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“Sailplane” or “Glider”?

UR announcement of the competition for a new cover design, for which
O the closing date 1s 20th February, was accompanied by a hint that we

had been asked to give the word “Gliding” more empbhasis in the title, on the
ground that the public is familiar with it. True enough; but the public too

often imagines the word to mean no more than it says, and does not recognize
it as including soaring flight.

Astonishing as it may seem, considering that news of long distances and
great heights achieved by sa}lplanes 1S repeatedly published in the NEwspapers,
a large section of the public does not even believe that soaring is possible:
there is so much other news that these particular items are evidently soon
forgotten. But it seems useless to try to enlighten them by replacing the words
“glider” and “‘gliding” by others more descriptive; this section of the public
just does not know what a “sailplane” is, and the word *‘soaring” conjures up
a vision of a lark laboriously flapping its wings all the way up to its ceiling.

In our present issue there are two letters from correspondents who take
opposite points of view. The first combines a sentimental attachment to the
word “‘sailplane” with an unsentimental detachment from the public and its
misconceptions. The second stresses the widespread use of “gliding” and
“glider”” and brands the word *‘sailplane’” as meaningless. Certainly “sail-
plane” is rarely heard in normal conversation at gliding clubs: the things are
called machines, kites and even aeroplanes, just as often as gliders, and across
the Atlantic they are ships. Spoken and written forms of a language are never
quite the same (unless somebody like Damon Runyan does the writing), and

fashions change much faster in the former, while our title must be classified
as written language. -

But what of the word “‘sailplane? It certainly means nothing until you
know what it means, and even then there is no agreement as to its precise
definition. A quarter of a century ago we tried to trace its origin by looking
up the literature, but without success, as related in THE SAILPLANE & GLIDER
for 28th July 1933. We found it used as two separate words in the first issue
of the Journal of the British Gliding Association (long defunct), dated March
1930, and in the same month Mr. R. F. Dagnall (after whom the Dagling was
named) used it as one word in his advertisements; but no earlier example
could be found. It was probably coined a few months earlier, when organised
gliding began in Britain, and was obviously an attempt to translate the
German Segelflugzeug, literally ““sail-flight-machine.”

However, the first use of the word actually goes back a century and a half,
to the time of Sir George Cayley, the centenary of whose death is noted else-
where in this issue. Mr. J. E. Hodgson, a leading aeronautical historian,
writing to The Times in 1933 on the occasion of the publication of Cayley’s
notebooks, said that the inventor applied the word “sailplane™ to his first
model glider, which he built and flew in December 1804. But it never soared.
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THOSE PENNINE WAVES

by Mick Kaye

Of Opportunity, has it not been said:

They do me wrong who say I come no more
When once I knock and fail to find you in.

Each night I burn the records of n_f:e day,
At sunrise every soul is born again.

It has been long evident that the Pennine
lee-waves ought to carry a sailplane from
Camphill into Scotland—on the right day.
During the weekend 26th-27th October,
opportunity knocked and was heard
because a Club Meeting on the 26th had
decided that the best way to increase flying
hours i1s to get up earlier. In the result there
was flying before breakfast on the 27th, and
a cracking wave with other conditions as
below:—

Wind W.S.W. 15-20 kts. at ground level
30-40 knots at 15,000 ft.

Base of roll cloud: 3,300 ft.
Top of roll cloud: 4,500-5,000 ft.
Base of lenticular; 12,000 ft.

Top of lenticular, estimated: 20,000 ft.
(Heights above sea level.)

Olympia “Blue John™ and the writer were
winch-launched by 10.20 hrs. and, casting
off at 500 ft., ran into 7 ft./sec. lift. A
quick dive to drive the barograph stilus as
low as possible, one slow beat along the
Edge, which put 3,500 ft. on the clock, and
It was time to go. The wave was con-
solidating towards the north, so at 10.35
hrs. we (*Blue John” and I) turned north
and flew towards the Ladybower Dams.
Still climbing, but after 4,400 ft. not much
Joy over the north end of the dams, so on
again towards Stocksbridge, where a clear-
cut roll cloud was going great guns. When
we reached this cloud at 10.50 hrs., the lift
was 15 ft./sec. up, and there was no need to

do much but maintain position in the lift by
judicious beating up and down.

Very clearly our Walter Kidde Light-
weight oxygen set was going to be needed
SO, with a fervent “God bless Kidde™, T put
the mask on at 11,000 ft. and was personally
much improved thereby, although the rate

of climb promptly fell off to 3 ft.
13,600 ft. was negligible.

The next wave lay in the direc
Dewsbury and a long glide tow
seemed attractive after forty odd Minutes
spent on the last climb. The altraction
proved to be illusory, for the sink on the
way to Dewsbury was phenomenal, py
when we got there the wave-cloud was there
too. The ground was disgustingly close and
the altimeter had lost 10,000 ft.. but we were
climbing again at 10 ft./sec., which held to
5,400 ft., when the wave-lift broke up and
the cloud closed in, giving 8/8 cover below
and leaving one solitary Olympia above.

The next wave down wind was more
generous-hearted and remained ‘“‘open to
visitors”. Arriving at 2,300 ft. and 12.30
hrs., we started to go up—feeling like
Sputnik II—and a steady 12 ft./sec. eased
the mental situation except for the fact that
we hadn’t had a ““fix” since Dewsbury.
However, an average 10 ft./sec. climb did
wonders to the altimeter, and having
identified Leeds under the port wing I
settled back to await further developments.

We hadn’t long to wait. At 11,000 ft. and
12.53 hrs. the ground disappeared and we
were in the murk. Now what? Must I:}e the
lower side of a lenticular, since theres no

/sec. and by

tion of
ards it

other cloud to fly into, so “‘on mask™ and

forward we go to the leading edge of Ihi
cloud, achieving nothing but red ball. So:
Seems better where we were, and back we
go under the middle and green re-appears.
Turn-and-slip on, course 330° magnetic,
and inside we go at 3 ft./sec. climb.

A long five minutes later, the Cl“‘-}‘]d
thinned and we emerged halfway Upi: &
side of a long, grey lenticular. From lkﬂg
on, events began to merit that overworl Et
term ‘“‘fabulous™.  Plodding ﬁliﬂﬂgh 5:_
45 m.p.h., on course 330°, and using “']_;
ever lift came along, every so often wt} e
to retire inside the lenticular to bee A
altimeter above 13,000 ft., for Dni'ffmﬂ
the cloud itself did the lift reach 3 ft./sec.
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Near Pateley Bridge some three-tier
tenticulars were forming in the length of
the cloud, and from 13,400 to 16,300 ft. we
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went in again. There wasn’t much oxygen
left now, and with skimping it my blind
flying didn’t improve. Only another 500 ft.
for that Diamond, but those last few stairs
to stardom just weren’t to be found.

~From Leeds to Pateley Bridge the len-
ticular had been unbroken, but now there
was a short gap to be crossed. The cloud
cover was 8/8 again down below, and it
would have been interesting to see where we
were in relation to the ground.

By 15.10 hrs. Newcastle was in sight and
hope rose high again when some 3 ft./sec.
lift took us to 14,200 ft. almost directly over
the Newcastle Club site at Usworth. But
the afternoon light was fading and my
declared goal at Portmoak lay eighty miles
further ahead. Most of Northumberland
lay under thick cloud although lenticulars
were to be seen in the direction of the
Cheviots too far away to reach. So on we
went until Acklington R.A.F. station ought
to have been somewhere below, then ““out
dive-brakes’” and into the cloud tops at
5,000 ft. It wasn’t very funny, because
previous and frequent visits to the interiors
of lenticulars had put a lot of ice on the
flying surfaces, which all flaked off with
awe-inspiring noises as the ice parted, and
terrifying cracks as bits of ice hit the tail.
It was also raining cats and dogs.

With considerable interest the writer
watched the altimeter wind down, mean-
while calculating that the ground below (if
it wasn’t sea) ought to be quite a bit lower
than the hill-top at Camphill, and there
should be a bit of clear air between the
bottom of the cloud and the ground (or sea).
At 900 ft. there was a gl%eam b;:lluw and
Acklington appeared half a mile away.
One qﬁick cir?:ﬂit and we landed at 16.03
hrs., 145 miles from take-off, ninety of them
spent above 12,000 ft.

R.A.F. hospitality to an aviator In
distress was most gratefully received, In-
cluding a rapid and novel de-rig which took
place whilst I reported to Control, _and
which featured the removal of both wings
from the fuselage as a unit.

My thanks are also due to the Walter
Kidde Co. Ltd., for designing such a
compact and convenient means of pro-
viding on demand the oxygen, without
which the flight would have been almost

impossible.



BE CLEVER SWEET MAID
AND LET WHO WILL BE GOOD

isleading information 1m-
h;zﬁid“:eg ;1;;!&31 ygur mother’s knee
was probably the tale that *“in the spring a
voung man'’s fancy lightly turns to thoughts
°f love”. Speaking as a veteran of the
traditional struggle for masculine attention
[ feel I should tell you that this kind of
vague and optimistic assertion 1S out-of-
date. unreliable and in fact a short cut up
the ancient and uncomfortable creek. In
the spring the thoughts of all the young
men you know at Lasham will turn to:—
fitting new ball hjtches to their powerful and
eccentric towing vehicles; testing their
latest hi-fi. four-dimensional trailers to their
limits: going higher and further for longer;
getting blown across the Channel in time
for the nine o'clock news; and trying to
lay their hands on those elusive Diamonds
that can scarcely be celebrated as a girl’s
best friends.

Activity of this type is not going to help
you at all, so unless you wish to spend the
long summer evenings reading magazines
in the bar, playing the piano in the lounge,
or, as a last resort, flying, wake up and look
around yourself. You should be using the
drab days of winter to get things moving
your way.

Don’t just sit there dreaming of romance.
Get that tiny mind to work and select a
target. Is he married? No. Good. Next
consult the address book. Yeovilton—
hopeless. Much too far. Nothing succeeds
in this game like propinquity. What about
this one at S.W.3? Further research reveals

he is a fully paid-up member, passed out for
cross-countries. This is really promising.
What we are after here is a spot of homing.
Stand by for G.C.A.

_ Study your target closely. He is an
independent type, strong in the belief that
he doesn’t need a woman in his life. Is he
interested only in motor cars? He probably
spends a lot of his time at the workshops, so
tha_t 1s where you ought to be. Your only
leglumat_e reason for being there is your
ownership of some clapped-out piece of
M.T. Procure one, even if you have to have
it towed on to the aerodrome. Arrange for
it to collapse in a pathetic heap at his feet,

spitting out sparking-plugs
pistons. Make sure that you Jook
ingly feminine and bewildered (]
hips are 40, but take one proble
If ti_[lli.]sdst!'ikeﬁ :;lnu as too crude,
airfield 1n a head-turning s

T.R.3, Austin Healey, Estgr?”;l:aﬁriﬁ S
Mercedes. (I know you can’t get it intg mnr
Get your brother to bring it and parkr;{
seductively by the Ch**rm*n’s caravan.)
This is a bit expensive, and if by chance yoy
happen to own a simple, homely, vulgar
Ford or Austin Seven, I strongly recom-
mend that you change the Iubrication
system over to Castrol R. It leaves a most
beguiling smell after you have gone by—
guaranteed to wrench the male nut off its
sprockets and generally spring his big-ends.
Another good suggestion is to remove your
silencer (the rough ground around the
dispersals is a good place to do this), which
will produce an authentic sporting roar.
Having attracted the target’s attention, you
can easily persuade him to refit your
silencer. Learn a few simple phrases to
greet him with such as, *“*My clutch is
slipping! Do you think you can give me a
bit more urge? Should I be more ad-
vanced?” The cold weather will provide
ample opportunity to consult him on
freezing problems. Get him to come under
the car with you to look for drain-cocks. -
At worst he will trot out that old formula—
“it won't freeze if you can't see the stars .
You can then ask him to help you look for
the stars. .

Is he interested only in the finer points of
gliding? Frankly, yes. Then forget about
motor cars and brush up }’DURﬂEmd:{"
namics. Learn to D.I. an Olympia. This
will mean that almost every morning you
will be able to approach him about obscure
snags you have uncovered in the machines
(you will have worked out some good 07'1*'35
to inflict before breakfast). T“mb“’:k?
are always good for a laugh, H"dh re
the Olympia is breaking up in any case t En
is no shortage of material to work I?i -
“How does a side slip? How tight shoui€ *
be in a turn? Does this curve mean any-
thing? What is your rate of roll? Is sKY

come to lhl:
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larking difficult on a polar curve? What
instrument lets you down most frequently?”’

Suppose you spot your target on the tow-
car. You don’t want to learn to drive the
tow-car, do you? Or do you like the idea of
finding yourself alone on the runway piling
up tyres and parking cables when everyone
else is snug in the bar? Of course not, but
that is exactly the situation you wish to
manoeuvre him into—with you beside him,
the faithful driver’s mate, wrestling with
stubborn shackles and tangled cables. With
some forward planning you can achieve this
happy state of affairs. About an hour
before flying is due to stop, clear the run-
way of drivers, making sure that the target
is busily occupied with some minor job.
Get yourself into the car as mate and
terrorise the other mate into leaving,
Persuade the other driver to ask target to
relieve him and sit tight.

Let us assume that target is a keen winch
driver. On the face of it this looks like an
impasse, as he has almost certainly had an
ugly experience in the past and has plumped
for winches, not wenches, ever since. One
thing he will not tolerate i1s an unoccupied
woman hanging around his winch. He
won’t let you drive it, and anyway you
won’t be able to start the wretched thing as
its batteries are always at half cock. Learn
to drive the tractor. This is very easy as one

e ol b - - .
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gear does the job; none of this nasty gear-
changing, and you can concentrate on
whqip—hear_*ted response to his almost
invisible signals. Sooner or later he will
give you the come-hither without realising
his hand has slipped.

Clothes on the field present quite a
problem. You can’t wear those fascinating
stiletto-heeled Italian shoes or reveal your
legs to the Lasham winter. In fact, it is
unwise to reveal any figure except that of
your father’s bank-balance. Cold forces
you to wear three sweaters and you find the
general shape of all inhabitants is much the
same. Iargetis only recognisable by the oil
stain on the seat of his pants or the dope on
his sleeve. Go to extremes then—outside
wear R.N.V.R. flying boots and an
American Naval duffel coat two sizes too
big, hinting about the sentimental value
(shows past experience), and, when in the
bar, wear those well-tapered slacks and that
striped cowl-necked sweater and the right
ear-rings. If you can’t talk aileron bushes
or angle-iron engineering—just listen and
wait. You will be noticed.

Of course, when I got engaged I didn’t
have to rely on any of the methods I have
described. As it happened, I was only
interested in one thing and my fiancé was
wise enough to find out what it was.

ANON.

‘““ When three or more are gathered

3
together
by Lieut.-Commander Humphry R. Dimock, R.N.V.R. (retd.)

IT has been said that gliding is a rich man’s
sport, but the following is a description
of a simple method of gliding economically
which can be practised with as few as three
persons. The main equipment required
1S 1 —

. An aerodrome with runways.

2. A motor car such as a Ford Anglia
or better.

3. A glider such as a Cadet or a superior
sallplane.

|.—Both the Royal Air Force and the
Royal Navy have many aerodromes where
gliding has been taught in the past, is
taking place in the present, or could be

used in the future in off-duty hours, such as
Sundays and evenings.

2.—Speaking from personal experience,
I have found that my 1,172 cc. Ford Anglia
is capable of elevating a Tutor and a
Grunau Baby to an altitude of 1,000 ft. A
more powerful car would give better initial
acceleration, and a large car with automatic
transmission would be the ideal.

It could reasonably be assumed that one
or more of a potential group could have
one or more of these cars which would be
suitable.

3.—A Cadet would be the simplest type
of glider to obtain if insufficient money was
available to purchase a better type. Again,

—ye



aki onally, I have risen to heights
Spea, Cng 200 i}::a a Tutor after being

7.600 ft. _
Ilﬂni:%ed by my own car, and have enjoyed

! ‘ ly been
ny long flights which have on '
Ezlit;ilﬂd %}* reason of returning to give

others a chance to enjoy themselves.

-
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My Ford Anglia is fitted with a tow bar,
and on this tow bar is fitted an ordinary
glider quick-release.  The tow line is
approximately 1,150 ft, long with the usual
parachute at one end, and with weak link
with rings at the other end. With an average
wind of 12 m.p.h. the glider would be at
1,000 ft. by the time the car has travelled
700 yards.

To convince the sceptical of the si mplicity
of the car side of the operation, the follow-
Ing story can be told. I had a 17-year-old
lad who had never had any driving experi-
ence whatever, but who wanted to learn to
drive. His tuition started one Sunday. To
begin with he drove the car under instruc-
tion on the grass while retrieving the cable
to the glider only. By the end of that
afternoon we had done 25 launches, and
this lad who had never driven before was
able to drive for the Jast five launches
entirely. The launching is simple: change
from bottom to middle gear as soon as
possible and then proceed up the runway as
fast as possible for 700 i
down, the parachute normally causes the
back-release of the glider to operate if the
pilot has not done so already. Should the
pilot or the back-release fajl to disconnect
the top end of the cable, the release on the

W-ba be operated by a cord from the
driver’s seat. The car then picks up the

—_f—

parachute and takes it back o the stary;
point. In operating the cable it js n Ming

to keep it off the runway a¢ all times 1Y

cable falls on the runway j Shﬂu[g{he

thrown off by hand before lowing ;

along the grass. If this is not dgg;::bﬁk
cable wears out In as little as 50 laun:;h;
My present cable is in good cond; .

: tio
I have already used it for approxim N and

at
launches. This cable was that Whiglllyligg

been a throw-out from the winch as being
already worn out. At the end of the day the
cable is wound by hand on tg g Wooden
drum 2 ft. in diameter on 2 simple wooden
stand, and is carried back to the hangar
in the boot of the car. On the day referred
to above, when the young lad was receiving
his driving instruction, 25 launches were
completed in 5 hours with a petrol con.
sumption of approximately 2} gallons. On
that day the thermals were very weak and
the longest flight was 10 minutes.

We have operated with as few as three
persons, driver, pilot and pilot’s assistant.
Simplified signals may be used, as the
parties are within hailing distance of each
other. The glider always starts from exactly
the same spot, and the cable drum marks
the car starting point. To avoid snatch, the
driver pulls the wire taut by hand as soon as
the “ready” signal is given by holding the
wings of the glider level. The driver then
connects the cable to the car, and off we go.
Should anything then go wrong, the stop
signal is the usual “wing down”. On any
particular day the wind is usually blowing
slightly off the most favourable runway,
and it is to the downwind side of the runway
that the cable is laid on the grass, and tge
car keeps to that side of the runway for the
launch.

On a day that the ground speed of 1ll:g
wind is nearly 20 m.p.h. I have knm}'n‘;ﬂo
car to launch the glider to 1,000 ft. mver
yards, slowing down to 12 m.p.h. on a ee:g
low throttle opening, the average ﬂ"'] Sp
of the glider being as high as 50 m.p.h.

I have in mind a further rﬂﬁnﬂmﬁnl;ﬂ:ﬁ
add, and this is to put a parachute m;::.ssarf
ends of the cable so that it is not ST up
to find the parachute and stop to pic
each time.

e nt

In the interests of the gliding mc::rm ;ny
in general, I should be glad to ansne S
questions and give advice to anyo h the
cares to communicate with me throug
B.G.A.



A GLIDING HOLIDAY AT AIGEN

by Mickey Gilbert
(Reproduced with acknowledgement from “Kent Gliding Club Newsletter”)

o now I have been struck by lightning.
Having got that line over, perhaps you
may be interested in hearing about the
types of gliding trips we were able to indulge
in during a June holiday at Aigen, in
Austria.
A typical day trip would start at about

11.00 a.m. or perhaps after lunch at 2.00
p.m., as the thermals seem to start late in
the day in early June. -After a smooth
launch to about 1,200 ft., I usually sauntered
over to the nearest mountain-side and
started beating up and down, one wing-tip
tucked well into the treetops. Gaining
height fairly rapidly in hill-lift, it was always
possible to leave the slopes and pick up a
thermal away from the mountainside, or
rise above the top and then get well away
on thermal lift. Then I felt really free to
wander off to more distant mountain slopes
or to go off along the home valley, keeping
fairly close to cloud base. The clouds them-
selves usually looked very thin and the lift
never seemed to go right inside them, but at
6,000 ft. or so above the ground there was
no need to worry about coming unstuck.
On some days the cumulus built up, but
EETH then cloud base seemed unapproach-
able.

Usually the more distant and higher
mountains beckoned me and I explored
many interesting ranges in the area. The
local mountains were green, but further
away they were white-capped and flying on
these it was possible to see the highest
ranges In Austria, completely white and
glittering with tinges of green and blue in the
bright sunshine. Other gliders could often
be seen flying in the distance, but there is a
sense of quiet remoteness that is only felt
when flying in the mountains, and it never
seems to belong to gliding over the crowded
English countryside, even when no other
aircraft are in sight. |

It was the evening flying that attracted
me most, however. At about 4 or 5 o’clock,
I would have a launch into the mountain
lift or the thermals in current production.

Then the thing to do was to sit as high as
possible in the warm evening air and watch.

On quite a few evenings, although the wispy
thin clouds were difficult to interpret, it
would gradually become apparent that lift
was extending across the valley almost at
right-angles to the main ranges that
hemmed in the airfield. Gradually I would
become aware of the eerily smooth lift
associated with standing waves, and start
beating up and down across the valley, clear
of the mountains or other *““visible means of
support”. Two or three other gliders would
also be seen tracing out the pattern of the
wave and eventually we would all arrive
near the wispy streaks in the sky and fly
along the wave line trying to signal to each
other when we passed closely in the narrow
band of lift.

One evening three or four of us had
picked up this type of wave lift under a
completely overcast sky and we all duly
arrived in a hollow rift scooped out of the
underside of the thick cloud by the rising
air. Suddenly a series of green Verys shot
up from the airfield, recalling us to land.
I looked around and saw a solid wall of grey
murk that stretched right across the valley
from ground level to cloud base. I stuffed
down the nose of the glider, opened the
spoilers and scorched down towards home.
The solid wall was advancing steadily along
the valley and as I landed outside the
hangar half the airfield had already dis-
appeared. By the time the last glider was
safely down a great storm was raging round
us and we hurled the gliders into the hangar
as fast as we could. Several hours later the
storm left the airfield as suddenly as it came,
a solid mass of dark grey retreating down
the valley, chased by long golden rays of the
setting sun.

It was several days later that a ra@hpr
smaller storm gripped the airfield. Visibility
was not too bad and for some obscure
reason I allowed myself to be sat in the
Weihe, attached to the cable and launched
into the air. I kept thinking it was danger-
ous, but somehow 1 felt remote and
compliant and allowed it to happen.

About three-quarters way up the launch
a strong electric shock flung my right hand

S 1



off the control column and the glider reeled
across the sky out of control, but still
attached to the cable. I pulled off so fast
the lightning hadn’t time to catch up on me.
There was only one thought in my mind.
Down to the hangar, but fast. The spoilers
were out and at about 300 ft. I was straight
and level on the approach when I happened
to look at the variometer. It showed 3
metres up—and the spoilers were still out!

That was just too much for me. In went the
spoilers and I was up at cloud base, about
2,000 ft. in a couple of lazy circles. I spent
about an hour lurking around the storm
clouds, enjoying the eery flying in a queer
half-light between the menacing walls and
black hollows, rather in the way one enjoys
being terrified by a horror story and hoping
it has a happy ending. After all, I had been
struck by lightning.

Canadian 1957

Championships

From a Correspondent

Camm is the latest country to experience
the truly remarkable impact of
Championship Flying carried out under
modern F.A L. regulations. In fact it is not
too much to say that, as a result, she has
sprung at one bound into the First League
of gliding nations.

The dates were decided by the fact that
the hqhda:.r periods of the two major
Canadian aircraft companies were a week
apart. Consequently the Championships
were flown in two halves, the first between
21st and 27th July, then a week’s break with
some practice flying, the second half
occupying 28th July to 3rd August. The
winning pilots of each contest then flew off

a final contest on the week-end 7th-8th
September.

The standard F.A.l. tasks were set, and
the winner of the first week was Charlie

Yeates, flying a Schweizer 1-23, with the
maximum possible score of 4,000 points,
having won each of the four tasks flown.

The second week produced one terrific
day, in which six out of eight competing
pilots achieved the oft-dreamed-of, but
never accomplished, 190-mile flight linking
Brantford with Elmira, the two soaring
capitals of Canada and the U.S.A. This
week the winner was Gordon Oates, ﬂymgl
his newly-acquired Skylark 3, with a tota
of 3,769 marks. :

Yeates and Oates accordingly fought 1t
out on 7th-8th September, and Oates flew
his Skylark 3 to a decisive victory, winning
both tasks.

All previous history goes to show that,
after this demonstration of the pﬂtent_lahhﬂ%
of soaring flight, Canadian gliding will now
expand rapidly and decisively.
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Problems of Championship Task-setting

by Ann Welch
(Repraoduced by permission from ““Flight™)

NCE upon a time gliding championships

were, by definition, a marathon for the
pilot. Catapulted into the air after break-
fast, he would spend the days flying with the
wind as far as he possibly could, and the
nights in being driven all the way back
again. To see who could last longest at this
sort of thing was clearly not the purpose of
such competitions and it was realised that
some modification to the rules must be
made to keep abreast of the rapid develop-
ment in pilot technique. Compulsory tasks
are now set for every flight, many of which
follow a fixed course and include a return to
base. As a result the pilot’s day now starts
with a pleasant aero-tow to a couple of
thousand feet, includes some hours of highly
competitive soaring, and finishes, more
often than not, with the pilot sleeping in his
own bed.

The success or otherwise of such a
championship is to a large extent dependent
on the ability of those who set the tasks. It
1S not only a matter of choosing a flight
which is reasonably possible on the forecast
weather, but of obtaining desirable results
from the contests; whereas in a world event
the intention is obviously to extract the
finest performances from the competitors,
the aims in local championships may be to
give training in speed or goal-flying, or just
to provide as much general soaring as
possible.

_The first requirement of the task-setter, or
his committee, is the services of a skilled
meteorologist who has access to the latest
met. reports. The relationship between the
met. man and the task-setter must be good,
and for the best results they should have
some experience of working together well
before any important championship, so that
the morale factor of the met. man is fully
understood. This is not to criticise his
ability, but only to say it is necessary to
know whether he tends to produce opti-
mistic forecasts or gloomy ones in the early
morning when the task-setting has to be
done. An experienced met. man who under-
stands gliding is extremely valuable, and if

the championships are a success a great deal
of the credit must go to him. '

The task-setter needs a good contour map
of at least one-million scale, preferably half-
million, on which to visualise the scene. If
this map can be fitted with a rule and
protractor the task-setter’s work will be
simplified. He will be able to set a large
number of tasks in a few minutes, reading
off the flight tims under the forecast con-
ditions, and thus he can quickly discard any
impossible ones.

As soon as the task-setter knows what the
weather for the day is likely to be he can
begin to worry, for he must choose one of
several tasks and decide in which direction
the flight is to be made, and how long it
should take. This seemingly simple problem
is bedevilled by all manner of conflicting
considerations and interests and a great deal
of ingenuity may be needed to reach the best
compromise.

Championship Tasks

In modern championships the tasks are
all variations on a theme of distance and
speed. There are neither tasks nor marks
for duration or altitude.

(1) Free DisTaNce.—This task may seem
a contradiction of all that has been said
above, but free distance is a mandatory task
for world championships, having to be set
at least once. It is, as its name implies, a
flight in which the pilot goes as far as
possible in the direction in which he thinks
he will get farthest. It is normally used in
soaring conditions which provide oppor-
tunity for record flights. The rules may
forbid the overflying of frontiers, in which
case, should any pilot inadvertently go too
far, only the distance to the frontier Is
counted for marks.

(2) Races.—There are several different
speed tasks. Those usually set for world
championships are (a) race to a fixed goal,
(b) out-and-return race, and (c) race round a
triangular course of 100, 200 or 300 km. In
national championships there is a greater
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variation in the choice of speed tasks. Such
courses are short out-and-returns and
triangles (in which the competitors are
required to complete more than one lap)
or dog-leg races (which have one or more
turning points but do not return to the point
of departure); in fact, any suitable course
may be set which fits in with the limitations
of the country and the needs of the com-
petitors, provided that allowance is made
for such flights in the rules. _

As with most races, the winner is the
person who achieves the greatest speed;
but, owing to the nature of gliding, con-
siderable skill may be needed merely to
arrive. The race to a fixed goal is a propo-
sition quite different from races having
courses in more than one direction. In
fixed-goal races there need be no limit, other
than safety, to the wind strength, but In
multi-direction races the wind must not be
so strong that into-wind progress is im-
possible.

(3) DISTANCE ALONG A LINE SET BY THE
ORGANISERS is a useful task, as it can be
used to control the direction of flight. This
may be desirable owing to the existence of

dangerous landing-country, cont
or ?lnng ranges. Further, by sett
with a greater or lesser degree of ; .

components, flights of severa:lmn};wmq
duration will be obtained over a li ST
ground-distance. @ The marking S?S;Lﬁ

usually penalises, with increas;
; Ng sever;
divergence from the set line. 8 seventy,

When the forecast is in doy ‘
has an advantage over a ﬁxﬂ—g?aﬁiéam
the line in theory is endless: if the vw::.e:u.lw,:ra'ls
worse than forecast there is still a chance cﬁ
the task being satisfactory, whereas if the
weather Is better than forecast the oppor.
tunity exists for a longer flight.

Normally the set line is considered to e
straight, but there is no reason why it should
not be a dog-leg or even a reciprocal course.
Should it be desirable to reduce the amount
of retrieving, and at the same time avoid an
endless succession of goal races, such an
alternative i1s most useful.

(4) PiLOT-DECLARED GOAL.—A distance
flight in which each pilot nominates his own
landing place before taking off. It is no
longer set in world championships, but is of
much value in nationals: it forces pilots to

I‘Dl Iﬂn
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Fig. 1.—This task-plotter, designed by Lorne Welch, consists in its simplest form of a mounted

map and a transparent disc. The disc has a seri
map; it also has a slot which slides over a peg
shown set for a S.W. wind of 16 m.p.h. (note t
The average air distance which a glider can m

metl. forecast of the thermal strengths. Let us

es of concentric circles to the same scale as the
located at the gliding site. In Fig. 1 the disc 1S
hat the wind is indicated in a downwind sense)-
ake good in one hour can be assessed from the
say that it is 30 miles. On this particular

day the

30 m.p.h. circle on the transparent disc will show the geographical positions which a glider

could achieve after one hour’s fying.
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make a comprehensive survey of how best
to use the day’s soaring, which is excellent
training; and it throws the choice of task
back at the pilots if the task-setter, in
despair, cannot make up his mind what on
earth to select.

The Choice of Task

Which of the above tasks is chosen, and
its direction and extent, depends on a
number of considerations. These include
the weather, the skill of the pilots, the
purpose of the competition, the per-
formance of the gliders, the geography of
the country, and an assortment of miscel-
laneous factors.

(a) THE WEATHER.—Provided that there
is sufficient instability to make soaring
practicable, the most important aspect of

the weather is the strength of the wind.
Unless the task-setter can get an accurate
forecast of this, he will not be able to decide
if flights (other than those with some down-
wind component) are possible. The average
airspeed of the glider, i.e., its point-to-point
speed 1n still air, depends on the strength of
the up-currents which the pilot can find, and
to some extent on their shape and distribu-
tion. Under really exceptional conditions
average airspeeds of 50 kt. or more have
been obtained, but in England 30 kt. is
good, and most cross-countries are done in
the range 15-20 kt. Under these conditions
it is obviously hopeless to have a task
involving a headwind component of 20 kt.
In winds of this strength the ground speed
will be so low that any mistake in technique
will result in ground being actually lost.

AJD
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Fig. 2.—The addition of a rule pivoted on the gliding site and calibrated in miles permits the
speedy assessment of the time taken for a number of different tasks. If the average mrspf?ﬂd
is 30 m.p.h. the point at which the rule intersects the 30 m.p.h. circle in the direction of fight
shows the groundspeed that will be obtained in this direction. The groundspeed which could be

made good on a return flight can be read off on the other end of the rule.

Swinging the rule

will give the groundspeed for any direction of goal. Fig. 2 shows the rule set for an aur-andc}
return flight Lasham-Lympne-Lasham giving a groundspeed of 38 m.p.h. on the way out an
|7 m.p.h. for the return. Since the distance to Lympne is 93 miles, the time taken will, ther efore,

be 2.5 hrs. and 5.5 hrs. respectively, a total of 8 hrs.

It is improbable that thermal soaring

will be practicable in England for more than about 6 hrs., and such a flight is most unlikely 1o
be achieved unless a higher airspeed can be maintained. If the thermals turn out to be betier
than was forecast, so that an average airspeed of 40 m.p.h. could be maintained, groundspeeds
of 49 m.p.h. and 28 m.p.h. would be achieved on the two legs. These give 1.9 and 3.3 hrs.—
totalling 5.2 hrs., which is, therefore, possible. As the task can be set only on the forecast this

flight would not be selected.
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er consideration when setting an
intﬁ.gf;ijhtask is that of the characteristics
of the apprﬂaching ﬂlrimﬂﬁs- For instance,
the lift-killing properties of a warm front
extend far in advance of its bad weather
and, whereas a downwind task could keep
the competitors sufficiently far in advance
of the front to be unaffected, tasks set
towards the weakening lift will result only in
an unrewarding struggle. AR

The wind direction, and any imminent
changes, next need to be known with some
accuracy. In few countries are there likely
to be a profusion of aerodromes or known
large fields which can be used as goals when
setting a race. Frequently the choice of a
goal is a compromise between reasonable
ground-mileage and acceptable cross-wind
component, so that a flight of a suitable
duration is selected as the task. Should the
forecast be wrong, or wind changes not
anticipated, the task may become Im-
possible if a greater headwind component
develops, or too easy with a tailwind.

Next in importance after wind-strength
and direction are the strength and distribu-
tion of thermals. The task-setter wants to
know whether the thermal distribution is
likely to remain uniform, or whether the
cumulus will (a) flatten out periodically
during the day, (b) develop into widely
spaced masses of cumulo-nimbus, (c) be
affected by high cloud, or (d) not appear at
all, the thermals being “‘dry™.

Most days of ordinary summer cumulus
have either two or four flat periods, due to
some over-production and flattening-out of
cloud, and this is to be expected. If these
periods are likely to be severe enough to
kill the lift intermittently, it is important
that they be forecast. Any development
from small EL}I’I‘II.I]I.IS to widely spaced masses
of cumulo-nimbus should also be known,
particularly if a short race is contemplated,
as the existence of a single huge cloud on or
near the track introduces too large an
element of luck. This cloud will probably
be the only source of lift within reach, and
so such things as the time of launch of any
given competitor, or too much or too little
';?;;Cl:?;:ﬂ ahuull_:l EntTring cloud immedi-

€r another gli
imgﬂrtancc* glider, assume undue

_For effective into-wind flyj '
distribution needs to be fai:.’;llr;rg ulr:}?nrlgl
Patchy or infrequent thermal areas will be
more of a disadvantage than when the glider
1s travelling with the wind and is able to

stay in the good areas while the w:
3 L e :
it on its way. Bt 1 Wind drify
There are two other g3
Spects
weather, both local, which cap se?{ﬂu“?f
upset the task-setter’s reputation i

if th
not foreseen—a sea breeze, and imdu;’~.:;1‘;'r4iazalrt‘E
haze streams. On days of stron )

vection the sea breeze may penetrateg s

some 30-40 miles by late afternoo
little if any lift may be found in the area
affected by it. The encroachment of mé
sea breeze throughout the day may we]j be 2
more 1mportant factor in determining the
direction in which a triangular course
should be flown than may any possible shift
in the main wind.

Little need be said about industrial-haze
streams. Gliders should not be sent through
them if this can be avoided. The haze not
only cuts off the lift, but may reduce
visibility to a dangerous extent.

inland
n, and

(b) SKILL OF THE PILOTS AND PURPOSE OF
THE CoMPETITION.—The latter consideration
will affect the choice of task depending
whether or not the competition is intended
to achieve some specialised object. It is,
however, a minor point compared with the
problem of setting satisfactory tasks for the
usual wide range of pilot skills to be found
in most championships, and particularly in
nationals. _

In gliding the skill of the pilot remains,
in general, more important than the per-
formance of the glider. High-performance
gliders flown by indifferent pilots would
have to be set easier tasks than good
soaring pilots flying those of medium per-
formance. In nationals, with the skill of the
pilots ranging from that of world-beaters 10
the tyro having his first bash, task-setting is
difficult. If the flight is to be a challenge 10
the top pilots, it will be quite impossible for
“the tail”. _

The contest rules usually require that a
certain number of competitors must achieve
a known minimum performance on Eﬂ]f
day, otherwise nobody receives any mar hs
This is a wise precaution; but in fact, ill?
task-setter must aim for a much hlgl '?n
proportion of gliders to reach the goa II
races so that their speeds—and not merewy
the pilots’ ability to get there—can be ﬂﬂfq
pared. The course set should be such t 3d*
even if the weather is worse than EEPE’CEFGI{
it is still reasonably capable of completl
by a good proportion of the cc:ntestanls.be

The effects of pilot fatigue should not
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forgotten. These effects become serious
during a long championship if the flying has
been exacting. If necessary, easier tasks
should be given or a rest day declared.

(c) PERFORMANCE OF THE GLIDERS.—
Tasks should not be set which are beyond
the performance of the glider, i.e., a sail-
plane of poor penetration should not be
given a flight against the wind when this is
too strong for the machine to make head-
way. Exceptions may have to be made if
one or two low-performance gliders have
been entered in a competition just for the
hell of it, in order that the t.ask will be
worthy of the bulk of competitors. Only
windward races are likely to be physically
impossible; distance flights (and even
downwind races) do not penalise the glider
in the same way.

(d) GEOGRAPHY.—Apart from any effeg:t
it may have on the local weather, the main
consideration is safety in landing. Large
forested or built-up areas should be avoided.
Hilly or mountainous regions, on the other
hand, may have no disadvantage provided
that there are some fields in the main valleys.
Normally the slope of the lateral valleys
towards the main valleys is greater than the
gliding angle, so that as long as these valleys
have landing places there is no undue risk.

Other areas to be avoided are large damp
or marshy regions, while those known to be
particularly good for thermals should, of
course, be used.

Turning points, other than aerodromes,
should be chosen so that they are easily
visible from the air, and have possible
landing-places within a mile. High ground
does not stand out well, and a hill should
not be selected unless it is made unmis-
takably prominent by a monument, building
or other feature. Viaducts and junctions of
main railways with canals or rivers are good.
Lakes or woods of odd shapes can be used
as pointers for turning points of only mod-

erate prominence, but are not satisfactory in
themselves.

(¢) MiscELLANEOUS.—The rules, with
particular reference to the marking system,
and the arrangements for launching the
gliders, will need to be studied. For instance
the take-offs may be made at a fixed time
and in a pre-arranged order, or the pilot
may be allowed to select his own take-off
time. In the former case the task-setter will

also have to declare this time. If he makes
it too early there may be an unnecessary
number of wasted launches; if too late, good
soaring weather will be lost.

Tasks must be set so that infringement of
the Air Navigation Regulations is not
encouraged, and so that pilots are unlikely
to be shot at by over-enthusiastic gunners.

The state of the roads (particularly near
coasts at holiday time) becomes a serious
factor. Deliberately putting forty 30 ft.
trailers on to inadequate or congested roads
1S not to be undertaken lightly; the degree
of frustration and nervous exhaustion
suffered by competitors, and general public
alike, may be appreciable.

There must be the utmost determination
to avoid setting tasks on a basis of publicity
or spectacle, for task-setting is quite hard
enough when attempted with due regard for
the important aspects. Such things as local
fetes, early-closing days or civic ceremonies
should not be allowed to enter into the
matter.

Finally, there is the problem of time. In
order that soaring weather is not wasted, the
task must normally be set by about 9.30
a.m. (under English conditions). This
means that the weather assessment and the
selection of task must be dealt with well in
advance of this time, since it may be
necessary to obtain permission from the
operators of aerodromes selected as goals,
or to arrange for turning-point Observers
and get them on their way.

-~ * *

Task-flying in championships is here to
stay, and the more people who can become
skilled at setting tasks the better. Too little
is known about this important aspect of
oliding competitions, and as a result
contests may easily be ruined by ill-chosen
tasks.

Also in the hands of the task-setters, par-
ticularly in world championships, is a tool—
or even a weapon—to fashion the develop-
ment of gliders and of soaring technique.
For example, championships which are
little else than short-course pylon races, for
the benefit of spectators who pay entrance-
money, will encourage gliders and pilots
who are good at this sort of thing, and w?‘
may lose sight of the real purpOs€ 0
soaring—that of exploring the air and
learning more aboutits power and character.
The Gliding Commission of the F.A.L
keeps a jealous and competent eye on the
rules and regulations. but even within the
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isti mework pure spectator-flying ence and knowledge about the pb;
ﬁ%ngc t:;cauragad fn a large extent by a  system that exists in the Rhénzlgv\:ﬁw‘f'
determined organiser. opening up the possibility of Sm.nf,-:;;

The World Championships in France last distance flights in Western Europe. These
year demonstrated the benefits of cour- explorations showed what really can pe
ageous and far-sighted task-setting. As a  done with gliders when flown by first-clase
result there now exists a wealth of experi- pilots under competition conditions.

BOOK REVIEW

Air Flow over Mountains: by G. A. COrBY, B.Sc. Meteorological Report
No. 18, published by H.M. Stationery Office, London, 1957. Price 3s.

LTHOUGH this report is designed primarily for forecasters and pilots of powered aircrafy
A it deserves a place on the experienced glider pilot’s bookshelf. Standing waves and
turbulence over mountains are dealt with in four parts. First, the observational evidence of
wave phenomena is described briefly but in sufficient detail to show the nature and order of
magnitude of wave effects. Then Part II summarizes the implications of theoretical study of
Jee-wave flow. To the reader not conversant with meteorological terminology this section
may, on first reading, appear somewhat difficult to follow, but the author has, in fact,
condensed the salient conclusions of complicated theories into as lucid a form as present
knowledge justifies, and the careful reader will find, packed into this section, many items of
information of considerable practical value.

Part III, on aviation forecasting aspects of mountain airflow, illustrates conditions
suitable for waves by listing a number of wave reports from airline pilots and showing the
relevant tephigrams and upper winds. Although there are no simple and precise rules for
predicting the lee wavelength, the wave amplitude and the lift or sink in waves, it is some-
times possible to make a rough assessment of soaring possibilities in waves by understanding
the relationships between hill sizes and shapes and lee wavelength and between wave
amplitude and the airstream winds and stability characteristics. These relationships are
discussed clearly but without undue simplification.

After describing some forms of turbulence associated with mountain airflow, the report
goes on to advise power pilots what to expect when flying through waves, and what action
to take in order to avoid such hazards as strong vertical currents, turbulence, icing and
variable winds which can be troublesome over mountainous regions.

For those who wish to delve deeper into the subject, a short bibliography and a
method of computing an airstream parameter relevant to wave flow are appended, but
whether a glider pilot wishes to study the intricacies or the general nature of mountain

Zi:g?:ﬁi he should find this report an instructive supplement to the gliding textbooks so far
e.

C. E. WALLINGTON.

WEATHER RECORD CHART
1958

A new publication of great interest and value to glidi

enthusiasls, Page-to-month, ruled for wind, ::urngh;::||l?r;il

ba_rnmtl.r and thermometer readings, Also I.‘E-png;

Diary for personal observalions. MNormal monthly

averages (temperature, sun, rain) are given, specially

compiled from 30 years’ official recerds. Map and
melecrological notes.

93" x 14", spiral bound.
10/~ post free from:
Edward Mortimer Limited
12 THAYER St LONDON, wW.1
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. Extensive spares stocks held
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FABRIC DOPE and PAINT
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UP and DOWN

International Records

The F.A.I. has confirmed a goal-and-
return record of 321.912 miles (518.066 km.)
set up by Vladislav Zejda, of Czecho-
slovakia, on 30th May 1957. Lyle Maxey,
of U.S.A., held the previous record of
311 miles.

Also confirmed is a speed record round a
200-km. triangle of 55.02 m.p.h. (88.54
km./h.) by Paul Bikle, of the United States,
on 18th August 1957, from EI Mirage.

L e H *

Radio at Aerobatic Contest

In the report of the London Club’s
aerobatic contest, published in December, it
was not mentioned that the walkie-talkie
used for communication between flying
control and central control was a Cossor
Type 102 set, employing frequency modula-
tion and a transistor power supply. The
power output is 150-250 mW, the endurance
10 hours, the dimensions 11 x 7 x 3% in.,
and the weight 6 Ib., including accumulator,
head set and microphone.

* = *

More National Contests

In Central Africa the Federal Soaring
Championships were held at Salisbury,
Southern Rhodesia, in October, and were
won by David Ryland, of Salisbury. The
previous champion was Eric Burditt. It has
already been announced that Central Africa
has entered for the 1958 World Champion-
ships at Leszno.

The Finnish champion is Harald
Tandefelt, who won with 3,559 points
against Jorma Jalkanen’s 5,107 points and
Juhani Horma’s 4.831 points.

In the Yugoslav Contests, to which
Polish pilots were invited, Stepanovic, of
lhe‘hﬂmﬂ leam, won with 3,649.5 points
against Makula, of Poland, with 3.521.5
points. Gorzelak (Poland) came third and
Kﬂﬂ}ﬂl? (\fugﬂsiavia) fourth.

Rieti Silva, of Rome, won the Italian
championships with 2,356 points, flying a

Cangum.‘ Zoli had 2,233 and Cattaneo
1,888 points.

Skylark on Exhibition

A Slingsby Skylark 11 is to be on show at
Belle Vue, Manchester, during the Daily
Herald International Holiday and Travel
Exhibition, which started on 14th January
and will continue till 8th February. Some-
body will be there to give out information
about gliding. But don’t believe the Press
hand-out which gives it a *“tail weight of
465 1bs.”; this is the *‘tare” welght of the
whole machine. A Fairey Rotodyne will
also be exhibited.

¥ L R

Gliding in Parliament

Major Sir Roger Conant, M.P. for
Rutland and Stamford, again brought
Gliding to the attention of Parliament on
19th December. After stressing its value
for the Royal Air Force, he criticised the
fact that cadets in the Air Training Corps
are taken only to B certificate standard.
instead of being taught the joys of soaring.
He wanted potential recruits to the R.A.F.
to be told that they could get cheaper and
better gliding there than in civilian life, and
R.A.F. gliding should be stepped up to
justify this statement. He also wanted
Silver and Gold C badges worn on R.A.F.
uniforms on duty by those entitled to them.

Mr. C. Orr-Ewing, Under-Secretary of
State for Air, said that Sir Roger had
already introduced him to gliding at
Dunstable. He replied on a note of sym-
pathy tempered with regret at the limited
financial resources available. With regard
to the future of Lasham Gliding Centre, he
stated the present position thus: “The
R.A.F. no longer wants the airfield and
there is no other Government need for the
land apart from a minor Ministry of
Supply interest . . . We therefore intend to
dispose of the land. Naturally, our first
thought would be to offer it to the former
owner . . . It must be for the clubs them-
selves, in the light of information which we
have given them, to decide what steps they
should take to maintain or improve their
facilities.”
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Fred Coleman, of the Derbyshire and Lancashire Club, has spent many years building his
Harbinger,a two-seater designby Shenstone and Czerwinski. As can be seen, it is nearly finished,
but, in addition to covering it, he intends to lengthen the nose to bring the seats further forward.

How to get “SAILPLANE AND GLIDING”

Owing to increased postal rates and rising publication costs, the Association regrets that
postage must now be charged in full. From 1st October 1957, new and renewal subscnptions

obtained through the Association will be 17s. (§3.00) per annum, both home and abroad. The
price of the magazine remains unchanged at 2s. 6d.

“‘Sailplane and Gliding"” can be obtained in the U.K. at all Gliding Clubs, or send 17s. (post
free) for an Annual Subscription to:—The British Gliding Association, Londonderry House,
19 Park Lane, London, W.1. Single copies and most of the back issues are also available, price

2s. 10d. post free. Enquiries regarding bulk orders of 12 or more copies, at wholesale prices, should
be made to The British Gliding Association.

OVERSEAS AGENTS

AUSTRALIA: Stockists: Hearn's Hobbies, 367, Flinders Street, Melbourne.
NEW ZEALAND F. M. Dunn, N.Z. Gliding Association, Box 2239, Christchurch.

SOUTH AFRICA: The Aero Club of South Africa, P.O." Box 2312, Maritime House,
Loveday Street, Johannesburg.
U.S.A., CANADA &

Please apply direct to British Gliding Association. Single copies
OTHER COUNTRIES: 2s. 10d. or 17s. annually. (50 cents u::rgﬂ.ﬂﬂ annually).
SCANDINAVIA :

Hans Ellerstrom, Gronalundsgatan 9B, Malmo, S.V., Sweden.

Green Leather Cloth Binder, taking 12 issues (2 : B.G.A.
. s years): 15s. 6d. post free from B.
Will also bind your B.G.A. Personal Pilot Logbooks.

'I-'."'-.'
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PILOTS WITH THREE DIAMONDS

nsTITUTED In 1938, the Gold C badge is
I given for flights of 300 km. distance and
3,000 metres climb. Since 1950, an
additional Diamond may be fixed on the
Gold Badge for each of the following:
distance flight of 500 km. (310.7 miles), goal
flight of 300 km. (186.4 miles), and gain of
height of 5,000 metres (16,404 ft.).

In the following list, Nos. 12, 32, 56 and
66 are women pilots. No. 58, Alberto
Araoz of Argentina, has not, the Swiss Aero
Revue states, yet done his 500 kilometres in
spite of inclusion in the official list. Nos.
69 to 80 have been reserved for French
pilots, but the names given are not yet
officially confirmed.

The countries given show the nationality
of the pilots, but are not necessarily the
country where the qualifying flights were
made.

1. John Robinson, U.S.A. 1950
2. Tadeusz Gora, Poland .. 1950
3. Gérard Pierre, France .. 1951
4. Shelley Charles, U.S.A. 1951
5. Jacques Leveau, France 1952
6. Eric Nessler, France 1952
7. Paul Bikle, U.S.A. T 1952
8. Raymond Parker, U.S.A. 1952
9. Willilam Ivans, U.S.A. 1952
10. Paul Opitz, U.S.A. 1952
1. Gerard Tahon, France 1953
12. Marcelle Choisnet, France 1953
13. Andrzej Zieminski, Poland .. 1953
14. Stanislas Skrzydlewsky, Poland 1953
15. Zdislaw Przyjemski, Poland .. 1953
16. Zbigniew Kirakowski, Poland.. 1953
17. Roman Zydorczak, Poland 1953
18. Henryk Zydorczak, Poland 1953
19. Jerzy Popiel, Poland . 1953
20. Marian Gorzelak, Poland 1953
21. Antoni Smiegiel, Poland 1953
22. Jerzy Wojnar, Poland .. - . 1953
23. Joachim Kuettner, Germany .. 1954
24. Roland Cogne, France 1954
25. André Breuil, France 1954
26. Max Gasnier, France .. 1954
27. Maurice Kirschroff, France 1954
28. Yves Giard, France 1954
29. Charles Fevre, France 1954
30. Roger Biagi, France .. .. 1954
31. Rudolf Kopernok, Poland 1954

32.
33.
34.
35.
36.
37.
38.
39.
40.
41.
42.
43.

44,

45.
46.
47.
48.
49.
50.
51.
74
53.
54.
39.
56.
57.
58.
59.
60.
61.
62.
63.
64.
65.
66.
67.
68.
69.
70.
74
72.
73.
74.
1
76.
77.
78.
19,
80.
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Wanda Szemplinska, Poland ..

Tadeusz Szymczak, Poland

Stanislas Cnotliwy, Poland

Rajmund Jakub, Poland

Erazm Kapala, Poland

Andrze) Brozek, Poland

René Fonteilles, France

Paul Lepanse, France ..

Jean Rouchette, France |

Hans Nietlispach, Switzerland. .

Nicholas Goodhart, Gt. Britain

Othmar Schwarzenberger,

Switzerland

Jaroslaw Kumpost,
i Czechoslovakia

Julian Nowotarski, Poland

Adam Zientek, Poland

Ludwik Misiek, Poland

Konrad Wicinski, Poland

Francz Morde), Yugoslavia ..

Ladislaw Haza, Czechoslovakia

Joseph Honzik, Czechoslovakia

Edward Makulka, Poland

Antoni Schabowski, Poland ..

Andrzej Koskowski, Poland ..

Camille Labar, France

Andrée Mattern, France

Etienne Costa, France

Alberto Araoz, Argentina

José Ortner, Argentina

Slawomir Makaruk, Poland

Jozef Dankowski, Poland

Roman Sochacki, Poland o

Willem Toutenhoofd, Holland

Ludwik Merlo, Poland

Tadeusz Sliwak, Poland

Pelagia Majewska, Poland

Stanislas Luspinski, Poland

Viktor Sznurowski, Poland

Michel Ambrosi, France

Daniel Dantz, France ..

Georges Legoff, France

Michel Marchand, France

Jean Servier, France

Marcel Mandard, France

Henri Lambert, France

Pierre Blin, France =i

Louis Abeille, France ..

Pierre Lévy; France .

Gabriel Gillope, France

Roger Huertas, France

1954
1954
1954
1954
1954
1954
1955
1955
1955
1955
1955

1955

1955
1955
1955
1955
1955
1955
1956
1956
1956
1956
1956
1955
1956
1956

1957
1957
1957
1957
1957
1957
1957
1957
1957
1957



AEROLITE

Glues for wood

Specified exclusively by the RAF
during the last twenty years for repairs
to wooden aircraft.

AEROLITE 300 A liguid resin, used with one
of the GB hardeners, as a gap-filling assembly glue.
Unaffected by heat, damp or climatic conditions,

and not attacked by moulds, fungi or micro-orgamsms.

AEROLITE 306 The powder jormof Aeroitte
300, having the same performance with a longer
shelf life. Recommended for all wood-ro-wood
repairs. Available in 6/- packs including }mrd:frer
through ironmongers, also in 2 Ib, 4 Ib and 7 Ib uns.

Literature, including copies of Aero Research Technical

Notes, will gladly be sent on request.

Aerolite is a registered trade name.

Aero Research Limited
Duxford, Cambridge Telephone: Sawston 2121 ..
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Glider Maintenance—5
by R. C. Stafford-Allen

CONTROL SYSTEM AND CABLES, ETC.

HE control systems on nearly all gliders

use cables. In many cases cables are
used throughout, while in others we find
push-pull rods and torque tubes in various
places-in the systems. We may well start
this chapter, therefore, with a dissertation
on cables.

The most widely used cable is 10-cwt.
extra flexible cable. This consists of seven
strands of nineteen wires in each strand.
Eye-splices are made where the cable
attaches to a turnbuckle or a fitting, though
in some cases, notably Olympias, the turn-
buckles and fittings are directly swaged into
the cables. Previously we have discussed
cable tensions, so we will not go any further
into that subject, but will confine ourselves
to the “ills that this steel coil is heir to”.

Cables have three main enemies:
corrosion, abrasion and fatigue. A corroded
cable must be scrapped at once. The
individual wires in the cable are very thin
and any corrosion seriously weakens them.
One of the best corrosion preventatives for
cable is Lanolin Resin Solution D.T.D.
297B. This is a yellow sticky paint which
1s applied to the cable. It never dries out
hard, but remains faintly “‘rubbery”. It can
be removed again when required with a
petrol-soaked rag. A worn or abraded
cable also must be scrapped if any individual
wires are broken. The places to look for this

BUILDING A TRAILER?

We supply :
UNDERGEARS, ASH HOOPS,
COUPLINGS, LOADING STANDS,
STEEL & ALUMINIUM SECTIONS, ETC.

THOMAS TINGLEY LTD.

92 Brandon Street, London, S.E.17
‘Phone: RODney 5041

are fairleads, pulleys, and the openings i

bulkhequ and frames. Abrasinrr:e is rﬁheg
more difficult to deal with, since obviously
the cable must rub against something some-
where. However, it will help if all rubbing
places are kept clean and dry. This means
not too much of the cable preservative at
these spots and no lubrication whatever.
Any attempt at lubrication merely results in
the collection of grit particles, which then
form a wonderful grinding compound with
the grease or oil. This cuts the cable to
pieces in no time. All fairleads and pulleys
should be of fibre or plastic and no rubbing

on unprotected wood or metal should be
allowed.,

_The fatigue of cable is probably the most
difficult problem to deal with. When a cable
fatigues, the wires crack and break. The
cause is always repeated bending round too
small a radius, and manufacturers are often
to blame for using too small a size of pulley
for the cable. Fatigue frays, in consequence,
usually happen on the section of cable that
runs over a pulley. If even only one wire has
broken, the cable must be scrapped. This
may seem drastic, but, if one wire has
cracked, the others are all damaged to some
extent and the cable cannot be trusted. Any
rubbing place, such as a fairlead, is also a
breeding ground for fatigue, since often an
unsupported length of cable will vibrate in
flight, and the fairlead is the place where
bending due to the vibration occurs. There
is no cure for fatigue other than to introduce
modifications to the design to prevent it.
All you can do is to inspect the cables
frequently and, at the first sign of fatigue,
scrap and replace the cable.

Splicing Cables

Sooner or later you are going to have to
replace a cable, and this nearly always
means that you will have to eye-splice the
ends. Some machines, notably Olympias,
have swaged ends to all the cables, and In
this case you must buy a new cable from the
makers unless you happen to have a
swaging machine available. These machines

B



are expensive gadgets and are unlikely to be
found in the average gliding club.

S - [

splicing control cable i1s an ar

whlfcﬂwis rl:*mch best taught in a workshop

by practical demonstration. However, for

those who wish to teach themselves, here is

how to go about it. '

An eye-splice is always made round either
a thimble or a bobbin. A thimble is a small
metal lining to the eye, while a bobbin is a
circular metal bush, usually intended to be
fixed into the fitting or control horn by a
clevis pin. The technique is exactly the
same, though you will find that, since the
bobbin is circular, it is rather more difficult
to get the splice tight around it. See Figure

ofF @%

Thimble Bobbin

Fig. 11

Start by binding tightly round the cable a
length of waxed thread. This binding
should be about } in. to £ in. in length, and
should be put on about 6 in. from the end
of the cable. Its purpose is to allow the
cable to be unravelled for 6 inches but no
further. Now unravel the end of the cable.
You will find that there are seven strands
altogether—six outer strands somewhat
wavy, and a middle one which is quite
straight. This latter strand we call the heart
strand because it lies in the heart of the
cable. Unravel down to the binding and
splay out the six outer strands somewhat,
leaving the heart strand sticking straight
out of the middle. Now wrap the cable
round the thimble so that the splayed ends,
where they disappear into the binding, lie
just at the jaw of the thimble. Mark the
cable at the other jaw and put on a similar
binding just inside the other Jaw. Wrap the
cable round the thimble again and lash
round cable and thimble tightly with string
to keep it in place while the splice is made.
This lz_tshm_g will later be removed when the
splice is finished. The joint now should look
like Figure 12, with three outer strands

lying each side of the parent cable and the
rt strand along the parent cable.

Now the principle of making the splice is
10 weave the six outer strands back into the

i\\ ¢

\\\,ﬁ;’-’ff;ﬁ Heart
fff;ﬂ, 3! N St ran d
Binding > ~——
'ﬂ:&\&bh%"‘ e
Parent 7
' %‘7‘“‘ ! " C Cri‘.‘:d
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3
Fig. 12

parent cable, over and under each strand
of it alternately, while the heart strand is
pushed into the core to lie alongside the
heart strand of the parent cable. Begin by
pushing the spike into the cable at the point
indicated and lift up one of the strands of
the parent cable and push No. 1 strand
through in the direction the spike went in.
Remove the spike and pull No. 1 through
tight. Pick up the next strand of the parent
cable with the spike (the strand above as
seen In the Figure) and do the same with
No. 2 strand. Repeat the process with
No. 3. Now slip the heart strand under
No. 3 and push it down into the core of the
parent cable. Repeat the procedure of
picking up the next parent cable strand
and pass No. 4 under it. Do the same for
No. 5 strand. Now, if we did the same for
No. 6, it would have to go a long way round
the parent cable before being spliced in.
Therefore we adopt a different plan for this
strand. It goes in the same place as No. 3,
but passes under swo strands of the parent
cable. Pull all the strands down tight and
you have done the first half-tuck of the
splice. 4
Now inspect carefully. If you have
worked cm]s:'fctly, there should be on¢
strand coming out of each gap in the parent
cable, and one only. Ignore the hearl
strand. Now, starting anywhere you like,
take one strand, lead it over the next parent
cable strand and put it under the next R}'
using the spike. Follow round, doing the
same with each strand in turn. When you
come to the heart strand, simply ignore :jt
You only weave in the six outer strands
into the parent cable, leaving the heart
strand to lie inside the core of your 591']’3
against the heart strand of the parent cal'?j €.
When you have done this over and under
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Come and Fly ]

at
BRITAIN'’S FINEST SOARING SITE
The Long Mynd, Shropshire
Home of the

MIDLAND GLIDING CLUB LTD.

Summer Courses 1958 will be held on the
following dates:

JUNE 2nd— 6th JULY 21st—25th
JUNE 23rd—27th AUG. 11th—15th
JULY 7th — 1ith SEPT. 1sl— 5th

Full details from: J. W. G. Harnden,
82 Hugh Road, Smethwick 41
Staffordshire

business with all six strands, you have
completed one-and-a-half tucks. Pull down
tight ; inspect to see that one strand, and one
only, emerges from each gap in the parent
cable. After each tuck, after pulling tight it
is a good plan to beat the splice gently with
a mallet, or hide-faced hammer, on a piece
of wood. This packs the splice down tight.
Continue as above until you have a
minimum of four-and-a-half tucks. When
checking the number of tucks, select any
strand, and, beginning at its loose end,
follow it through the splice, counting as
you go thus: under-over one, under-over
two, under-over three, under-over four,
under four-and-a-half. Cut off the loose
ends of the strands, beat down and bind
the finish of the splice with waxed linen
thread. This binding should start at about
the middle of the splice and finish on the
unspliced parent cable. It must not cover
more than half the splice, as this must be
available for inspection. @ Remove the
temporary lashing round the thimble and
your splice i1s finished. .
Now for some tips. A good splice is close,
and tight, and it should be impossible to see
daylight through it anywhere. To achieve
this it helps if, each time a strand is threaded
through, you take a little of the twist out of
it. Also try to ensure that the spliced-in
strands run round the parent cable with
approximately the same helix angle as the
parent cable strands, but of course in the
opposite direction. This means that the
criss-cross effect is equi-angular, and the
splice packs down tight properly. To stop
the ends of the strands from unravelling
when you are splicing, it is a good plan to
twist the ends up with pliers. An even
bette_r scheme, if you have any acetylene
welding gear handy, is to fuse the ends

together by flashing them for a second in the
blowpipe flame.

Splicing sounds quite easy. It is, when
you know how. You will probably make
several horrible wire birds™-nests in your
first attempts, but don’t be discouraged. It
really is quite easy!

Hand splicing is rapidly being replaced by
the system of swaged collars. These need a
special machine to do the swaging, and the
machine is expensive. However, the swaged
splice is so neat, and can be done so quickly,
that it has everything to recommend it.

Bearings and Hinges

Pulley bearings, stick, and torque tube
bearings, may seem very simple things.
Sometimes they are fitted with ball bearings,
but more often they are plain bearings.
Now, there is more than meets the eye in
these bearings. They must be properly
lubricated of course, but they must also be
properly fitted and adjusted. In almost all
of these bearings there is a replaceable
element, whether it is a plain bush or a ball
race. Figure 13 shows a cross section of a
plain bearing in a pulley.

Bracket
Fig. 13

The first thing to realise is that the pulley
is meant to rotate on the bush. This means
that the bush must be quite a free fit in the
pulley and also it must be long enough to
project slightly each side of the pulley.
Then we can bolt up tightly to ensure that
the bush is nipped between the sides of the
pulley bracket and can not rotate. If wear
occurs, we can easily replace the bush or the
pulley or both. There is, however, plenty of
bearing area between the bush and pulley,
and so wear will be slow. ol

Now consider what happens if lubrication
is neglected and the bolt is not properly
tightened. The pulley may seize up on the

i



sh will then prqha_bly rotate on
P]:]; Igblh;rtg:l:*ided that the nip is insufficient
to hold the bush fixed. The bearing alrlea
between the bush and _EDII {:r :Trzgttsiﬁml E;
r will be rapid. ) 11,
;Eﬂe:ciush and bolt may seize solid arlu:i
the whole issue rotate in the bracket. In
these circumstances the bearing area :?
almost nil, being merely the thickness O
plates of the pulley brackets I‘I‘Il.llllpln?d bby
the diameter of the bolt. Wear will hE
extremely rapid and the holes In the
brackets will wear elongated and the
bracket and bolt will have to be scrapped.
The above applies equally to stick
bearings. Where ball races are fitted, the
same basic rules apply. The inner element
must be firmly fixed in the bracket and the
outer element must be properly attached to
the rotating member, pulley, stick or what-
ever it may be. The usual way of doing this
is to make the outer race a press fit in the
rotating member, and to hold the inner
race by gripping it endwise exactly like the
plain bush in the above example.

Control surface hinges s

fully watched for weagr. é‘ﬂ:h‘:mﬁ““‘
proper lubrication will delay wear in tand
parts, but when they do become worn {
are very simple and cheap to replace i
new items. It 1s usually a waste of 1im_.“h
ream and fit over-size pins. Ope point 2
very important. This is that at Jeast gls
side of the hinge must be positively pm
vented from twisting round on its bultr;:*
the spar. If this were to happen, so that aﬂ
elevator hinge, for example, were to twist $0
that the axis of the hinge pin became
vertical instead of horizontal, the control
surface would lock solid. This would be
unfunny in the extreme. The usual way of
securing the hinge against rotation is to fit
two small wood-screws through a plate
which is attached under the head of the
forked eyebolt. These screws are driven
into the spar, and the hinge cannot then
turn in the spar without shearing these
screws. In consequence, these screws are
very important items and must never be
omitted.

iTH the death of John Parry-Jones in

the Britannia accident on 6th Novem-
ber, the gliding movement lost one of its
most colourful and likeable personalities
and the Bristol Gliding Club one of its most
indefatigable workers.

After a spell of power flying, John took
up gliding with his characteristic enthusiasm
in 1948. Not content with the somewhat
limited possibilities of Lulsgate, he soon
became a familiar figure at most clubs in the

country. Impeccably dressed and complete-

with umbrella, he would set off on a week-
end’s hitch-hike which might embrace
Sutton Bank, Camphill and the Mynd,
not to mention calling in on relatives
en route,

He became Secretary of the Bristol
Gliding Club in 1951, Chief Flying In-
structor and Vice-chairman in 1953, and
was a B.G.A. Council member. During the
time he was C.F.I. he was successful in
materially reducing the accident rate, and at
the same time built up a team of qualified

John Parry-Jones i o

instructors. He also handled the difﬁ_cult
transition from the easy flat-site conditions
at Lulsgate to the more exacting terrain at
Nympsfield. Like many others, more of his
time on the gliding field was spent 1nstruc-
ting and organising than in developing his
own soaring skill, and it was not tll May,
1957, that he completed his Silver C with a
late evening 67 miles in blue thermals to

Wellington.
He will, however, be best remembered for

~his work in setting up the Club’s permanent

- l}'
home at Nympsfield. Since the ear
prospecting along the thswolds thrf:fiai Eﬂr
four years ago, when he discovered tl;eb e
that was eventually bought for the C ubi e
worked hard and continuously to estd lﬂg
and develop it as a soaring Sit¢. {;l slsfar-
exaggeration to say that, but fqu | =3
sightedness, optimism and incredible rgg ok
verance, we should never have acqul o it
site in the first place, let alone develo

to its present state. NG
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B.G.A. NEWS

B.G.A. Week-end

The ANNUAL BALL is from Friday, 14th
March at 8.30 p.m. till 2 a.m. on the 15th.
Tickets can be obtained from the B.G.A.
office or from gliding clubs for £1 each,
including supper.

The INSTRUCTORSS CONFERENCE 1S On
Saturday, 15th March, from 9.45 a.m. to

1 p.m., at the Kronfeld Club (74 Eccleston
Square); a sandwich Iunch will be available.

A CONFERENCE FOR CLUB SECRETARIES,
MANAGERS AND TREASURERS will be held the
same day, starting 10.15 a.m., at 80c
Eccleston Square, opposite the Kronfeld
Club.

The ANNUAL GENERAL MEETING IS On
Saturday, 15th March, at Londonderry
House, starting at 2.30 p.m. It will be
preceded by a meeting of Private and Group
Owner Members and followed by a meeting
of Associate Member Clubs, in each case to
nominate a member for the Council.

National Soaring Week

An article on this appears elsewhere. 1t
now seems likely that the following clubs
will be organizing meetings during this
week: Bristol, Derbyshire & Lancashire,

Kent, London, Scottish G.U., and York-
shire.

( i
i THE i
i 1958 :
: !
i Glidineg Ball i
i Gliding Ball i
U b
i will be held at i
2 LONDONDERRY HOUSE 5
0 §
i on i
i FRIDAY 14th MARCH i
8.30 pom. — 2 a.m.
> »
! Proceeds to the Fund for sending the !
1 British Team to the 1958 A
i World Gliding Championships in Fulat'u:l i
>4 »
0 Tickets £1 i
i (inclusive of cold Supper) i
4 from this oflfice or a Gliding Club 4
! BRITISH CGLIDING ASSOCIATION !
' LONDONDERRY HOUSE !
i 19 PARK LANE, W.1 i
ii-ﬁ-i-i-i-i-i-i-i-i-iﬂ-i-i

Record Homologated

Unitep KINGDOM AND BRITISH NATIONAL
TWO-SEATER SPEED ROUND A 200-KM.
TRIANGULAR Course: A. D. Piggott and
P. G. Burgess on 31.8.57. in T-42 Eagle,
22.32 m.p.h.

Clouds in Film Strip

Just before Christmas we were invited to
see a pair of film strips showing some very
fine colour photographs of clouds, pre-
pared by Mr. F. H. Ludlam and Dr. R. S.
Scorer, whose book “Cloud Study” was
reviewed in our last October issue on page
267. They are, with one exception, different
from those in the book, though the lessons
they teach are the same. The first strip of
24 pictures includes 13 showing various
forms of cumulus, and the second has 25 of
which 14 are wave clouds; the two main
forms of cloud soaring are, therefore, well
covered. The strips are being marketed by
Diana Wyllie Ltd., 18 Pont Street, London,
S.W.1., together with a booklet for the use
of lecturers, and there are two alternative

sizes of picture; 24 < 18 mm. and 35 X
24 mm. The larger size of strip can be cut
up for use as separate slides.

Revival of “Thermik”

The only German magazine g:ntlreiy
devoted to soaring flight, Thermik was
started ten years ago under the editorship
of Hans Deutsch, then 20 years old. After
a hard struggle to keep alive, 1t stopped
publication during 1956, and Deutsch, for
some time lost to sight, reappeared later 1n
the Foreign Legion. Now the magazine has
started again under the editorship and
management of Hans Folgmann, Duisburg-
Hamborn, Schulstrasse 30, and we have
received an issue dated December, 1957,
priced at DM. 1.
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sUPPOSE every gliding instructor sooner or

later tires of taking the next pupil that
comes along, and longs to teach one right
through, at least to solo, by himself. What-
ever effect the usual constant change of
instructors has on the pupil (and some
pupils ‘‘collect” instructors like stamps), 1t
is often frustrating to see a pupil on whom
you have slaved exhaustingly flying with
someone else. It is often difficult to avoid
just a slight feeling of being done out of
something—usually the reward of seeing
your pupil progress. Of course, there are
others that you hand over with an inward
sigh of relief, murmuring: “You cope so
well with this type of pupil—I am sure he
will get on like a house on fire in your
hands™, and depart hurriedly.

In a big club an instructor may not know
all the pupils, and for each one that
clambers in, there have to be the same
questions: “"How far have you got?” and
“When did you last fly?” etc. This is
inevitably followed by a demonstration by
the pupil of his prowess, or lack of it,
ending with a rush to iron out the faults
and teach something new in what is left of
the lesson. How much more satisfactory
1t 1s to have the same pupil throughout, get
to know how he ticks, what his job is, and
what his ghdin_g ambitions are, and then
teach him to fly in the way that best suits his
mentality and background.

_ With a little organization it is possible
In many clubs to go some way towards
keeping the same pupil. With voluntary
Instructors and no booking system it is
obviously not possible to achieve a great
deal, but giving each instructor the overall
responsibility for certain pupils can help.

. For the week-end instructor who really
is bE_gmmng to. wonder whether all pupils
are “just on landings but don’t seem to have
quite got the hang of it yet™ stage, or feels
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that he will scream if he has just one more
pupil who replies to the comment that he
flew straight into the ground with “my last
instructor said I landed stalled™, it is quite
a good idea to go and run a course some-
where.

Going to a different site is likely to do
three things for the stale or frustrated
instructor: (1) he will take his course
members right through himself, and they
form a close team getting to know each
other well; (2) he finds new ideas as well as a
change of scene; and (3) he may well find
some shortcomings in himself.

The first two provide the instructor with
considerable enjoyment, but the third will
offer him, if he is a good instructor, the
opportunity of analysing and improving his
technique, and so give his subsequent pupils
more value for their minutes in the air.

The big fault which is apt to creep in
when an instructor always gives dual on the
same type of aircraft at the same site, is that
he tends to lose sight of the vital separation
between teaching the fundamentals of
flying, and teaching the pupil to us€ a
certain tool in a particular environment.
For example:—

(a) When teaching spinning, the correct
spin recovery must never be allowed tO
become confused in the pupil’s mind with
getting his particular school glider out of its
characteristic wallow.

(b) When teaching on a tricky hill site,
it is very easy to build in certain aids, such as
turning position and approach heights, fﬁ
the teaching of the basic idea of approac
planning. Further, if low turns have (0 bli
used to get the glider into some Specid
gully, the instructor must not fail to make it
quite clear that this is a particular device,
and not normal practice. It is the same wil
brakes: the pupil should be taught to US€
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and understand them as a means of varying
the approach path as his judgment dictates.
They should never be thought of as some-
thing which is applied when passing over
the fir trees, and then reduced to half for the
landing.

(c) The instructor coming from a one- or
two-glider school to a busy site will
probably soon discover that he has to brush
up his ideas on look-out. If he does, it
means no less than that he has not been
teaching this vital lesson properly to his
pupils at home.

The reason that all this i1s so important is
that the pupil, in his early dual, forms
irrevocably his basic technique as a pilot.
He believes what he is told, and he believes
that he is being taught correctly. But it is
very difficult during the daily grind with
Bill, Peter, Pete, and Joe, all of whom seem
to be having an off-day, to keep sight of
what the teaching is really trying to achieve.
Helping out at another club in pastures new
for a week’s course, or even for a week-end,
can be profitable fun—for all.

THE ADVENTURES OF JOE.

IT was only after the members had seen
Joe flying alone on several occasions that
they realised that this meant that he must
have gone solo. They were curious, because
they felt that this moment in time could
surely not have passed uneventfully, and of
course they were right.

The trouble is, it was all a ghastly mistake,
and took place not only in spite of, but
because of the local regulations for good
order and discipline.

It started when Joe was standing in the
front cockpit of a two-seater surveying the
view out over the valley, like Napoleon
before Moscow. They were going to have
an auto-bungey launch, and Joe was
wondering what to do because there was
no-one to hook on the bungey. The
Instructor was also considering the same
problem because the wing-tip holder was
not an approved person according to the
club rules, and it was up to instructors to
uphold, and not break, such drops of
distilled wisdom.

As it was obvious that the glider with
Napoleon Joe on board would remain there
Indefinitely unless something was done, the
Instructor (being an approved person)
reluctantly got out and hooked on the end
of the rope, giving a wave to the car driver

to indicate that he was now attached.
Unfortunately the car driver took the wave
to mean ‘‘go ahead”, and so accelerated
away. No one has yet sat down faster than

Joe, and no one gone flatter than the
mstructor, and in no time at all the two-

seater was out over the valley with Joe
clutching his straps like a damsel in distress.

The instructor averted his eyes from what
he knew must follow, but for once Joe’s
Initiative was not misplaced. After ten
minutes ridge-soaring the two-seater kissed
the grass in the proper place, and Joe knew
that he was a born pilot, but he wasn’t
:gmbly convinced about rules and regula-
101S.

ANN WELCH.

NEW INSTRUCTORS

D. H. Darbishire, Surrey Gliding Club,
Categorised November, 1957.

G. G. D. Burton, R.A.F./A.T.C. No. 611
G.S., Categorised November, 1957.

D. W. H. Roberts, Oxford Gliding Club,
Categorised December, 1957.

J. Ellis, Oxford Gliding Club, Categorised
December, 1957 (Provisional).

ANNUAL
BEST FLIGHTS

INCE this is being written in December,
S 1957, there is nothing to report under
the Annual Best Flights scheme (see
December, 1957, issue of SAILPLANE &
GLIDING, p. 329). It is to be hoped that by
the time you read this at the end of January,
several reports of flights will have been sent
in: however, if you have made a worth-
while flight and have not made a report,
please do so now.

In the next issue of SAILPLANE & GLIDING,
the best flights for which claim cards are
received by 27th February at Ihe_B.G.A.
will appear when the issu€ 18 published at
the end of March. We shall see then who
and where the hardier enthusiasts are, and
the performances which are put up n the
coldest two months of the year.

H.C.N.G.
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JOHN EVERITT
C.F.I.—LONDON GLIDING CLUB

Photo by J. M. Butt

OME time in the summer of 1932, some-

where 1n the Home Counties, a shy,
slender, five-year-old boy clambered over
the side of an aeroplane and a few minutes
later the Cobham Air Circus was the richer
by five shillings.

Of course, if John Everitt had been the
regulation type, this brief, bumpy ride
would have been etched indelibly on his
memory and he would, no doubt, have been
infused with the determination to carve out
a career In the skies. But in fact he was too
tiny to see over the side, and spent the
entire historic flight in a state of bewilder-
ment, wondering what was happening.
Even at that age he was too much of an
individualist to follow form.

His first taste of gliding came in 1943,
when, together with dozens of other young
lads who had joined the Air Training
Corps, he Wwas strapped on to a Dagling at
Booker Airfield near High Wycombe, and
given a ground-slide and, as he puts it, some
rather exciting hops. Apparently the rate of
launching was not so fast in those days
either, and it was not until August, 1945,
that John could legitimately call himself a

pundit. In that month he qualified for his
A after a total of 30 launches.

He joined the R.A.F. a month or so later

and spent three dismal vears o

staff, mostly a long way frcm? g?ﬂﬁ?ﬁ“ﬂd'
returned to No. 126 A.T.C. Gliding Sop_0!
at Booker as soon as he was demobjl; ngl
and he had become a junior solo instn_:zf ;
by the end of the year. For the next tm...?r
years he applied himself to solo Instructin :
but was only too pleased ‘when the A T(_g:,
changed over to dual instruction In igﬁﬂ'
He became a B category instructor in
September, 1950, after spending three weeks
at the Home Command Gliding Instructors’
School, which was run by Jock Forbes at
Detling.

John returned to Booker and, until 1952,
was to be found any week-end Instructing
on Sedberghs for the A.T.C. Then followed
a period when he did no flying at all.

He joined the London Gliding Club in
March, 1954, and by May he was back in
the left-hand seat of the T-21, and at that
time a vacancy occurred at the club for a
resident instructor. John, who says that by
then he had come to the conclusion that the
only thing he had ever done for any length
of time, with any reasonable measure of
success, and at the same time been really
keen on doing, was teaching gliding, b_e-::arne
a professional and shared the job with the
late Eric Pope. Eric left the following spring
to teach power flying, and it was he who
converted John to power flying so that he
could fly the Tiger Moth for aero-towing.

He was given the full title of Chief Flying
Instructor in 1956. Until that time the
actual office in the L.G.C. had been held by
Dan Smith.

In the four years he has been at Dun-
stable, John has become more than ever
convinced that because the early ab initio
stages exercise such a great influence mﬁ
a pilot’s subsequent flying, the {Wﬂ'mb?ﬂ
training must be as thorough as 1t 1S pOss! X
to make it. It seems a bit silly to Ius
people through the early stages, he 533?']

Dunstable’s recent progress CE!"H‘”.t:;
substantiates John’s methods. W".h In
undulations and tricky curl-overs it 's ?E
easy site for a beginner to fly from, ﬂﬂ] }n
very small number of incidents 1nvo ;lﬂg
training aircraft reflects a great ded =
credit on John. All the flying hgure:
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number of Cs, Silver Cs and cross-country
flights have steadily improved since 1954.
John's own statistics are pretty im-
pressive, too. He has made about 7,500
Jaunches, has logged about 850 gliding
hours—more than 700 of them in Sedberghs
__and sent about 150 pupils off on their first
lo.
5m]—lu: decided it would be a good idea to
enter the T-21 in the Nationals last year,
and he and Peter Dirs—one of John’s own
former pupils—did the best T-21 per-
formance on several days, and his was one
of the two T-21ls to complete a 70-mile
triangle. On the one competition day
which he did not fly cross-country he,
characteristically, spent the day flying with
his crew members, all of whom were ex-
pupils. :
He also holds the distinction of having
made the furthest flight north from
Dunstable—146 miles to Barton-on-
Humber, by way of King’s Lynn.

Like every instructor John is, of course, a
practising psychologist. *‘Instructing”, he
has been heard to say, “is about thirty per
cent teaching the mechanical facts of life
and the other seventy per cent is leading,
persuading and encouraging people to
develop confidence in their ability to assess
circumstances in what is, after all, an
unnatural medium™.

He naturally varies his approach to suit
the different temperaments of different
people—the timid, the brash, the slow-
learners and the precocious ones. But once
we wondered if he would make the right
response to a pupil who, on making his final
turn at about 10 feet, afterwards explained:
“Well, I turned at the right height: it was
the Tutor that was too low.” His answer
was typical: “Oh well, we had better
ground the Tutor, and you will be able to
fly the two-seater for a bit.”

J.D.

1958 WORLD GLIDING
CHAMPIONSHIPS

OoST crews are now fixed up for the

Championships in Leszno, Poland,
next June, although the long period away
from England has made it difficult for some
people to get enough leave. The departure
day is 6th June and the route is via Dover-
Ostend, and then along the West German
Autobahn from Duisburg. This road
continues through East Germany, and the
tcam enters Poland at Frankfurt-on-the-
Oder. The total journey is 840 miles.
Leszno is only some 15 miles inside the
border. The team will be back in England on
3rd July.

Among the official members of the team
will be some most necessary specialists,
including “Wally™ Wallington to interpret,
in both senses, the weather. Harry Mid-
wood will be coming as engineer in charge
of aircraft, and it is sincerely hoped that we
will again have the ubiquitous Pyeman.

The Standard Motor Co. have once
again turned up trumps with their loan of
ive Estate cars, and we hear that the

gliders and trailers will be coming along
soon., -

We are also indebted again to the Society
of British Aircraft Constructors for their
most generous support—one might almost
say prop—of £1,000. Because these
championships look like being quite
expensive, British participation would not
be possible without the wonderful help that
we have got, and still need to get, even after
each team member has paid in his share. It
is to be hoped that two firsts and a second
in the last three events enables our sup-
porters to feel that it is worth while. An
appeal for funds appears in our Correspon-
dence columns. .

Visits by others than team members will
be possible, and details will be circulated
when they are received. _

Three of the team’s pilots aré nNnow
abroad: Tony Goodhart in France, Tony
Deane-Drummond in Malaya, and Philip
Wills in New Zealand, where he will take
part in their Nationals, flying his old Weihe.
The fourth, Nick Goodhart, 1s now working
in London.

ANN WELCH.
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PUBLICATIONS PUBLICATIONS
f —\
“AUSTRALIAN GLIDING” — monthly SLOPE SOARING with 2 radio

i of the Gliding Federation of
f:sgzllia- Editor, Allan Ash. _Subscnpu.ﬂn
30 shillings Australian, 24 shillings Sterling
or 3.50 dollars U.S. and Canada. Write f?_r
free sample copy. ‘‘Australian Gliding”,
Mineside Post Office, Mount Isa, Queens-
land, Australia.

R SR e T -
THE METEOROLOGICAL MAGAZINE
has for seventy years been the authoritative
source of information for those whose inter-
ests demand a knowledge of weather. Itis
yours for the modest annual subscription of
29s. including postage. Published monthly
by Her Majesty’s Stationery Office, price
2s. 3d. (post 2d.) from the Government
Bookshops or through any bookseller.

“MODEL AIRCRAFT"—Official Journal
of the Society of Model Aeronautical
Engineers. Features contest winning model
designs, constructional articles, photo-
graphs and reports of international and
national contests. 1/6 monthly from any
newsagent. Send for specimen copy free

from “Model Aircraft”, 19-20 Noel Street,
London, W.1.

E
KEEN ON BOATING? LIGHT CRAFT

shows you how to get the most from it.
ALL the gen on sailing, cruising, hydro-
planing, canoeing. Is. 6d. monthly all
newsagents or Is. 10d. (inc. post) direct

from Dept. SG, Link House, Store Street,
London, W.C.1.

\
“SOARING”—Official organ of the Soar-
Ing Society of America. Edited by Lloyd M.
Licher. Obtainable from Soaring Society of
America, Inc. Box 66071, Los Angeles 66,
California. Subscription $4.00 in North

America and $5.00 elsewhere ]
Post Office for a form. RO

“TRITON”. The official journal of the

British Sub-Aqua Club, and the magazine

devoted to all underwater activities. Pub-

hed every other month send for leafl
or 10/6 for a year’s subscrintion to 16 oo,
erley Gardens, London, Si"?vl?]; to 16 Bey-

model sailplane is a fascinating pagti;:,: ;ﬂ

: lead;
magazine, published munthlyfﬂd“flﬁ mode]

Price | /g4
MODEL AERONAUTICAL PRESS LTD,, 3§
Clarendon Road, Watford, Herts.

SOCIETIES

%
BRITISHINTERPLANETARYSOCiETY
12 Bessborough Gardens, London, S.W 1
Full particulars of membership, tﬂgctl';m:
with a programme of lectures, film shows
etc., in London and other towns obtainable

on request. Annual Subscription £1.11.6.
Entrance fee 10/6.

WANTED

SECONDHAND T.31 required by BEA
Gliding Club. One needing minor repairs
considered. E. Clothier, BEA Viking
Centre, London Airport.

WANTED—AnNy condition, pair of Tutor
wings and struts. Write stating price re-
quired and condition. Box 31.

SITUATIONS VACANT

WANTED — Club Assistant Course In-
structor is required by West of England
Club for all or part of the 1958 season
(May—October). Write to:— T. R. H.
Parkes, 10 Kenmore Grove, Filton Park,
Bristol 7.

FOR SALE

The Midland Gliding Club has for qlsrlmsi‘
one Slingsby Prefect 11 training 531]Pb3';i£
complete with current C. of A. ﬂ‘irs
instruments and enclosed canopy. ‘O nf:*
J. H. Hickling, **Colmead”, Narrow Lan¢,
Blackheath, Nr. Birmingham.
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EXTERNAL BALLAST

by Peter Fletcher

rOM time to time there comes Into
F gliding a chap who is a heavyweight,
and I do mean heavy.

I weigh 220 lbs., but I know two or three
older really man-size men in gliding who
tip the scale at an even higher figure, and we
have sort of got used to flying along in
gliders with the control column nudging us
gently in the navel! This situation is not
very efficient from an aerodynamic point of
view and there is little doubt that in some
cases, while the maximum all-up weight is
not exceeded, the glider is being flown with
the forward c.g. position well in advance of
the laid-down limitations.

Provided the pilot is experienced and
accepts the lowered performance, little
harm will come from this situation; but if
he is inexperienced he can get Into
difficulties, the most potentially expensive
of which may result from reduced elevator
control at the “round out” on touch-
down. The remedy, which is cheap and
simple, is for the heavyweight pilot to have
tail ballast, and the amount required for
optimum trim can be quite easily worked
out for a given set of conditions.

My own personal set of weights 1s
adaptable to any machine which has no
trimmer and on which the tailplane is
secured by a bolt. The weights themselves
are made up as semi-streamlined lead
sinkers weighing 2 1b. each, and you can
have 2, 4, 6 or 8 lb. as required, by simply
adding or removing one or more weights—
all very simple, but get your own individual
requirement, For this job, in addition to
the weights themselves you will require a
strip of mild steel about 16g., 2 in. x 6 in.
or so, depending on how many lead weights
you are going to need.

Mark off the centre of the plate and drill
a }-in. hole. Then mark off the points on
which your lead weights are going to *‘sit”
and drill these points and the lead to take a

2 B.A. countersunk metal thread; the
weight and plate are then bolted together
from the under-surface, taking care to have
no protruding screw-head on this under-
surface or you will damage the tailplane

fabric. The entire unit now looks like a

little bomb-rack. It is attached to the
forward tailplane attachment bolt, and
before the nut is put on, it will need a
5/16-in. flat washer; do not forget to lock
the nut, or use a self-locking type.

The unfortunate heavy pilot is now no
longer at a disadvantage over his lighter
friends; and this gadget will fit, without any
modification, Cadet, Tutor, Prefect, Grunau
Baby, Kite I and Kite II, to name a few
types. It has no aerodynamic effects at all
in regard to airflow over the tailplane and
elevators, as has been proved by flight tests.
on Tutors and a Prefect, so do not be put
off by the long-hair boys.

External ballast can also be carried on the
high-performance sailplane by passing a
steel bar through the rear fuselage after
suitable strengthening pieces have been
approved and fitted to the inside of the skin,
provided the external thickness of these
semi-streamlined weights does not exceed
about one inch: the boundary layer well
aft is at least an inch deep, so there will be
no appreciable effect, but the internal
strengthening of the skin to support the
cross-bar must be approved by an author-
ised person.

It has always seemed fo me that, when a
really heavy pilot is flying a high-
performance machine in compettions Or
trying to get maximum efficiency, a trimmer
is an aerodynamic drag inducer, since
although the pilot feels no load on the
control column, which he would if one were
not fitted, that load and the resultant
elevator drag is really there all the time,
with consequent loss of performance.
Ballast is more efficient than a trim tab,
even when carried externally, provided 1t is
properly positioned.

Don’t forget that the next person to fly
may be an §-stoner, and it IS possible thﬁt
he may not see and remove the “ballast .
Therefore, if you do use ballast weights,
you must remove them after you fly, other-
wise the next man may find hlms_.elf in the
air with the c.g. too far aft, which is not
merely uncomfortable, but can be danger-
ous.

——



No Diamond for “Pigs Rampant”
by David Carrow

HE wartime, heraldic origin of the name
T was concerned with the desirability of

.o crested swillbins when collecting pig-
food by Rolls-Royce from American
Servicemen, but that is another story. Let
it suffice that “Pigs Rampant™ is a rather
battered Skylark III, and on Ist June,
having just brought her back from Sling’s
after her latest Brush with Fate, what could
be more suitable for a first test flight than a
Diamond out-and-return declaration to
Kidderminster? _

The suggestion for this came from Tony
Deane-Drummond and he of course, did it.
Fortunately for this lesser mortal, whilst
discussing photographs at Lasham before
take-off, Ann Welch made the point that
one need not nominate a turning-point for a
“free distance” dog-leg flight, and, so
heartened, | signed my Kidderminster
declaration and took a tow, with a happy
little thought at the back of my mind that
I could always change it in the air,

Three features of the flight are, perhaps,
of general interest: the weather, starting a
little marginal and ending with proverbial
“barn-door™ conditions (an excellent stimu-
lant to one with really insufficient stamina
for this sort of thing); the change of plan
half way—typical, my syndicate will tell
you; and, most of all, the navigational
problems inherent in an extremely hazy day,
with visibility never much more than ten
miles and mostly a good deal less.

Aids to navigation consisted of one map
only—a half-million 1.C.A.0., a Cook
compass, a quite invaluable aircraft clock
on the panel, and a DeaneDrummondo-
meter. Courses were steered, if lucky, to the
nearest ten degrees; tracks, other than to
Kidderminster, remained undrawn: pen-
cilled notes remained untaken. The}e was
no perceptible cloud flying. A careful
Wallch 'ivas I:jept on the wind.

. released a mile north of Lash
{mistake No. 1) just on midday in negl igii?;
wind. After a short time it became pain-
fl.l“}' ﬂt!‘fiﬂllﬁ that the first flush of cumulus
was dying. I quickly took to disregardin
cloud indications and to using built- :
areas for lift—Basingstoke—Ald -
—some still unidentifi i oA on

entified villages (nothing

0.D.CARROW IN SKYLARK Il
GOLD C” DISTANCE. FLIGHT

LASHAM-GT.YARMOUTH: 1.6.57
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much here and we nearly came to grief)—
Didcot—and so to Oxford. where the first
really satisfying thermal of the day took us
up to the base of a nice fat black-bottomed
cloud right over the City. My “town-
hopping” had led us perforce to the east of
our Kidderminster track; however, as we
now worked north-westwards, towards a
wonderful-looking cloud that melted on
our approach . but nevertheless In
generally improving conditions, I found
that a little westerly breeze, some ten 10
fifteen knots, was blowing us back. The
vision of Kidderminster faded; time Wwas
passing and moreover the thermal activity,
as far as one could see through the haze,
deteriorated rapidly ahead to the north-
west, although things looked better down-
wind eastwards. _ h

Just about now I noticed Edgehill on the
map ahead, a site of the Coventry Ci;:bé
with a westish facing ridge. As W€ Iwurbel
over to the aerodrome, quit¢ easily, g "l
slowly in face of the increasing Win¢,
decided to abandon Kidderminster ad
turn here for a downwind dash tnwards‘l”
Norfolk coast—the total mileage ""g'h
just about give Gold C Distance, thﬂll%“
probably not quite. Accurate measureme =
was out of the question in the cockpit; © .
would certainly have knocked the canop’
open while refolding the map'



Disappointingly, Edgehill showed no sign
of gliding activity beyond a parked trailer,
but the ridge was there and I beat along it
and took some photos. Whilst occupied
with this we got too low, but a weak thermal
off the ridge came to the rescue, and after a
struggle, drifting away downwind, we
gradually built up height again.

It was now after 3 o’clock and I had to
get shifting; fortunately, as anticipated, the
conditions eastwards rapidly became quite
superb. 1 gave “Pigs” a loose rein on a
rough course of 090°C. and off we went,
dead downwind, at full gallop—60 to 70
knots between thermals—in the band
between 3,000 and 6,000 ft. Littl’'uns were
disregarded and we threw steep climbing
turns into the big 'uns as they turned up
(they always did), leaving them as soon as
they became at all untidy near the top—
nose right down and off again. It was all
most exhilarating. I had a good pinpoint
from a hole in a large wood to the west of
Olney and we fairly belted down the railway
line to Bedford. I was aiming to pass within
sight of the big towns, “‘town-hopping”
again even if it meant slight zigzags, not for
the thermals now but because of the poor
visibility.

Gransden Lodge turned up and then
Bourn, where 1 did my first ground-slide
with the Cambridge University G. C.
Cambridge appeared out of the murk and
we raced across Marshall’s at 4,000 ft. with
a wonderful feeling of “oneupmanship” on
seeing the entire Club fleet on the ground (I
learnt later that they were being frustrated
by a Viscount at the time).

A really big thermal just beyond New-
market took us to 7,000 ft., the highest yet,
and into the edge of some wispy cloud. It
was now past 5 o'clock, the haze was
increasing and the sky getting very bare
ahead, so I took the last ounce out of this
one . . . all of a sudden, a quick calcula-
tion . . . this was it!—we could reach the
coast from here!

Immediately, just like that, the whole
feeling of urgency disappeared. Accurate

course 090°C.. Accurate airspeed 38 kn
for best gliding angle in thg tailwind. m?
found myself almost holding my breath as
we drifted down in the smooth air, flying
for range.

A minor navigational dilemma now
presented itself. From this height 1 could
perhaps just reach the coast near Southwold
on my present track dead downwind. On
the other hand, a diagonal northwards
towards Great Yarmouth would, if I made
1t, give a few miles extra and the furthest
possible land distance. I decided to play
sat_‘e and keep straight on, unless sure I had
height to spare. Visibility was very bad,
4 to 5 miles, and I longed here for a }-inch
map.

We passed just south of an aerodrome
showing “HT" (was it Honington?): then I
saw a very faint outline of large woods to
the north in the haze; then over a railway
line with two aerodromes beyond, set
diagonally to our course. Over one of these
(was it Eye?—1I still don’t know for sure) the
Patron Saint of Gliding interceded with a
lovely gentle 3 ft./sec. area of lift, which
raised us, ever so quietly, back from 3,000 to
4,500 ft. Whilst circling, I searched for
wind indications and eventually spotted a
little bonfire—still a nice westerly breeze
with a little south in it. (I can make
Yarmouth from here, if my navigation is
right.)

We altered course to 060°C. Another
gentle thermal near . . . is it Bungay, but I
still can’t see the sea! . . . and then, as we
slowly floated along on the same course,
gradually and imperceptibly the Broads,
the Town and finally the Coast at Great
Yarmouth materialised into view.

There was a sandbank off shore and I
toyed momentarily with the idea of landing
on it so as to add another mile to the
distance, but fortunately reason prevailed.
With 2,000 ft. eventually to spare after
those last two thermals, I did, however, take
some photos from just out to sea to show
we'd reached the uttermost point of East
Anglia, before landing at North Denes
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Airfield into the coastal south-easterly sea

breeze.

It turned out
spare after all that fuss®) and Gordon and

Joyce Wright, who run this delightful little

No.
304
305
306
307

No.
212
215
216
217
218
224
225

No.
15
22
23
32

No Diamond for “Pjgs»
Yarmouth hospitality s
certainly declare this trip
no doubt, end up somewh

to be 204 miles (17 miles to

Gliding Certificates

DIAMONDS FOR ALTITUDE

Name Club
F. Foster London Gliding Club
G. H. Stephenson London Gliding Club
A.J. Deane-Drummond Army Gliding Club
R. H. Prestwich Midland Gliding Club.
DIAMONDS FOR GOAL FLIGHT
Name Club
J. P. W. Gaskell Cambridge University Gliding Club
E. Starke Midland Gliding Club
S. R. Wiltshire Midland Gliding Club
L. R. Robertson Derbyshire & Lancashire Gliding Club
A. J. Deane-Drummond Army Gliding Club
W. N. Tonkyn Imperial College Gliding Club
E. A. Moore Surrey Gliding Club
GOLD C CERTIFICATES
Name Club
F. Breeze Derbyshire & Lancashire Gliding Club
A. R. I. Austin Derbyshire & Lancashire Gliding Club

A. J. Deane-Drummond Army Gliding Club
E. Day Kent Gliding Club

joy-riding field, took me out

Lo
this

Celebry
tie le,

such that | Ou
one day .

€re quite differ

ang,
ent,

Date
27.6.52
2.7.56
14.5.55
12.4.57

Date
8.8.55
13.6.56
13.6.56
26.5.56
6.4.57
27.5.57
27.5.57

Date
30.8.54
27.7.56

6.4.57
25.9.01

Note.—Some Diamond and Gold C certificates were omitted from previous lists and have

;;Jﬂ- Name Club Date
-;g? J. Henry Scottish Gliding Union 30.9.57
708 .l!t M. Alcock Scottish Gliding Union 6.10.57
709 R, Eadgha:_ 2 Andover Gliding Club 14.10.57
710 R.G. ga‘l?“' Montreal Soaring Council 31.8.5;
-t X T OWer Derbyshire & Lancashire Gliding Club 27.10.5
C CERTIFICATES
Name Gliding Club ; Gliding Club Gliding Club I
E. H. C. Edlund g A.T.C. School  Name or A.T.C. School Name or A.T.C. Schoo
A. W. G. Saint Bﬂgf‘dg" gé g. Smlicther No. 621 S. N. Hart R#I; AT5
- L. Fatnc F our
ESVIEUE;E; %ADR Hameln W, I. Tyler 5$cnf$ . S. T. Soames London
R. G. Evans orkshire D. N. M. Chamberlain R. D. Harland  Yorkshire
K. V. Newholn RAs e No. 621 R. E. Exell Southdown
B. W. Crow E::Ehwfux S- A. C. Beechey Kent L. R. Crocker  RAF St Atha
G. L. Creighton Y rdge J. V. Howard No. 621 N. D. J. Compton
E. A. A, Shand Riri‘:u hire J. Miller London Midland
Geilenki C. H. Boucher  Surrey M. J. Rickard  No. 621

N. A. Groucutt Midiang " J: A. B. Pritchard Yorkshire A. Parfitt Surrey
R. Eme Biﬂaﬁi H P. T. Wilson RAF Wessex R. Pidcock Northampt©
g' F—TChIdWi:k Avro ADein f_; ':_-, BE{“:’:"""! : Coll: of Aeron. < L. E. N. Tanner ﬁg- g%i

. 1. - F. Entwis i ; . 631

= bl K:W.Thoo ~  Perak F.C. B Harman . Yorkshire

been included here: hence the breaks in numerical sequence.

SILVER C CERTIFICATES



NORMALAIR Lightweight Oxygen
Equipment enables gliding altitudes

of up to 40,000 feet to be attained.

Special features include:

low weight Under 4 |b. for a portable set
of 120 litres capacity, to a
maximum of (2§ |b. for a
fixed installation of 750 litres

capacity.

Simplicfty Selection of 5 flow rates
at the turn of a switch.

low cost |llustrated Catalogue
available on request.

NORMALAIR YEOVILENGLAND

NORMALAIR (AUSTRALIA) PTY. LTD. MELBOURNE
NORMALAIR (CANADA) LTD. TORONTO



CORRESPONDENCE

“SAILPLANE” OR “GLIDING”
Sir, |
I am most interested to read in your

December issue that there are some readers
who think your front cover design could be
improved. I have no doubt it could, though
I pity the poor Committee who will be
gallantly judging the scores of entries, for I
am sure no two of your readers (I hope I am
not flattering you by assuming you have at
least two readers!) would agree on which
was the best.

But I do resent the idea of making you
the Sailplane & GLIDING rather than the
SAILPLANE & Gliding.

Who is expected to prefer it? The
Public? Good Heavens! What are we
coming to? Do we expect or want our
beloved S. & G. to be read by the Public?
Can you expect to make it more interesting
to them than the Telly or the Pools? If you
do, you will lose at least one reader.

For twenty-five years, man and boy, I
have been reading the dear old SAIL-
PLANE. For twenty-four and a bit, I have
been able to do a bit better than merely
glide. Would the Yachting World like to be
re-christened the Boating World? The Times
might easily increase its circulation by
calling itself The Times & Sex, and then
dwindling the first words away to nothing:
but it prefers to remain an important

influential paper with a small and elite
readership. So must you.

Yours indignantly,
CoRrunus.

Sir,

_All things appertaining to gliding can
divided into four periods in gtime.gT?aisbig
especially true of the name itself. From the
begmmng_ of mankind, man has wanted to
ﬂi:,{, has tried to fly and attempted to build a
lg. tder.. Then, In about 1920, he tried to soar
tl)kf:l birds, said he was going gliding and

ullt a soarer. In 1930 he learnt to soar
went gliding and built a sailplane. ]Z.’luringi
and after this last war, we have realised that
most of our time is spent gliding with some
s?_anng; we go gliding and build/buy
gliders (apologies to Slingsby Sail planes)

Surely the world know
Gliding, our machines as Gslidcél;; T as
Henple whq‘g_lide. Why then rzﬂd_usas
SAILPLANE” in your title? The 2 the
wrong to start with and really d‘:;mnts

ot

mean anything. We glide n
: : oW, w
g0 "sallplanmg"* » We do noy

Yours, etc.,
Icarus MobErnys.

WORLD CHAMPIONSHIPS APPEAL
Dear Sir,

Once more the time has come when I have
to make my appeal on behalf of the Britjsh
Gliding Association for funds in contribu-
tion to the expenses of sending our teams to
represent Great Britain at the World
Gliding Championships in Poland this
summer, from 9th to 29th June inclusive.

May I open my appeal through the
medium of SAILPLANE & GLiDING? [ am
sure that by so doing it will reach many
friends of Gliding who would wish to help
towards our object—the raising of £2,500.

Four carefully selected pilots and their
crews and a Team Manager are being sent
to Poland. They will take with them sail-
planes and equipment of the highest
possible standard obtainable. We are
greatly encouraged by the offers of manu-
facturers and others to make these available
to us on the most generous conditions and
often free of any cost. The rather sub-
stantial estimate of expenditure includes
such items as entrance fees, Insurance
travelling and all the general expenses “[
maintenance and subsistence of equipmen
and personnel during the long J“”mﬂ{
across Europe, over the practice and GDE;S}]
periods and the journey home. 99
member of the team will, in fact, Ma"c -
minimum agreed contribution to his n[;ust
expenses, and we have also I'&CEWEdlﬂi :
magnificent start from the Society e
British Aircraft Constructors, but g;d
still left with a great deal of money 10 Funds

I am confident that this gppeal fl?rr glory
to help in our attempt to bring ﬁ"} EBritiSh
to, and uphold the prestige O&

—a6—



Gliding will not fall on stony ground, and
subscriptions—however small—addressed
to me at Londonderry House, 19 Park lane,
London, W.1., will be gratefully acknow-

edged.
e B. A. G. MEADS,
Treasurer, British Gliding Association.

ANY ANSWERS?

Dear Sir,
To stimulate argument and discussion,
I would like to submit the following:—

|. Abandon the 5-hour test in the Silver
C Qualification.

(a) Surely the time has come to re-assess
the value of this test. Is not the training and
experience value of the ridge very limited,
and will it not ultimately contribute to
increased accidents due to collisions
between ever-increasing numbers of enthusi-
asts competing to the bitter end on the very
few sites available?

(b) Gliding is a recreation, not a Com-
mando course, and is the discomfort
Jjustified? Are you any better for having
done 1t?

(c) Why not reduce the requirement to,
say, | hour, and raise the experience and
training value of one or other of the height
or cross-country legs?

2. The questionable value of the parachute.

~ (a) Have not post-war aircraft design
improvements made the parachute re-
dundant from an airworthiness point of
view?

_(b) Is not the value of the parachute now
limited to collision risks, except for test
ﬂ_;g!:ﬂi} or record attempts involving abnormal
risks’

(c) How many lives have been saved by
parachute since the war?

(d) How many lives could have been
saved if parachutes had been carried?

(¢) Is not the collision risk one that will
most likely occur at circuit or ridge height,
}PD low for effective deployment of the

brolly™?

(f) Are we in gliding doing anything
more to justify the carrying of parachutes
than flying clubs or civil aircraft, which do
not carry them?

3. Qan the €xperts contribute some simple
diagrammatic expositions on:—

(a) The stressing loads in ol;
_ gliders through-
nutball manoeuvres, including the lau:'ljgl??
gli(cl e)rghe present design criteria of British

23 -
) (c) *0nq-page“_arncles on simple aero-
ynamics, instructing, aerobatics, etc.?

R. B. STRATTON.

Editorial comments:—

(1) The Silver C certificate is recogni
by the F.A.L, so the five-hour test caﬁnnf]ﬁ
be abolished by international agreement
which may come eventually. The few
collisions over ridges have almost invariably
happened when the ridge was not crowded:

evidently people keep a better look-out in a
crowd.

~ (2) Many lives were saved by parachutes
in Germany before the war, chiefly owing to
sailplanes breaking up in clouds. So far as
we know, there has been only one case of
parachute descent from a sailplane over
England; this was during the war, when a
Viking II suffered structural failure during
aerobatics, and both occupants were saved.

(3) Suitable articles of this kind would,
of course, be welcome.—ED.

Sir Alliott Verdon-Roe

A. V. Roe, as he was when he made his
name in the early days of British aviation,
died on 4th January at the age of 80. It
was the flight of the albatross, which he
studied when at sea as a marine engineer
between 1899 and 1902, which convinced
him that heavier-than-air flight was
possible; nevertheless, he did not enter a
machine in the 1922 British soaring contest,
nor did he join in the gliding revival of 1930
onwards. But he did fly an auto-towed
glider at Brooklands in the days when so
many flying pioneers were active there in
1907 and 1908. In 1933, hearing that
gliders were again being auto-towed, he
wrote a warning letter to Flight describing
his own experiences:—

“My difficulty was to ensuré that the
towers would release me as soon as the
glider banked, and in spite of the fact that
I had endeavoured to 1mpress upon them
the importance of not holding on too long,
they seemed to be hypnotised with the
necessity of hanging on with inconvenient
fidelity. After three or four experiences of

this sort I fitted a slip device.”

—37—



THE GOLD BUG

by Michael Stather Hunt
(Coventry Gliding Club)

; ¥ s IS ] ther account of yet anothey
. may think at first this is just ano 1€1 CFOSS-comme.
10 2 flight. But read on . . OUntry

ONDAY, 27th May, 1957, it has been
M said, will go down in énsml_’}’ as the
nding cross-country day iIn many
E:;E se:vegral U.K. records were broken
and several pilots achieved diamond-
studded Cornish destinations. _

Although it became obvious to me that it
was an outstanding day, the best I could do
from my office desk was to plan a Gold C
attempt for the next day. This would be
my second attempt, my first having been on
the previous Saturday when I had covered
58 miles in 70 minutes pushed by the strong
north-easterly wind; unfortunately no
cumulus had materialised.

Next morning found me driving the odd
30 miles to Edge Hill where Jacob’s Ladder
(syndicate Olympia) was berthed, cursing
the fact that the wind had dropped and the
sky looked completely uninteresting. I
found John Greenway and his son Howard
grass-cutting on the airfield when I arrived.
John farms at Edge Hill and has a share in
Jacob’s Ladder; he likes nothing better than
an excuse to knock off work and help some-
body to get airborne.

I messed about D.I.’ing the aircraft,
hoping that some signs of thermal activity
would materialise, and when 11 o’clock
came with still no signs of life, I decided to
get airborne to sample the conditions. I
laid out the map on the runway and non-
chalantly drew a straight line from Edge
Hill to Yeovil and another from Yeovil to
St. Mawgan; this track, I hoped, would
keep me clear of the Bristol Basin.

Strapped In and ready to go, I started
with a break in the auto-tow cable. The
second attempt got me airborne and I spent
some time struggling in patches of weak lift
before sinking to the ground.

Launched again at 11.30, I did bétter
struggling up to 2,000 ft., at which height I
turned down wind in search of the next lift
As there was still no cumulus in sight I
concentrated on remaining airborne rather

than covering ground.

before I passed Little Riss%hgstﬁnimeﬁh,ﬂgts
had passed so quickly three days :?.Ell‘lié?:l i{
‘tj]'llg;n?;#wcn 45ain ‘provide a reasonable

Two hours out, it came as
realise that I had not yet got as ?araggﬁkh;g
done the previous Saturday in only 70
minutes. 1t was about here that I gave up all
thoughts of Gold C and immediately
started to enjoy the ride immensely: a thin
line of cumulus about 40 miles to the south
made me head that way rather than along
my original track. I reached Lyneham at a
low altitude, but it also helped me on my
way with a thermal.

I could now see smooth, chalky hills
which, the map said, were near Devizes, Of
course! Roundway hill: I had seen the
picture in Terence Horsley’s Soaring Flight.
This should be interesting: a pity there was
no wind blowing.

The altimeter unwound unmercifully as I
approached this, another historic Civil
War battleground cum gliding site. I was
down to 1,400 ft. before I saw, there on the
sunny lee side, a solitary white chalky
ploughed field, standing out alone, positively
glimmering with text-book perfection;
what luck! I wheeled towards it, awaiting
the inevitable upsurge: the red ball moved
up an inch or so. Try further over. Still
more than normal sink; I must have just
missed one. With 800 ft. on the clock, 1
obviously could not wait around for the
next, so out over the valley to look for a
field. :

Power wires, clap-trap, power WIres
What a clot, to look for a field as oW '?s
this: 700 ft.-600 ft. I had one or twWO Pﬂtﬂc
fields lined up, but did not like them mt i
and was pleased to use some weak thﬂlh“;l ]
to work my way over a nice pasture kes
where I put my hand on the air brakes.
This would do nicely.

With 300 ft. on fhe clock, and perhaps
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slightly more above the ground, the green
ball showed 5 up. As this was stronger than
anything I had seen previously, I circled
once, silently admitting that it was a waste
of time. The green ball was insistent, so I
wound the turn up tightly, climbing to
4,000 ft. with ten up all the way. I was going
to have some fun after all. I had nearly
reached the line of cumulus; this thermal
was just on the fringe.

Noticing that I was still nearly vertically
over the field I had chosen, I realised how
light the wind was—no good for Cornwall—
and pressed on southwards where the
conditions got better and better. Reaching
Gillingham, I decided to turn west towards
Yeovil; I would at least be able to say I had
reached one of my declared milestones.

Yeovil went past 4,000 to 5,000 ft. below,
and then Exeter became my goal; that was
reached with a similar height in hand. Now
for Dartmoor. It was getting late and the
sky was clearing 1n front; over Dartmoor at
6 o’clock I got my last thermal, a dry one,
right up to 6,700 ft. a.s.l. and well above the
last vestiges of cumulus.

I set off hopefully now; everywhere there
was reduced sink. I kept the speed down to
make the most of i1t; hadn’t Wills found
this sort of thing when he flew to St. Austell
before the war? The only thing that worried
me was my pitifully low ground-speed. 1
passed north of Plymouth, making straight
for St. Austell, which was about the nearest
point on the Gold C circle. 1 passed
Liskeard with 1,000 ft. on the clock and
prayed that I would be able to get through
the gorge carrying the road down to the
coast, which would give me another 700 ft.
Or SO.

I didn’t reach the gorge; I landed in a
field at 6.20, twelve miles short of Gold C,
and 20 short of my goal. The fine reception
and meal I had at the farm went only a small
way to making up for my disappointment,
which was heightened by the news that
several gliders had broken records down to
Cornwall the previous day.

John Greenway and his Land Rover had
us back at Edge Hill by 8 o’clock the next
morning, and that ought really to be the
end of the story: actually it was only the
ggspﬂgtnﬁ, and Er!;at; fﬂt}l?]wed will have to

ed ve riefly if the Editor i '
to publich it'T}’ y ditor 1s going

It'had occurred to me while I was eating
supper with my Cornish hosts that I must
have covered considerably more than

_:I:'I- S.HUNT IN OLYMPIA
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MILES
i 5 i .

nEBEE HILL-LISKEARD, 27.5.57.
: Ly

o ==

KILOMETRES %0

Coventry

LJ.:L'-IH-

wt”
NWPSIELD -

SET l
E‘l‘lﬂ}-

EAGINT N
EDCE

HILL
/]
s

LITTLE
B

'ﬁarninﬂer'}’

w fﬁvﬁzm\b
. Stel |
N J‘J\—jh L Devizesb’ MiLL
I"I"lfi,
7 E‘-,

I'r' i
> ‘_{G:Hmﬁhlﬂ
== *Yeovil

l}.ii‘:‘ éj-f'
e 2 =2

i |
[ —
= T -

-y ‘. ‘ L
T ‘ﬂéﬁnﬁ’ﬁﬂ.ﬂﬂ "RECORD),

300 km. in my trip. A rapid check with
borrowed tape-measure showed that
Devizes, where dozens of people should be
able to identify my face even, was not quite
far enough out of line to give the distance;
the turning point at Gillingham, on the
other hand, put me well in, but I couldn’t
hope for identification at 5,000 ft. It’s true
there had been low spots between these
places, and there was a slim chance,
perhaps. I wrote to the Chief Constable at
Devizes; a week later I decided to go down
to Wiltshire myself to investigate.

I started at Devizes, where I found a chap
in a pub who positively identified the model
of Jacob’s Ladder, but was not sure about
the date. I pressed on further south to
Warminster; I remembered crossing the
gunnery range on top of the plain just out-
side this town, and if there had been any
range wardens on watch there was a fair
chance that I had been spotted. At the
artillery camp, however, they all seemed to
be on leave, although the Orderly Officer
was very polite and offered to make
investigations.

Not far away was another Army Camp
with even less activity going on. I enquired
at the guard room. A corporal there said
he knew of a fellow who had seen a glider
over the camp. No, he wasn’t there any
more; he had gone to Earl’s Court to play
in the pipes and drums of the North Irish
Brigade. No, he didn’t know his name but
he was going bald on top. I made a note of
the C.0O. and left it at that.

Further down the road I found the
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proprietor of a sweet shop who had seen a

glider flying over recently, and went to great

oxtent to describe it - the length of the wings,

iti f the cockpit in front of the
o pﬂmmn,gWhat colour? I asked. Silvery

wings, etc. . ]
grefsaaid the man, waxing eloguent over
his bowers of observation. As Jacob's

-« carmine and cream, I lost interest
ﬁgdﬁ;ﬁ on with my search. The country-
side was so thinly populated that I hardly
got much chance to question anybody, and
when someone told me of a lad in the
village who was a keen aeroplane spotter, I
made a special trip to look him up. I found
young Brian cycling down the village
street: he was about 17 and look puzzled
when I stopped him and said I had heard
about his love of aircraft. He denied such
an interest. “But I was definitely told that
you were a keen aircraft spotter,” I said.
“No,” he said, “‘trains.”

I was feeling tired by now and started
back for home, having got hold of the
names and addresses of two of the local
papers, in which I intended to insert
advertisements. Passing through Devizes
again, I decided to try one or two private
houses in the vicinity of my low scrape just
to establish that I had passed that way on
that day. At the first house an austere
gentleman with a military bearing came to
the door. In answer to my somewhat
strange request, he demanded my name; I

supplied it, slightly take

the Police? Yes, I had Tﬁ_ﬁftick a
Constable, I said, byt | shmﬁn to
ders and gave him a know: gged m

- | -
some trite remark aboyt p:.[%énﬁhas I Made

methods. He didn’t :

“l am the Chief Cnnstaail?}?;??lﬁte
your letter is being dealt w.lu_ﬂlld, ang
moment.” My memory js hazy ab at (he
I SEldfthEl'l, and as he was impaﬁm:lttlwhat
away for some appoij Sl

him.}r Ppointment, | didn’¢ keep

That night T wrote to :
Journal and the Western éggﬂia”"”’“”
afterthought I also dropped 3 Jipe to Maj
Mulcahy-Morgan, the C.O. of the Na}m
Irish Brigade at Earl’s Court askin Th
about the piper with the thinning haigr wﬂ"
I‘I‘Iliht Flrlave: seen a glider. ]

s Fate would have it, the |

scored a bull. I received a signegnsgtaﬁ:i:t
from Major Mulcahy-Morgan himself
giving all the necessary details for ap
identification with almost professional
accuracy. He had been in the glider
regiment during the war (Wingate), and had
taken a particular interest in my flight over
the camp. He offered to produce a hundred
signatures, if necessary.

Just over 300 km. was the final distance
as checked by the backroom boys at
Londonderry House. Long live the North
Irish Brigade!

WHO WILL BE

by Adam

FGLanmG an enquiry by the Polish Aero
Club, tetams from 19 countries have
announced their intention of taking part in
the World Championships at Leszno:
Belgium, Brazil, Bulgaria, Canada, Central
Africa, Czechoslovakia, Denmark, Finland
France, Great Britain, Germany, Hﬂllandj
Hungary, Japan, Rumania, Sweden, Turke:;:
United States and USS.R. Of these
%‘zgcl_msluvakia, Denmark, Germany, Great
: gltaml and Holland have already declared
i ??:er:;z Ig:iagm:red to enter 5 aircraft each
be F}ﬁtl‘;Zch Tinetfosg - Lo od will
T Urther entries are expected whi '
iréng the total number n?escailplanlél;?n “ggl
out 20 of these will be loaned by the

AT LESZNO?

Zientek

Polish Aero Club to foreign p_aruu.:u:lantsEI
they will be of Jaskolka type in the OP¢
class and Mucha in the standard class. of
These contests will turn the attention :
the gliding world towards Leszno, 5‘-’; bed.
local conditions will be briefly, dest‘-ll‘ o
Leszno lies at the kernel of a wide pla

: ra
even a gentle rise 1s hartil}' fﬁgb:ursiﬁlfgiﬂﬂ
great distance around. In ding are

farmland, possibilities for lan
almost ideal?althnugh in the secon
June the uncompleted hgirvﬁt
reckoned with. Safe landings cal‘lmme diate
outside the airfield in 1t !
neighbourhood in all d:recth:uF, lnches
airfield itself allows of multipi€

and landings.

—40—
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advantages of the terrain were
diszgiergd in 1952 and have been confirmed
by many good performances and com-
petitions. Thus, on a single day in 1953,
27 pilots completed a triangular course of
300 kms. The easterly direction is favoured
for distance flights; In particular, after a
front has gone through, good wind-
thermals develop. But if one wants to
remain over Polish territory, the choice of
direction is rather restricted, and the
500-km. mark lies exactly on the frontier.

Further, the road and telephone network
which is quite satisfactory in the neighbﬂur:
hood of Leszno, becomes definitely poorer
towards the east. .
The available hangar on the aerodrome is
hardly capable of holding more than 50
sailplanes; so most machines are likely to be
derigged overnight. The contest organiza-
tion has available an administration block,
a large meeting room, several barracks,
etc. For the accommodation of the teams, a
sufficient number of tents will be set up.

SIR GEORGE CAYLEY

A painting of Sir George Cayley by H. P.

Briggs.

(Courtesy National Portrait Gallery)

KH{JWH as "The Father of British
= Aeronautics™, Sir George Cayley, who
hled a hundred years ago, is believed to
ave been the first inventor to build a man-

carrying glider. He was astonishingly
versatile, and among his inventions were an
artificial hand, the bicycle wheel (with
spokes 1n tension), and the -caterpillar
tractor.

He was born at Scarborough on 27th
December 1773, succeeded to the baronetcy
in 1792 (becoming sixth baronet), lived
thereafter at the neighbouring family seat at
Brompton Hall, had ten children by a wife
with an ‘“‘uncontrollable temper” who
shocked the neighbours by smoking a pipe,
and died on 15th December 1857. The
centenary of his death was marked by a
lecture by Captain J. Laurence Pritchard
at the Royal Society of Arts, to which we
were invited, and which will be published in
the Society’s Journal. But a more exiensive
biography, also by Captain Pritchard, will
be found in the Journal of the Royal
Aeronautical Society for February 1955,
which includes a reprint of the famous essay
which, more than anything else, eslablls_.h_e:d
Sir George’s ‘‘fatherhood™ of British
aeronautics. e

his essay. “‘On Aerial Navigauon ,
ap;eared In }:r"fff'fmf:;ms‘x Journal of .Nf.'fm'ﬂf
Philosophy, Chemistry and the Arts In !805:.
In it Cayley enunciates a principle so novel,
both at the time and for years a_fterwardsz as
to form the starting-point of his reputation
as aviation’s father. The whnle__pmblem ﬂdf
aerial navigation, he wrote, IS confine
within these limits, viz.—To make a sprfag?
support a given weight by [he_al_:a_phcau;c:n i
power to the resistance of air.” He b;':ed
the value of a dihedral angle, of camt red
aerofoils. and of movable tail surfaces; an
he tried to design a suitably light engine,



i both
. in fact the first to suggest
?:ﬁ:frial combustion and jet propulsion for

ose. i
lhinpuil‘-ih he was concerned only with

anical flight and, unlike Leonardo da
?iﬂ:c[}mmﬁﬂ wgs a biologist as well as an
- er. Cayley seemed quite unaware that
engineer, & ay ¢ ' he twice
birds could soar. In this essay, he
explains the horizontal flight of birds on
motionless wings as due to the momentum
built up by a previous burst of flapping.

There is definite evidence only of three
gliders built by Cayley, one a model and two
full-sized. For the model, he fastened an
ordinary paper Kite, of 154 sq. 1n. area, on
to a wooden pole, weighted in front, and at
the back end a cruciform tail was joined to
the pole by a wire which could be bent for
adjustment. Details are given in the Nofe-
Book of Sir George Cayley, published for
the Newcomen Society in 1933 by Heffer’s
of Cambridge, where he wrote:—

“Jt was very pretty to see it sail down a
steep hill, and it gave the idea that a larger
instrument would be a better and a safer
conveyance down the Alps than even the
surefooted mule, let him meditate his track
ever so intensely. The least inclination of
the tail towards the right or left made it
shape its course like a ship by the rudder.”
This was in 1804.
~ The odd thing about the full-sized gliders
1s that he left no record or explanation of
what they looked like. Although his Nore
Book covers the period 1799-1826 and
contains many drawings, the first machine
IS not even referred to; yet it must have
existed in 1809 because he mentions it in
Nicholson’s Journal of that date in the
fﬂllﬂwing tWOo passages:—

. . . the perfect ease with which some
birds are suspended in long horizontal
flights, without one waft of their wings,
cncourages the idea that a slight power only
IS required. I have myself made a large
machine on this principle, large enough for
aerial navigation, but which I have not had
an opportunity to try the effect of, excepting
as o 1ts proper balance and security. It was
beautiful to see this noble white bird sail
majestically from the top of a hill to any
sivenl point of the plane below it with
perfect steadiness and safety, according to
the set of its rudder, merely by its own
weight descending in an angle of about

degrees with the horizon.” (Sir George

!-I-EEd lher Spellin 1 &% .t P
mdiscriminately.)gs S jand S L

I made a machine hayin
300 square feet, which wag, Egm
bquﬂn before there was an opport CDially
trying the effect of the propelling 4 unity of
but its steerage and steadi PParatyg,

_ ness w
proved, and it would sail dawn::g:lflaﬁcllr

Surface o

direction according to the set of t i
Its weight was 56 lbs. and it wlzrﬂgﬂz

with 84 Ibs. thus making a to

about 2 square feet to c%ne péﬂLﬁf ]Eqﬂ Ibs,
this state, when any person ran f;:}rwaig i
it with his full speed, taking advantage fm
gentle breeze in front, it woyld 1?;
upwards so strongly as scarcely to aum.:
him to touch the ground, and woy|d
frequently lift him up and convey him
several yards together.”

The machine in which a man actually
flew must have been built much later, and
the only account we have of the occurrence
comes from Cayley’s granddaughter, Mrs.
George Thompson. She thinks it was in
1852 or 1853 that this glider was being
tested at Brompton Hall in a field sloping
on two sides. She relates:—

“Everyone was out on the high east side
and I saw the start from close to. The
coachman went in the machine and landed
on the west side at about the same level.
The coachman got himself clear, and when
the watchers had got across he shouted,
‘Please, Sir George, 1 wish to give notice.

I was hired to drive, not to fly.” ”
A. E. SLATER.

e =

Entries for Leszno

Keith Wakeman has been chosen 1O
represent New Zealand at the 1958 \,ﬂ]r’or!jd
Gliding Championships at Leszno, Po ;ﬂr-
He recently flew 270 miles from Cq,rli:ﬂ]_\l:"J lll_ﬁli:
in South Island to Palmerston In 1'3 5
Island, soaring along a belt of wave lthen
the lee of the Southern AIpS and
crossing the Cook Strait. :

The gGliding Federation of AUE[EH;
passed a resolution to pamcmﬁtﬁrmam
through the casting vote of the qdﬂh
and the team has not yet been decl ?‘nf‘ e

In Germany the pilots seeded uth,
Championships are, in order: Hein o8
Jakob Laur, Ernst Giinter Haas::f._ ey
Reitsch, Rolf Kunz and Dr. Ernst rill ot
So, for the first time, their FEﬂtﬂ'l W
consist entirely of pre-war pilots.

Belgium hopes to enter th
machines can be borrowed I

— 0
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NATIONAL SOARING WEEK

HE increase of gliding in this country has
T produced a formidable repercussion in
the popularity of the National Champion-
ships, the organization of which has become
like the Farnborough Display and Bertram
Mills Circus rolled into one. The size and
complexity of this event at once limits to
very few the number of clubs with sites big
enough to take it on, quite apart from any
of the other facilities required. Further, the
war of attrition on the too small army of
volunteer organizers makes it quite im-
practical to hold full Nationals in the same
years as the World Championships, because
every odd year is quite often enough!

The great disadvantage of this bit of
progress is that there is now far less
opportunity for pilots to try out new
country, and far less opportunity for clubs
with restricted sites to run National
Contests.

It was with this in mind that I produced
the idea which follows, of a National
Soaring Week (actually nine days!), and
which will be tried out this year.

Details of Scheme

I.—Any club can take part in this Week
prﬂviqed_ that it satisfies the British Gliding
Association as to its competence and has a
minimum of 10 bona fide competitors (who
may or may not come from the organizing
club).  Probably for the first year the
maximum will be 5 clubs.

2.—The B.G.A. will provide the Rules,
and a list of tasks. The club concerned will
provide supplementary regulations to deal

with its domestic concerns, but these must
not conflict with the Rules.

3.—Each club will send its results and
the names of winners to the B.G.A. The
lists will be published as the Results of the
National Soaring Week, with winners for
cach Region. There will be no National
Chﬂmplun, and the B.G.A. Annual Cups
(not yearly awards) will not be given out.

Pnzf:._s will be provided by the local organi-
ZCrs 1n each case.

th4_.—~lntending competitors will send in
€Ir entry form to the B.G.A., stating their

first and second choice of site. The first will
be granted if possible.

5.—Entry fees will be given to the
operating club, with a small percentage to
the B.G.A. to help cover its expenses. They
will be of the order of £10 per glider, but

may vary slightly with each site according
to the facilities offered.

6.—The dates of the contests will be the
usual Nationals period ending with August

Bank Holiday (26th July to 4th August,
1958).

7.—Each operating club is entitled to
state the maximum number of competitors
that it will accept. The B.G.A. may require
to limit the maximum at any one place.

8.—The clubs must find their own
Stewards, Clerk of the Course, Marshal
(1/c all flying), Timekeepers, Marking Com-
mittee, and Task Setter(s). They must also
arrange for weather information and for
medical facilities. @ All these must be
approved by the B.G.A.

9.—Contest launching can be by any
satisfactory means in normal use at the club
concerned. Should mixed aero-tow and
winch launching be used at a site, the pilot
selecting a winch launch shall be given the
benefit of 5 miles added to his distance In
the case of distance tasks (except that the
resultant total does not make the pilot
eligible for goal bonuses). (If it is felt by the
committee of the participating club repre-
sentatives that this idea is too controversial
to be acceptable, it will be dropped, and
mixed launching forbidden. It has, how-
ever, been used successfully in practice and
found workable, provided that the pilot 1S
allowed to select his type of launch.)

10.—FEach club must give an undertaking
that it can launch at the rate of 18 to 20
per hour before it will be considered
acceptable.

11— There will be no handicapping, and
all competitors will fly the same tasks
directly with each other, regardless of sex,
experience or the number of seats.

12.—Qualifications of pilots and aircraft

W



will be similar (O those for National

Ct}%mﬂq"]ggi}lﬁé-nﬁ time of each pilot will
be sélected by him, as 1n recent Nationals.

14— Races shall start and finish across a
line arranged by the organizers. Turning
points shall be manned by official observers.
Conclusion

It is felt that while full thiﬂnals are held
every other year, theintervening years shnulgl
be used to try out new 1deas, particularly if
they can offer opportunities t0 more clubs
over a wider area. The local organization
required should not be very great, while at
the same time the club will get the benefit of

national publicity.

There should be mor
between clubs, and th: EEEFTI-E
and from the competitions gjy 0
reduced, as the sites will pe it ould
evenly as possible over the cuun{lbuted as

Since the above was written it"}t

stood that the following Clubs’ arel?' Under.
take part: Bristol, Derbyshire & La tkely ¢
Scottish Gliding Union and YU!‘ksﬂFash'm*

’lt 1S now hoped that the “pundi:rﬁ'
distribute themselves between the S May
not in order to carry off all the prizes E];' Lres,
fly hors concours, and give sych E"Eer][n-m
mentls as post-mortems on the dﬁ*”?
soaring, or help with the task-seuig s
should this be asked for by the nrganizer%

ANN WELcH.

COMPASS SWINGING

by Nicholas Goodhart

IH general, a sailplane Is a good place in
which to operate a compass, since there
should be very little magnetic interference.
It is, however, essential that the compass
be properly corrected before any reliance
can be placed on it.

Before any swinging is attempted, the
following points should be considered :—

(a) Is the control column magnetised?
Move it about and watch the compass;
if it is appreciably magnetised, all
compass swinging is a waste of time until
it has been demagnetised.

_(b) Switch on and off all the D.C.
circuits in the aircraft and check that
there are no serious compass movements.

(¢) The compass should be as far as
possible from any D.C. milliammeter
or voltmeter. These instruments contain
powerful permanent magnets. For this

reason, I do not have any such instru-
ments in my machine.

(d) If it is a Cook
compass, arrange-
;nxeintfs must be made to ensure thatgits
S IS truly vertical each time it is read.

swing.

th:lsiun;ung all is reasonably satisfactory
€Xt step is to Swing the Cﬂmpassr

There are several ways of doing this, but the
following is suggested as an easy way.—

(1) Pick a place out in the open on the
grass well clear of steel buildings, motor
cars, winches or any other magnetic
impedimenta. It is sheer bad luck if some-
body has been burying stray magnets there.

(2) Turn the glider on to north by the
compass.

(3) Station an onlooker about fifty yards
away to line himself up exactly with the
centre-line of the machine.

(4) While the onlooker stays pul, turn
the machine round, keeping the wheeé ljr:
the same place, until you have turnc is
through 180°—i.e. until the machine

lined up, tail first, with the onlooker.

rection

(5) Read the compass. The cor :

required is half the dlﬁerenc:z belwetftl"l :hc

present reading and south; ¢, dis &
reading is 164° the correction require

towards south. s from

(6) Compasses come in three SO
the point of view of correction-—= '
(a) Fitted with a cqrrectﬂl'b utting
these, correction is carried out. Lpangk‘fs
the key in the hole which 1s at ﬂging until
to the compass needle and WUITEES, Gy
the required reading is obtainct:

==



compasses are an example of this breed.

(b) Provided with built-in correctors.
Correction is carried out by turning the
screws marked N-S and E-W. Obviously,
to make the correction in (5) above, the
N-S screw is turned. The E2A compass

is of this type.

(c) Provided with corrector holes into
which small corrector magnets are put.
Correction is always made by putting
magnets in the hole at right angles to the
compass needle. One corrector magnet
makes about 5° correction and they may
be broken into pieces for lesser correc-
tions. The Cook compass 1s an example
of this type.

(7) Having made the north-south
correction (the correction made on south
will be found to have made an equal
correction on north and is, in fact, a measure
of the amount by which the glider was not

on north originally), the glider is now
turned on to east and, once again, the

i::_unlnnker 1s stationed on the fore-and-aft
ine.

(8) Keeping the wheel and onlooker in
their places, the machine is turned through
180° until lined up with the onlooker again.

(9) Read the compass and correct by
half the difference between the reading and
weslt.

(10) If the corrections were large the
first time round, it is a good plan to carry
out the whole procedure a second time in
order to make fine corrections.

This may all sound a lengthy process,
but can actually be carried out in 10-15
minutes. Finally. one small but important
point: if you have to use a screwdriver for
correction, make sure that it iS non-
magnetic, and do not sit in the cockpit with
pockets full of magnetic tools.

COSIM VARIOMETERS

were used by all countries competing in the

WORLD CHAMPIONSHIPS 1954

in England, and were also used on all British
machines in the Championships in Spain which
gained lIst, 3rd, 9th & 11th in a field of 39 single-

seaters.

“IRVING" TYPE

TOTAL ENERGY VENTURI
" COSIM”

WATER TRAPS & NOSE PITOTS

"COOK" COMPASS

Leaflets on request to:

Cobb-Slater Instrument Co., Ltd.

*Cosim” Works, Darley Dale, Matlock.
’Phone : Darley Dale 2138

—.—_______—_—_______——————-—
—i 55—
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This is the season clubs look back over the last year’s activities and
begin to compute and collate, with the object of seeing how they have fareq.

It is encouraging to see that this results in an avalanche of statistic
from a number of clubs—mostly with increased launches, hours flown
distances covered. This surely points the way to further encouraging
prospects for 1958 and it is to be hoped that the results will find their way
into Club News, both in words and pictures.

Photographs are always welcome but to ensure good reproduction
they should be a good contrast of light and shade.

To Press secretaries may I say thank you for your co-operation in
sending copy promptly and correctly typed. The last date for copy for the
April 1ssue is first post 19th February, to S.E. Ambulance Station, New Cross

Road, S.E.14. CoLIN MOORE,
Club and Association News Editor.
BRISTOL pleased to welcome Peter Scott and his wife,

Nick Goodhart, Doc. Slater, and members

As reported elsewhere in this issue, the of the Midland and other clubs.

club has recently been shocked by the
loss of John Parry-Jones in the Britannia
accident. Club development. which John
made so much his baby, has now reached a
consolidating stage, and as part of this, a
fund has been opened to prepare an
ornamental forecourt to the clubhouse in
his memory.

Other consolidating recently has included
suppressing the weeds and mud in the
workshop under a smooth concrete floor
whilst the concrete floor ia the bar is now
hidden under a mosaic of ma rley tiles. The
latter operation was completed by club
members just in time to be christened at the
first ever Christmas party at Nympsfield.

This event was held on 14th December,

ﬁ];zout 150 members and friends attended
the space allocation P2r person being fuuu:

bar floor tiles, and WE were particularly

On the essential side of gliding, our
soaring during November and Decembet
suffered an almost complete absence of west
to northerly winds. 10th November was '1]“
exception, when in a moderate N.N.E. wmhe.
waves up to 2,500 ft. occurred to boost ;[h
hill lift on the north slope. Then on :
December, some soaring was done klznts
strong westerly when, at 1,000 ft. 45 ver
I.A.S. was needed to maintain station ©
the slope.

Afte?' two successive years of cnursesﬂﬂ':g
managing, Peter Collier plans “;55 “od
Africa for the first two months of | e s
then to return as instructnr-minﬂgﬂrﬁr e
to be given assistance in running © puild
series of courses so that he caﬂn days
towards our ideal of club flying “;E & tWO
a week. All being well, we hope 10
new two-drum winches by nex!

—A6—



‘ hould increase our launch rate
wélttgr]:tiaﬂl substantiall},{, and enable us to
p{) e simultaneously with both course, club,
gnﬁ visitors’ launching. In retrospect, our
launch total of nearly 7,000 in 1957 on two
single drum devices, augurs well for the

future.

CAMBRIDGE

AST term saw an Increase pf nearly sixty
L in the membership, so it was a good
thing that the weather was kind to us, and a
fair proportion of the keen new members
have gone, or are about to go, solo.

Our 1958 programme has been pro-
visionally arranged to include three Club
camps in March, June and September at
The Long Mynd. Courses open to non-
members are also being arranged for the
middle of the summer, to take place at
Cambridge. In addition to Club activities,
at least one private camp with the Club
Skylark has been organised to go to the
Hartside area hunting for waves.

A few weeks before Christmas, Frank

M.G.

Lindsell organised a Club party at which
John Griffiths was presented with both the
Mug Metal Machin (for the longest out-
and-return) and the Pot Pewter Pringle (for
the longest duration at Cambridge). At the
same time Peter Neilson was presented with
the President’s Trophy which he won by
getting to the top of the President’s Ladder.

B.H.S.
CORNISH

UR membership now totals 140, the
launches 2,635 and the hours 222
26 members have gone solo, ten of them as a
result of two very good five-day courses run
for us in October by Tony Edwards and
Alan McLellan-Brown. One other fact
from our statistics is the unexpected one
that on the Cornish Riviera we had only
one non-flying day in November compared
with seven each in July and August!
North-westerlies continue to give us
soaring over our truly magnificent cliff
scenery, but we have also now found that
certain winds across the Perranporth valley
(roughly east-north-east) provide some

B = T T

b — =
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'NCLUD’NG Newcast|

Gliding Club; Surrey Gliding b/

;’-.- -
cashire
ff 7

et idi b:

Cambridge University Gliding @lub ; { : H/ down Gliding [Clu
Z i th

Furness Gliding Club ; Leicestéfshire Glidin liding Club mou

. /) / :
i . / e \ ./ \West/hendon Aero
Gliding Club; Scottish Glidifg ni6n ;

Club; Derby Aero .-./ otare)Aero Club ;

ICKNIELD WAY

idland Bank Flying Club;
Cardiff Aeroplane Club.
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to 300 yards l_llaeynnd the

' of the airfield though, as yet, we
E:I:em ner:t:rbcen able to assess this properly.

The Social Committee have completed

the conversion of a cottage to give us a bar.
The first ‘“event” held there was the

istmas Draw. when_ Ted Berry, our
ﬁgﬁ.ﬂgec., was able to announce that we
had over 50 prizes given and a net profit of
over £120. _

The Social Committee was most Success-
ful in arranging an excellent First Annual
Dinner-Dance in Truro, and a majority of
our members also attended a very EI]]D}‘ﬂb.IE
social function at the Memorial Hall in
Perranporth, when we entertained Mr.
Basil Meads who was moved to compliment
the Club on its progress by saying that it
had been (and I quote) “Quite remarkable™.

C. M-H.
COVENTRY

INCE mid-August, when the Club
Summer Camp at Edge Hill ended,
practically all our flying has been at
Baginton, for there has been a sad lack of
soarable north-west winds at week-ends.
Latterly our main activity has inevitably
been training circuits; now that we have the
T-31 in the Club fleet. The following have
earned B certificates since the Edge Hill
Camp:—R. Gilkes, Ron and Pat Randall,
Dennis Wright, M. Gibbs, D. O’Cleary,
Ken Morris, Goode, Friar, and P. North.
A. Cunningham and P. Sainsbury have now
converted to the Olympia, and L. Glover
has been appointed a Club Instructor. Also
recently, a number of pilots have had their
first experiences of aero-towing.

~ Looking back over 1957, our statistics
iInclude:—

soaring 200

Hours flown .. 1,049
Launches e e N s '}',012
B certificates gained o AN T
C_ certificates . . o Yk ' 17
Silver C legs .. i e S 17
Silver C’s completed ) b 4

Gold C distance legs

3 S 2

1119515 Wwas a good year for the Club, but 1957
as been even better, and the results
achieved reflect the greatest credit on our

(éfn{ and his deputy, Vic Carr and Michael

The Club’s Christmas Din
ner and D
gglﬂ El the Coventry Aeroplane Clu:nf)?
ccember, was again most successful:

WE were very glad o wel
: com
old friends from other Clubs. ‘?Ne Tﬂ?‘g

honoured by the presence

a
of the Lord Mayor and La?}?"ﬁ“"fguasts |
Coventry, and the former Yo

following trophies and Driz;r.esemfd tﬁi |
. The “Coventry Evﬁning =

trophy for the pilot :
progress in the yeaf._.[_{ﬂ:l;r[‘éug the best

2 The *“Jimmick™ Trophy fnrﬂen .
meritorious flight of the year._ I the Most
ham, who completed his Silver (:':CUHHI!]E-
?N Tlult'lm 68 miles from Baginton :}F%}Epg

altham. lte

3. The “Founder’s” Tr
progress during the year ];}}_pl;ﬁ]afgl‘ the best
—Sheila Gregg, who completed %ﬁ‘?ﬂghur
C this year with height and distance | e

4. The Chairman’s prizes tq ‘sr‘jr;egcs'
and Michael Hunt for their Gold [y 2"
ﬂi%ts to Cornwall. L

e have one sad duty to perform i

last 1957 news; that is :tfr:r recpgrd [ET;]![

gic
death of Jack Neale, of Combrook
following a tractor accident on his farm,
He was a greatly liked member of the Clyb
always full of keenness and Enthusiasm:
and he will be very much missed.

The Club is now looking forward to
1958, with plans to do much more flying at
Edge Hill and with the happy prospect of an
augmented fleet of aircraft, for we have just
ordered a brand-new Prefect from
Slingsby’s; we also hope soon to see on the
field again very soon a rejuvenated Viking
fitted by Gerry Harrison with a Skylark-
type canopy and generally much improved.

We end our Coventry notes this month by
sending the Club’s greetings to all our old
members who are now flying in other parss
of the world—and especially all those in
Canada, with a particular word of %ﬂlﬂ
gratulation to our former deputy C Mo
Jimmy Joss, whose article in the Decem

?

WHAT, no Barograph’

Be Prepared for that Silver or Gﬂ!ﬂi..:lf:ﬂ
Height - and other Flights on W

| Barograph must be carried.
WRITE TO

THERMAL EQUIPMENT LIMITED

33b Eccleston Square.
London, S.W.1 o
n

_know
Agents for Winter Br:sﬂ :gesmfjllrkrﬂn!"“m'"m
s an
makers of Barograp e

=
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SAILPLANE AND GLIDING we all thorough-
ly enjoyed reading.

CROWN AGENTS

iTH a membership mostly spread over
W the four quarters of the globe, it is
not always easy to find items of news for
these pages. Due to the Secretary’s illness
we unfortunately missed the last issue, in
which Christmas and New Year Greetings
might have been sent out; but it is not too
late now to wish all our members a good
season of soaring, and we are looking
forward to visits to Lasham during 1958
from many members from overseas,
especially from Kenya.

DERBYSHIRE AND
LANCASHIRE

HIS autumn has provided more good

wave flying than ever before. On 27th
October, Michael Kaye reached 16,200 ft.
above the height of launch and landed at
Acklington, 12 miles north of Alnwick.
Graham Elson reached 9,800 ft. and Sue
Parkinson, of the Kent Gliding Club,
reached 8,100 ft. Paul and Jose Neumark in
Tutors, reached 6,400 ft. and 5,250 ft.
respectively and Daphne Wales reached
5,000 ft.

On the 9th November, in a north-east
wind, Bill Elrington and Angus Thompson
contacted a wave on the way over to Mam
Tor and reached 8,300 ft. and 7,400 ft.
respectively.

On the social side, we had a successful
bonfire party on 9th November attended by
a large number of members and two fire
engines from Bradwell. Charles Brown gave
an interesting and amusing talk on 23rd
November, attended by a record number of
members.

Congratulations and best wishes to
Graham Larkins and June Harrison on their
tngagement. We were under the impression
that Graham thought of nothing else but
gliding,

The two-seater Harbinger which is being
constructed by Fred Coleman was com-
p.lﬁlt’:d some time ago, but some modifica-
tions have had to be made before it can be
test flown. We hope that Fred’s enormous

task will soon be brought to a successful
conclusion and that we shall see this

Interesting machine flying at Camphill
before long. oy i

H.N.G.

J.E.G.H.

HANDLEY PAGE

FLYIHG' was interrupted on several
Occasions  recently by progressive
deterioration of our ex-Desert Army
Humber. However a visit to a Ministry
auction sale produced another brand new
Humber for the fabulous sum of £26—the
first new vehicle the Club has possessed.

In view of the decision to standardise on
Humbers, the Club has an unused Ford
V.8 “Mercury” engine for sale.

The Rhonbussard, built to the best of our
knowledge in 1938, went to Dunstable in
the summer for a thorough overhaul at the
hands of Ray Stafford-Allen and company.
There were many misgivings at the time but
it came through with flying colours and its
future should be assured now for the next
twenty years!

More recently it has been taken to
Dunstable for the winter to enable members
to keep soaring and complete their five-hour
tests. Unfortunately we seem to be very
slow to take advantage of Dunstable
hospitality and go out to use it.

Reviewing the year’s operations we find
that the number of launches is down on the
previous year, but that the amount of
soaring carried out is still on the increase
and several more Silver C legs have been
obtained. Thus we discovered the surprising
fact that almost all solo pilots have at least
a C and that more than half of them have at
least one leg of a Silver C.

ISLE OF WIGHT

T last! Our first flight from the soaring

site at Afton Down. Jack Overbury was
the first to fly on this memorable occasion
but no soaring was possible, however, due
to an easterly wind blowing straight along
the ridge. These comparatively easy con-
ditions, however, did enable six of the
Grunau pilots to familiarise themselves with
the new, and rather restricted, landing area.
Derek Gavaghan did manage to lose sight
of the area—we now have a landing T—and
had to land on the neighbouring .Gnlf
Course, from which he was rapidly retrieved
before the golfers descended with whirling
clubs. Flying from the ridge has not been
possible since due to the strong winds, and
hopeful *‘soaring pilots” have been In-
furiated by the sight of seagulls soaring,
with comparative ease, several hundred feet
overhead.
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: our club, four

e last news from :
members have made their first Sﬂl[tl
ioht Perhaps the most noteworthy ©
by Madge Sheaf, our first woman

pilot. Roy Taylor made his first solo flight

e Wasserkuppe, :’dhlt':h he visited 1n
: Eddie Morris.

lh%ﬁ?riﬂdnnuyalﬂéﬂneml Mea_zting took place
on 12th December and it was on bthﬁ
occasion that we Were able to welcome .'lac

to the fold Don Ellis, who has spent the as&
12 months in the New ‘_Wﬂrld, whqr; he h_ah
little opportunity to glide. Coinciding w:lt

Don’s arrival we are SOrry to annnum;e the
departure of our Secretary, Peter Wdrcl——
who is moving to the Coventry district. We
are looking forward to .readmg in the
Coventry Club’s notes, their account of his
long promised cross-country flight to

Sandown. o5

KENT

LYING at Detling lately has been re-
F stricted by the rather indifferent weather
but the Sunday before Christmas did, how-
ever, bring us a reasonable soaring wind
and at one stage the whole of the club fleet
were airborne on the ridge. _

John Bailey flying the Olympia, stayed
on the ridge for an hour at heights 700 to
800 ft. and later Phillipa Buckley also in
the Olympia, soared for 46 mins. A very
welcome visitor to Detling on the same day
was Peter Scott who had a short trip with
Ian Abel in the T-21, his final remark when
leaving was that he hopes to arrive in Sea
Eagle on his next visit.

The new Skylark 3B of Bill Bridges and
Nick Howe, has arrived and they have been
putting in some practice circuits ready for a
full soaring season,

_One other event of flying to record, is the
flight by Sue Parkinson whilst on a week-
end visit to Camphill with her husband,
Richard. Flying the Derby and Lancs.
Prefect, she reached 8,100 ft., gaining the
first leg for a Silver C. Richard having
offered Sue that particular flight, followed
immediately after Sue landed, but was
unable to make it a double event as con-
ditions had deteriorated. Dave Parkin, also
at Camphill the same time. was able to gain
hlﬁr (1?]1 d(u:rhin_g the weekend.

€ Lhristmas party which was held on
14th December in the newly decorated bar

and lounge of the clubhouse
, was at
by well over 60 members and friu::ﬁcltsiﬂ.“dﬂCl

The decorating has b
girectiun of Dennis Pje

een helped by enthusiast;

tiIC me

hoped to complete Mbers, |
soon. piete the remaining foor

Looking ahead to next
planning to hold further
hoped also to have a Sog

N done
un
Onckton

SUmmep
Wi
Cou rses . a arlﬂ

ring week .

KRONFELD cLyp "
S a result of the
A Meeting and the Cuﬁnmriﬁil G 1
held soon afterwards, but maip| : h eeting
the offer by Miss Pen Y thanks (g
ny Taylor of

Southdown Club, the Club’s Ne the
Is now three times the size it was 1n“*d5|euer
from ;11at, a lot lighter and bright‘::r i? p?rt
contains a resume of the talks given ﬁlaliﬂ
Club. This Newsletter is being sent fye :
members, but can be purchased by : 0
members for 6d. a time. L

As an experiment, the Club is running 4
series of fortnightly feature film shows
starting on Thursday the 9th Januaryj
charging 2/- a time, and it is hoped that
these will be well attended. There is also
the possibility that starting with March, the
Club will, on the first Tuesday of each
month, organise a speaker to talk on gliding
and gliding clubs, the general idea being
that these talks will not be for members, but
for anyone interested in gliding or who is
intending to go on a gliding Course holiday.

The Club’s Christmas Party was held on
Wednesday the 18th December and
although there was no organised entertain-
ment, at least 120 people were present al
one time or another.

Finally, we wish all Gliding Clubs a very
successful Season in 1958 and the Hon.
Secretary a very happy married life.

Diary of Lectures and Film Shows

February 5th “The Oxygen Story,” ®
G. Me]ville-.}nnes. ot
6th Feature Film Twe

O’clock High.” A0l
» 12th *Flyingand Motor Racing

by Ron Flockhart
19th “North Wales, the
Pilot’s Paradise,

€neral

33

2

Creascey. (o “The Sed
0Oth Feature =
p : Shall Not Have Thﬂf{rjatiun
| 26th “The Necessity f-:}f Riseley
5 Insurance, DY
Prichard.
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“Interplanetary Flight” by
March 2t by G. I‘;" E. Thompson.
6th Feature Film “Blue Skies.”
12th Talk
19th Talk | Pai
£ 20th Feature Film “*Strategic Air
= Command.” H.T.
LAKES

F necessity rather than choice, a great
O effort is now being made to divert
activity from the gliding programme, to the
:—;gnstructinn of a hangar on the site, and
with the enforced hold-up due to temporary
winch-engine tgﬂuble, this has been some-

: acilitated. _
“iﬁef prevalent S.W. or W. winds have
been more marked during autumn and early
winter, and on one occasion In October,
with the first flight of the morning, CEI.
Ron Reid found Wave Lift near the edge of
a then static sheet of strato-cumulus
decorating the high ground on the southern
rim of the site, taking the Tutor up another
two-thousand feet above release. “Fan-
tastic,” was his later observation! Un-
fortunately, the cloud-sheet subsequently
moved across, handicapping the following
flights. |

On another occasion, the last Sunday In
November, Matthew Hall and Pupil,
occasionally visible in what had earlier been
Dusk, and in calm conditions, were
experiencing steady lift over a gradual slope
on the site. One explanation is that the cold
air sinking down the steeper slope of the
adjoining valley, was lifting air over the site.

The Club’s first official function was held
on the 29th November at the Shap Wells
Hotel, proving as successful as was hoped.
The Guest of Honour was a Vice-Pres:dpnt,
Mr. Cooper Pattinson, an ex-R.F.C. Pilot,
and who, during the last war, built and flew
a glider from the surface of Lake Winder-
mere, with the help of a launch. Numerous
¢xcellent prizes were generously donated by
members. It is hoped to arrange Socials,

€iC., at intervals, which should have a two-
fold effect.

LASHAM
mee to

romance, it is regretted that no news
appeared in the last issue of SAILPLANE &
GLDING, but activity at the 'Ub has
cOntinued unabated and Courses are being
fun right through the Winter.

J.W.A.

the Chairman’s current

With the coming of the New Year, we
hope to have a third full time Instrucior
and the fleet will include a second T-42
and also a further Skylark II.

Under the stern eye of Tom Potts there
has been a renaissance of winching and it

has not been unusual recently to be
launched up to 1,800 ft. and more.

Although, as a result of holding the
Nationals last year, the Club has declined
the invitation to participate in the National
Soaring Week, Lasham will be holding a
Rally at Whitsun and a Notice about this
will appear, in due course, in the B.G.A.'s
Circular.

Finally, we wish the Chairman and his
wife, the unfortunate Helen. who were

married on the 2Ist December, every
happiness in the future.
H.T.

WHO WAS THE TUG PILOT?
3 A e = Rl

%ﬁ'. (e )

-
A"

Terry-Thomas is the lucky man at Liasﬁ;:::;
receiving last minute assistance fmk i; i
looks rather like being a supersonic Ia )

LONDON

in the
ear 1957 has been the best in i@

THélJb*s long history which be%a_nh::
1930. There were 3 Gold C distance rlg 5
7 Diamond Goal flights, 15 c?mp eTo
Silver C’s and some 30 Sllv_?r 5.“0 ig;; e
date the hours have topped 2.5 amtonl
ever in any one year and the launch ng



around 9,000. Cross-couniry miles total
000. .
ab&&lé ﬁgve been getting very good heights
in N.E. winds as a result of the purchase of
an extra field, 1,000 ft. being achieved In
quite light winds which has removed one of
our past difficulties—namely poor launch
heights in these unstable N.E. wind
Itions. i

mgﬂulst December our east wind wave
appeared and on this occasion was con-
tacted and soared. Mike Fairman spent an
hour at 2,400 ft., reporting very smooth lift
of a weak nature, never more than )
per second. Frank Foster and Mlkﬂ
Garrod also soared in it for various periods.
We feel that before we hear the cries of
derision regarding the heights reached, we
should point out that the average height of
our hill is only about 200 ft., so 2,400 ft. is
quite interesting when it is set up by such a
low hill, with a wind which was not more
than 10-12 knots at the surface.

During 1957 considerable improvements
have been made to the Bar and Club
buildings generally by the members, most
ably led by Chuck and Bonnie Bentson.
Chuck’s latest outburst of energy has
resulted in a very neat cockpit fairing for
our T-21A which is kept for soaring and
joy-riding, and the machine is now much
warmer and nicer to fly in.

On the 14th December we held our
Christmas party which was well attended
and was enjoyed very much by all present.

At the turn of the year we have 28 sail-
planes based on our site, and two Tiger
Moths for aerotows. Winches now include
the “*Ramsden Crawler”—a self-mobile two
drum winch which was designed and built
by Philip Ramsden and the members of the
Transport Committee. Also as a result of
Dickie Ruffett’s efforts, what we believe to
be the only Link Trailer in the world
completely converted for glider pilot
instrument flying training, is serving a very
useful purpose. It is calibrated to glider
speeds, with dive brakes which most
eﬁ'ectl}rely simulate the *‘effects” on vario
and airspeed when opened *‘in cloud”.

MIDLAND s

WE are pleased to report that early in the
period under review, the rebuilt
Olympia came In service. The finish is Very
smart, being mainly cream with a black
fuselage flash—we are al| especially grateful

to Teddy Proll for his effort ;
ting i1it. The new Olympia’s ﬁl:.;t ain

on a day of an East Wing yyp, '8 %as
comparison with a Skylark Ij Was ¢, 50 5
and Wilbur Wright reports fa“ﬂuratﬂnsmbh
had speril_t cn;s:dﬁrabie time on lheyl]pwe
wing surface finish, with - -PDer
results. “pparently positiy

A very good job has been

members recently in completely mnggprf* oy
and redecorating the kitchen. Sing

content after finishing this job (e 18
Eurned tl}]qlrh attention to the Clyb Jr‘R\E.u:»ﬂn[:
ounge which now I

fﬂrm% dPpears Iin cﬂntempgmr},

A further development to IMprove our
amenities 1s the proposal to change over
from paraffin to butane gas cooking stoves
—the installation should be complete in
early 1958.

Nineteen fifty-seven’s flying hours
represent a considerable increase on any
previous single year’s operation and now
stand at just under 2,800. The fairly
consistent annual improvement in this
department is generally thought to be due
more to better “‘gliding angles” than to
weather factors—as the number of launches
remains fairly constant, at about 5,000.

JHH.
NEWCASTLE

IN spite of a slight lack of evidence to the
contrary, we're still alive and although
most of our recent flying has been of the
circuit type, 24th November provided us
with the jam of soaring to go with the bread
and butter of training.

During the day it was found that ex-
ceptionally good launches were being
obtained (1,700 ft. as opposed to the usual
average of 1,200 ft.). This was considered
to be due to the presence of a wave OVer the
field, this in its turn being part of a very
extensive wave system about 7 miles Iﬂlr_llg
which stretched from S.W. to S.E. of th€
airfield. ,

The total soaring time was 9 hrs. 2] m'ﬂg*
in 8 launches. The flights, In order
duration being Andy Coulson 1610 G
Skylark III, 2 hrs. 45 mins, 2,8 inslr
lan Paul in the Kite II, 1 hr. 50 Foe
2,300 ft.; Instructor Dave Wilson an =
M. Wood in the T-21. 1 hr. 20 ™ o
2,000 ft.: Denis Driver in the Olympi:

T'EEDHET.]'H o

1 hr. 6 mins., 2,300 ft.; Doug c?u.inm.ﬂég
the Olympia, 45 mins., 2, T![';é rest of

Redder in the Tutor, 30 mins.
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the time was made up by two earlier flights,
one by Andy Coulson lasting 35 minutes
and one of 15 minutes by Denis Driver.

In the account of his flight which Ian
paul gave me, he reported that there was a
considerable wind shear at about 1,000 ft.
(the surface wind was from the N.W. at
1000 ft., it had backed nearly 30° and at
his maximum height of 2,300 ft. it was very
nearly due north) and his flight followed
the pattern of all the rest, namely straight
from the launch in the direction of Penshaw
Monument (a local landmark about 3 miles
S W. of the field) where the lift was to be
found. He found it, just before his boats
were irretrievably burnt and from there
went up 2,300 ft. and started to explore
upwind, ending up 5 miles north of the
monument before returning to the field.

Denis Driver, however, didn’t lose very
much height at all, as after a launch to
[,700 ft. he contacted the lift at 1,500 ft.
which also took him to 2,300 ft. He
reported that the lift appeared to be In
patches as all the aircraft were rising and
falling relative to one another, a fact that
was also remarked on by Dave Wilson who
was In the T-21 with a new member,
Dr: M. Wood.

With regard to gliding courses, the
planning has not got past the preliminary
investigation stage yet, and consequently
there is very little to report, but further
developments are awaited and will be
reported as they occur.

L.A.C.

NORTHAMPTONSHIRE
AT the Annual General Meeting, held in
November, a number of encouraging
facts and figures were given; membership
has risen during the year from 38 to 71;
launches, from 862 to 1,592, and hours flown
from 34 to 122. The shortness of individual
flights s due partly to the site, which is flat,
and not in good thermal country, and partly
to the very high proportion of ab initio
training which is being done. Since May,
when we took delivery of our Sedbergh,
I7 B certificates have been gained, and
several more are in the immediate offing.
Among the officers and Committee, a few
changes have to be recorded, President is
sull T. Phillips, and Chairman, B. Sykes,
D. Woodford was confirmed in the job of
Secretary, which he took over at mid-
:;fasnn, G. Grant still retains the money-
ags, John Baker was persuaded to continue

as Flying Secretary, on the promise of 2 lot

more help, and D. King continues as
Membership Secretary. The Committee

now consists of H. Brittain, D. Walker
F. Pozerskis, G. Wells, and the twc;
Assistant Flying Instructors, G. Pentelow
and J. Saunders. The CE:L S Elt/t: KT
Pearson, remains in the job he has so
successfully carried out during the past
year.

The financial situation was reported to be
satisfactory, so satisfactory, indeed, that we
are able to discuss the purchase of a high
performance sailplane in the spring, and a
study Elf. suitable types is being made.
~ Electric light and a cooker have been
installed in the clubhouse, so that Friday
night is now a club night, when social
activities are very conveniently combined
with maintenance and repair parties.

In retrospect, the year has been one of
enormous expansion, the club-house has
been reconstructed, largely through the
efforts of Tony Wilson and Bryan Brown,
the T-21 has been purchased, the two-drum
winch and a trailer built. The ground
organisation has steadily improved, and the
way 1s now open for an onslaught on the
problems of soaring in the spring. This
happy state of affairs is due 1n the main to
the work of two bodies, the Committee of
Management, and the Instructors, who,
led by Ken Pearson, have worked in the

service of all.

OXFORD

LTHOUGH no mention has been made of

Oxford for some time we are, neverthe-
less, very active as can be imagined, as our
numbers have almost doubled themselves
since this time last year. :

Among those who will be looking out for
the first signs of the soaring season are
R. King, P. D. Hansford and D. Nichols,
who have recently qualified for their A and

B certificates. ) :
Talking of soaring, I think s_pecml
mention must be made of our tireless
instructor, J. Ellis, who on numerous
occasions quietly disappears for two OrI
three hours at a time in the Blue Gull and
explores Oxfordshire whilst most peaple
are making heavy going of local soaring.
Quite a few people had their first aero-
tows last month when the Tiger Club flew
n to Weston in a tight formation of five
aircraft. Their visit was much enjoyed and

B.C.H.
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it is hoped to arrange further visits in the

ar future. |
nﬂf new venture for Oxford, was the

i ' a monthly social evening
::l?:.gﬁ L:Eeilsﬂg g{iat success thanks maml:,lr to
oue Searetary, A, Speechiey 200 1y bers
vided the eats, !

xwvglgm%g% the appnrgunily to get loge}il-;er
socially and the evening ended with a ]m
show. We are, I believe, the only clubint ]1e
country to have at Its disposal a fully
equipped cinema, thanks to the generosity
of the C.O. of Weston-on-the-Green R.A.F.
Station—FIt./Lt. Kelly.

During the winter months our club
Olympia is having a face lift, also rumour
has it that Chris Hurst our Ground
Engineer, will be very busy for some time to
come, for I believe a Skylark II in kit form
will shortly be arriving, which he hopes to
complete before the end of next summer.
It will be, I think, the first Skylark to be

built in this country from a Kit.

V.R.C.
PERKINS

WE are now settling down and beginning
to feel we belong to the gliding and
soaring fraternity. Our first operational
year is behind us and for an ab initio
club like ours, a highly successful one we
feel. Quite a few members have A and B
Certificates and several have C as well. This
coming year, we plan to have our first Silver
C’s, and with this end in view Mr. K.
Tinkler is building a trailer, while Mr. S.
Hickson is assembling a second Tutor.

Our first Annual Dinner Party was held
in Peterborough on 26th October, and
several members from Cambridge Univer-
sity Gliding Club were welcomed. After
dinner, Mr. J. Hulme presented us with our
first Trophy, which is for the longest Cross-
Country in club aircraft. This year it goes
to Mr. George Bell.

S.W.H.

R.AF. GEILENKIRCHEN

IH the past year the Club has flourished
under the expert direction of F/O Dave
Innes of the Regiment, having completed
over 2,200 launches and over 250 hours.
The membership of the club was quite large
during the;urr;mer but faded off as winter
set in, leav:_ng It obvious to a few die hards
who the fair-weather merchants were.

3 The club achieved 1 target, a few times
uring the summer, of over 100 launches on

the Sundays with our old
winch. We had also an eigglign
solos; turning 15 pupils o 3
success with their A’s, B
amongst Fthem. The \
consists of 1 Kranich, | i .
2 Grunau Baby’s with OEEPIEE’ i
pride of place (SG-38). Our
was our lack of equipment o
side which eliminated many potentia| ¢
countries, except when “Pete” Staff nl;mg
an eventful flight to Aachen, landing =
football pitch which had barbed ?.3 a
stretched across it. Fortunately, qye e
skilful handling by ‘“‘Pete” the airéraft wtn
not br:tdlfy hdﬂmaged. 88

One of the toughest flights of the ye
recorded by David (Jock) Anglﬂg t?;:iﬁs
narrowly missed his Silver C (when lift mﬁ
out) by 18 minutes. The flight was in
torturous weather in an open cockpit of 5
Baby. He had to be assisted from the
cockpit suffering from heat exhaustion and
sunstroke, being more annoyed at missing
his lunch and tea than his 5 hours.

D.W.
SCOTTISH G.U.

"VITH the flanks of Bishophill already
mantled in seasonal whiteness, we
approach our first Yuletide at Portmoak in
a spirit of enormous satisfaction. The move
from Balado has meant an awful lot of work
for everybody but we are fully agreed that it
has been well worth while. Since moving to
Portmoak, we have flown on 71 days, of
which 36 have been soaring days. 2444 hrs.
have been recorded for 1,424 launches.
Including figures for flying at Balado up
till May, the year’s totals (to 8th December)
are 2.425 launches for 319 hrs.; 100 flying
days, 45 soaring days.

Since our last report there has been no
dramatic flying news. Most of our efforts
have gone to soothe the querulous muﬁiﬂé
ings of our small army of ab initios, W DI‘}-“-
ample ranks have been further swollen r}’
the necessity to train a number of ]“}Ff[a
day Balado B’s in the slightly subtlerks lA
required for solo flying at Portmoa s
list of pilots scheduled to do their n:luracln .
legs has been drawn up, but so far s
Cunningham, Alcock and Bryce have P
formed this wearisome business. e

Work on the new site has Pfgg:;ri s
steadily. The hangar is finished, an of WO
well advanced with the prﬂpﬂfﬂ““.nh will
permanent launching runs WhIC

ly faithfy)

L
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replace the present rather short temporary
strip. With these completed we shall get
much more frequent use of Benarty Hill,
the north-wind slope. If the money is
available, we hope to begin work on the
foundations of the Clubrooms in the late
spring. This represents the last phase in the
basic development of Portmoak.

Even in its present raw state, however,
Portmoak is a fascinating place to fly from.
We hope to organise a number of small
groups of members to fly mid-week
throughout next summer, and if any groups
from the land of the Sassenachs would like
to bring a glider up to pit their cunning
against our strangely-shaped Scottish
thermals, or our rather splendid waves, we
should be very glad to see them. But please
contact our Secretary in ample time,
stating dates, so that we can make suitable
arrangements for their arrival.

SOUTHDOWN

AH important step forward in the club’s
history was made when it was decided
that a full-time resident ground engineer
should be appointed last October. Peter
Staffs, who had recently returned to this
country after overseas service with the
R.A.F., has now joined us in this position.

With the northerly winds in November
and December, a healthy amount of
soaring has been achieved with the four
club aircraft frequently in the air together.
On two week-ends over 47 hours flying were
logged.

On the 15th December a 5.0 a.m. reveille
enabled two five-hour flights to be com-
pleted by Peter Wildbur and Ron Walker
flying the two Tutors. It was bitterly cold,
and to face five hours in a brisk north-
casterly wind, sitting in an open cockpit and
with temperatures below freezing point, was
N0 mean achievement. Hail and light snow
fell during the flights, and the T-21 and the
Olympia, which were flying at the same
time, were landing with ice on their leading
edges.

Our C.F.I. Brian Buckley has been
slepping-up training for ecross-country
flying, by introducing field landing practices.

arkers are set out to represent a field, in a
part of the site which is normally unused

and which presents an unaccustomed
approach and landing.

q The T-2] has also been fitted up for blind
YIng instruction, the pilot under instruc-

D.B.

lion wearing an eye
faith in his instructor.
starboard windscreen
pilot’s view is ¢

shield and immense
The view through the
ﬁ E;lls maﬁked, and the
_ 1S conhined to the instruments
in the cockpit. It is surprisingly effective.
1957 closed on a most optimistic note,

and we are looking forward kee
W nly t
achieving record results in 1958. A

WESSEX R.AF.

()'-"'R new gliding year now begins. During
the past year we achieved over 7,000
launchmgs._ Our present membership is 96,
SO there is room for some keen new
members.

We shall continue to operate at Andover
each Wednesday, Saturday and Sunday.
Tuesday evenings are spent in the hangar
on make-and-mend, discussions, and the
odd film show.

Our American friends from U.S.AF.
are now back home in the U.S.A., where
they hope to form their own gliding and
soaring club. They were most appreciative
for t;hts: experience gained with the Wessex
Club.

We are sorry to lose a staunch member,
Major “John™ Allen of the Gurkhas, who
has left us to take up an appointment in
Nepal, where he hopes to find ways and
means to continue his ghding activities
(Himalayas notwithstanding).

A keen party of Royal Navy midshipmen
from Dartmouth recently spent a very
happy gliding weekend with us. The Naval
towing aircraft and Kranich two-seater were
much in evidence; members of the Wessex
Club were treated to some aero-towing.

The following recently went off solo:
Senior Aircraftsman Carson of R.A.F.
Andover, Sqgdn-Ldr. Brown of Staff College,
Andover, and Sqdn-Ldr. Lawson of Head-
quarters Maintenance Command. ;

Our C.F.I. Sgt. Andy Gough, is cooking
up some new ideas for next year, of which,

more anon.
J.D.

YORKSHIRE

0OKING back on the past year's working,
we can truthfully say that this has been
the most progressive year for a long time.
On days when the hill was not j.;ﬂ_arab_le, the
T-21 has been kept busy on training m{'cmlts
all day. On soarable days, every available

machine has been in the air. :
The results have been worth whi

R.M.

e, with
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16 C’s, and 2 Silver C’s.
ntry flights hz;;e b:_:li::r;
e longest of wljjch was 77 mi
F]Et?ﬁ 1“:11Ir1]-.-‘:rl:aurr‘[iI to Squires {?ate n;nleisg
Skylark 1. Barry Gn!dsbm'c}umgﬂt Igfﬂast
his Silver C with a flight to the Eas son
in the Kite II, and Keith MDD]‘E]:-’ hl 2%
iles in the Tutor. Several other shorte
H}ghts were made. The best height WElls
5 500 ft. by Bob Wilkins. We are all ea%eijy
looking forward to the arrival of our T-45,
due for delivery I1n March, and i;.welare
hoping next year to get some really long
' e map. _
Imist gﬁelrrlljurn t%u, we have been going full
steam, usually keeping going until (:?ar]i(.
Our main trouble in the first few weeks
has been a lack of winch drivers, but we
have now trained most of our C pilots to
drive. A number of members have spent a
fair amount of time power flying, getting to
know the country from the air, and
practising navigation, so from Sherburn
we should have a few cross-country flights
when the thermals start.

a1 total of 20 B’s,
Quite a few cross-cou

We have been using solid Wir

Bank for most of the year, Witehm Uttop
results, once we learned the teﬂhniﬂxccllent

Propose to carry on using it. At hE’ and
the strande_d‘wn'e WE started wi, 2
good condition, but wij be rgmals il in
solid wire when it packs yp, = o9 With

Flying at Sherburn closed down i
December, to enable ys to C. of A
aircraft and overhaul the wineh We
also building a new tow car, “]DEI;-Iy UfE}’:‘al:ﬂ
bits and De:\:mn, and if it looks like G;d
drawing (which it probably won't, knnw} e
DLI]."_::EIIEIHEETS"), people will come Miles E
see it.

Our membership now stands at
our fleet of aircraft is 2
I Kite I and 5 Cadets.

Plans for holiday courses are going ahead
and we are hoping to take part in the
National Gliding Week.

As a last word, we would like to say that
we will be delighted to welcome any Visiting
pilots or club members.

150, and
T-21, 4 Tutors,

EH.

The Derbyshire and Lancashire

GLIDING CLUB
Camphill, Great Hucklow, Nr. Tideswell,
Derbyshire

The Club has two dual control machines and
offers elementary, intermediate and high per-
formance facilities.

Private Owners are catered for and a full-
time Ground Engineer is employed.

The comfortable Club House, Dormitories
and Canteen are under the care of a Resident
Steward and Stewardess.

At Camphill there are all those things which
make the complete Gliding Club!

Write to the Secretary for details of Membership
and Summer Courses,

BRISTOL GLIDING CLUB

Initial Training plus excellent Hill and
Thermal Soaring at Nympsfield, Nr. Stroud,
Gloucestershire.
Fleet of 7 aircraft, including :—
T21b and 'L.'H dual two seaters,
refect, Tutor, Cadet
ENTRANCE FEE £4-4-0 SUBSCRIPTION £6-6-
ASSOCIATE MEMBERS (NO EHTHAHCE?E;-I‘;?-{?

We specialise in Summar Gliding Holidays
fer ab-initio MNon-Members,

p

GLIDING CLUB
10 Kenmore Grove, Filton Park, Bristol 7
Tel:— Filton 2423

LASHAM

“THE HUB" OF BRITISH GLIDING

offers you unrivalled facilities for thermal
soaring on almost every day throughout
the year. Situated some 600 feet as.l,
midway between Alton and Basingstoke,
the Gliding Centre is managed by the Surrey
Gliding Club in association with the Armh:
G.C., Imperial College G.C., Crown Agenfs
G.C., Polish G.C., B.E.A. “Silver Wing" G.L.
B.B.C. Gliding Group, and many Privale
Owner Groups. An experienced permanEﬂi:
Staff enables Courses to be run at @
Seasons.,

For details write to

THE MANAGER, 2
LASHAM GLIDING CENTRE

ALTON, HANTS.




YORKSHIRE GLIDING CLUB

HILL SITE: Sutton Bank, near Thirsk (1000 f1. a.s.l.) i
Tel : Sutton|Thirsk 237

ELAT SITE: Sherburn-in-Elmet, near Leeds
[Yorkshire Aeroplane Club)

EXCELLENT HILL-SOARING AT SUTTON BANK
FULL TRAINING AVAILABLE AT BOTH SITES

Fleet! of aircraft includes: 2 T2ls, KITE Il and TUTORS
Good clubhouse facilities, including dormitories

Five-day introductory gliding holidays for
non-members during the summer months

Write fer further particulars to:
Secretary : Yorkshire Gliding Club,
Sutton Bank near Thirsk

—_— =

CORNISH GLIDING CLUB |
PERRANPORTH

Cliff soaring site adjoining the
Cornish Chale! Holiday Camp

Initial Training
9 courses between April/October
for Non-Members

Country Members
Subscription £4-4-0

Visitors welcome —
Entrance £2-2-0

Aero tows available.  Apply
Parc Sparbles, Carbis Bay, St. Ilves

MIDLAND GLIDING CLUB

long Mynd . Chuich Stretton . Shropshire
TELEPHONE : LINLEY 206

Uuequalled in the British Isles for Thermal, Slope and
Wave Soaring—2,500 hours Annually—Average Flight

| Time per Launch is over } hour,

First Class Club House and Bar
Weekend Catering at reasonable prices
Dormitory Accommodation for 50

Club Fleet consists of :
Dual, T-21b, T-42b Eagle Ill, Solo, 2 Prefects,
3 Olympia’s and Skylark Il

Soaring at 12/~ per hour plus Launch Fee of 3’-

Annual Subscription £7 Entrance Fee £2

Country Membership
I (outside 100 mile radius) £5
Entrance Fee £2

NEW MEMBERS WELCOME

All particulars from :

SUBSCRIPTION SECRETARY,

P. A. MACNAGHTEN,
16 BITTELL ROAD, BARNT GREEN,
WORCESTERSHIRE

Telephone : Hillside Z341

LONDON GLIDING CLUB

Founded in 1930

BRITAIN'S BEST KNOWN SITE

DUNSTABLE

has every facility for all the year
soaring

Dual Instruction — Aeroc Towing — Instrument Flying

Link Trainer — Aercbatics — Holiday Courses

Reciprocal Membership — Ab-initios Welcome

T-21Bs — Grunau Baby — Prefect — Tutors — Olympia
Skylark 1l — Sky

Resident Staff — Full Catering, Entrance Fee & gns,
Subscription 6 gns.

KENT GLIDING CLUB

Initial training plus hill and Thermal soaring
at Detling

Instruction In two seaters by qualified
instructors ‘

Dormitory and catering facilities availabie

in Club House

Annual Subscription
Entrance Fee
Associate Members

£6.6 9.
£4.4.0.
£1.1.0.

New Members welcomed — Particulars fram

Secretary: MRS. JOY GARD.NER,
1 DEVON GARDENS, BIRCHINGTON, KENT

SCOTTISH GLIDING UNION LTD.

Portmoak, scotlandwell, by Kinross

initial training, and excellent hill, Iherrpal, and wave
soaring in beautiful surroundings.

7 Aircraft including T.2]1 b two-seater.

csummer Holiday Courses of seven days du:ah;:
are held each year. Beginners and others are welco

Accommodation in good local hotels.

Subscription £6-6-0 Entry Fee £2-2-0

Launches 37- soaring 157- per hour
Write to the Secrelary for further details

e —————————————————————————————————

Please mention ““Sailplane & Gliding”’

wher replying to advertisemants.
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CONDER STEEL BUILDINGS

A typical standard building. Length 300 ft. Span 100 ft.

We manufacture standard and special purpose buildings of

advanced design. Our technical skill and service are second to none.

[llustrated booklet with useful data on costing, roofing materials and

insulation sent on request.

CONDER ENGINEERING CO. LTD.

e
= WINCHESTER, HANTS.

CONDER
CNGINCECAING

TEL: WINCHESTER 5095
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