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LTMA circum-aviation

September 6, 1985, was a good day
— se¢ John Bally's article elsewhere
in this issuwe. George Metealfe
attempted to fly around the London
TMA in his ASWI9, No lid. His
declared turnpaints were Hailsham
(B2T1/A276); A604/A11 SE of Cam-
bridge and Princes Risborough
Station, making a task of 380.6 km.,

A cold front had eleared the area
on the previous evening and an
anticyclone was building over Eire,
Forecast wind was 10-15 ki at flying
height, stronger in E, with good
cumulus. Actual winds were
20-25kt until the home (down-
wind) stretch where they dropped
o 5 Kt

A wire launch at 1150 hrs (20
minutes later than 1T would have
liked — due to & tow-car fumble)
was followed by good climb to
cloudbase at about 3600 asl. Fairly
good conditions to first TP —
turmed mt about 1300 hrs after a
Might mainly to the north of the
South Downs, Flew north, close to
the edge of the LTMA to near
Maidstone. Cumulus appeared
scruffy and rather widely spaced
but responded reasonably to deter-
mined search technigue! Cloud-
buse, which had been about
4000 asl, rose abruptly o aboutl



4600" in this area and cloud
amounts decredsed from about 4/8
to perhaps 2/8,

Acrosa the Thames

The crossing from Kent to the
Iste of Grain and then to Canvey
Island was made uneventfully if
rather cautiously under occasional
scruffy Cu whose base appeared
even higher. Visibility was by now
deteriorating quite markedly due in
part, | suppose, to being downwind
of the Metropolis and in part to the
gradually increasing number of
field fires.

Through the murk, it wus
possible to sec occasional good
looking Cu in the area of the
Crouch estuary and just to the west
of it. On arrival, these Cu were
found to be almost transparent bat
offered reasonable climbs all the
same, The rest ol that leg proved
similarly misleading. There were
always good looking Cu to be seen
towirds the hmits of vision, but
never one which would stay in one
place long enough to be thermalled
under.

Headwind

Mo matter though, there were
quite enough thermals, either
natural or agriculturally reinforced
1o make the going satisfactory. The
second lurning point was turned at
about 1520 hrs at about 4300 asl. In
retrospect, | think 1 was over
cautious all the way from
Maidstone to the second turning
point. I'm surc the second leg
shouldn’t have taken me two and a
gquarter hours even though the wind
was sirong.

The third leg was similar except
that the thermals were by now
further apart and weaker (even the
reinforced ones!). A low point,
even though 1 wasn't pushing it, of
something like 2000"asl near
Hitchin contributed to a feeling of
insecurity even though there were
still good looking Cu arcund (at the
limits of vision but, | fekl, beyond
the limits of ASWI19s).

Hope restored

Spirits were lifted by 3 good
thermal near Cheddington. | began
to think | had re-entered the good
conditions pilots in our vsual task
area had been enjoying all after-
noon. This served to get me round

Princes Risborough at almost the
maximum allowable altitude. By
now [ was under a few good Cu but
they didnt seem to be working.
However, a field fire near Benson
got me back to 3000° asl.

From there | glid under a sclec-
tion of clouds which | would nor-
mally have expected to accommo-
date me. Bul none of them did, It
was about 1730 hirs by then and the
ash trapped under the inversion was
cutting down the heating consider-
ably. On and on and on, I ended up
in some smoke at 1200 as] just SE
of Aldermaston grinding round
waiting for something to huappen.
The fire finally managed 1o provoke
g thermal of aboutl | kt which took
me to 2100 before it shulfled off it's
mortal coil.

Looking up to K135

1 glid gently on, arriving about 3
miles Morth of Lashum at about
| 200 asl again. There | sat, in plus
or minus one knot drifting on the,
by now all too gentle, zephyr
towards home. The sight of the
Janus circling a thousand feet
above me and the K13s on circuit a
mile away and a couple of hundred
feet higher fired me to keep trying.

Eventually, the thermal, or
whatever it called itself, stopped
abruptly and 1 was forced to glide
towards some smoke beneath the
circuit 4t Lasham. I failed to make
it climh. At less than 200" above
Lasham with 2 km and a lot of trees
to cross | had to admit defeat. |
came to rest at 1755 hrs amongst
the straw in & newly mown feld. 1
was 200" below Lasham and 2.3 km
from it, The last 15 minutes of my
flight had made good spectator
sport for those on the airfield, |
understand,

So that was that, 3o near and yel
so far! I'll iry it again when 1 get the
chance, Conditions weren't particu-
larly good from the Thames
onwards so on a good day it
shouldn’t be much trouble to com-
plete.

Chris Starkey was persuaded to
try the circum-aviation too. He
completed the task, arriving back at
Lasham at about the time | began
my grovel al Aldermaston. [Irri-
tating, His wmain pre-occupation
seemed to be with the fact that |
wis kesping up with him most of
the way round even though he was
flying a Kestrel. He needn’t have
waorried.

Self Launching
Sailplanes?

When David Innes, Peter Hearn
and 1 formed the syndicate 1o buy
GBLID {our new DG4 we were
aware [rom previous Pik 20E
experience that a stigma is attached
by some purists to smelly noisy 2
stroke engines! Well that aero-
plane, GOCAT, was a bit noisy and
the cockpit did smell of petrol but
worse il was not particularly pretly
pnd it did not rate very highly as a
hot competitive Sailplane.

Well, the DG400 is pretty, in fact,
with the engine lolded away she is
us handsome as anything in the air
and she is a hot competitive
Sailplane viz. — the NZ Nationals
— outright winner. What a pity that
David was playing with his Nimbus
3 in the Mutionals, leaving JD to be
flown in the Regionals by Peter H
and mysell — mere mortals hoping
o come somewhere higher than
bottom of the field,

Sa with the responsibility for the
stigmas having been removed from
the machine, the onus now lies with
us, in the syndicate, lo operate in
such a way that we do notl offend
our lellow glider pilots.

Safety and nolse

We are aware that we could
offend first by contravening normal
safety practices and sccondly by
creating undue noise. We must try
to avoid these areas, il possible
without restricling our operation 1o
the extent where we lose the value
of the machinery,

Once in the air and clear of the
airfield we should not offend other
glider pilots and, if anything, create
less offence to the general public
underneath than the conventional
tug-glider combination due to our
greater rate of climb and lower
decibel rating. The area of potential
offence therefore lies mainly on the
ground, i.e. taxying to launch point,
take-off, and clearing the landing
ared.

For those who do not know the
machine 1 should explain that we
normally taxi and 1ake off under
our own power without external
assistance just like any conven-
tional powered aeroplane. Similarly
after neormal landing, engine

stowed, we start up and clear the

landing area unassisted. All this we
achieve through the combination of



a steerable tallwheel, powerful
wheelbrake and wing tip wheels
{this latter only with the 17 m tips,
the way we normally 1y it.)

We can come adrift taxving and
at the start of the take off run if the
ground s very soggy because the
wingtip wheels huve a diameter of
only 3in and can easily become
clopged with mud or grit. In this
case we do require a wingtip
assistant in the same way as any
canventional Sailplane,

Sincere thanks to all those who
have already assisted us through the
soppy winier months!

We understand from the new UK
agents that they are now testing
larger winglip wheels for attach-
ment in the 15 metre mode to facili-
tule soggy field operation!

Taxiing
Normally we will rig, with everyone
clse, as close to the launch point as

possible. Perhaps | should mention
that after start up and whilst doing
checks we do have to warm the
engine up to a4 minimum cylinder
head temperature of 100°C belore
take-off. This means engine running
for perhaps 2 to 3 minutes along-
side normal tug noise.

Il we do have to change ends, or
reposition, we can usually do this
on the grass quite guickly and
quietly and should not creale any
more hassle than a Falke or tug air-
craft,

Take-off

If other flying is in progress we will
always tuke off from one of the
approved launch points having pre-
viously consulied the person in
charge. This way we pet "on the
spot’ approval to go between other
launches and so should not incon-
venignce or endanger others,

With the “tap” fully open we are
in the air and climbing at 600 ft/min,
faster than any normal tug-glider
combination. Our departure js
mirked by a different engine noise,
not by ils excess.

Clearing landing area

Here we will normally use the same
technique as the Molor Falke —
land 2s a conventional glider and
stop straaght ahead. Erect and start
the motor. Right-angle turn to
observe all clear behind and then
clear the landing area as fast as is
sifle,

We have a super machine and
would love to convinee you all that
the sell-launching option is bound
to proliferate, We would welcome
constructive comments.

Par Swoffer

Cables and Turnbuckles

Most modern plider comtrols are
operated by push rods, However,
rudders are often cable operated
and there are many older machines
around with all controls cable
operated. The cable used is
stranded, usually of 10 cwt nominal
breaking load, with swaged ends —
wire splicing is a dving art, like
thatching.

Cables never wear on straight
runs, The places to look for signs of
wear are where they wrap around
pulleys (small diameter pulleys are
the worst), where they run through
fibre fwirleads, or through guide
tubes, ‘S’ wubes are used on many
adjustable rudder pedal svitems,
und are a potential wear point. The
ather possible trouhle spot is where
the cable comes out of a swaged
sleeve or a tapped end,

Worn portions of cable will
appear shiny and if one or more
strands are broken, they tend to
stick oul when the cable is flexed, If
vou run your finger along the
suspected length of cable, you can
psually feel a broken strand, but be
carcful, they draw blood easily! If it
is known that a glider has been
cloud flying, with the possibility of a
lightning strike, all cables must be
inspected for damage throughout
their length — in most cases it will
menn withdrawing them,

Tensioning

Cables wre protected by a special
Nexible Jucquer, wsually coloured
Blue. Too much should not be used,
a3 it could possibly wedge against
pulley guards or Tairleads. Never

contaminate cables with oil or
Erefsé — in time it becomes a very
good grinding compound with the
addition of a little grit. Beware of
overicnsioned cables, In cold con-
ditions they will contract, and can
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