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and bind your copies month by month

Each Binder will hold 24 Copies

Price of complete binder, including title
done in gold lettering--13/- each, postage 8d.,
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*
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Editorial

HAT is happening to Sailplane ? From Lands End to John O" Groats, from
W London to Sydney have come the enquiries, by letter, wire and telephone,
what has happened to my copy ! Let us say here and now that Sailplane
and Glider the world’s first and leading journal devoted entirely to Soaring and
Gliding is to continue publication whilst we have anything to do with it.

We deeply regret that it has been decided to continue publication as a
bi-monthly but it is only for this year. Continued rises in the cost of production
and distribution and a lessening in the support which we receive from those who
manufacture equipment etc., for sailplanes and gliders, because business is small,
has brought this about.

We are somewhat comforted by the knowledge that our journal has never
enjoyed an easy existence. |t has been controlled by many hands during its twenty-
four years of life, but despite the difficulties and trials through which it has grown,
—a world-war, when there was no gliding ; paper shortages and rises in costs
which would virtually have seemed to have made publication of such a specialized
periodical with only a small readership (but let us not forget an enthusiastic one)
—impossible, it has gained strength.

We were faced with two alternatives—either to increase the cost of the
journal (which is we would say now much higher than we would like it to be) or
publish each other month thus spreading some of our expenses and guaranteeing
us covering our expenses more or less for some months ahead.

We are indeed indebted to our good friends in the Power-Aircraft World
for the wonderful support which they have given us during the past year and rather
more especially to our very good friends SHELL-Mex and B.P. Limited who for
many years now have taken our back cover and virtually kept us alive.

We are sure that 2ll of our readers will be glad to know that we are to
continue our publication, Many will ask if they can do anything to help us in our
difficult times. There is plenty. If each and every one of our readers enrolled a
new subscriber we would be able to improve the quality of our magazine and the
number of pages besides publishing more of the wonderful photographs which
we receive. (Please see the important announcement on page 22).

We are going ahead with our plans for our Exhibition of Gliding and
Motorless Flight to be held at the Tea Centre, Piccadilly, London, W.1, during the
week of the International Gliding Contests in July. We repeat our offer of prizes
for poster designs which should be sent to our offices at 8, Lower Belgrave Street,
London, S.W.1., and we would also appreciate any ideas and suggestions our

readers might have on the subject.
R.G.B.

Would readers kindly note that for this year Sailplane and Glider will be
published on the 1st day of every second month of issue, i.e,, the MARCH/APRIL
issue will be on sale on April 1st, the MAY/JUNE issue on lune 1st, and so on.
Copies are obtainable through newsagents and bookstalls but we would strongly
advise readers to take out subscriptions 12/9 per annum or 6/6 for three issues.
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ENIGIENTE S

ARECTHEY: MECESSNARY 2

By KENNETH OWEN

SII.ENCF‘. is a beautiful thing. Combine this beanty

with the exhilaration of flight, and the result
should be worthwhile indeed. Years ago, some such
thought was vaguely responsible for my original
desire to glide, a desire whose strength was matched
only by my conspicuous failure to do anything at all
about it— until August of this year. At that time the
London Gliding Club expressed their willingness to
try to teach me to glide ; an optimistic gesture, and a
sporting challenge which I accepted with alacrity
and a small dry Martini,

My previous gliding experience was zero. All my
aviation had been achieved with the aid of one or
more noise-producing devices, known as engines,
which caused fans to rotate at the front end of the
flying machine. I had therefore become conditioned
to the continual droning of these inventions: and,
indeed, silence from one of them would normally be
the signal for a descent to be made on to the ground.
Thus a certain amount of reorientation was first
needed before I could really believe in the new
philosophy of being pulled at the end of a long string
into the air, there to be cast off with no motive
power other than gravity. The prospect of in-
numerable dead-stick landings, extending on into
eternity, was an equally novel concept.

In the past | had, however, been aware of the
existence of gliding. The sight of a skeleton-framed
primary circling and descending rapidly, the exposed
pilot seemingly suspended in space, had failed to
inspire me. I had not taken up gliding at that time,
and the sight of the primary caused merely a wish
for things to stay that way. The recollection of
polished work in ‘Olympias’ by Goodhart,
Stephenson and Lee at various air displays since then,
however, reminded me that sailplane flight could be
an inspiring thing. This opinion was confirmed by
my friend and one-time lecturer, Alan Yates (an
experienced ‘' Olympia’ pilot), and my mind was
made up. [ would follow in the footsteps—or the
thermals—of Philip Wills, and try very hard to be
a bird,

Attaching myself to the second half of one of the
London Club’s two-week training courses, I met my
instructor, bad weather and a new philosophy on
my first day at Dunstable. The philosophy is one of
calm patience together with a willingness to push or
pull gliders long distances from the point (A) where
they land to the point (B) where they are launched. (It
subsequently transpired that most glider pilots can
in fact make (A) tend towards (B) on the majority of
occasions, but pupils in the two-seater are inclined
to make interesting, rather than accurate, approaches

Condensed from an Article in *' FLIGHT »

and landings). My instructor was to be John Simpson,
a schoolteacher by profession and an experienced
sailplane pilot who habitually spends many weeks of
his Summer vacation teaching people to be birds.

First impressions from the ground of the gliders in
the air were of the steep launching angle (as il lying
on one's back in a lift going up) and the shallow angle
of bank, compared with powered aircraft, as they
turned—this latter, on reflection, being presumably
due to their slower air speed. Occasionally? a pipe-
smoking occupant of the starboard seat would be
seen to lean out and knock out his pipe on a con-
venient strut . . . Indeed, power flying was never
like this.

Another intriguing aspect of gliding, appreciated
very early in the game, is that observers on the
ground can hear quite distinctly what an instructor
in the circling * two-pew * is saying to his pupil—
and, of course, equally distinctly any reply the pupil
dares to make. This can prove acutely embarrassing
to the airborne pupil, as precise details of his in-
competency of pilotage are thrown to whichever of
the four winds is not blowing in his face at the time,
and carried with crystal clarity to the delighted ears
of those below,

Soon came the time when I had to cease watching
everyone else flying and actually to sample the real
thing myself. Observation of the * T.2l's ' activity
since my arrival had pointed to the fact that it was,
in spite of its appearance, airworthy, and capable of
at least making a circuit and landing in the same
general area from which it was launched. This
knowledge did something to relieve the doubt
occasioned by the sight of extremely primitive-
looking stick and rudder pedals, a small wooden
sphere attached to a wire (surely not for flapping the
wings in an emergency ?), a panel of only three
instruments, and no seat—just a slightly raised
portion of the floor. The central instrument, between
the altimeter and the A.S.[., was intriguing, and
apparently consisted of two thermometers vertically
mounted. This, I was informed, was actually a
variometer.

After I had been installed in the cockpit, and had
carried out the ‘ scrubcat * check, our wish to ascend
was conveyed via the batsman to the winch driver.

The wire tightened, and we began to move forward
over the ground, rather more smoothly than I had
expected. Then we were rising into the air, with an
almighty rushing noise and the feeling of being pulled
face-first through a howling gale. My streaming eyes
just managed to perceive that the nose seemed very,
very high, before my instructor pushed the stick



forward, released the cable, and handed over the
controls to me.

I commenced the circuit with a turn to the right.
Any belief 1 might have held that turning a glider
was identical with turning a powered aircraft was
quickly dispelled as slow-speed effects and aileron
drag played their part. The application of moderate
right bank immediately caused the nose to swing to
the left—an interesting phenomenon, but not what
was desired. Much and early rudder was obviously
needed, at least to begin the turn. A general
sloppiness of the controls was apparent, and so we
slopped around the circuit, as if steering a barge
sideways, forwards, allways across a many-current
river.

My clumsiness at the controls was heightened by
the lack of any indication (to me) of whether I was
flying accurately or not: indeed, the machine did
not seem to fly, but rather to slide and wallow
erratically, though in the right general direction.
Rather disconcerting at first was the impression that
what one did with the controls bore little relation
to the subsequent behaviour of the aircraft.

After a blundering sort of downwind leg (with one
highly suspicious eye on the A.S.I. needle, apparently
frozen rigid at 30 m.p.h.) I began to turn crosswind,
but was too high for a straight-in approach. My
instructor took over and, showing how it should be
done, made a wide S-turn before coming in to a
smooth landing. It seemed that landing judgment
would be easier in gliders; the ground did not rush
up suddenly, as with powered aircraft, and one felt
nearer to it and better able to judge one’s precise
height in the final stages just before touchdown.

This, then, was gliding. A bewildering, hectic
three minutes spent slithering around a circuit with
a howling gale blowing in one’s face. If only because
it was bewildering, and because one wanted more
fully to understand it, there remained the desire for
more—a desire that soon developed for me, as it has
for many others over the years, into an answer to the
peculiar, compelling fascination of the sport of
gliding.

Sunday was an extremely busy day, and the
‘ T.21A, being the only two-seater available at the
time, was in great demand, so that I was unable to
obtain a secound circuit. Instead, I absorbed the
atiosphere of a good-weather Dunstable Sunday :
the colourful, high-performance machines questing
and circling up from the hill in search of thermals ;
the lowly beginners hesitantly lunging around an
erratically flexible circuit in the barge; and the
outside audience changing from a lone early-morning
equestrienne reining-in her mount at the foot of the
ridge to the air-minded picnicking groups who
covered the afternoon hillside.

The following day, on our first circuit, I was
allowed to perform the take-off, dimly remembering
the briefing ‘ Let her get a little way up from the
ground, then gradually press back on the stick.’
This I did. * That's right, higher,” advised John
Simpson, just as T was about to keep the nose where
it was, Hesitantly, a little more back-pressure.
‘ Good. Higher." Higher? Oh, well, why not, the
whole thing was ridiculous, anyway. Higher still,

and then with the stick right back the nose eventually
began to pull slowly yet firmly down—we had arrived
at the top. Forward on the stick before release—
but not enough, for there was a slight jerk as we came
off the wire—and then a right turn into the circuit
again.

As a preliminary to the landing approach, a
startling and revolutionary procedure was then
suggested (or rather ordered) by my instructor. One
was not to decrease speed from what might be termed
‘ normal cruise * for the landing, as on a respectable
powered aircraft; on the contrary, one increased
speed. Pushing my mental reservations firmly aside
and the stick firmly forward, [ increased speed from
about 30 m.p.h., to a relatively breath-taking 40.
Subsequent thought on the matter approved the
new concept.

My actual landing was no more than adequate,
My powered aircraft training reared its ugly head—as
indeed did the ' T.21 —as 1 brought the machine in,
very smoothly, on its tailskid. ' Hmm, yes,’ com-
mented J.S., * Most power pilots seem to do that,

Subsequent circuits indicated further faults to be
cured : a tendency to fly too slowly, and with one
wing low. Slowly the feel of the controls improved,
though I still caught myself on occasion looking for
the non-existent turn-and-slip indicator.

Landing on the grass-covered roller-coaster that is
the Dunstable flying field, is indeed an alarming
prospect at first. A deep, diagonal gully separates
the two crests from which the launches are made,
while along one side looms the soaring ridge. There
are power cables, too, but as these have been specially
diverted, one should not encounter themi on a
conventional approach, and one soon realizes the
truth in the claim that, if one can fly and land at
Dunstable, then one will have little difficulty else-
where. Especially intriguing is the experience of
missing the first crest and flying (at twelve inches
above the ground) down and up the sides of the gully
before finally touching down on the far slope.

After a number of further circuits, and a brief
introduction to ridge-soaring, 1 was deemed safe for
solo, and free to flap—metaphorically speaking—my
own wings. Indeed a proud prospect for me, albeit
possibly a risky one for the lLondon Gliding Club’s
* Tutor.’

The * Tutor," externally, appeared a pleasant and
conventional machine. As 1 inserted myself in the
cockpit, however, I realized that someone had
disturbed its conventionality by removing the
instruments. A gliding joke, intended to frighten
would-be soloists—an uncompleted D.I.-—panel
removed for checking ? Slowly the further realisation
dawned that this was no joke, no incomplete D.I., no
panel removed. This was deadly serious. I was
actually expected to fly the thing that way.

In solemn mood 1 tested the controls for movement :
that of the harmonium-type rudder pedals seeming
quite appropriate to the dark mournful music I alone
heard at that moment. In a last desperate attempt
to reassure myself, I observed that neither birds nor
the other pupils who had at that time soloed on the
course carried instruments, either., But then,
' Flights Gemini '"—my usual mount—did . . .

(Continued on page 12)




Charles Fauvel writes :—

AT this moment 1 am putting in hand the con-
struction in series of the ‘ Monobloc AV-36°
at the Ets. Wassmer of Issoire (Puy de Dome),
1 am also hoping soon to make a prototype of a two-
seater sailplane of the same class as the ' AV-36,
and to try out a model of a little flying wing of my
own design with a ‘' Palas ' motor (jet 7).

The kind translation of M. Jacquemin is now a
little out-of-date as it contains only the provisional
performance, and the actual performance figures have
proved better. You will see that the official perfor-
mance figures of the Centre d'Essais en Vol give a
maximum gliding ratio of 24.

The * AV-36 Monobloc' comes into Category 1V
of the Nomne Air 2.104; relative to the require-
ments for static strength of gliders set up in October,
1951, its load factor is now 12, permitting not only
cloud flight but also aerobatics.

So far, the prototype has 250 flying hours to its
credit and over 300 successful flights with 83 different
pilots (of all classes and nationalities) without the
slightest mishap. Not a single pilot even among the
specialists has been able to make it spin or stall, so
you can imagine there has been quite a lot of com-
petition among them.

The Service de I’Aviation Legere et Sportive as a
result of these tests is about to order a series of 42
machines from the Ets. Wassmer of Issoire—2
machines ready to fly and the other 40 in pre-
fabricated kit forms. The Ets. Wassmer will also
execute individual orders, either for complete
machines or for prefabricated parts.

Besides this, there are throughout the world more
than 45 amateurs or Clubs who have acquired the
plans to make their own machines, and many over-
seas licences for commercial construction are under
discussion. 21 of these sets of plans are scattered
throughout France and her dependencies; the rest
are principally in the U.S.A,, the Argentine, Germany,
Australia, Switzerland, Canada, Brazil, South Africa,
and Belgium.

The construction plans will shortly be translated
into German. The ring Society of America are
doing a translation into English but keeping the

Silent and solitary he sits aloft,

Under a towering cloud that draws him upward,

Into its darkening dome,

He flies.

What is the hidden power up there,

Under that towering cloud that draws him
upward ?

Ten thousand silent horses,

In disguise.

Only the sailplane pilot knows,

Under the towering cloud that draws him
upward,

This is Nature’s gift,

In the skies.

Bill Golch.
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Speed polar compared with * Nord 2000."
‘A V-36" No. or. Tolal weight 211 kgs. (pilot's weight,
88 kg.). ' Nord 2000"' No. z (* Meise * or * Olympia ).

measurements in metres. (The Americans who began
with a plan in French solved this difficulty by buying
a metric ruler !),

I have thought of fitting a motor to the ' AV-36'—
either a “Snecma' * Escopette’ or an ‘ Ecrevisse.” 1
have heard also that there is a very light-weight
‘ Short ' motor, but this is not in my immediate
future plans. A small engine of 10 h.p. weighing
about 6 kg. is also under consideration for distance
retrieves or motor-gliding.

How to get your Fauvel plans—

Fiyst, fill up and sign an application in the approved
amateur-constructor agreement form and send it to :
Mr. Charles Fauvel, 72 Bd. Carnot, Cannes (A.M.),
France.

Secondly, send the price of the plans by cheque,
Bankers' Order, or International Money Order to:
Credit Lyonnais, Rue d' Antibes, Cannes (A.M.),
France, payable to the account of M. Charles Fauvel,
No. 2683,446. The price is : France, 20,000 francs;
Switzerland, 250 Swiss francs; England, £20;
U.S5.A. or Canada, $60,

Form of Trailer designed specially for the *AV-36' (see
drawing overleaf).
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Performance figures given by Flight Test Centre, [une, 1953.

Weight empty, 115 kg. Weight of pilol, 75 kg. Maximum gliding ratio, 24 at 80 km.[h.
Sinking speed at 1oo km.lh., 1.63 m.[s.

Minimum sinking speed, 0.82 m.'s. at 67 km.[h.




THE ‘LF-to9 PIONYR’

By R. A. G. STUART, M.A.

A Czech 2-Seat Tandem Glider

l!\' these days when the two-seat side-by-side glider
is being widely adopted in preference to earlier
training methods, it is interesting to consider the
development of a new Czechoslovak tandem two-
seater and the reasons for the choice of the tandem
seating arrangement. The type in question, the
‘ LF-109 Pionyr’® (Pioneer) originally aimed at
satisfying the requirements formulated jointly by
committees of the Ministry of National Defence,
Ministry of Transport and Aeroclub of the Czecho-
slovak Republic at the end of 1948, when it was
decided to standardise dual-control instruction.
Some experience of dual-control gliding training had
already been obtained with the ' Z.30 Kmotr®
(Godfather) with side-by-side seating and with the
¢ Kranich I1,” known in Czechoslovakia by the name
of ' Jerdb' (Crane) which is a translation of its
German name, with tandem seating. On the basis of
this experience it was decided to build a tandem
two-seater which would also incorporate the chief
advantages of the side-by-side layout. The new
type was to be capable of being used up to Silver* C°’
standard and thus facilitate a reduction in the number
of glider types produced. Just as the * Kmotr ' was
largely inspired by the ‘ Goevier," the new design was
partially inspired by a foreign type too, the Russian
* Stakhanovec,” but it also profited from experience
gained with the ' [LF-107 Lunik’ (Kite) aerobatic

sailplane which had just completed its flying trials,

To avoid the necessity ol using ballast on solo
flights, the rear cockpit was situated in [ront of the
wing spar, i.e., approximately at the C.G. of the
aircraflt. To permit easy communication between
pupil and instructor the two seats were in a single
cabin and no inter-com. was necessary. The wing had

a slight sweep forward and was of 156 m. span, this
being considered the limit for a medium-performance
sailplane. It was felt that with the pupil being

seated on the axis of the fuselage he would find it

easier to maintain direction and a correct attitude of
flight, whereas the common cabin would provide the
advantages normally associated with a side-by-side
seating arrangement. This project was at first called

“ 109A° but was later redesignated * LI7-106" for the
sake of clarity. It was found that the gliding
instructors preferred a more robust type if, as was the
designer's intention, it was to be used for initial as
well as intermediate training.

The whole project was therefore redesigned, though
the general lines of the earlier project were retained.
This project was named ' LF-109B" to distinguish
it from the earlier ' LF-10DA ' project. Several
design studies were imade before construction was
started, and a detailed investigation of the effect of
the principal dimensions on perflormance parameters
was carried out. Preliminary aerodynamic and
weight calculations showed that for two alternatives
with wings of ditferent sizes the minimum rate of
sink would be about | mn./sec., and the influence of

aspect ratio on the rate of sink was found to be
negligible. It was finally concluded that it would be
impossible to achieve the desired minimum rate of
sink 0.9 m./sec.,, without a fairly large wingspan,
whilst performance and manoeuvrability required
the span to be about 13-14 m. The design team
therefore reconciled itself to a calculated rate of sink
107 m./sec,, fully loaded.

A rectangular wing plan was chosen owing to its
simplicity of construction. To facilitate access to the
rear cockpit the high-wing layout with slight sweep
forward was adopted. In spite of lack of experience
of welded fuselage construction the designers decided
to use this method because of its advantages.

Having reached the construction stage, the project
was now known as ' XLF-109," the X signifying
experimental and being dropped after trials were
completed. The prototype was completed and test
flown in spring 1950, being registered ' OK-2200.
The estimated weight was only exceeded by an
insignificant margin and the C.G. remained within
acceptable limits. The second prototype, known as
the ' LF-109.2," was flight-tested in summer 1951.
The * Pionyr’ has been more extensively tested than
any other Czechoslovak sailplane except the * LF-107°
Lundk. Special recording instruments were fitted
and the polar was measured on 45 flights. There were
also 15 flights to determine the flying qualities by
instrument recordings as well as pilot’s impressions.
The flying qualities are the same whether there is
only one person aboard or whether the ' Pionyr’ is
fully loaded. Owing to its simple and robust con-
struction the * Pionyr ’ is cheaply and easily produced.
It has overcome initial scepticism caused by the
success of the side-by-side seating of the ' Kmotr’
and is now in production for the gliding training
centres.

The all-wooden cantilever wing is in two parts. It
has one main spar and an oblique auxiliary spar
which transfers the torsional and drag loads of the
wing to the fuselage. The torsion box is of plywood
construction, but aft of the main spar the wing is
fabric covered, Welded profiled tubes are used for
the bracing struts. The ailerons are of modified
I'rise type and have all-wooden construction with
plywood nose box and fabric covering. They are
mounted on three hinges on ball bearings. The dive
brakes are of dural sheet and open on both sides of
the wing. They are effective over a wide speed range
and act as air brakes to steepen the angle of descent
when landing also.

The fuselage is of lattice construction with welded
steel tubes. It is covered with fabric sewn on to a
light wooden frame which mamtains the correct
fuselage lines. The common cabin housing both seats
is covered with a plexiglass canopy which is hinged
on the starboard side. There is only one instrument
panel for both pilots, the rear seat being set higher
than the front one, so that its occupant can see the



instrument panel without difficulty. This arrange-
ment recalls that of the Polish ' SZD-9 Bocian'®
(Stork) and is intended to overcome the difficulty of
divergent instrument readings in the different
cockpits, a fault occurring in the * Kranich." Both
seats are for dorsal parachutes and there is full dual
control, with the usual joystick and with adjustable
rudder pedals for both pilots. The rear fuselage is of
triangular cross-section. There are inspection panels
in the fabric covering, and at the sides of the fuselage
there are automatic releases for winch take-offs.

The tailplane has a three-point attachment to the
fuselage, facilitating easy dismantling. It is of
cantilever wooden construction. The elevators are
statically balanced and have the usual construction
with plywood nose box and fabric covered rear part.
They are fitted with trim tabs adjustable in flight.
The fin is welded integrally with the fuselage and is
of steel-tube construction with a light plywood
frame. The rudder is of all-wooden construction with
fabric covering and has aerodynamic balancing.

‘['he undercarriage consists of a single 350 x 135 mm.
wheel just behind the C.G. Itis mounted inasteel-tube
frame hinged to the main bulkhead. High-absorption
rubber cord shock-absorbers are fitted. There are no
wheel brakes, so that the landing run must be
shortened by pressing forward the stick, thus making
use of the friction of the skid which is mounted under
the front fuselage with rubber block shock-absorption.
There is also an auxiliary leaf-spring tail skid to
protect the rear end of the fuselage.

The glastically mounted instrument board contains
the following instruments: A.S.L, electric turn
indicator, variometer, longitudinal inclinometer and
compass. The Venturi tube for the A.S.1., is mounted
above the nose of the aircraft on the centre-line of the
fuselage. During flight tests there was also a Pitot
tube for the recording A.S.1., but this has now been
removed. There is a useful pocket for tools, docu-
ments, etc,, and there is a place for a barograph in
the side of the fuselage. A.S.1. position error was
determined by flights over a 5-km. base.

The ¢ Pionyr' can be longitudinally trimmed over
a wide speed range up to 110 km./h. With either one
or two pilots it has a considerable degree of static
longitudinal stability. In the dynamic stability trials
quick jerks were dampened after five oscillations.
When "approaching the stall, the ' Pionyr’ gives
warning by a softness of the stick control, followed
by a marked twitching of the stick. This results
from the break-away airflow reaching the elevator
and causing it to quiver. The ' Pionyr’ can be kept
in a stalled attitude for quite a long time till it
gradually settles down and goes into a shallow dive
or a spiral, With air brakes extended the warning
is even more pronounced and there is no tendency to
drop a wing. However, spins may be carried out
with either one or two pilots. A slight touch of the
controls is sufficient to stop the rotation and bring
the Pionyr ' out of the spin. During manoeuvrability
trials with the prototype it was found that the
transition from circling at a 45° inclination to an
opposite turn was not satisfactory. The aileron span
was therefore increased and the improvement in lateral
control thus effected was substantial and has cured

this fault. The production * Pionyr' has greater
aerodynamic balancing of the ailerons too, and the
stick forces for lateral control are now well harmonised
with the forces required for the other controls. A
full circle can be executed in 15-18 sec., which speaks
fot the efficiency of the differential ailerons and the
controllability of the * Pionyr' at low speeds. The
air brakes are smaller on the production version than
on the prototype and they do not affect the trim at
low speeds. All controls work correctly at high
speeds and there is no wing deformation. The
probatt;pe showed signs of spiral instability during
tests but this has been cured by increasing the
dihedral to 2.5%, the only alteration necessitated being
a lengthening of the bracing struts. Sideslip
approaches, which increase the rate of sink 2} times,
can be made with the air brakes either open or closed.
Controllability during winch starts is good, the control
column being at normal when the side attachments
are used. For aero-towed take-off it is necessary to
lighten the nose by pulling back the stick. After a
run of 20 m. the elevator becomes effective and the
take-off is then normal. Towing speed should be
between 90 and 110 km./h., but it has been demon-
strated that the ‘ Pionyr' is still controllable when
towed at only 65 km./h. When landing, the ailerons
are effective up to the end of the landing run. The
' Pionyr’ looks like being a very useful and popular
addition to Czechoslovakia's range of gliders and, by
eliminating the need for different initial and inter-
mediate training types, and even some of the more
advanced training types since it can be used for
instrument flying training with the cockpit blacked
out, it will simplify training methods.

Dimensions. Wingspan 13.47 m. (43 ft. $ins),
wing area 20.2m.2 (217.53 ft.?), aspect ratio 0,
overall length 7.77 m. (25 ft. 8 ins.), height on ground
1.62 m. (5ft. 3% ins,). Wing, of profile series 430A,
has thickness/chord ratio 0.12, angle of sweep —1.5°,
angle of incidence 5.1°. Braking flaps, of type SH,
have total area 0.51 m.2 (5.49 sq. ft.). Aileron area
2.58 m .2 (27.77 sq. {t.), aileron movement —34°, +12°,
Tailspan 3.28 m. (10 ft. 9 ins.), total horizontal tail
areca 3m.2 (32.27 sq. ft.), elevator area 1.16m.?
(12.486 sq. {t.), tailplane area 1.84 m.2 (19.784 sq. ft.),
total vertical tail area 1.45 m.2 {15.6 sq. ft.), rudder
area 1.15 sq. m. (12.38 sq. ft.), rudder movement
+30°

Weights and [Loadings. Weight empty, with
equipment 236 kg. (620 Ib)), AUW for solo flights
326 kg. (719 1b.), wing loading (solo) 16.1 kg./m.2
(3.3 Ib./sq. ft.), max. AUW 416 kg. (917 1b.), max.
wing loading 20.6 kg./m.2 (4.42 1b./sq. (t.).

Performance. At max. AUW at sea level min. rate
of sink 1.06 m./sec. at 62 km./h. (3.447 [t./sec. at
38.4 m.p.h.), optimum gliding angle 1:18.5 at 80 km./h.
(60 m.p.h.). For solo flights : min. rate of sink 0.94
m./sec. (3.083 [t./sec.), at 55 km./h. (34 m.p.h)),
minimum speed 46 km./h. (28.5 m.p.h.).

The Aero Christmas Catalogue is now available
FREE on request to :—Hubert Zuerl, Editor, Aero,
Munchen, 15, Hermann-Lingg, Strasse 9.



GLIDING IN
BELGIUM

Belgian Participation at the International Champion-
ships.
T has been decided by the ‘ Section Centrale du
Vol & Voile' of the Royal Belgian Aero-Club,
that two Belgian glider pilots will compete in the
International Championships in England this year,
These will be : Willy Witter of A.ZM. (Antwerp
Gliding Club) and leading pilot of the ' Competition
Nationale Permanente,’ a vearly classification of the
best Belgian glider pilots as to their performances
of the current year. Cartigny of Verviers Aviation,
holder of the Belgian distance record. Both pilots
will fly their club’s Czechoslovakian built * Sohaj.'

Next Year's National Belgian Championships.

Will be held at the National Gliding Centre at
Temploux (near Namur), from 31 May till 7 June,
1954. The tasks set will consist mainly of Out-and-
Return flights and flights over triangular courses.

Sabena -helping the Belgian Gliding Movement.

Sabena, the Belgian airline, has bought two
German-built ‘ Spatz’ gliders. They will be uvsed
first at the Gliding Centre at Temploux.

Sabena has also made available two prizes con-
sisting of two return tickets to the Belgian Congo,
They will probably be awarded for the best out-and-
return and the best triangular course flight in 1954,

Activity at the National Gliding Centre at Temploux.
These are the results of 1953 : Number of flights,
4,360 ; Total flying time, 1,268 h. 36 m. ; Number of
flyable days, 144 ; Average of each day, 30 flights,
8h. 48 m.; Total number of ' B's," 84; *C's,’ 14;
Silver * € * altitude, 3 ; duration, 1 ; distance, 1.

The International
Contests

Bv
A. VAN ISHOVEN

The centre will shortly receive its fifth two-seater,
viz.,, a ' Goevier' built by the firm of Wolf Hirt,
president of the German Aero Club. Besides the
‘ Grunau Baby’s' the centre will then dispose of :
2 ' Goevier,” 1 ‘ Kranich,” 1 ‘ Caudron C 800, 1
‘ Schweizer SGU-2-22."

Belgian Gliding Course in Southern France.

Like in 1952 and 1953, Mr. Pierre Charron, a
French Golden * C ' pilot, and Chiefl Instructor at the
Belgian Gliding Centre at Temploux will organise
during January, 1954, a gliding course exclusively
for Belgian ' C* pilots at the French gliding site at
Fayence near the Mediterranean.

This year there will be from 12 to 14 participants
with high hopes for wave soaring.

NOTES

Probable entries so far for the 1954 Contest are
Austria, South Africa, Belgium, Denmark, Egypt,
Finland, France, Germany, Holland, Iceland, Israel,
Italy, New Zealand, Spain, Sweden, Switzerland,
Yugoslavia and the U.S.A.

InpoNEsia. Ina Schweizer® 1-23 * of the Indonesian
Air Force, Lt.-Col. C. I. Oyens gained his Silver * C'
with a flight of 5 hr. 22 min., on 28 August, followed
a month later by 89 kms. from near Soctang to near
Djakarta, with a gain of height en route of 1,130
metres.

Yucostavia. A Dutch pilot, J. Hekking, took his
Silver 'C’ at Vrsac in September. Flying an
'Olympia’ he did 57 km. 5 hr. 16 min., and 1,870
metres.

SULTAN GOES
GLIDING .

The Sultan of Perak (with
glasses) all set for his first flight
in a glider of the Perak Flying
Club at [poh. The pilot is Mr,
J. 8. Wolstencroft, of Taiping,
Perak. Standing beside the
glider is Inche Osman bin Taib,
Deputy to the Mentri Besar
{Prime Minister] of Perak, who
had the first flight after the
Sultan had christened it ' Sultan
Yussuf." His Highness attended
the Coronation of Her Majesty
the Queen as a representative
of the Rulers of the Federation
of Malaya. Members of many
races belong to the Perak Flying
Club, which has pioneered glid-
ing in Malaya.
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DESIGN STUDY OF A

lN your October issue a suggestion was made that
gliders shonld be arranged in classes according
to span, the smallest class to be of twenty-five feet.
In this article an attempt has been made to find out
what such a glider would look like and its expected
performance.

The span is fixed so that the most important
factor affecting performance is the wing area. The
following table has been prepared showing the
expected performance with various wing areas, the
fuselage size remaining constant.

Speeid Speed  Min.
Wing Aspect  Wing Stalling for best Best  for min. siuhy
arca ratio  loading speed gliding gliding  sink spee
sq. ft. 1.f, w.ph.  angle angle  m.ph,  fl]see.
m.p.h.
100 B8.25 28 27 48 20/1 36 3
90 7 3l 28.5 49 21/1 37 2.86
80 7.8 3.5 30 50 2211 38 2.67
70 5.9 4.0 33 51 31 a9 2.7
60 10.4 4.7 37 52 24.5/1 40 2.45

The sinking speed is a minimum at a wing area of
about B0 square feet but the best gliding angle
improves steadily with decrease of wing area. This
improvement however is obtained at the cost of a
higher stalling speed. For a glider mainly used for
pleasure flying a wing area of 80 square feet appears
to give the best all-round qualities.

For competition work and long distance flying the
better gliding angle obtained with a smaller area
would be an advantage.

For the induced drag to be as low as possible the
wing must be elliptical in plan. This will not be
much more difficult to construct than a tapered
wing and the additional work involved will give a
definite improvement in performance, especially at
the low aspect ratios which will be used on this type
of glider.

The next item to consider is the [uselage and its
shape is dictated by the position of the pilot. To get
the centre of gravity in the right place the pilot's
centre of gravity must be about six inches in front of
the wing main spar.

If the glider is given a high wing the pilot’s head
must be underneath the wing and his view will be
restricted. A shoulder wing with sweepback and the
Eielot's head coming out behind the mainspar would

an attractive layout, but again the pilot’s view
would be limited. Either of these layouts would be
satisfactory for lone wolf flying, but for ridge soaring
in company the lack of all-round wview would be
dangerous.

To give the pilot a better view he could be placed
with his shoulders against the mainspar with the
wings swept forward. A further alternative is to have
the pilot lying prone with his legs beneath the wing.
This layout has the advantage of requiring a fuselage
of the smallest frontal area.

The cross section suggested is octagonal. Quite a
good streamline shape can be obtained without the

By J A1, REID
B.Sc., D.C.AE.

use of double curvature panels.

The tailplane could with advantage be set high to
avoid contact with obstructions on the ground.

No difficulty is anticipated in providing controls
for a prone pilot. The control forces will be very
small owing to the small size of the control surfaces,
and an orthodox control column about nine inches
long could be operated by the pilot without difficulty.
The rudder could be foot-operated by bar or pedals
operating in the normal sense, i.e., a push with the
left foot for left rudder and vice versa.

At the proposed tare weight of & hundred pounds
it should be possible to build a fully aerobatic
machine. If the weight allowed it, the fitting of a
small landing wheel would be of advantage, especially
in ground handling.

The proposed glider has an elliptical wing ol 80
square feet area and apart from the prone position
of the pilot is perfectly orthodox. Its performance
is a minimum sinking speed of 2.67 it./sec., and a
best gliding angle of 1 in 22. The gliding angle can
be improved by reducing the wing area, but it is
difficult to see how the rate of sink can be decreased.
One way would be to reduce the weight of the pilot.
For the purpose of these calculations his weight has
been taken as 180 Ib. A lady weighing 8 stone would
have a considerable advantage.

A tailless configuration wonld not have a lower
sinking speed but would possess a better gliding
angle. End plates fitted to the wing tips might
produce a virtual increase in aspect ratio but the
effect is doubtful.

This machine could be built quite cheaply and
although its performance is not in the * Sky’ and
' Olympia' class it should be possible to make

reasonable cross-country Hights in it.

T() commemorate the Company’s 21st Anniversary,
R. B. Pullin & Co, L.td. have produced a 44

page Brochure describing in text and picture their

growth from the 1st November, 1932,

The Company has adopted as the theme for this
brochure the well known quotation ' Great oaks
from little acorns grow.” They show the various
stages of expansion from the acorn (16 employees)
to the present lusty and vigorous young oak tree
embracing nearly 800 employees at the main Great
West Road factory alone.

R. B. Pullin & Co. Ltd. are now well established
as a leading name in the [nstrument Industry for
the design and manufacture of gyroscopic, electronic
and electro-mechanical scientific instruments, in-
cluding some of those used by the record breaking
‘ Comet,’ ' Canberra,’ * Hunter ’ and * Swilt ’ aircraft.
The * Viscount * and * Ambassador ' commercial air-
liners, as well as the famous Centurion tank, also use
Pullin equipment.
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ENGINES—ARE THEY NECESSARY ?—
{continued from page 4)

Such reflections were cut short as the cable
tightened and the ' Tutor * began to move. Having
been told that the ‘ Tutor' tended to rise more
steeply than the ‘T.21A' I over-corrected and
consequently climbed rather shallowly for the first
part of the launch. The feel of the new machine came
easily, though, and then I was at the top of the
launch, as if riding an airborne steed, holding its head
high in the air and with an exhilarating feeling of
power, anticipation and enquiry before putting the
nose down and around into the circuit groove.
Really, who wanted instruments at a time like this ?

Judgment of the circuit and landing run was little
different from that in the 'two-pew.’ My main
faults were again a tendency to fly too slowly in the
rather strong wind and, 1 was told, with one wing
down. As circuit practice continued, one came
gradually to know the ‘ Tutor’ better, including
what to do when one ' runs out of rudder ’ on a final
turn uncomfortably close to the hill. The local
topography became better known, and instructors’
exhortations to ‘ watch the lynchettes ' were recog-
nised as references not to diminutive punishments
for errant birdinen, but to prominent agricultural
landmarks downwind of the field.

The wind was directly on the hill on Friday
morning, a good sign for * C' aspirants. After twenty
minutes dual on the hill and one * Tutor’ circuit, we
were in turn able to take the ' Tutor” up into the
strong hill-lift. This proved an exciting and satis-
fying experience and, even if we were not actually
being birds, it was certainly the nearest approach
to acting like a bird that we had yet made.

The proximity of other gliders and sailplanes over
the ridge did require a sharp lookout at all times,
particularly on the busy following day, Saturday,
when there were often some 12 machines in the air.
The slow relative motion and the ability to hover by
turning directly into a strong wind lessened the
hazard considerably, however, and indeed made the
slow, close and sideways passing of another machine
a pleasant novelty. The frequency with which
another aircraft, seen from the corner of an eye to be
approaching from the rear, turned out to be one's
own tailplane, was embarrassing but (on the ground
later) amusing. Also reported by one able-bodied
‘C'-man was his alarm at the sight of his own
shadow on the ground being steadily approached by
that of another machine, which on feverish search
was nowhere to be seen (but which actually appeared
some 150 [t. above him).

Thus, with a series of rewarding half-hour fights
over the ridge, my week at Dunstable ended. [ had
enjoyed a good weel’s flying, and the companionship
of experienced pilots and other learners alike ; 1 had
received a week's disgustingly healthy exercise in the
open air, sore feet from retrieving, and my ‘' C.
What all this added up to was a brief first taste of
the fascinafion—and satisfaction—of gliding.

For those whose thoughts are in the sky, there can
be no finer sport, Given the wind, the sun and the
sky, were engines necessary ? 1 think not.

Details of Finnish Types
From Jussi Soini

PIK-c

PIK-3c (very easy to build and easy to fly. Good for

clubs.)

Span, 12.4 metres; length, 6.4 metres; height,
1.8 metres ; breadth of the fuselage, 0.54 metres:
height of the fuselage, 0.95 metres; cross area of the
fuselage, 0.45 m?*; dihedral angle of the wing, 3
degrees ; wing area, 14.7 m*; wing profile, G6 533 ;
area ol the elevator and stabilizer, 2.1 m?; area of
the rudder and fin, 1.23 m*; weight empty, 120 kg. ;
(flying weight)-—weight loaded, 210 kg. ; max. speed
at winch start, 90 km./t. ; max, speed at aero-tow
120 km./t. ; max. speed at dive (max. diving speed),
192 km./t.; obtained performances: best gliding
angle, 1:18.5 at 57 km./t.; min, sinking speed,
0.8 m.{(sac. at 54 km./t.; stalling speed, 45 km./t. ;
normal speed area, 48-70 km./t.

PIK-3b

PIK-3b (prototype being completed) :

Span, 13.0 m.; length, 6.5 m.; height, 1.45 m. ;
breadth of the fuselage, 0.56 m.; height of the
fuselage, 1.0 m. ; cross area of the fuselage, 0.42 m*;
dihedral angle of the wing, 2 degrees ; angle between
the wing and elevator, 4.5 degrees; wing area,
13.0 m?; area of the elevator and stabilizer, 1.5 m?;
area of the rudder and fin, 1.0 m*; weight empty,
132 kg.; weight loaded, 232 kg.; max. speed at



winch start, 100 km./t.; max. speed at aero-tow,
130 km./t. ; max. speed at dive, 230 km./t.; calcu-
Jated performances: best gliding angle, 1:25 at
78 km./t.; min, sinking speed, 0.75 m./sec. at 63
km./t.; stalling speed, 55 km./t.; the normal speed
area, 60-100 km./t.; wing profile, G& 693.

PIK-3a is the second prototype and it has the flaps
and air brakes but this plane i1s built mainly for
distance flights and it is very much like the * Weihe ’
at higher speeds.

PIK-13

PIK-13 :

Span, 17.5 m.; wing area, 14.6 m*; aspect ratio,
21; trapeze of the wing, 1:3; wing profiles, Go
549-693 ; span of the stabilizer, 3.5 m. | area of the
stabilizer and elevator, 1.7 m*; weight empty, 180
kg.; max. flying weight, 200 kg. ; calculated perfor-
mances : a little better than < Weihes,” for example
gliding angle, 1:33,

The chief constructor of this plane is Diplom.
Engineer, Mr. Anshelm Koskinen. He gained the
Finnish altitude record last summer, 5240 m,
{5,840) without using oxygen in this plane.

SOUTHDOWN GLIDING CLUB

Despite restrictions on the use of our flying field we are
glad to report 1953 was a very successful year, Our
target of 500 flying hours was exceeded by a safe margin
of 26, and our launches rose to 2,897, both of which are
club records! Certificates were well up to average, a total
of 4o being obtained.

Our two main sources of lift, the chiffs in a South-West
wind and the South Downs in a northerly, again proved
their worth, The number of trips across the Birling Gap
to the bend on the far side of Beachy Head lighthouse and
back were too numerous to keep count of, and several
pilots returned from Beachy Head with sufficient height
comfortably to bridge the Cuckmere gap on our opposite
side and continue their soaring over Seaford Head. On
days such as these we soared on a beat 7 miles in length,

Conditions for bungying from Firle were less often
favourable than in the previous year, but this was offset
by our discovery one Sunday over the wooded slopes of
our North face of unexpectedly good lift which must have
been part of a standing wave system. The expedient
tried for the first time of taking a winch to Firle was highly
successful and opened the door to wider exploitation of
this nearby site.

Our old friend the *evening thermal ' again appeared
faithfully on evenings which followed the combination
of a hot sunny day and a North-Westerly wind, and on
one occasion steady lift was obtained over the Cuckmere
valley to as far North as the Downs.

Flying away from the home site was carried out more

13

extensively than in previous years, and in addition to
our regular expeditions to Lasham with the ® Olympia”
we flew for the first time with the Oxford Club at
Kidlington, This site held out great promise and we fully
intend to exploit it this year. A small expedition to the
Long Mynd at Easter was followed by a trip for a fort-
night in force during July, when we took a spoilered
* Tutor ' in addition to the ‘ Olympia.’'

The latter fully justified the long hours ol toil we had
put in in fitting spoilers, and though we had a liberal share
of bad weather the good days obliged by providing either
wave conditions or both slope and thermal soaring,
Both *Tutor " and 'Olympia’ pilots gained experience
of flying in standing waves, and several * Olympia ' pilots
had their first experiences of cloud flying. Three cross-
country flights were made on this trip.

For the first time since the war we entered a team in
the National Gliding Competition from which we emerged
with an intact ‘' Olympia ' and much experience, but no
prizes! Other innovations tried out for the first time last
year were a soaring course at Friston during August, which
was hailed as an unqualified success both by the parti-
cipants and by the club, and an autumn dance at the
Hayworthe Hotel, Haywards Heath, which was also a
great success noteworthy among other respects for the
fact that our C.F.L. was seen successfully to complete
several circuits on the dance floor. We have every inten-
tion of repeating this enjoyable evening!

Lastly. we are glad to report that on the financial side
we anticipate a welcome surplus in our annual budget

for 1953. 5 2



GOAL AND RETURN
AT A CANADIAN NATIONAL SOARING MEET

HE Annual National Soaring Meet is held as a
rule in Eastern Canada, since most of the
gliding clubs are to be found in Montreal and Toronto
areas, The host of this year’s Meet was a flying Club
located at the Wellington and Waterloo Airport near
Kitchener, some 60 miles west of Toronto.

Both sailplanes operated by the Montreal Soaring
Conngcil, the club of which I am a member, were flown
during this Meet. Two pilots were assigned to fly
each sailplane, the selection being based on their
soaring experience and the work they put into
keeping the Club going. Except for tow charges the
pilots flew their sailplanes free, provided they towed
them themselves at their own expense. It was the
‘MU 13e ' sailplane I was allotted to fly, sharing it
with another pilot from our club.

On Thursday, August Gth, it was again my turn t0
fly the * MU." Earlier in the week we worked every
morning in the hangar on the glider to improve its
performance. Both skids, gaps at the wingroots and
the tailplane were faired in. All other openings in the
ship were sealed with masking tape, leaving just
enough room for the controls to move. Finally the
ship was hosed down and ' Simonized.’

The weather conditions did mnot indicate that
records would be broken that day. Just another fair
soaring day with a light easterly wind and a hazy
sky. Had 1 gone downwind, 1 wonld have landed on
the shore of Lake Huron as I did earlier in the week,
instead, in order to gain more points, | declared a
goal and return to Brampton Airport, 34 miles to the
east.

While I was sweltering in the cockpit of ' MU/
I'red Bodek (formerly of the Cambridge Univ. G.C.)
was taping up the canopy and any other gaps we had
missed,

A few minutes later 1 dropped the tow rope and
started to climb slowly, I was amazed at almost a
completely silent flight, obviously the result of taping
up the gaps. However small faults in circling would
immediately come to my notice, as each time 1
skidded out or slipped in, a rambling noise would
develop due to the airstream eddying over the side of
the fuselage. The time was about 15.3{), and the sky
was filling up with small cumuli. The lift was weak
but plentiful.

In the first hour, flying upwind, I made 10 miles'
progress and had 3,000 feet climb to my credit. In
spite of the unfamiliar countryside, navigation was
not difficult, as a few small towns and villages were
along my course nearly in a straight line.

After another half an hour or so of an uneventful
flight I began climbing in a strong lift, watching a
cloud forming overhead. The cloudbase was reached
at 3,600 feet (altitudes given above the elevation of
the base airport). 1 switched on the * turn and banlk,’
and went inside, still circling and climbing at about
10 feet per sec. After a couple of minutes I
straightened out in an attempt to fly oot into the

.

By STAN RYS

open. I flew straight, still inside, for much longer
then I expected, climbing all the time. 1 tried to
maintain a4 compass course, which [ found by no
means an easy task. A welcome gap in a cloud
appeared through which I sneaked out into the open,
to find myself sailing near the tops of the clouds, an
unforgettable sight indeed. Obviously more clouds
were forming at the same time. They joined together
while I was inside, to form a much more extensive
cumulus than that into which I had climbed only a
few minutes before.

With no more clouds ahead some 3,000 feet altitude
was quickly converted into some ten iniles distance
before lift was encountered again. 1 climbed in it
about 1,000 feet, only to find myself drift back some
three miles.

IFrom now on I would circle only in the * fat’
portion of thermals, but still only five miles progress
was made in the following hour. The wind was,
obviously picking up. According to my map the
Brampton Airport was only six miles away. My
patience was now running low, so I decided to fly
straight, ignoring thermals, even if it would mean
landing at Brampton. Visibility had deteriorated
considerably, and I set out on a compass course.

1 was down to 1,200 feet when I reached the
airport, and after some clumsy efforts to take photo-
graphs of what appeared to be just a medium size
grass field with one ‘ Tiger Moth * abandoned at one
corner of the field, I turned back with a loud sigh of
relief, after having been flying for about 34 hours.

Now [ was on my downwind leg. Soon a dry
thermal was contacted. 1 began circling, feeling
quite relaxed, and idly watched cars passing on a
highway below. A small twin-engimed aircraft
started buzzing around, its crew probably wondered
whether the controls in my sailplane had got stuck,
to see me spiralling for such a prolonged time . . .

A while later 1 was flying along a downwind edge of
a long and comparatively narrow stretch of woodland,
utilising intermittent lift obviously originating from
the wood. There were similar stretches of forest to
the right and to the left, separated by farmland, a
typical feature of this part of the Province of Ontario.
One had only to * leap ' over from one line of woods
to another, and then fly straight again, and a con-
tinuons lift would be always forthcoming. However,
a strong thermal was entered, and | started climbing
from 2,000 feet, which was the altitude I maintained
while flying over the woods.

The clouds were back where | had left them some
three hours before, but they had shrunk in size, and
from 5,000 feet they still appeared to be as high as
ever. The home airport was now only ten miles away.
There was no sense in circling further, so a compass
course was set again, stick pushed forward, and a few

(continued opposite)
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*GULL 1’ FLIES AGAIN

THE Slingsby ‘ Gull’ owned by the Adelaide

Soaring Club was test-flown recently after
extensive modifications by club members and
Edmund Schneider Ltd.

Reports from pilots who have flown the 'new’
machine state that it is quieter than previously,
highly responsive and pleasant to fly.

One characteristic of the ‘ old* * Gull’ which still
remains is the tendency to drop the left wing in a stall.

Ray Duke was conducting part of the tests in the
re-built * Gull ' when, at about 900 feet, he stalled it.

The * Gull* promptly flicked over into a spin.

Comment from a spectator, ' Huh ; You can put a
new harness on a horse, but it still kicks the same way.’

By the end of July the club had passed the total
number of hours flown during the whole of last year.

The total for 1952 was 105 hours, but the club
expects to pass the 200 hours mark by the end of this
year.

Since June the club has been flying on Saturdays as
well as Sundays, and efforts have been concentrated
on the training aspect.

The latest member to gain his ‘A’ and ‘B’
certificates is Doug Cole.— Australian Gliding.

GOAL AND RETURN—(Continued from previous column)
minutes later I arrived over the airport with some
3,600 feet to spare. The return trip took 50 minutes
to make.

Feeling quite hungry and thirsty after nearly five
hours in the air, I put the * MU * into a slipping spiral
trying to land quickly. I also attempted to open the
spoilers, They, however, refused to come out,
although I nearly pulled the handle off. 1 leaned
forward and looked out only to see that spoilers
were taped up **** all along their edges with the
masking tape. lred had done an efficient job
indeed . . .

I landed finally, stopping halfway down the run-
way. Now another struggle followed when 1 tried to
open the canopy which was taped all round as well.
I pondered what would have happened if I was forced
to land on a small field, or if some other emergency
arose,

There was no doubt that a few cents' worth of tape
had improved performance of the ‘MU’ quite
noticeably, This improvement had probably meant
the difference between success and failure in this and
other flights at the Meet, which were executed mostly
under marginal soaring conditions. Later we were
able to tape up the spoilers and the canopy without
jeopardizing the safety of the pilot.

It was impossible to find out whether penetration
of * MU " has been bettered to any appreciable extent,
but the minimum sinking speed was reduced sub-
stantially, which was quite evident from the indica-
tions of the variometer, and some improvement of
the gliding angle was achieved as well.

Was that what some pilots call a
job ?

(Stan Rys, an old London Club member, won the
Meeting and Contest.)—By courtesy London Gliding
Club Gazelte.

* raspetizing '
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The Central Alberta

Soaring Meet
WT‘Z had four gliders there, namely two ‘ TG's’

and two ‘ 119’s’. We used our * T Moth’ and
the ‘Cu Nim' winch for launching. The local
merchants put up prizes and a trophy for ‘ Central
Alberta Open Soaring Championship.” Locke
Robertson won the cup with a flight which will also
qualify him for his * C” and Gordy Brown ran him a
close second. These flights were both done in * 119's.”
Best flights were rewarded, that is the two best flights
off aerotow as well as the best flight off the winch.
Brem Murray got this when he topped 16 minutes
off the winch, First and second were given in spot
landing contests and were won by Norm Bruce and
Al Foster respectively. We did a total of 64 flights
and amassed a total time of 12:03:21 which is not
very good but after all it was the last week-end in
September and a pretty cold one at that. This meet
was sponsored by the Cu Nim Gliding Club of Red
Deer and we decided that since our little city is
behind us so well that we would invite the public to
come along for the show. The radio station plugged
the show for a week and the paper put a fair blurb
in for us. As well as all this the R.C.A.F. sent eight
Harvards over to beat the joint up at a pre-determined
time, and boy they sure did a job for us.

Well, to make a long story short, we had well over
1,000 people out and what with the silver collection
we took at the gate and the concession we set up
we now have a nice little nest egg in the bank to
start the purchase of another machine.—Free Flight.

DELHI GLIDING CLUB

Sometime in October 1950.
1950.

By A. M. ScorT.

I. {a} Date of inauguration in India :
(b) Date of inanguration in Delhi : October 9,
Names of Officials and Committee members :—
i. President : Major-General J. N. Chowdhury.
ii. Vice President : Group Capt. Chatterjee.
iii. Honorary Secretary & Treasurer : S/Ldr, Chand.
iv. Members @ Mr, G, 8. Subramaniam (of the D.G.C.A.).
. . W. Hotz.
. L. 8. Krishnamoorthy.
 Suraj Singh.
Homorary Chief Instructor : F[L Bhatnagar.
Assistant Instructor : Mr. C. 5. Rangan.
and Subseriptions, ete, :—
ip fee : Rs.k{;{-.
w5« per head.
inted prospectus giving all information.
Gliders -— ?

Primary . o - 2.
' Grunauw Baby ' .. i FEL %
*Olympia” iy o'a ww, ibe
Senasom n Delhl for gliding : All weather except winter,
GENERAL INFORMATION.
Flying commenced on 2ist October, 1951,

i. First glider, 'Grunau Baby' type, was flown by Dr. Zypkes.
All India altitude record of 13,800 ft. was set up by F/L
Bhatnagar in a two-scater.

All Imlﬁi altitude record bLettered (14,503 [L.) by Baron de
Rossee in a single-seater ' Olympia.’

All India duration record (6 hrs. 3 mins.) set up by FEfI,
Bhatnagar,

All Tndia duration record bettered (6 hrs. 13 mins) by
G/Capt. Chatterjer.

All India cross-country record (15 miles) set up by F/I,
Bhatnagar in a single-scater * Olympia,'

.
vi.
Rules and Membershi
Annual members
Fee per flight :
Fec lor joy ride @
o {J;L Cll;l‘lT il
Number and Type
Seaters

kN

8
1951
1952,
i
1953. i
ii.
iid.

iv.

1951 1952 1953

(up to Sept.)
No. of launches 14 188 566
No. of hours flown 4 64 223
No. of joy rides .. va - v — 45 154
No. of students trained up to ' C'stage .. — 2 14



ARE WE TRYING TO MAKE GLIDING TOO CHEAP ?

WHA'[‘ are most Australian Gliding Clubs suffering

from to-day? Yes, LACK OF CAPITAL,
and this is a common fault whether it is the struggling
business or club. The remedy is to go out and get
this capital as any successful business does, and not
try to struggle along without this most essential item,
for it will be found that all successiul enterprises have
adequate capital,

The next question is HOW ? 1 say that to put
gliding on its feet in Australia firstly we must make
it attractive to the men who can afford to buy
gliders and equipment, and it will be found that these
men will have the vision, energy and influence to
further this grand sport. Study what is happening
to-day in a futile effort to give cheap Hying to many
members who will not supply finance or even work,

The few club stalwarts slave at instructing,
building gliders etc., during all their spare time, while
most members appear on flying days only. [ say this
is undemocratic and unfair and is certainly not
making for much progress. This same lazy club
member will calmly spend pounds on other forms of
entertainment, horse racing for example, yet feels
that gliding should be handed to him at cheap rates
without work, (Perhaps some of this is our own fault
because in the past much emphasis has been placed
on cheap flying).

In any case it is the responsibilitv of the Govern-
ment if it wishes to keep a ready reserve of your pilots
to supply cheap flying for all because it is quite
beyond the power of the clubs,

The present feeble Government assistance granted
to Gliding in Australia does not do justice to the many
years of hard work and hours of spare time sacrificed
by many of our keen club workers, and I feel that this
meagre subsidy is not worth the effort expended to
gain it. I feel that we would do better to proceed
under our own steam, and cater for the financial
member as is being done in the U.S.A.

In the U.,S.A. progress is made by individuals and
small groups, and not by large clubs,

Any Government support we get will best be won
by much publicity on Distance and Altitude records
as these capture the imagination and emphasise the
fact that gliders really fly, whereas unfortunately
our week-end club flying leaves spectators with the
impression that gliders launched with much delay
and effort are soon back on the ground.

Politicians hear and read this record-breaking
publicity, and the day will come when officials cannot
ignore this phase of flyving training,

Instead of working on club machines I am sure that
staunch club members would be best emploved
selling ghding to the right men and it would be more
pleasant and productive work. I am certain that one
hour spent selling gliding will earn more capital
nvested than 20 hours of club glider building.

I mean go out with photos etc., and interview
likely prospects because at present we only get
members who drift in and not the ones who will
advance gliding. It is suggested that these new
members be formed into small groups of about 6-8,
and purchase, not build, a dual-control machine of
their own, and this is not club property.

By
RIC NEW

The club can then supply instructors, and charge
for this service.

A fee can also be charged for the use of hangar
space, field use, yearly membership etc., but this fee
must be kept low initially, and can be increased as
the club becomes stronger and supplies more facilities.

All this money will be profit to the club, because
it has not the liability of gliders, as glider repair is the
responsibility of the owners. Later the club perhaps
can provide a repair service for which it will be paid.
No free work. At present the running costs of most
clubs equal the income and there is no profit.

The two-seat machine musé have a low sinking
speed so that it can stay in the air and be soared, and
on no account should an inferior high sinking speed
be considered. The machine does not need any high
speed performance, because time in the air is the
all important point,

The better class Schneider machine or something
of this nature would be ideal. 1 would like to see Mr.
Schneider distribute some large photos to clubs as
people want to see something good when they are
being sold.

Also 1 advocate Aero-towing only, as it certainly
looks safer and more impressive and gives the member
a real ride even if thermals are not available. Perhaps
something could be done at special rates through our
Aero clubs with perhaps Government assistance on
this score. In any case Aero Club rates at present
make Aero-tow worthwhile.

Winching or car towing will not attract the type of
pilot we need. In the case of the W.A. Club a very
expensive and high running cost tow car could be
dispensed with.

Unfortunately once again many clubs have adopted
winch and car tow because it seemed to be the
cheapest form of launching. But is it? In the first
place Winch or Auto-Tow does not attruct any
thinking person to gliding because it looks dangerous
and usually in a matter of minutes the glider is back
on the ground. When two-seater instruction is
attempted from Winch or Auto Tow about two
minutes of instruction is all that can be given and then
quite half-heartedly, because the instructor has one
eye on the landing point all the time.

When aero-tow is used the instruction can start
from about 300 feet altitude, and continue right
through the tow to 2,000 feet and then only when the
glider is down to about 600 feet does the instructor
start planning his approach.

Also the chances of soaring flight are good from a
2,000 feet tow, while the chances of soaring from
other launching methods are poor.

It is possible to average about 45 minutes in the
air, including time on tow, from aero launches and
when all things are taken into account it will be found
that what appears to be the expensive method is the
best and cheapest method when results are taken
into account.

I am sure that a pilot will learn more in one average
aero tow flight, than in six winch or auto tows, plus
the fact that the aero tow has a hundred times more
appeal to the pilot we need at present.

When clubs have established these groups it will be

(Continued opposile)



LETTER FROM AUSTRALIA—By Frep HoinviLLE
ABOUT the next world championship. Having

noticed that total entries are to be limited to
forty, 1 would like to comment thus :

Eighteen nations competed last time. 1 think
there will be more, not less, this time. Do the
organisers realize what that means ? 1 think it means
that there will be no two-seater event. With total
entries obviously limited to two per nation, who will
waste an entry on the two-seater event, which carries
little prestige and prevents pilots claiming Gold or
Diamond awards ? Personally, although the small
field will help the nation running the event, 1 consider
it a grave mistake, and one which will keep many of
the world’s best pilots out of the test.

The Silver ' €' requirement is no test for pilots.
In a country like Australia, or France or South Africa
or U.S.A., any raw novice can get a Silver * C' with
ridiculous ease. 1t wasn't so when the Silver ' C"’
was first thought of, but with today’s vastly superior
sailplanes, the award is meaningless. 1 would not
suggest that all entrants should have a Gold ' C," but
1 would like to see an absolute minimum of one 151
mile flight as a qualification. The present system
allows backward nations to enter two no-hoper
novices who will certainly gain experience, but only by
keeping out of the contest some Three-Diamond pilots
of other nations. That is far too high a price to pay.

This unwholesome development arises solely out
of the use of big expensive sailplanes, the very evil
which 1 and others have been warning against for
years. If tiny midgets were used, it wouldn’t matter
how low the performance, large numbers could be
handled, good pilots need not be unjustly excluded,
the result would be a truer reflection of pilot skill,
and designers would be encouraged to improve the
breed of the midgets, thereby giving gliding in
general a great fllip.

The German plan for using all out-and-back events

of various types . should also be adopted for all
contests. Straight distance flights belong to record
attempts, not contests.

Australia will probably send at least one entrant
this year, At present, the present Australian
Champion, Bob Krick, seems likely to be chosen.

Today and yesterday, a two-day Glider Pageant
is being held at Camden to raise funds for the
N.S.W.G.A. Seven gliders are taking part, including
one ‘ TG-3' and a couple of primaries,

1 have been designing a 25 feet span * Minimidget *
sailplane from which I expected to get better than
* Grunau ’ performance, but have had to suspend
work on it temporarily. Many power pilots are keen
to get into gliding here owing to the excessive cost
of power flying, and an earlier announcement that
the * Minimidget ' was under way resulted in a flood
of eager enquiries from pilots wishing to build one.
I am absolutely certain that an enormous market
exists for such a midget glider, complete or in kit form.

Ron Sharp of the Hinkler Club has designed and is
building a 35 feet span midget of promising
appearance. Tt will be watched with interest.

Waiherie Club's new home.designed and built
side-by-side two-seater, with very thin wings, and
struts, appears to be giving very good performance,
and is claimed to be better than their ' Olympia,’
particularly at high speeds.

Merv Hall of Toowoomba has almost finished his
new improved * Zanonia * and we expect him to fly it
in the National Championships this Xmas. Bob
Krick will probably fly the ' TG-3." These two will
be very hard to beat. Ric New appears to be rather
handicapped by bad terrain in Western Australia.
The Sydney Soaring Club ' Olympia’ will be flying
in greatly improved form, having been well ' Raspe-
tised.” Waikerie has the men and the sailplanes bnt
has dangerous terrain. [t should be a very interesting
rontest,

ARE WE TRYING TO MAKE GLIDING TOO CHEAP ?—continued from previous page

possible to absorb some good working enthusiastic
young members, because at times a two-seater
machine will be available and arrangements can be
made with the owners to use the machine for instruc-
tion. Once again with a good and suré financial return
to the Club.

We have tried long enough by begging and on the
cheap, and as usual it does wot work.

I say let us try and sell gliding as a top line sport
and not a cheap one. Most glider pilots who have
progressed have spent a great deal of time and money
on the sport and I repeat real gliding is not a cheap
sport, and the cost will only be reduced when we have
good equipment and plenty of it.

This is my suggestion to advance gliding and 1 feel
sure it will work. However, the first thing to do is
cover up or get rid of all primary and other un-
attractive and dangerous looking machines and right
after some publicity on records or competition flying
advertise in the local papers that a dual instruction
gliding group is being formed, and then sign up and
get the cash from a group while they are enthusiastic.
Also have some good photos of the proposed machine
available and be able to demonstrate an aero-tow if
necessary,
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We must get away from the idea that gliding is
909, work on gliders and 109, flying.

In all other sports the equipment is purchased
and not built by club members, and participants
always find the money when they are interested.

When a speed-boat, yacht, car or motor-cycle club
15 formed the club does not supply the equipment.
It would be impossible for these clubs to do so and
remain healthy, because it is a well-known fact that
very little enthusiasm can be raised to repair and
maintain any property owned by any large com-
munity group like a club.

Large scale community efforts are seldom pro-
gressive unless there is an outstanding energetic
leader who is prepared to devote his all to the task
of organising, driving etc., and these are few.

I feel that our present idea of clubs and building
machines has originated from the day when factory
built machines were not readily available, and 1
would like to see some club try the method I suggest,
because I am confident it would then progress and
do some flying.

I must apologise for the length of this article,
however, 1 still feel that I have only outlined the
advantages of my suggestions.—(dustralian Gliding).



Swedish Gliding Statistics for 1953

By Bexcr MICRANDER.

AS could be expected from the large number of

ex-Air Force gliders given to the civil clubs last
vear there was a considerable increase in diplomas
taken and hours flown.

The following figures have been drawn from the
annual report of the Royal Swedish Aero Club, which
was issued recently.

Diplomas in 1952 and 1953 :(—

Silver  Gold
fA! el ; Tt o ol e
1952 440 209 219 17 3
1953 449 344 261 21 3
Launches and Flying Hours :—
Launches  Flying hours
1952
Primary gliders 17,512 252
Sailplanes 19,614 3,646
37,126 3,808
1953
Primary gliders 14,474 242
Sailplanes 24,781 4,663
39,255 4,905

The total number of diplomas now issued by the
Royal Swedish Aero Club is as follows : 6,858 ' A’
4,206 B, 2,666 C," 313 Silver * C ' and 33 Gold * C*
diplomas. Nearly a quarter of launches in 1953 were
by aero-tow (5,925 tows). Most of the 39 clubs are
using the dual-control method as there are a large
number of two-seater machines in the country. At
the beginning of 1953 the Royal Swedish Air Force
gave 18 ' Kranichs' to civil clubs as well as 27
primary gliders (S.G.-38°), 16 ' Grunau Babies,’ 7
" Weihes' and 24 tug-planes (21 ' F.W, Stieglitz’
and 3 * Tiger Moths’).

This will solve the flying equipment problem but
only temporarily as these planes are old and many
will not fly for very long.

There are 268 planes in the country, 30 being
two-seaters, 31 high-performance planes, 94 inter-
mediates and 113 primary gliders.

As there are still so many primaries at hand many
clubs are using both methods of instruction, but the
dual control method is gaining ground rapidly.
However, the great shortage of dual instructors
forces some clubs to stick to the old method even
though they are in possession of a two-seater.

The all-year-round gliding competition Guldvingen
(The Golden Wing) for 1953 was won in the distance as
well as in the altitude gain class by the Eskilstuna
club with its two Gold * C* pilots Ake Andersson and

Claes Eklind finishing up as winner and runner-up

respectively in both classes. They have both made
about 12,000 metres each in altitude gain in three
flights and they have also made goal fiights of over
300 kms, !

The speed class over a triangular course was won
by Sigurd Larsson of the Stockholn club, who is a
very keen and special gliding type. Some years ago
he lost a leg in a gliding accident. As soon as he was
able to stand on his new wooden leg he began to

GLIDING IN JAPAN

By MiGueL TAULER,

CCORDING to Japanese legend, gliding has a
history there of no less than three and a half
centuries | In the 16th century a poor workman
making paper doors discovered sadly that they were
flying away from him, to come to earth a little
further away. But what at first seemed a disaster
changed into a brilliant idea, when he decided to
make a pair of wings like a bird, and so became the
first Japanese glider pilot.

However, we have no further news of Japanese
gliding for another three hundred and fifty years.
Back in 1930 Lieut. Isobe built himself a simple
glider with which he was able to make a few short
flights, but this second attempt really gave birth to
gliding in Japan, to be followed a few years later by
the Imperial Society of Aerial Navigation, run on a
German model.

Even in these far off years there existed a periodical
dedicated exclusively to gliding with the title
Sailplane and Glider. There was great activity
among designers and builders of gliders, and among
other successful machines of that day we must include
the * Yamazaki,' Most gliding was done on the slopes
of Mt. Fujiyama,

In 1935 interest in gliding took an upward surge,
due to the arrival of a group of German pilots headed
by Wolf Hirth. These came to give instruction at
the invitation of the Japanese Government, who
were interested in glhiding as a means of training
power pilots and who were prepared to help financially
in no small measure. The Japanese War Office
introduced the sport of gliding into both medium
and advanced flying schools, and had it not been for
the war it is probable that gliding in Japan would
have become a national sport.

By 1940 they had set up a distance record of 71 km.
This was done in an ' Olympia’ by Isamu Oda who
took off from one of the slopes of Mt. Fujivama with
an altitude of 2,600 metres. In 1941 a national
duration record was set up in Kyushu with a flight of
I3 h. 41 sec.

When jaFan entered the war she already had
80,000 people interested in gliding. During the war
and later during the occupation, gliding was not
carried out, but when the occupation ended in April
of last year, the clubs began to nise again and with
the aid of 150 veteran flyers there are already about 40
clubs in existence. These are grouped together as
the Japanese Gliding Federation, and their President
is Professor Chicao Honda of Hiroshima University.

In spite of economic difficulties the construction
of gliders is going on again. Right now they have 5
high performance sailplanes, 9 intermediate sailplanes,
and 25 primary gliders, type ' SG.38," all these having
been built in Japan. There are as well several locally

designed variations, of which 1 will describe three.
. (Continued on page 20)

build his own glider. After two years his machine—
an ' Olympia '—was ready, and it was a very fine job
indeed. He made a number of outstanding flights
with it and finally finished up as winner of the speed
class. Hats off for such feats !



LETTERS

Tue Epitor,
SAILPLANE AND GLIDER.

In the Editorial of your December issue you say a few
things about German gliding, which are not correct. It is
true that our gliding clubs receive some money from local
authorities, but this is just as little as every other sports
club gets, Your conclusions from that fact, however, are
definitely wrong. No one is proud of handing over funds
freely to form the nucleus of a new Luftwaffe. (Much
more money is still needed to clear the rubble in our
bombed cities). On the contrary, very often money is
refused, because many people think today's glider pilots
could become tomorrow’s bomber pilots, our small
gliding sites could become air bases for jet fighters. 1t
takes a lot of trouble to convince them, that we just want
to soar a bit and have some fun. If you are astonished
about the development of gliding in Germany, the simple
reason is we just work a bit harder and sacrifice a bit more
for our beloved sport.—Hans Deutsch, Editor of Theramii.

Tue Ebtrox,
SAILPLANE AND GLIDER.

I am always reading articles about the rut gliding in
Gt. Britain has got into and that il something is not done
quickly it may never recover. You even suggested in
your Editorial }(or the Nov./Dec. Sarlplane and Glider that
a complete overhaul was necessary. The suggestion 1
want to put forward has nothing to do with overhauling
gliding in Gt. Britain but should be of great service to
gliding in a large way.

[t is this. Why could not someonc ask one of the many
small film companies that specialize in documentary or
‘short ' films to make a semi-educational film about gliding
as a sporf. All the gliding association need do would be
to supply the necessary facilities for making the film. [
think gliding is not only an original subject but an
economical one for the film people. The film could never
be quite as bad as some 1 have seen and not half as stale !

| am convinced that this will bring the much needed
publicity to gliding and turn the public eye to this
fascinating sport. ;

| hope that my idea will be taken seriously.—Brian
Wane, Shoot-up-Hill, London, N.W.2,

Tue Eprrox,
SAILPLANE AND GLIDER.

Peter Fletcher's remarks on Gliding Club membership
wastage, is probably right, but his statements as to the
canses, are, to use his own words, * Utter Clap Trap.’

The time alleged to be wasted on two-seater training of
ab-initios, would be, to a great extent, wasted anyhow,
as very few pilots wish to fly on a cirenit day.

The reason our competition pilots average 40 years of
age, is that gliding is a pleasant sedate sport requiring
very little energy, therefore most suitable for the middle-
aged and elderly. g

Of course, if you help with the ground organisation it
could be a little more strenuous.

The old croak of new members being the life blood of
the clubs (not soaring) is very true, for sordid economic
Teasons.

Having been an instructor for so many years, it surely
must have occurred to you that the members are frus-
trated because of the inefficient training methods, that
leaves them twiddling their fingers waiting 6 or 7 hours,
for a 5-minute flight, and by the time they get another
flight, they have forgotten the first one.
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If you cannot do anything without special training,
you will never be a champion, nor will you ever make
progress,

Just imagine for a moment, if our ancestors had waited
to be instructed at every stage, we would still be using
stone axes (Sorry, my mistake!). Some other type of
animal life would be ruling the world,

To waste thoe two-seaters in advanced training is really
the height of foolishness. Far better to take the public
for a ride and restore the Club finances.

The only thing necessary to improve your flying, is to
have a plan on every flight, not just sit in the hill lift
and dream.

If yon take the trouble to look at the competition
results over the years, vou will find the most nnexpected
people making fantastic flights and then becoming
Pundits in their own right,

That, my dear sir, is because, in competition flying, you
have a plan given to you by the organisers at bnefing,

So if you are unable to formulate a plan for yourself,
insist on more competitions, not necessarily National,
the{ conld be inter-club, or just task flying within the
Club,

Yours sincerely,
HuBert WHEATCROFT,
Well Head, Tring Road,
Dunstable,

Tue Epitor,
SAILPLANE AND GLIDER.

Sir,—With reference to Hugh Wheatcroft'sletter regarding
my article on heresy, First, I would like to thank him
for taking the trouble to write about it, so mmany people
talk endlessly but never take the tronble to write down
their ideas, and now 1 will try to reply to him.

At all the clubs [ know of, two-seater instruction goes
on every possible flying day whether it is soarable or not,
it has to, to cope with the numbers of ab-initio pupils.

The reason our competition standard pilcts are 40 or
over is nothing whatever to do with the physical demands
of advancing years making gliding an attractive sport, it
is simply the fact that it takes about 20 years of amateur
weekend activity in gliding to reach this competition
standard unless you can have advanced instruction from
a first-class soaring instructor in a two-seater,

New ab-initio members arc not nearly such an attractive
financial gain as some people seem to believe ; it is later
on when they aré a trained and regular club supporter
that they are a real asset. The present two-seater method
of training is quite cfficient, it is the numbers demanding
training that causes the frustrations and delays. The
only solution is more two-seaters and more instructors, or
few ab-initios—youn cannot have it both ways.

With regard to ' special training.' | never said a good
soaring pilot could not be produced without it, many
have been, but it takes half a lifetime and so advanced
instruction in two-seaters could not be termed a waste
of time if it improves a soaring pilot’s skill over a shorter
period than the present system.

Joyniding for the public seems to me at any rate some-
thing which should only be offered after all training has
been completed, but as I said I am a heretic |

With regard to ﬁlasls. here I agree, even though plans
seldom come off they can at least be used to see where
one went wrong. None of mine have ever come off but
then | am not a Pundit, just a keen amateur, and I
think that club task flying, etc., can be nsed far more.

Yours, etc,,
P. FLETCHER,
London Gliding Club,
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{ . Shore

Acas
Walker .
. L. M. Daniels
. 8. Kennard
+ A. Bullenthorpe
« J. Ackerman
N, Elliott ..,
. €. Thore ..
V. Web
‘. B, Farmer
e T O

J. Buddie ..
. F. Barrow

[T PR

bha -k

ZRE-

: D, Jaffrey ..
Bredley ..
+ Bmallwood
1. J. Kraven ..
J. Shney

[ P

i

R. A. H. White
T. M. Boardman
I+ G. Frakes ..
T. W. J. Perchard
. H. Gibbs

. K. Davies .
- W. Hughes
P, Jordan

(Issued under delegation by the B.G.A.)
CERTIFICATES ::: T

‘e 3
Silver' ¢ '
Gold'C"’

‘B "' CERTIFICATES 4
A.T.C. Schoot or Gliding Club.  Dale taken.

. F. McKenzle-Hill

191 (17068-17257)
e

No. 2GS,

Oxford G.C.

No. 42 G.S.

No. 2G5,

No. 2G.8.

No, 146 G.5.

No., 82 G.S.

No. 14 G5, e
Dartmouth Cadet | .
No. 68 G.S. o
No. 42 G.8.

No. 24 G.S.

No. 106 G.8.

Bristol G.C.

No. 82 G.S.
Moonrakers G.C.
go. 42 iéb

Surry oS
No: b S
No.
No.
No.

No.

)
aoonebn

i ORi

22Z 000

Wisse:

"
s

No. 141 G5,
RNGS.A, i
No. 260 G.5. .
No. 2 G.S. z
Scoltish G.U.

No. 2GS,

Xo 186 G.S.

No. 22 GS.

No. |04 G5,
Covenlry G.C.
RN.GS.A.

No. 89 G.5. .
No. 186 G.5. =
No. 186 G.8. ¢
No, 22 G.8.

No., 5 G5, i
Dartmouth Cadets
Dartmoutn Cadets

No. 130 LS.
nd T.A.F, G.C.
Halton 4.C.
No. 123 G.5.
No. 84 G5,
Moonrakers G.C.
No. 146 .5,
No. 125 G.S.

No. 168 .S,

20

AERO CLUB CERTIFICATES

OCTOBER, 1853

17. 7.53
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GLIDING IN JAPAN

(Continued from page 18.)

In the first place they have the
" Tohi-Sa. ' This is a high-perfor-
mance single-seater sailplane, remi-
niscent of the American Schweizer
*SG5-1.21." 1t was built by the
famous Japanese constructor, Mr.
Kei So Yo in 1952 ; it has a span
of 14 metres and a weight of 160 kg.
Its gliding ratio is 1 in 23 at a speed
of 62 km./h, At this stage it holds
the national duration record.

Secondly, they have a midget
sailplane which is really striking
both for its originality and for its
cheapness ; if its performance is
worthwhile it could cause a revolu-
tion in design. This is the ' Tondo
Kuro 111 * which already has several
vears of flying to its credit, It hasa
span of only 9 metres and a fuselage
of 3.5 metres. The wing area is 9 sq.
m., the weight empty 23 kg. and in
flight 83 kg. The wing loading is
9.25 kg./m* (the average wing
loading of birds is about 8). The
minimum sinking speed is 0.63
m./s. at 43 km./h, with a gliding
ratio of 1:19. The best ratio is 1:21,
with a sinking speed of 0.73 m./s.
at 56.5 km./h.

But the most important detail—
and the one we like best—is that for
take-off and landing the pilot must
use his own legs as an * under-
carriage ' ; once in the air he tucks
them up into the cockpit and closes
the gap beneath, and to land he
reverses the procedure. It must be
very interesting—but only to watch!

Then, since necessity is the
mother of invention, and as Japan
is poor in gliding materials, they
have adapted a @0 c.c. motor-cycle
engine of 3,000 revolutions to fit a
primary. By this means they can
get soaring training equivalent to
that of a * Grunau Baby,’ since
thanks to the little motor the
gliding ratio of the primary is trans-
formed from 1:10 with a sinking
speed of L.60 m./s. to 1:25 at
.80 m./s.

One recent feat of a Japanese
Eilut was the flight by the well
nown Isamii Oda, who took off in
a‘ Tohi’ at 13 h. 2 m. on February
7, and landed at 17h. 10 m. the
next day at the same field, He had
flown steadily for 28 h. 8 m. over
the slopes of Mt. Ikoma and the



surronnding districts of Osaka.
The best height attained was 3,300
metres. The wind during the
greater part of the flight was from
10-13 m./s., but after four in the
afternoon it decreased and by 5 p,m.
it was a flat calm, so that Oda had
to land. It was enough however to
give him the national record. The
flight was under the auspices of the
Japanese Gliding Federation and
backed by the newspaper Mainichi.

Finally, we hear that the
Japanese are hoping to send a team
to next year's International Contest
in Great Britain.—Awvion.

FOR SALE
Blue and Cream ' Tutor’ for sale,
Perfect condition with instruments and
windscreen. Current‘Cof A'. f1750r
near offer, also all metal trailer for sale
if required.—Treasurer, Hereford Gli-
ding Club, Newmarket Street, Hereford.

‘ WINGS FOR PAULINE’
A 16 mm. sound copy of the film
' Wings for Pauline " is available for
hire from ' Sailplane.’ Price £1. 1. 0.
Write for details,

Obermih

Published monthly in Germany.
Annual subscriptions 12s. post
free.
Reports of

World Gliding and Soaring,

Design and Construction of

Sailplanes, Meteorology,

Soaring Experiences.

Edited by Hans Deutsch; con-

tributions by Dr. Horten, Dr. J.

Kuettner, Prof. A. M. Lippisch,

Dick Johnson, Dr. A, Raspet,
ete.

Qrder now from : H, Erdmann,
130, Sowth Road, Handsworlh,
Birmingham, 19.

Name.
D 1. Bird b o
R. D. Brew .. o1
C. H. B, Grimley .

M. W. Lecky-Thompson

P. J. Hill -t
Ty Twenr.ymnu .

M. E. Baylis .. i
C. H. Fisher ,, ok
H. Bunnage .. .e
0, é . Streeter ~
o Gold 1+ s ™
B.D.Cross .. b
8. A. Jahangir e

W. H. Pettit .
K. R. Alderson

W. A. Tomlinson
A. P. Dunlop
B. F. Nelson .

K. Asheley

P, N, Dunstan
A. R. C. Jardine
E. G, Strong ..
D. Eyre i
J. ML L. Cassels
1. T. Kay :
R. L. Peach

M. Warner

A. H. Mann ..
B, . Lastowski
g< E. Bawey ..
1. J. Barrett

B. Saunders .. Ve
H. W. Turner

R. J. Newell ..

D, B, Clark .

B. H. Woodlands

J. F. Adams .. 4
K. Dierolf va .
R. E. Heap

A. Henderson

R.F. Jones ..

R. Cubin

C. Wright

T. R. Turnhuu

J. Mercer i
B. Fuller 3 e
C.A.H, Fryer ol

+ B.

{’ L. ‘ICQu-ilh'm
8, Britton

K. H, Gefman
D Stevenson
word . .

: rai,g
. Walker -
. D, Cook £
+ Fender' R
. Hickman

- Pinder

v, Ramsey
R.u‘?’:ln

10! o

ejr]luu,;;r

Hl:.er k2

af“l—.Opﬂ:

SU--»;

Bﬂsklll e
- B Kipl

4 o5 Ca

. Christir

. B. Gibba
Hudsuu
. Keeu

w, B Md\uslan
- W, Pilcher 53
. Raikes .. e
. ,Shaw

.8, Bmith ., )
.{ﬁvel e o
5. G. Lanchbery 3
. F. Morgan "
. B. Hillier ., 1
». W, 8 Gordon -
. R. F. Meyrick L
1. J. 1. Miller o
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'B" CERTIFICATES—continued
A.T.C. School or b!fd’mg Club,

No. 142 G.8. v
No. 186 G.S. g
No. 166 G.S. i
Surrey G.C. ‘

No. 104 G.S.

mEmAUD
AFEPSE
pPEISE
S8 882
w@Coeld
Cwn

poo0a
“mmwie

No. 26 G.§, o
No. 188 G.8.

No. 186 G.5, s
No, 92 G5, 2k
No. 68 G.8, va
No. 68 G.8. va
No, 87 G.5. b
Bristol G.C. i
No. 2 G.8. ’
No. 84 G5, K
No, 48 G.5. =
No. 1468 .8 &
Oxfo:rl G.C. o

Fmplr: Teat P:lot! .
No. 48 G.S.
EurreyG.C. s
No. 166 G 8.
No. 104 G.S.
London G.C.

London G.C

No. 186 G

8.
R.EG.C. (ﬁ'lathﬁmj
No. 68 G.S. R

Date taken.

4.10.53
.10.53
.53
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. Band ..
. Elliott .,
Choules

Stickland
Mayes ..
+ Whittaker
. Clayton

H. Lawson
. Spicer ..
dams v

pﬂgzms

U“)\—.

-

I.u v
Iaylnu

F‘I.-etcher
. Wellstead
. Cooke

ﬁlauds
Ford

. Wood ik
\\’ AMoss

. Streeter

- Lastowskl
. Turner

right

. New e
F Elliott ..

gm—-?qﬁcmﬂgﬂm\-m
I_|

H-OEEU-ZRI>RECROD BrEORNEEXES
I”i

ril Atkins
Hugh Turner ..

CERTIFICATES : =:

Name.
A H, Grzig

g:‘
g %E
2

nrris

%E

)lﬂr

lrd thp
. Russell ,
. Smith

mop >9=ni

E’

wcalhulcy
’. V. Prarson
L'zm A=

« Masters

. C. Clibborn
« Almond

ettt -teb by
b1
2
EE
-

"ngg?t—g
E

Thnmpson

. Christmas
ter .,

Ilelmll’e

ones
Holland

R2nPrxrH0

ains sk
Godden .
Snrgenl

. Miller
Hol.mes

« Mullin
Simmonds
Gray ..
Bmok man

at—-'ﬂm

\\"nght

. R
« G
+ Gu
A
j M. Hart
L
Aoy o
E \\ormall

u-na-wvw:wz:x:v:uuwhmvz‘—-?dpnn'-uuuuul—trr':-_-puppg:&-_:-p:uwu:-p—pd-—uu—r»n—ww

Name,

*B' CERTIFICATE .-?—‘mll!lﬂnﬂf

C. School or Gf:dm; Clu&

v No. 208

Moourakers G.C.
No. 102 G.8.
ve o +s Wessex G.C.
Fes . ++ Yorkshire G.C.
s iy +«  Midland G.C.
g London G.C,

1 G Ollﬂﬂﬁ‘l?ll
\\ mex G C.

Scottish G.U.
Coventry G.C.

R.AF., Gnlenluh G. C.

Empire Test Pilots 8.
Army G.C. .,

" .. London G.C.

- . Celle G.C,

lll.\f!ll ol lh
b «+ RAF. Celle G.C.
-t a¥ «» Empire Test Pilots 8.

128 (17258-17387)
133

g il 20
Silver ' €/ 1
Gold“ ¢’ e
! e:mm?n

London G.C.
No. 142 G.S.
No, 104 G858,
No. 31 G.8,
l.uucburg G.C.
No. 42 G5,
No. 125 G.S
No. 45 G.S.
No. 84 G.S.
Beottish G.C.
No, 45 G 5.
Ayro G.C.

No. 7 Area M. St. Beuruc ;

Moonrakers G.C.

No, 52 G S,
Dartmouth C.ollege
No. 5 G.S.

No. 1 G.S.

No. 5§ G.S5.

No. 102 G.S.

No. 102 G.S.

No. 24 G.8.

No. IGB G .

No. 2
Scharfuidcudorf (4% C
Luneburg
No. 89 G 8.

No.
No.
No.
No.

22
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IMPORTANT
ANNOUNCEMENTS

As Sailplane and Glider
is to be published only as a
bi-monthly for this year
many of our readers who
have subscriptions will be
wondering what will happen
where they have paid for
twelve issues. We would
point out that all subscrip-
tions will automatically be
extended. Thus anyone who
sent 25/6 in January for
issues Jan.-Dec., will besides
receiving the six issues to be
published this year, will
also receive the first six
issues in 1955 Jan.-June,
when we will again be
publishing monthly,

Likewise all subscriptions
will be extended for one
month in lieu of the Decem-
ber issue which was amal-
gamated with the November
issue.

We would be most grate-
ful for introduction to new
subscribets by  existing
readers and a subscription
form can be found on the
inside back cover.

SMALL
ADVERTISEMENTS

If you have something to sell or
there is something that you need
why not advertise with a small
advertisement in  Sailplane and
Glider ? The cost is not high and
full details will be sent on request.



‘B’ Glﬂﬂﬂcll'l'r-—-cmmnm

No. Name T.C. Sckool or Glldmg Llu}. Date taken

17316 P, P. Walker ., 4 ke = o \' 2. GS, ’ 6.10.53

17317 A. 8. Noble .. 2 ¥ No. 2 G.8. 5 e .. 27. 953

17318 E. V. Mitchell A No, 5 6.8, . i P 18.10.53

17319 A, A. Young .. X No. 125 G.§ 3% - .. 1L10.53

17320 K. Bradshaw .. . No. 122 G.S. x = .. 151153

17321 G. H. Jackson = No. 186 G.S 5 i .. 151153

y 8 6{ I;g%g l‘ntnc:a“é.lllf're-lou e Q" 168 G.5, o - ls.tl.gg
1 s 2 .. No, 143 GS. i - 151k

our muoem 17324 1. H. Khan .. o o Coll. n:.\cmmuua o ean TRy

173253 R. W, Ambrose £ .+ No.105 GS. % o B.11.53

};ggg * T C.kbcuni:s ; No. 82 G.S : 30 5 A5ILE

D. Brinkworth -« No.B2GS 2 ¥ ¥ 15.11.53

Have you carned a gliding or 17328 R Foster . No.1GS. R s = 20

1 J. Maule 3 No. 2 G.S. 3 SIS a1 31:89

soaring certificate? Then you |73 F. P Meaghan No. 89 G.8. SR

¥ 17331 M. Steplienson - -No, 31.GS b .. 15.11.53

have something which very few {7388 1. Sione . B i S S e 1

$ 1 . G. Kelly . . No.31GS e X i LIBL1i83

people in the country, and even 17334 R . Marples | . No 24 G.§ Lol s

i 17 p . Braybon Wessex G.0 + ia pe 2B

in the world, possess. 17336 B. F'. Hurst I No 89GS O e R Ty

17337 P. Kearney . .« No. 1l GS. - A i 8. B.53

17338 D. Smallwood No. 188 G8 #n 55 iy 16. B.53

17339 L. K. Chick No. 68 G.S " i .. 251053

17340 I Corkell No. 82 G.3 s o : 7. 6.53

17341 A.C. Ewer .. No. 106 .5, : A : 4.10.53

17342 D. C. Hipkiss No. 45 C.8 - L .. 97. 953

17343 D. D. Jevons : No. 166 G.5 g i .. 151153

17344 A1, P. Joues ' ' v+ No. 2GS, : e i 6. 9.53

17345 D. S, Pars .. : - No, 1 6.8, 03 o .. 15.11.53

17346 D. L. Smith .. . .- FPassberg G.C. .. i .. 26,953

17347 D. Allen A : . No.2GS. 2 i i M. 7.53

17348 AL R. F. Negus ; No. 143 G.S ; i ia - IS10E3

17349 K. C. Tillsley : No. 42 G.S. . n .. 151153

17350 B. Green o 5 No, 168 G.S, + A5 3 15.11.53

17351 D, J, Lines .. . No, 168 G.8. . o " 15.11.53

17352 M. G, Mandeficld i ++  Yorkshire G.C. i v 2% 988

17353 J. F. Randall . .+ No, 123 G.S, ; o 221143

17354 C. A. Runton ; % .. No. 123 GS, y i .. 151153

17355 F. 0. C. Handy : o5 B S O S R .. 18.11.53

¢ 17356 P. G. Plrow A 4 .+ Oxford G.C. i be — ENLYAD

GLIDING 17357 F. M. Righy : RAF.,G8.A i P ]

7358 M Rig 5 . Gannet G.C. ¥ .. 24. 753

G. R. Bouner : No, 106 G.S, i e RELESS

M. Berry v Scottish G.U. . - 221053

. Camuthers d No. 188 G.5. ; « 18 853

M. A. Carson .. ' No. 123 G.S. ; o 2RSS

T. A. Pocock . . No. 168 G.S, , - 221153

J. H. Hodge .. Bristol G.C. o 1% o 221053

j. E. Torode .. Army G.C. .. e . +» 15853

. E. Cull e No. 42 G.5. - 3 o 16. 8.53

G. Sinclair .. No. 168 G.S, : - e

D. M. Waller .. No. 84 G.8. : s 2K115S

G. M. L. Terdre . «. Dartmouth Cullrgc - - 4. 8.53

M. Burford .. .. No.42G8. B € 4.10.53

R. J. Underwood .+ No.42G.8. = A o 4:10:58

D. T. 8. Ware <« No.920G.S. i AT 22.11.53

B. A. Coles .. .. No.44G.5. 21 o 2L

K. Burton + Avro G.C. .. ' Wb = 11.22.53

$. 3, Smith Southdown G.C. .. A e ST

. E. Bultéenshaw No. 168 G.8. % . s P25

. W, Batchelor Midland G.C. ; A il 290793

L. A. Dunn No. 48 G.S, ' 5 .. 18.10.53

C. A. Joues .. No. 125 G.8. X : O 7

W. A, Hayday . . RAF., GSA, ] : o 25.10.53

P. J. Hollick a3 .. No.122GS. ) : i 1581550

J. B. Lowe A .+ Avro G.C ; : FORTI 5 et

F. J. Smyth Wahn G.C q . o 11 452

J. A. Henderson No. 203 5.8 § 3 -« BL1):53

8. ]. James .. Bristol G.C. g t .. 28.11.53

K. W, Strawson No. 186 G.5 ; ; o 291153

R. H. Ball . . No. 106 G.8 o . 291153

é J- Macklin . No. 89 G . v 101053

SOARING BADGES 11566 P. Jarvis No, 143 G.&. 15.11.53

12425 l.) . Drummond RAF.,GSA, 28. 222

14175 . Price .. % No, 42 G S, 4. 5.5

The A, B, C, Silver C and Goldcn C S e ' c g;.nﬂg‘-rglga A gt
H i 9166 1,. W, Amo + No G.8. e . Biw

badge you received is different| 3188 1 Terry No. 186 G.S. .. P T T

from the usual emblem you see 10307 .8 Driver .. RO 00, s HT ai TR 4SL
. McLellamn rown Cranwell Coll. G.C. Ful? - . B

pcople wearing. In most cases [2[53 H IJRIA Dewer A\ .. NewcastleG.C. .. = .o B 451

2 3 13528 G. C. Davies .. .+ Scottish G.U. H .. 16, B.53

the buttons in people’s lapels| 3528 ©. ¢ Davies .. . No. 80 GS, . L 23733

signify that their subscriptions are| 13906 . g Bull .. / No. 80 G.5. : . 26, 7.53

i I s 15500 J, A. Halfpenny I .. No.B0GS. AN . 30. B.53

paid up. In your case it means| ;s ©. 7. Fisher ; [ Bristol G.C i - 19.738
16872 P. F. Pentreat ; o Aty Gy, i 5 BECE:

morc lhan' P’yment of dI:IESa It Canidian J. Hebert .. ' o Soulfulowu G.C. ‘s . 18, 8.53

means you've done something. It :;ﬁg A. :.! Grdg .. ; 5! {:oud:m h(? e : zg. ggg
. arrs ! . o uneberg G.C. . .. . o B

means that, without a motor, you| 7300 . G. Imua e ; ; .. Scuarfoldendorf G.C Vs s 1558

3 173001 E, Holmes ., : ¥ +» Luneberg G.C. - ! 18, 4.53

are striving to outdo the flight of | 793 J. B. H. Braybon .. Vi ah Wessex B.C. e . 31053

birds. Wear your badge—and wear | 17375 5.G. Smith ., . . .. Southdown G.C. .. .. . 14.7.53

i 17377 J. W. Batchelor A ++  Midland G.C. v i v 29,753

t proudly ! 17383 F. J. Smyth Wabn G.C. AT . 10. 553

23
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SILVER 'C'

Name A.T.C. School or Gliding (.'Iu!l
Richard Perkins o e e s Scharfoldendorf G.C. .
CERTIFICATES * a' o3 l.; DECEMBER, 1953
sgs = oy
Silver ¢ ¢' -
Golda'c’ —

‘B" CERTI FIOATEI

Name, T.C. School or Gliding (Jn&
K. Brown e e ih i vy N..-\. 3. Aero Chul
D. A. Collings ey - . .. AvinG.C...

C. F. J. Harmer 3 e s .+ No.B4GS
:: él Slack _ Tk e .+ No. 104 G.8.

s Ruien va 14 8T .+ No. 22G.8.
J- A. Lockie = 3 ot <+ London G.C.
f R. Mackenzie 4 e ~ .+ No,1G8S.

+ B, G. Maclennan .. &4 : - No.7GS.
W. C. McWalter s bd ix v No.7G8.
W. Barwick 21 - in .» No. 63G.S.
R. 6 Goult .. ot %4 - v+ No. 102 G.S.
E. V. Lacon is ¥ %t .. No. 104 G5,
B. O, Dix s i i - ++ No. LM G.S.
J. P. Nesbitt-Dufort L ad ++ No. 104 G5
R. J. Butler o ' o .« No. 63 G.S.
R. E. Foyle .. e -t o -+ No. 89 G5,
i: C. E. Harvey W ‘i « RAF,GSA

. B, Hill - i s o Noo 4l GS,
F. D. Thumpacm S o e +» No, 125 G.5.
G. M. Storry .. o L. 7% o NO.23GS.
é W. Courchee i% = 2 . No. 89 G.S.

. G. Falconer No. 2G5

G. P, Harvey No. 102 G.8.
B. Blake i No. 24 G.8,
K. B. Smith R.AF.,GS.A
A, R. Turnbull No. 2 GS.

D. W, Powell 4 i -y .+ No,42GS.
N. T. Whitham L ot ¥e ++ No. 89 G.S5.
E-B. Allen .. ¥l IM ia «» No.82GS.
G. E. A. Brooks o ge 35 +»  Midland G.C.
D. Gade v - 'y e v No. 2GS
D. H. Sulcmr 13 Hr b .. No.92G.S.
J: €. Waterworth . R.AF,GS.A,
G, Scrather . No, 1 GS.
\\'.QI. Esler .. No. 203 G.8.
C Quigley .. No. 203 G.8.
R. L. Taylor .. No. 89 G.5.

A. ' No. 89 G.S.

G. Purchase F- E= i <« No.122GS.

C. D. Hemsley .. e i .+ No. 106 G.8.

. E. B. Banting = d . .. No. B9 GS.

. J. Stecle .. o 34 H .« No.5GS. o

K. Webster v a3 & .- Hamburg Aero Club

V. Hlett =% o 37 v vo Avro G.C. .. N

R A No. 125 G.S.

D. Campbell No. 82 G.S.

C. Marston No. 88 G.S

R. Elkins No. 87 G.5.

L. Perrin No. 141

E. 5. Rolfe - ae -t ..  R.AF., Halton

- R. hlclm)m = 1 i «» No.5G8;

Tyson ’ No. 188 G.5,

Kn: No. 31 G.S

R. Mills No. 31 G.5.

Wool FES ve v .. Dattmonth Cadets

W. Hancox " b b e +» No, 48 G.8.

Trist . Ve i als .. No. B4 GSA.

G, Avery e b o .« No, 87 GS.

P. A. Barker .. ] 3 ¥ .o No, 42 G.S.

R. M. Barker i 21 Vi .+ No, 146 G.8.

R Edwards ., F = &5 .. No. 186 G.8,

T. K. Peters ., i o v .. No M43 G5

E. J. Steward " P oK o No. 14 G.8,

R. H. Saunders 222 55 # .. No. 106 G.5. <3

G. M. C. Macfarlane . . i 5 .« R.AF., Celle G.C.

D, W. Green ., o i hp, .+ Bristol G.C.

M. J. Goodman e s 2 o No. B9 GS.

M. J. Adams a &+ sy v Amy GG ..,

P, 8 .. = - Ketteriug o Sy ndicate
4 l.'r GEITlﬂGATE'

D, A Cree .. _— s S Coll Crauwcll.

T, Walls 4 o 74 S b's \‘o B-ir‘

8. Barcrolt .. T % &4 .. Army G.C. ..

G. D, Braham & 3 2 .. No. 64 GBS,

P. Burl . = we fe +« No.64GS.

B. R. .-\mi!nge i Aot s v No.84GS.

F. J. Sharpe .. 5 e " .+ No. 64GS.

C. Christianson e 857 o .. AarmaGC .,

D. 8, Crossley S o 13 ++ No. 64 G5.

8. R. Coming -t ss o .. No, 64 G.5.

R. 5. Plane = P -+ .. No. 64 GS.

F. J. leck - - A % .«  Midland G.C.

G, E. Love o London G.C.

B. Blake . e 4 = .. No.24GS8.

G. E. A. Brooks i " B «+  Midiand G.C. +3

G. M. C, Macfarlane .. a6 s ++ R.AF Celle G.C.
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THE MIDLAND GLIDING CLUB
LIMITED

The Long Mynd, Chureh Stretton,
Shropshire. Telephone: Linley 206.

New members welcome. Ab-
initio training by two-seaters.
Slope, thermal and wave soaring.
Resident engineer.  Dormitory.
Catering at week-ends.

Secretary : S. H. Jones,
9, Hagley Road West,
Harborne, Birmingham, 17.

THE DERBYSHIRE AND
LANCASHIRE GLIDING CLUB

Camphill, Great Hucklow,
Derbyshire.

2-seater ab initio instruction,
intermediate and high performance
flying.
Dormitory and Canteen facilities.
Apply to the Secretary for details
of Membership.

THE LONDON GLIDING CLUB
LTD.

Dunstable Downs, Beds.
Tel.: Dunstable 419.

Flying Membership :

Entrance Fee £56. 5s. 0d.
Annual Sub. £6. 6s. 0d.
{or 11/6 smonlhly)

Non-Flying Membership :
Entrance Fee Nil
Annual Sub, £2. 2s. 0d.
Flying Instruction : Wednesdays,
Thursdays, Saturdays and Sundays.

Twelve Club aircraft, including
' Olympias " and ‘ Sky ' Sailplanes.

YORKSHIRE GLIDING CLUB,
SUTTON BANK, YORKSHIRE

Beginners' comprehensive training
courses, lectures, hill soaring, dual
instruction on aircraft.

RESIDENT INSTRUCTOR.

Facilities for all pilots. Apply to :
Miss Sue Parke, Yorkshire Gliding
Club, Sutton Bank, Yorkshire,
Telephone : Sutton 237,



Saill

8, LOWER BELGRAVE STREET
LONDON, S.W.l. SLO : 7287

The books listed below are available for prompt delivery
direct from our offices. Why not make a gil"t of one of
these delightful books, or a subscription, to * Sailplane '

to your friend today. Postage and packing éd. each book.

‘ON BEING A BIRD’

By Philip Wills
(MAX PARRISH) 15/6

t MALOJA WIND'

By Felix Peltzer

Y HAMMOND) 10/6

‘GLIDING & ADVANCED SOARING?
By A. C. Douglas

EIOHN MURRAgY) 16/6

‘GLIDING AND POWER FLYING_'
Stringba
(OXFORD UNIVERSITY PRess) ©f=

« WEATHER FORECASTING'®

S.W.C, Pack
(LONGMANS) 25/-

Subscription to ‘SAILPLANE®
12/9 PER ANNUM 6/6 3 ISSUES

SPECIAL OFFER

A complete set of ‘SAILPLANE'S ' for 1953 in the
EASIBINDER, leaving room to contain all this year's
issues, is offered at the specially reduced price of 35/~

and—BACK NUMBERS

We possess a small selection of back numbers dating
from 1934 onwards. If readers desirous of obtaining
copies will state their precise requirements we shall
endeavour to accommodate them.
Price : 2/- per copy, January, 1950 on-
wards ; 2/6d. for all preceding issues.

To SAILPLANE AND GLIDER,
8, LOWER BELGRAYE STREET,
LONDON, S.W.I.

Please send to the address below the following :(—

Name — . -
Address S

Cheque/Postal Order for | [ enclosed

SCOTTISH
GLIDING UNION

BISHOPHILL AND
BALADO AIRFIELD

Entrance Fee £1. 1s. : Subscription £3. 3s.

Write to Hon. Secretary
D. HENDRY
THE SCOTTISH GLIDING UNION
BALADO AIRFIELD
MILNATHORT
KINROSS-SHIRE

Dodting: ™

One of the few magazines in
the world devoted exclusively
to motorless flight.

Send 10/- for three sample
copies and the booklet—

Soaring in America

Increase your knowledge of
soaring. You are invited to
send £1 for membership in the
Soaring Society of America,
which includes a year’s
subscription to Soaring.

SOARING SOCIETY OF AMERICA, INC.,
3778, Marion-Ave., Memphis, Tenn., U.8.A,




Try the
two-tankful
test

PROVE SMOOTHER RUNNING

UL
SHELL

Y\\ﬁ ﬂ/}'/7

WITH I-(}A

IGNITION CONTROL ADDITIVE

New additive of proved
value to your car

Thousands of miles of road-tests have proved that Shell with I-C-A
gives engines smoother running. These results are completely

convincing — but we do not ask you to accept them. We ask you

to test Shell with I-C:A for yourself—at no extra cost.

On your second tankful of Shell with I-C-A—(the second one,

because I-C'A must have time to work on your engine deposits)

— you will notice definitely smoother, sweeter running.

Only Shell has 1-G-A
only Shell with I-C-A gives you
full-power smoothness




