOYES XTRALITE 137 adv, mylar sail, dela minat ing 
but still flies fast, $400 ono. Also, Aussie Skins 
harness, suit pilot 160-170cm, GC, $350 ono. Ph: 
John 0419 413741; 02 97927172. 

VICTORIA
ENTERPRISE WINGS 157 RAGE adv, with VG, good 
cond, flies well, mauve LE, priced for quick sale, 
$900. Ph: Bill 0419 882405.
AIRBORNE SHARK 144 adv, $3,900. Woody Valley 
Tenax harness 5’6-5’9, $1200 ($1760 new) both A1 
only 25 hrs. AIRBORNE FUN 220 nov, 40 hrs, $3,000. 
Bräuniger 4030 Comp GPS vario, airspeed, cables & 
instrument pod, $1,000. Chute, $300. Laser open face 
helmet, $100. Old pod, 5’6-5’10, $250. Ph: 0418 
520991 (Tasmania & Vic).

ACT
MOYES XT int, with late model Moyes harness 
& reserve chute, all as new cond. Magellan Pioneer 
GPS, Flytec 300s S1 alto vario & mounting, EC. Will 
consider selling separately or $3,000 the lot. Ph: 
Bernie 0412 611360. 

WESTERN AUSTRALIA
GALILEO vario, brand new, still in box, never used, 
$1,500. Ph: 08 99232584.
MOYES XTRALITE 147 adv, power rib yellow/ 
black US, white TS, flies & lands well, spare DT  
& wheels, VGC, $1,500. Ph: Ken 0402 249014; 08 
94147210.
MOYES LITESPEED 5 adv, lavender LE, zoom DTs 
& F.A.S.T bar, full mylar TS, internal retractable tow 
bridle, $3,100. Ph: 0419 942645. 

Paragliders & Equipment
NEW SOUTH WALES
FIREBIRD@ DHV 1-2 in EC, only 45 hrs. size small, 
suit 55-70kg pilot, colour purple, $1,600. Ph: Terry 02 
65520429 (w); 02 65526663 (h); <terry.wells@
countryenergy.com.au>.
SOL SYNERGY M & L, two ex-demo wings, 20 hrs 
each, 75-95kg & 90-110kg, AFNOR standard, EC, 
both wings still with warranty, $2,200 each. Ph: 
Chris/Simon: 02 94579403; 0405 514556. 

QUEENSLAND

PARATRIKE, Corsair motor 10 hrs, packs into s/
wagon, Reflex wing 370kg load, will separate, EC, 
$5,900 ono. Ph: 07 49481815; <bnlink@ 
airlie.net.au> for photos. 

SOUTH AUSTRALIA
FLIGHT DESIGN S2vt DHV 1-2, medium (80-105kg 
take off weight), excellent wing both free-flying & 
paramotoring. Well cared for, still crispy with no wear 
or damage, $1,850 ono. Also, Paramotor Fly Products 
75, happily flies pilots up to 80kg, Solo 210 motor 
with 30 hrs airtime, auto decompressor for easy 
starting, will sell without harness for $2,400 or will 
import a har ness & sell complete for $2,850. Ph: 
Chris 83383313; 0417 819770; <designs@senet.
com.au>.
NOVA CARBON (S) DHV 1-2, 75-95kg, royal blue, 100 
hrs airtime. Great 2nd wing. Will let it go at a bargain 
$1,600. Ph: Kym 08 8172 1255; 0404 911600; 
<kymfielke@hotmail.com>. 

WESTERN AUSTRALIA  
FREEX STEREO Tandem DHV 1-2, Bi, 140-215kg. 
White tandem – has had a fair bit of use but no 
damage. Current NZ warrant of fitness (airworthy 
check). Must sell, asking $900. Ph: Mike 0417 
923741; <mikedufty@yahoo.com>.

Trikes & Equipment
NEW SOUTH WALES
AIRBORNE EDGE X-series T2-2874, Wizard wing, 503 
Rotax, full instruments, current model with complete 
Comunica intercom helmets & A22 radio & excellent 
trailer, $15,500. Ph: 02 42941031.
AIRBORNE EDGE 582 T2-2618, new 4-blade Brolga 
prop, many extras, all instruments, covers, Icom 
radio, stone guard, wing just serviced, meticulously 
maintained, just had engine service, trailer incl, all in 
GC, $16,000. Ph: 0418 648105.
AIRBORNE EDGE EXECUTIVE T2-2818. 1998 model. 
Electric start, tow gear installed but not used, EGT, 
water temp, intercom & headsets, stone net, always 
hangared, good cond, TT 235 hrs, $13,000. Ph: Ted 
02 65585503; <knowla@ 
bigpond.com>.

VICTORIA
PEGASUS Q T2-2508, Rotax 462, 86 hrs since rebuild, 
full instruments, two-seater, new wheels, incl. trailer, 
covers, stone guard, stone guard bag, GC. Further 
info ph: 0411 238551.

General
“SKYOUT”… NEED A LAUGH? 
Jules Makk’s delectable, collectable cartoon 
compilation. 50 pages of 150 loony cartoons & two 
A3 sized board games… “XC Circles” & “Thermals & 
SInkholes”… too much like the real thing & heaps of 
laughs… $15 to anywhere in Australia… post $ to: 
Jules Makk, 61 Anakie Drive, Cornubia QLD 4130 
<sky_out@optushome.com.au> “it’s a Hoot!” 

BOWLUS MAXI GAP TAPE. Now for sale in Australia just 
in time for the coming season. 25mm wide & 400% 
stretch, with easy clean up. Won’t slide or lose 
adhesion in difficult areas. 36m rolls for $12. Ph: 
Bruce 02 67787345 or <BruceLouise@ 
bigpond.com.au>.
CAMBRIDGE 302 vario/loggers for $4,000. Vario, 
audio, averager, speed-to-fly, etc PLUS IGC logger, all 
in one 57mm cut out. Can be connected to Pocket PC 
for moving map & final glide calcu la tions. Ph: Bruce 
02 67787345 or <BruceLouise 
@bigpond.com.au>.

Gliding Publications
AIRBORNE MAGAZINE: Covering all facets of 
Australian & New Zealand modelling. The best value 
modelling magazine. Now $60pa for six issues. Plans 
& other special books available. PO Box 30, 
Tullamarine, VIC 3043.

AUSTRALIAN HOMEBUILT SAILPLANE ASSO CIATION: 
James Garay, 3 Magnolia Ave,  
Kings Park VIC 3021. Ph: 03 93673694, [www.
geocities.com/capecanaveral/hangar/3510].
FREE FLIGHT: Bi-monthly journal of the Soaring 
Association of Canada. A lively record of the Canadian 
soaring scene & relevant international news & 
articles. $US26 for one year, $47 for two years, $65 
for three years. 107-1025 Richmond Rd Ottawa, 
Ontario K2B 8G8 Canada, email: <sac@sac.ca>.
NZ GLIDING KIWI: Official magazine of Gliding New 
Zealand. Edited by John Roake. Read world-wide with 
a great reputation for being first with the news. A$52 
pa. Personal cheques or credit cards accept ed. Write: 
NZ Gliding Kiwi, 79 Fifth Avenue, Tauranga, New 
Zealand. Email: <gk@johnroake.com>.
SAILPLANE & GLIDING: The only authoritative 

British magazine devoted entirely to gliding. 52 A4 
pages of fascinating material & pictures with colour. 
Available from the British Gliding Asso ci ation, 
Kimberley House, Vaughan Way, Leicester, England. 
Annual subscription for six copies £17.50.
SAILPLANE BUILDER: Monthly magazine of the 
Sailplane Homebuilders Association. $US29 (airmail 
$US46) to 21100 Angel St, Tehachapi, CA 93561 USA.
SOARING: Official monthly journal of the Soaring 
Society of America Incl., PO Box 2100, Hobbs, NM 
88241 USA. Foreign subscription rates (annually): 
$US43 surface delivery; $US68 premium delivery. 
TECHNICAL SOARING/OSTIV: Quarterly publi ca tion of 
SSA containing OSTIV & other technical papers. 
Annual subscription: 70DM. OSTIV  
c/- DFVLR, D82234 Wessling, Germany. 
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Classifieds are free of charge to HGFA members up  
to a maximum of 40 words. One classified per person per 
issue will be accepted. 
Classifieds are to be delivered to the HGFA office for 
membership verification/payment by email, fax, post or 
phone (see club page for details). The deadline is 25th of 
the month, for pub li cation five weeks hence. Submitted 
classifieds will run for one issue. For con secutive 
publication, re-sub mission of the classified must be made, 
no advance bookings. When submitting a classified 
remember to include your contact details (for prospective 
buyers), your HGFA membership number (for verifi ca tion) 
and the State under which you would like the classified 
placed. (Note that the above does not apply to com mer cial 
operators. Instructors may place multiple classified entries,  
but will be charged at usual advertising rates.)
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ACT/NEW SOUTH WALES

Learn to Fly in Canberra!
The Paragliding Capital of Australia  
and only 3 hours drive from Sydney.

At Australian Paragliding Centre we fly all year round 
& are open 7 days a week. 

Learn to fly in a friendly, caring environment  
with first class tuition & equipment.

• License & Introductory Courses
• Tandem Flights 
• Gift Vouchers & Group Discounts
•  Pilot Development Clinics for Novice, 

Intermediate & Advanced pilots.
• International Flying Tours 
• Cross-Country & Towing Tours
•  Pro-Design Paragliders, Harnesses, 

Reserves, Flying suits & Para-Kites.
• Paramotor sales & tuition
• Sales & Service of all major brands.

Contact: Peter Bowyer on
02 6226 8400

<pete@australianparagliding.com> 
Check out our new homepage! 

[www.australianparagliding.com]

NEW SOUTH WALES 

SOUTH AUSTRALIA

VICTORIA

HGFA Schools • • • • • • • • • • • • • • • • • • • • • • • • •

BYRON AIRWAVES 
Hang Gliding School

•  Lessons & full instruction available  
in Byron Bay.

•  Over 25 years hang gliding  
experience with training all  
year round.

•  Learn to fly safely & accu rately with all skill 
levels catered for.

Phone Brian and Anne on 
02 6629 0354 or 0427 615950, 

email: <byronair@optusnet.com.au>

Alpine Paragliding 
• Complete training in
 ° Paragliding ° Paramotoring
 ° Hang gliding
• Introductory days 
• Tandem instructional flights
• Advanced skills coaching
• Hill launch and towing
• Thermalling and XC
• Flying holiday tours
 ° Domestic & overseas
• Shop
• Equipment sales
• Gift vouchers
• Team building activities
• Film and TV
PO Box 3, Bright VIC 3741
ph: 03 57551753, 0428 352048
<enquiries@alpineparagliding.com>
[www.alpineparagliding.com]

•   Manilla has more flyable days per  
year than anywhere else in Australia!  
(300+ in fact!)

•   Mt Borah is one of the world’s most consistent 
all year round sites with  
4 large launches catering for nearly  
every wind direction.

•   Paragliding license courses – Autumn & Spring 
only: a week of quality tuition using the latest 
techniques & equipment for only $1,320 
(including GST & accommodation)

•   Your CFI is Godfrey Wenness: World  
Record Holder 1998-2002, 5,000+hrs 
experience, Australian Team Member,  
HGFA Safety & Operations Committee  
Mem ber for Paragliding

•   Thermalling, Cross-Country  
and Basic Acro lessons, Oct-April.

•   HG to PG conversion courses  
– it’s easier than you think!

•  Importer of ADVANCE paragliders,  
FLYTEC instruments, HANWAG footwear  
& most accessories – we sell only the  
best quality European made equipment.

So come flying with Manilla Paragliding,  
where the person who shows you the mountain, 

owns the mountain!
Phone Godfrey Wenness on:  

02 6785 6545 or fax: 02 6785 6546
email: <SkyGodfrey@aol.com>

“The Mountain”, Manilla, NSW 2346.

Adelaide Airsports
Microlight Aircraft Specialist

All microlight flight training and  
endorsements available from beginner  

to instructor level and beyond.
Sales of new and used microlights,  

hang gliders, skyfloaters, powered hang  
gliders and all associated equipment.
CFI & EXAMINER – Larry Jones

Ph: 08 8556 3030 Fax: 08 8557 4113 
Mobile: 0408 815 094 

Email: <fly@airsports.com.au>
[www.airsports.com.au]



T&J Sailplane Services
Hangar 53 Camden Airport PO Box 324 Camden NSW 2570
Phone 0246 557079 Fax 0246 557078 Mobile 0409 557079
Email: tnjgilbert@bigpond.com Website: www.tjsailplanes.com

Major and minor repairs on FRP and metal gliders.  
Tyres, tubes, wheels, brakes, perspex, seals, tapes.

Australian Agents for DG and AMS Sailplanes

The new DG-1000. First example in Australia now flying with Southern Cross Gliding Club.
Take advantage of the strong A$. Current price ex factory for DG-1000S is approximately A$130,000.



22 Bosci  Road Ingleburn NSW 2565
Ph 61 2 9829 5355  Fax 61 2 9829 1300
Email: sales@parachutesaustralia.com        
www.parachutesaustralia.com

Parachutes Australia  
has been supplying the world with emergency parachute systems 
for Civilian and Military applications for over 30 years.

The Thinback and  Slimpack 
Emergency Parachute Systems
manufactured by Parachutes Australia are designed, tested and 
manufactured beyond regulatory requirements and provide the 
maximum safety, performance and comfort.

• Certified under  FAA TSO C23(b) with Certificate of  
 Type Approval issued by CASA.
• Long 20 year Service Life*, an important  point to  
 consider when comparing prices. 
• Manufactured from durable Cordura fabric. 
• Military specification harness webbing for reliable  
 strength and durability.
• Stainless Steel closing grommets and ripcord assembly. 
• Thin, soft pack for pilot comfort. 
• Now available: Sheepskin Accessory Option  
  for improved comfort and hygiene.

  Static Line Deployment Option

* Refer Parachutes Australia Service Bulletin SB9502 Rev.2 15/8/03Thinback Emergency Parachute System

Slimpack 
(Seat Version)
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