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WHERE ARE YOU?

Keep your airfield recognition up to scratch by givinga name
to this airfield somewhere in Britain, If you don't know it
or guess it straight off, here are some clues to help you

The name of
the Airport
Commandant is
L. R. Williams

The main runway headings
are: 10/28, 16/ and 03/21.

The hedght of the airfleld
is: 611 feet AMSL.

Customs category ‘B’
available during
hours of operation,

The name of
the Airfield

Supervisor is
G, W. Hurley

Add the lifeblood of any airport
—AVGAS 80,
AVGAS 100/130 and AVTUR.

Restaurant facilities
at the airport.

The approach and tower
frequency is 123.6 Me/s.

Excellent hotel
facilities nearby.

Taxls and hire cars
are available,

GOTIT YET?

Here's another clue.
Visitors to this area are
often held in susrension.

(wjedsynT) poistig
CIAMELY

SHELL-MEX AND B.P. LTD

Operators in the U.K. of ihe Shell and the BF
Aviation Services
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The new series of

SLINGSBY

DART
SAILPLANES

Available for the 1966 season

DART 15 15m winner of 1965 O.S.T.LV. Design Prize
DART 17 17m Fixed wheel open class
DART 17R 17m Retractable undercarriage and reduced

wing incidence

All versions supplied with metal spars to reduce structural weight

SringsBY Sampranes Livirep
KIRBYMOORSIDE, YORK, ENCLAND
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TECHNICAL IMPRESSIVENESS

By KEITH CHARD

THREE of the most impressive things
at South Cerney were the flying of the
Polish pilots, the aerodynamics of the
German gliders and the structures of the
American machines,

This is not the place to comment on
the flying except to point out that the
Open Class was won in a machine con-
forming to the Standard Class rules and
against machines of such formidable
reputation as the D-36 and Sisu. The
Foka and, indeed, most modern Standard
Class machines, do not comply with the
spirit of the Standard Class, which was
intended to encourage the development
of good, but cheap, machines for club
use. Unfortunately the rules have not
encouraged this and have led to the
development of rather exotic machines
within the set of rules. The limitation in
span imposed by these rules has the effect
of producing machines of relatively high
wing and span loadings, that are at their
best in moderate to strong conditions,
Surprisingly, the contest days at South
Cemey were days of strong (6 knots)
thermals and the higl;ly loaded machines,
incllluding the Standard Class, did very
well.

D-36

Aerodynamically the Akaflieg Darm-
stadt D-36 was the outstanding glider
present, The design of this machine made
no concessions to cither cheapness or to
club use. Plain flaps of 179 chord are
used to increase the useful speed range
of the wing. The section of the inner por-
tion of the wing was designed by F. X,
Wortmann to take full advantage of the
flap. For penetration the flap is deflected
upward by 10° so that at CL=0.3 the
profile drag coefficient is Cor=0.0047
{(R=3 x 10%) and for thermalling the flaps
may be deflected down by 10°, and in
this condition at Cr=1.2, Cprp=0.009
(R=1 x 10%). Such a combination of per-
formance at high and low speeds cannot,
at the present state of the art, be ob-
tained without the use of flaps. On the
D-36 the whole wing is effectively flapped
as the ailerons, which occupy a slightly
larger proportion of the chord than the

flaps, are deflected so that the trailing

es of all sections of the wing are level.
It 1s interesting that, if the optimum flap
deflection is used at all speeds, the angle
of attack of the wing and therefore of the
fuselage remains constant, making it pos-
sible to fly the fuselage at zero angle of
attack where it has minimum drag and
causes minimum disruption of the flow
over the wing root.

The front section of the canopy is per-
manently fixed to the fusclage, and this
feature, in conjunction with the removal
of the pitot tube to the top of the fin,
makes it possible to attain laminar flow
over the first three or four feet of the
fuselage. Due to the increasing local Rey-
nolds number, transition to firbulent flow
occurs after this section even on a smooth
surface, and so the detachable section of
the canopy can be fitted here without
penalty. Close behind the pilot, the fuse-
lage cross-section is reduced so as to have
the minimum surface area immersed in

Photo Anne Ince

Tvpical of the refinement of the D-36 is

the air intake for cockpit ventilation.

Internal ducting leads forward to the

cockpit and there is an outlet near the

tail which can be seen in the next
picture.
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Photo Anne ince

This picture shows the flaps which, surprisingly, terminate outboard of the fuselage
side. Also one of the pitot tubes is visible just above the registration number.

turbulent boundary layer. As the fuselage
is at zero incidence, the interference of
this contraction on the functioning of the
wing root is apparently negligible. (This
appears to be in marked contrast to Sisu,
where the fuselage contraction occurs
behind the trailing edge of the wing). A
T-tail arrangement has been adopted; the
tailplane is fixed and has a small elevator
— due to the effect of the flaps on the
trim, large elevator deflections are not
required and therefore the tailplane drag
is small even without the use of an all-
moving tail.

The structure is a balsa-wood and
glass-fibre reinforced plastic composite,
generally in the form of balsa planking
covered, on the outside only, by glass
cloth and resin. Under the balsa planking
there are closely spaced lightweight balsa
ribs and frames. The main spar booms
consist of many long glass rovings laid
in resin. The advantage claimed for this
form of construction is that the skins do
not buckle under Ioad and so the aero-
dynamic shape is not spoiled, Unfor-
tunately such a structure is very flexible
in both bending and torsion, rather heavy
and liable to become very weak at high
temperatures — possibly even at the tem-
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peratures achieved on the upper surfaces
in the direct sunlight in a temperate
climate. The flexibility of the D-36 wing
makes the recovery from a spiral dive
interesting; at high speed the torsional
flexibility of the wing leads to ineffective
ailerons (due to the twisting of the whole
wing in the opposite direction to the
ajleron), so that ailerons are not sufficient
to bring the wings level — however, if the
stick is gulled firmly back at 90 kis. the
increased dihedral, caused by wing bend-
ing, effects recovery!

PHOEBUS

Phoebus, successor to the renowned
Phoenix, is a Standard Class machine
with a glass-fibre and plastic structure
and with an outstanding finish. In this
case the structure is not so obviously
flexible as the D-36. The wing section has
been designed by R.Eppler for very high
lift and for a large proportion of laminar
boundary layer on the upper surface.
Again a T-tail is used but, in this case,
with an all-moving horizontal tail with-
out either trim or anti-balance tabs, This
arran nt produces stick forces that
are almost zero at all times and may
sometimes be reversed from the normal



sense — an arrangement that might well
be dangerous in the hands of inex-
perienced pilots. The front fuselage is
very neat and short and is contracted aft
of the pilot in a similar manner to the
D-36. Internally the cockpit is of reason-
able size and should prove comfortable.

HP-12

The American machines are outstand-
ing because they prove to reluctant, con-
servative designers, steeped in wood air-
craft lore, that metal glider structures
can be very light and can also have an
immaculate surface free of wrinkles and
rivet heads.

For simplicity and effectiveness Dick
Schreder’s HP-12 is the most superbly
engineered aircraft that I have ever seen.
The unequipped weight is only 342 Ib.,
yet the wing is so thin (it has a Wort-

mann FX 61-163 section) that it would

sm e

The contraction aft

of rthe very neat

front fuselage is

shown in this pic-

ture of the Phoe-
bus.

This view of the
Phoebus shows the
T-tail  with all
moving horizontal
portion. Note the
tailplane mass-bal-
ance. The air-
brakes can also be
seen,

Photo Anne Ince

be even heavier than the machines we are
used to if conventional wood construc-
tion was used. The spar is built up of
4-in. plate booms with thin gauge webs.
Ribs are spaced 8 in. apart and the skins
are 0.025 in. clad alloy. All assembly is
by riveting and solid rivets are used al-
most exclusively, as access to the inside
is possible in most cases (there arc holes
in the spar web). Spin dempling is re-
quired for countersunk rivet heads in the
thin wing skins.

The airbrakes deserve special mention
as they take the form of simple flaps
which will rotate to 90° deflection. The
total flap area is large and terminal
velocity is 90 kts. with full deflection. As
the Standard Class rules do not permit
“lift augmenting flaps™ the flaps on the
machine at South Cerney had been
arranged so that the outboard section (of
approximately 8 ft. span) deflected up-




The HP-12:— Note the horn balance on the elevators and the wheel [airing of
soft rubber sheet. The endplates on the wingtips are solely for keeping the aileron
mass-balance of the ground.

wards when the inner section (of approxi-
mately the same span) deflected down-
wards. However, if both sections are
arranged to deflect downwards, small flap
deflections may be used to improve the
thermalling performance. The simplicity
of this arrangement and its dual function
should give food for thought to the Stand-
ard Class rule-makers.

It is difficult to be sure about the free-
dom from buckling under flight loads,
but those who flew it were not aware of
skin buckling, nor does the performance.
which is clearly very good, secem to suffer
from this cause. The machine can be very
casily fitted with a small piston engine
and propeller in the nose, and in this
form can be used as a self-launching
glider, although there is obviously some
penalty in performance. It is worth men-
tioning that the surface of the machine
at South Cerney was not filled with micro-
balloons and, in fact, the finish had been
applied in a total of three days' work.

SISU

The Sisu is a very different machine.
Its structure lacks the simplicity of HP-12
and its detail engineering is “fussy”. The
designer had clearly been concerned by
the possible loss of aerodynamic efficiency
due to skin buckling, and so spanwise
stiffeners are riveted to the wing skins,
Rigging is slightly complicated by having
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fasteners at the end of each stiffener.
The spin recovery characteristics of

Sisu are sufficiently bad that it is not

spun deliberately. This is probably the

CHRISTMAS ORDERS

can now be accepted for the following:

B.G.A. DIARY

this year covered in dack blue leather-cloth, gold
embossed with the yesr and a glider

5/6 plus 4d. postage

CHRISTMAS CARDS
with a colour photograph of a red Capztan airborne

12/. per dozen, packed in cellophane
plus /- postage

TABLE MATS and COASTERS

with assorted coloured borders, gold edged, colour
photograph cenlres, heat resistant, cork backed

Six table mats, boxed: 27/6
Six coaster mats, boxed: 12/6
Each box plus 1/~ postagz

Discount on all items allowed to Clubs

BRITISH GLIDING ASSOCIATION

Artillery Mansions,
75 Victoria Street, London, 5.W.1.




Phota Anne Ince

The radio aerial of the Sisu is altached

to the undercarriage door. Note also the

vertical sides of the fuselage near the

wing and the fuselage contraction aft of
the wing.

consequence of having a V tail. and
similar characteristics often, but certainly
not always, occur on V-tailed aircraft.

The wing of Sisu has a slotted Fowler
flap inboard of the ailerons. This arrange-
ment has a similar, though probably not
so marked, effect as the Fowler flaps on
BJ-2, which is described below. The finish
of the Sisu was immaculate, but it had
been achieved at the ecxpense of con-
siderable effort by the use of micro-
balloonfepoxy resin filler. The wversion
brought to South Cerney was known as
Sisu I and had an increased span to
make it more suitable for British con-
ditions,

BJ-2

The BJ-2 is interesting as the result of
designing exclusively for South African
record-breaking conditions. As a high
wing-loading is optimum if the thermals
are strong, this has led to a design philo-
sophy where weight is of very little con-
sequence. However, if carried to extremes
this philosophy lecads to high stalling
speeds as well as high rates of sink. The
high sink rate is not important because
the thermals are so strong, but the high
stalling speeds cause the turning radius to
be very large, and prevent circling in the
strongest part of the lift. The solution
adopted is a very effective slotted Fowler
ﬁl%p_which raises the maximum lift co-
efficient to 2.2. The resultant stalling speed
is thus only 32 kis. and this for a mach-
ine of 15 metres span weighing 950 Ib.
{max. all-up). This machine has been so
successful in South Africa that its suc-
cessor the BJ-3 (see page 415), due to fly
next year, carries the same philosophy to
even graater extremes. A point of interest
is that the BJ-3 will have air-brakes des-
pite the fact that the drag "chutes on the
brakeless BJ-2 are effective and reliable.
One problem encountered has
getting rid of excess height gained before
crossing a start line.

The Bl-2:— The part span slotted
Fowler flaps are shown clearly.

OTHER GLIDERS

Many other machines should be noted
for their progressive features. The Swiss
Standart Elfe has a very thin wing with
sections designed by W. Pfenninger
(13.3% thick at root, 10.5% at tip) that
undoubtedly works very well: this degree
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Ph.oro Anne .hw;

The trailing edge airbrakes of the KAI-
14 are shown here. The Swiss Elfe has a
very similar arrangement.

" S
Photo Anne Ince
The KAI-14 with its bubble canopy. A
sleek Foka type canopy was sometimes

used. Note the slender fuselage and
small wing chord.
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of thinness is made possible by metal
spar booms. It also has a trailing-edge
airbrake, pivoted near the middle of the
airbrake chord (with the wing running
spanwise). The KAI-14 has a similar sys-
tem and, like the HP-12 flaps, this has
the advantage of simplicity and also
avoids discontinuities on parts of the wing
where laminar flow might otherwise exist,

The Austria SHK has a new Eppler
section with less rear loading than the
Phoenix/Phoebus sections, Like the Stand-
ard Austria, the shape of the wing really
is what it is intended to be.

The rang uses Wortmann sec-
tions. Like Phoebus, the all-moving tail
has no anti-balance or trim tabs.

The Russian KAI-14 featured a very
high aspect ratio, with attendant high
loading. As the range of useful speeds
was probably not very wide, the perform-
ance of these machines in thermals must
have been relatively poor. Construction
was all-metal, but the standards of finish
were well below the other metal gliders.

The Edelweiss was mainly remarkable
for the slimness of its fuselage and for a
smooth surface produced by its sandwich
construction skins.

sy

Photo Anne Ince

The airbrakes of the Libelle are located
very near to the flap hinge.

DESIGN TRENDS

It is interesting to consider the features
of the aircraft at South Cerney to see
which are useful and will continue to be



Phoro Dnvd Scallon

The sleek nose of the Edelweiss is in part made possible by mounting the instrument
panel on the canopy.

used, and also to predict lines of future

progress.

By far the most interesting possibilities
arise from the use of flaps, Essentially
flaps widen the range of speeds over
which a glider has good performance, thus
permitting use of higher wmgt;loadi_ngs
which give better penetration, but with-
out penalising the thermalling perform-
ance, If the flaps are part-span slotted
Fowler flaps, as on the BI-2, the widen-
ing of the speed range is very consider-
able, but this is achieved at the expense
of a high minimum rate of sink (because
the induced drag is increased by the un-
even downwash pattern). If full-span
plain flaps are used, the increase in speed
range is less marked, but the min. sink is
not penalised. Consequently it is likely
that both types of flap will continue to
be used, but that plain full-span flaps will
prove more useful for competitions where
weak conditions are frequently encount-
ered. Fowler-flapped machines will un-
doubtedly be used to break records in
good conditions. It is worth considering
the possibility of full-span Fowler flaps,
with ailerons replaced by upper-surface
spoilers; this arrangement may achieve
the best of both the others.

In the Standard Class, widening of the
speed range will be restricted by the
absence of flaps, but a certain amount of
progress will be made by the use of

improved wing sections. These will be
thinner than most current wing sections
(between 129% and 15% of the chord)
and will make greater demands on struc-
tural techniques.

Wing loadings will probably continue
to increase, but only in step with widen-
ing of the speed range — otherwise ther-
malling performance will be too poor. In
the temperate climates, span loadings are
unlikely to increase above the current
range of 0.22 to 0.35 1b./ft.2, or otherwise
the minimum sink will be impaired. This
restriction will put a big premium of
weight reduction for Standard Class
machines where the span is limited.
Aspect ratios will increase as wing load-
ings are increased without corresponding
increases of span loading.

T-tails and V-tails have become very
popular abroad, and both have the ad-
vantage over the normal arrangement if
a landing in tall grass or crops occurs.
However, many V-tailed aircraft have
marginal spin recovery, and T-tails may
ultimately be better, provided that they
do not incur a large weight penalty.

Retracting undercarriages were com-
mon in the Open Class and must improve
performance a little; however, they are
expensive for what they achieve, and
should continue to be barred from the
Standard Class. Contraction of the fuse-

393



lage behind the cockpit has come to stay,
despite the structural complications.
Light alloy structures will become in-
creasingly common, particularly when
thin, high aspect ratio wings are used,
because light alloy structures are the
most efficient way of dealing with high
axial loads due to bending. Light alloy
sailplanes will be welcomed in many
countries for their climatic resistance. It

is also probable that the weight penalty
of the T-tail arrangement will be neg-
ligible for an all light alloy structure.

Finally, it is worth observing that most
of the outstanding machines were the
result of efforts by individuals or small
Froups, and that these machines come
rom countries where design and con-
struction of gliders in this way is almost
commonplace.

FIRST CROSS-COUNTRY

By RHODA PARTRIDGE

F there'd been a cine camera among

my instruments recording my expres-
sions it would have been as good as a
Chaplin silent. Launched on my first
cross-count attempt and scraping
around the Mynd at 500 ft. Got it! Dont
lose it. Where was it? Here it is! It's a
good one, it’s a honey, cloudbase, here I
come! It's easy, steady 6 up: 3,000, 4,000,
wisps of cloud. The Malverns. The com-
pass says 15 when I point at them. Staver-
.ton, here 1 come.

It’s a piece of cake, 60 knots under a
cloud street, Silver C for me, for me, I'ra
la! Darling little 463. That was Ludlow.
There’s the Clee. Ron says there's always
lift on the Clee. There'd better be, the
altimeter’s going round the wrong way.
The sky looks a bit empty. Never mind,
Ron says . . . 1 hope he's right. Search
carefully, all over, specially down wind.
Try that quarry thing, there must be,
Ron said . . . There isn't — now what?
That town, a lot of factory roofs. A foot-
ball pitch. If the factory roofs don't, I'll
land on the football pitch. Whoosh!
There it is. Now concentrate, you nut —
it's a narrow one, you're flying too fast.
Pretend it doesn’t matter (but it does).
You've lost it. Search again, Where’s the
football field? My God! It's got two
teams on it. One in red and white. One
in blue and white. Oh well, there’ll be
another field. No sink, turn and drift and
search-and look at fields and get a bit and
lose a bit and what will they do to me if
I break the 4637 They love it, so do L
Does it slope down? Go all round and
look. What about that little one over the
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road? Pretend I was launched out of it
and do a circuit. Of course 1 can make
it. Darling little 463. Dead on, gently
now — thistles, we're down, we've
stopped. My God! Quick! Bullocks.

That is what the cine camera would
have recorded. The next six hours
deserved a top camera man, You know
about keeping off small boys and gettin,
a policeman to control the crowds? Well,
after 30 minutes of chasing the two-year-
old steers off, I lifted up my head and
cried “Help! Help! Help!™ — and no one
came. There were 20 steers and the field
was small. After another 30 minutes I
again howled for help. This time a dear
man in a nearby house heard and came
1o my aid and phoned the Mynd and
brought me a beautifully laid tray of tea
and sandwiches. And a road man with a
magnificent belly supported by a huge
belt came over to me and said, “Ar!
Queer bird to find in a field.” I didn't tell
him my name because I suspect that he
was a wag. No one else came. After four
hours a cattle lorry stopped at the gate
and put ten more steers into the pad-
dock. They were delighted and galloped
round and round with their tails up. So
did the twenty old inhabitants — while 1
circled the glider. At last, six hours after
my elegant landing, Phil and Bob arrived
with the trailer and large grins, and we
packed the 463 in and we had a mag-
nificent dinner and a beautiful bottle of
Nuits St. Georges 59 and I'd only got 20
miles — but what the hell — it was a

bit of a giggle.




THE B.G.A. STUDY GROUP

By THE CHAIRMAN

N the June-July issue of SAILPLANE &

GLIDING | described the structure of
the British Gliding Association, and
gave my view that it was this that had
enabled us to acquire the freedom from
official control which has made it pos-
sible for British gliding to grow on its
present lines. In the %asl issue | also
expressed the belief that, particularly
as a result of the success of the World
Championships, the time had arrived
when we should review this structure,
which has served us well for over 30
years. to see if changes were now needed
to cope with the requirements of the
future.

This whole subject was discussed at
length at the July Council Meeting,
Points that came out included the enor-
mous increase in the time-consuming
responsibilities of voluntary Committee
Chairmen; the work of the office has
more than doubled in the last four
years; the size of the Council must con-
tinue to increase; to retain our freedom
we must make sure that the develop-
ment of instructional and safety ser-
vices keep pace with the increasing size
of the movement.

To enlarge on only one of these prob-
lems: sixteen years ago, when I became
Chairman, it was possible to do the
B.G.A. work and still give full time to
the job which earned one’s living. Now
it is not — one or the other must
suffer, No one should be asked to preju-
dice his career. even for the good of
gliding. So if we are to continue to
attract spare-time people of the right
calibre, some re-organisation is really
crucial. I take it as axiomatic that con-
tinued control by non-professional com-
petent enthusiasts is a fundamental
necessity.

Any revision of our structure must
take time. We must try and foresee the
future, the way we should wish British
gliding to grow: we must examine our
philosophy — why do we want to glide?
What sort of people do we wish to
attract to gliding? What is the value of
gliding to the community?

The Council has accordingly set up
a Study Group, and David Carrow as
Vice-Chairman has been appointed
Chairman of this. He was asked to draft
Terms of Reference, which have now
been approved, as follows:—

“To examine the present function and
structure of the British Gliding
Association and to recommend any
changes that may be found desirable.”

Other members of the Group are:
Bill Mackworth Young (Assistant
Treasurer), Lionel Alexander (Cambridge
University Club and Chairman of Sites
Committee), Bryan Jefferson (Derbyshire
and Lancashire G.C. and member of
Council), and Chris, Simpson (Leicester-
shire Club).

The Group is representative of the
post-war generation and its members are
drawn from as wide a geographical basis
as is practicable, consistent with rather
frequent meetings, They are planning
that one or more individual members
should visit all sites of Full and Associate
Clubs during the next twelve months for
discussion, and an itinerary will be
worked out in due course. They will also
take evidence from all major B.G.A,
Committee Chairmen, Elder Statesmen,
and anyone else who feels he has some-
thing to contribute.

They hope to make a preliminary
report to Council in the Spring, perhaps
in time for some discussion to take place
at the next Annual General Meeting in
March; and a final report and recom-
mendations towards the end of 1966.
Any structural revisions will, of course,
have to be agreed by the whole Associa-
tion, possibly in 1967.

I know I can ask everyone to hel
the Group in their extremely difficult
task, and no holds barred. Any new
set-up must carry the goodwill and en-
dorsement of cverycne, for we must
hope that it will serve our necds as well
and as long as has our present one, so
we are thinking now in terms of the year
2000!
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WAVES AT WAHAROA

By LEWIS HALE

An aeroplane crash on.the Kaimai Range in New Zealand, N.s., alleged to be
caused by a lee wave system, was described in SAILPLANE & GLIDING for February,
1964, p. 66. Mr. Hale here describes the local wave systems and soaring flights made
in them, and his references to the crash show that it was due not to wave but to the
normal downcurrent in the lee of a mountain.

I BELONG to the Piako Gliding Club,
based at Waharoa Airfield some seven
miles to the west of the crash site. We
regularly soar both westerly and easterly
waves over perhaps a twenty-mile beat.
The easterly wave is generated by east to
north-east winds caused by a low-pressure
area usually travelling in a S.E. direction
some hundreds of miles north of New
Zealand.

Best height in an easterly wave so far
is 10,650 feet, gained in a Rhdnlerche
two-seater trainer (Grunau performance).
This easterly brings what the locals know
as “bad” weather, wind and rain. The
wave often “clags” in, and the wave gaps
disappear and hasty descents are made.
We have seen as many as three waves
{easily recognised as such) in an easterly.
Usually we aero-tow over to [the]
primary [wave].

The westerly wave is most spectacular.
I have not personally flown in it so the
idealised diagram below is a little un-
certain as to lower cloud structure (i.e.
in rotor vicinity). From the ground, the
higher clouds often resemble sponge-cake
— many laminations, but not always. On
2.4.63, 30,000 ft. was reached twice, once
in a Ka-6 and once in the Weihe, Philip
Wills’s old machine (incidentally, now
domiciled at Waharoa and owned by two
Piako G.C. members), and 15-20,000 ft,
reached on a number of occasions. This
from a ridge averaging 2,000 ft. in height.

There is little doubt that waves from
some 1,500-ft. hills upwind combine at
times with the main wave. One of our
pilots on one occasion soared about five
waves in this series, reaching 11,000 ft. in
clear air. This wave sometimes augments
normal hill lift on the main range and
boosts it from the usual, say, 3,000 ft. to
up to 8,500 ft. Conversely, it at times
completely subdues it.

There is something like 20 miles of
readily soarable hill, so five hours and
Silver distance flights aren't too difficult
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to achieve. Gold distance is awkward in
our part of the country, however, unless
done by triangle, and so far we haven't
managed it, our only Gold pilot getting
his in waves in the Wairarape near
Wellington.

EpiToRIAL NoOTE—MTr. Hale encloses
the official report of the aeroplane acci-
dent, which has now been published (No.
25/3/1338, R. E. Owen, Government
Printer, Wellington, N.Z.). The basic
cause was that the aeroplane drifted to
leeward of the mountain range owing to
the wind across the range being 70-80 kt.
instead of the forecast 25 knots; it made
a descending turn towards the mountain

Crossfell Electric

Variometers
and

: Audio Units
have been used with
outstanding success in every
British National and every
World Championship since their
introduction in 1959. Half the
top-rated British pilots have
Crossfells.
RELIABILITY AND
EXCELLENCE
Agents throughout the World




preparatory to a landing approach, then
got into a downcurrent of 2,000 ft./min.
and hit the mountain 327 ft. below its
top, the pilot evidently thinking he was
to windward of the mountain. His alti-
meter was over-reading to an estimated
extent of 150 ft, so this was a minor
contributory cause.

The report states: “There is evidence
that additional power was applied during
the last few seconds, and it is thought
that an abortive attempt was made to
regain height” (p. 13). Yer the writer still
doesn't seem to have grasped that it was
the downcurrent, not mere “turbulence”,
that prevented the pilot from avoiding the
mountain, for on the next page the Report
states: “This downward current carried
the aircraft below the level of the crests
of the range where, under the conditions
prevailing at the time, the aircraft en-
countered an area of extreme turbulence
in which it was impossible for the pilot
to regain effective control and recover
height.”

Among the “Recommendations” in the
final section are:

“93, The Court recommends that a
critical examination be made of existing
safe altitudes for air routes in New
Zealand. and that such an examination
be made in conjunction with meteoro-
logical experts and those who have made
a specialised study of vertical air currents
such as the gliding fraternity.”

“94. For flights by DC3 aircraft” (th
type involved in the accident) “it is
recommended that where the forecast
wind velocity is 30 knots or greater at
planned cruising level the minimum safe
altitude for any route be increased by
1,000 ft. If the forecast wind velocity is

(the
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55 knots or greater it is recommended
that the flight be cancelled.”

Unless the said gliding fraternity can
make themselves heard to some effect, we
may well be back-at the old “safe alti-
tude” mentality of the pilot who says:
“All T ask is to be told how high I must
fly to avoid having to learn all about
those tedious currents and things — 1
ncEcr could understand them anyway.”
—ED.
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IMPRESSIONS, VIEWS AND OPINIONS
of The World Championships

By RICHARD H. JOHNSON

THE British Gliding Association and

the British people certainly have

reason to be proud of their masterful
conduct of the 10th World Gliding Cham-
pionships. Everything about the contest
and associated operations was efficiently
done by enthusiastic and highly com-
wtcm personnel. The staff, from Ann

elch’s top job of Contest Director to

Mrs. Fred Slingsby's kind management

of the laundry pick-up station, could not

have been better or more considerate,

I do wish to comment on the contest
scoring rules, for 1 think the present
World’s Championships rules are, with
two exceptions, quite good.

The first exception is the designated
start system for speed tasks. This desig-
nated start take-off system has not been
used in the United States as yet, and
several things can be said both for and
against it. The points I can see in its
favour do not appear to be of much sig-
nificance. They are :

(1) The pilot does not have to choose a
start time and hence the subsequent
start board gamesmanship is elimin-
ated.

(2) The start-line and turn-point observers
do not have to man their stations guite
as early each day.

(3) It reduces the number of restarts that
are due to pilots taking off too early.

In my opinion, those points against the

designated start system considerably out-

weigh those in its favour. They are :

(1) By launching all the sailplanes at one
time in the shortest possible interval,
air traffic congestion problems are sig-
nificantly increased, both around the
airficld and along the course. Inflight
collision is probably the single greatest
hazard that a contest pilot is exposed
to, and anything that can be done to
reduce this risk should be done by all
means. We were perhaps lucky during
the Championships in that only one
actual collision occurred, because
there were quite a number of near-
collisions that could have been much
more serious.

398

{2) The pilots flying the lighter, more
soarable sailplanes are not permitted
to start early, and hence to possibly
make up in distance their speed per-
formance disadvantage they have com-
peting with the more heavily loaded
“Tead sleds™.

(3) The number of tow planes required is
greater, and their utilisation is poorer
because most of them can be used to
make only about 4 to 6 tows per day.
This increases the towplane and pilot
procurement problem, and also in-
creases the cost per tow,

(4) The start-line and turn-point observa-
tion problems are increased because
there is usually a considerably more
dense grouping of the sailplanes as
they pass the start line and turn
points.

(5) The Competition Director can and
does grearly influence the outcome of
the competition, By delaying the start
time until the heavy sailplanes can
stay airborne comfortably, or not per-
mitting contest flight attempts at all on
the weaker days, the heavy machines
can be considerably favoured. 1 do
not wish to sound critical of the

. championships Competition Director,
for she is an outstandingly fine person
for whom 1 have only the highest
regard. However, though not inten-
tionally or willingly on her part, 1 am
sure there is little doubt that she did
significantly influence who the com-
petition winners would be. During the
Championships there occurred four
flyable, though admittedly poor days.
on which contest flying was possible,
but attempts to make contest flights
were not permitted because the Com-
petition Director declared these “No
Contest” days. On at least two of the
above-mentioned four days, I believe
sufficient pilots could have passed the
required 60-km. mark to qualify them
as contest days. If only moderately
strong or better days are to be used
for a contest, then the pilots flying the
heavier speed class of sailplanes have




AIR TOURING SHOP

At Elstree Aerodrome

Presents for glider pilots the Airtour Glider
Knee Board, 35/-, extra Glider Flight Log,
346, which are obtainable from Air Touring
Shops Ltd the first complete Aviation Store
for Glider, Private and Executive Pilots. We
supply every type of equipment you may
require including Shorrock Radios and
AIRTOUR Products.
No landing fee is charged to pilots
visiting the shop at Elstree

Please visit us or write for catalogue to

AIR TOURING SHOPS LIMITED

| =
® = O
E.-.. T
] = ~
%
] T .. ] [ —
(e T i1
I—3
.|
= ]
~r amm .
=AIRTOUR" GLIDER FLICHT LOG
===

ELSTREE AERODROME, MERTS.
Elstres 4870

Branch Office and Shop at Luton Airport, within
easy reach of Dunstable
Luten 30150

a distinct advantage over those pilots
flying Ka-6 and lighter class machines.
To intelligently choose the type of
sailplane in which to enter a desig-
nated start type of competition, a pilot
would have to know in advance
whether contest flying would be per-
mitted on weak days, or would only
moderate or strong weather flying be
used.

The second exception has also to do
with speed tasks, and it is the present
World Championship practice of giving
speed points in proportion to the square
of a pilot's average speed. This places a
heavy emphasis on speed and promotes
the creation of a heavy, fast breed of rac-
ing sailplanes that are nicknamed the
“lead sleds”, Not that I am against these
record and racing machines, for [ have
flown and enjoyed them myself. However,
these sailplanes generally are of limited
thermal soaring capability and are seldom
suitable for general club flying and year-
round soaring. My gquestion is: do we
want to promote the creation of a special
racing class of sailplanes, or should it be

possible to seriously compete in contests
with lighter, more soarable machines that
are safer and suitable for year-around
general operation? The sailplane designed
to maximize speed on short races during
the best two hours of the best month of
the year certainly is going to differ from
one designed for more general flying in
weaker average conditions,

Although it was tried some years ago,
we do not presently use the “speed
squared” factor in our U.S. National
Competitions, and I do not think we
should, If we do, then why should we
not also square the distance points on
distance days? The preliminary contest
rules for an earlier 1950's U.S. tionals
did essentially this, in that they provided
1 point per mile up to 100 miles, 2 points

r mile for the distance between 100 and

00 miles, and 3 points for every mile
beyond 300 miles. However, this was not
actually put into practice because the
S.5.A. Contest Board requested that the
contest sponsors change the distance
point allotment back to the then prevalent
1 point per mile.

399



THE ALL-GLASSFIBRE “DIAMANT"

The HBV-Diamant is an all-glassfibre
high-performance sailplane incorporating
the newest technical concepts. Its great
advantages are easy ground handling,
pleasant flying characteristics, low main-
tenance (no more rubbing those wings!)
and excellent performance. The Diamant
is suitable for club flying as well as for
record-breaking and competition flying in
all weather conditions. It is stable in
turns, hence easy to roll (45°/45° in less
than 4 seconds according to OsTIV).

DevELoOPMENT.—Fuselage and clevator
were developed at the Swiss Federal In-
stitute of Technology in Zurich (Prof.
Rauscher), conceived by Dipl Ing. T.
Bircher and Dipl. Ing. V. v. Voornveld.
A prototype of the fuselage was built in

2 and tested with Ka-6 wings. Wings
were designed by Dipl. Ing. W. Huetter
and built by Ing. E. Haenle.

FUSELAGE.—Monocogue in epoxy-glass-
fibre sandwich with Airex foam inserts.
Small cross-section (3.57 sq. ft.) and aero-
dynamically refined shape, Good flying
stability is achieved by long tail arm
(elevator 15.3 ft, rudder 15.8 ft). Fixed
(optionally retractable) lifting grip at rear

end of fuselage. Retractable landing gear
with fibrecone springs; brake; wheel
amongst the 707s and taxi-ing non-
dimensions 300 x 100 mm. Tow release
fixed on the landing gear.
WiNGs.—Glassfibre — balsa shell with=
out ribs, Huetter aerofoil. Aerofoil flaps
adjustable from +20° to —7°. Ailerons
superimposed on flaps with smaller move-
ment. No hinges or levels protruding.
Flaps and ailerons mass-balanced. Dive
brakes (8.2 ft long) near trailing edge.
Embedded metal thread near wing-tip for
tie-down or fastening of wings on trailer.
Optional containers for water ballast in
wmgs, 2 x 6.5 U.S. gallons. Clearance of
nf tips to ground (landing gear out),

ELEvaTOorR.—All-plastic pendulum ele-
vator in “T” arrangement. Mass-balanced
in control mechanism. Span 9.2 ft, area
12.8 sq. ft. Assembly by means of one
conical bolt. Automatic connection of
control. Spring trim in fuselage.

oLs.—Exclusively control rods

with ball bearings. Longitudinal bearings
in nylon.
CockpiT.—Pilot in semi-reclined posi-
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Photo: T, Heimgartner

Inside of fuselage showing simplicity of monocoque construction. In cenire; springs
of extended landing gear.

tion with adjustable headrest. Adjustable
pedals. All controls arranged on sides:
on right-hand side control stick, landing
gear, trim; on left-hand side aerofoil
flaps and dive brakes combined with
wheel brake. Instrument panel far for-
ward (less tiring for eyes), with remote
adjustment for altimeter, etc. Standard
panel for seven instruments; larger panel
optional. Excellent support for legs and
feet. Large one-piece canopy. Good for-
ward and lateral visibility. Ventilation
from cockpit front. One lateral window.
Ample space for tall pilots and for addi-
tional accessories, such as radio, oxygen,
ete.

FiNnisH.—Smooth resin finish, scratch-
resistant. Will maintain given profile and
not crack or warp. Little maintenance.
Colour white.

ASSEMBLY.—Wings are attached by
means of one quick-connection lever. One
pair of connecting bolts for controls. For
elevator, see above.

CERTIFICATE—Swiss type certificate
(export airworthiness certificate) includes
cloud-flying.

Technical Data

Span, 49.2 f1.

Length of fuselage, 24.8 f1.

Height of rudder, 4.26 ft.

Wing area, 105 sq. ft.

Aspect ratio, 23.8.

En;g;ylbwenght with standard equipment,

Flying weight, normal, 575 Ib.
Flying weight, maximum, 640 Ib.
Wing loading, normal, 5.5 Ib./sq. ft.
Ditto with water ballast, 6.3 1b./sq. ft.
Performance at 575 Ib. flying weight:

Max. L/D, 39 at 54 m.p.h.

Min. sink, 1.9 ft.fs. at 47 m.p.h.

Sink, 6.6 ft./s. at 97 m.p.h.

Stalling speed, 36 m.p.h.

Placard speed, 157 m.p.h.

Max. rough air speed, 95 m.p.h.

Manufactured by Flug- & Fahrzeug-
werke A.G., 9499 Altenrhein, Switzer-
land. Price ex-factory, 21,900 Swiss Fr.
Delivery, 6 months.

The above particulars are supplied by
M. René Comte.
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THE

KRONFELD CLUB

THIS year a new departure is to be
made with the Club’s Annual Dance.
It is to be held entirely on the Club’s
premises, there will be a cold buffet sup-
per, wine included, and music laid on for
dancing afterwards. Make a note of the
date, Friday, 22nd October, at 8 p.m.
Tickets will be available from the bar
and other usual sources at 15s. each, and
should be booked in advance, so that
adequate catering can be arranged. There
may be a few tickets sold at the door
but latecomers may be disappointed. For
those on diets who don’t wish to eat
there will be “dance only” tickets. This
siould be the party of the year — don’t
miss it

Pat Foster has now taken over ths
food side of things, and has a full range
of delicious snacks available. It should be
even better in the near future, for the
plans for a separate food bar and im-
proved Kitchen facilities are about to be
implemented.

The Annual Aviation Art Exhibition,
1o be opened by Marshal Sir Dermot
Boyle, G.C.B. K.CV.O, at 8 p.m. on
3rd November, will be open until 30th
November. The judges will be David
Shepherd and Roy Nockolds, The Wednes-
day evening lectures will be held as usual
during the exhibition, but in another
place, to be announced later. Nine thous-
and people visited the exhibition at South
Cerney during the World Championships,
and we hope that this one will be just as
successful. Entry forms may be obtained
from Mrs. Bonham, 14 Little Brownings,
London, S.E.23.

The Club's Annual General Meeting
is to be held on Wednesday 13th October,
We hope that as many members as pos-
sible will attend to hear the report on
our first full year of operation after re-
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ECCLESTON
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furbishing the premises. There will be a
film show afterwards. S

Diary of Lectures and Film Shows
Wednesdays at 8 p.m.

6. General Aviation Safety Com-
mittee. Talk and film by John
Ward.

» 13. ANNUAL GENERAL MEET-

ING. Film afterwards.

. 20. Film: “The Mosquito",

.. 27. Fine Names and Fair. How
aeroplanes got their names. By
Gordon Swanborough White.

Oct.

Nov. 3. Opening Art Exhibition by
Sir Dermot Boyle, G.C.B,
K.C.V.0.

.. 10. Buster Keaton film.

. 17. The Capstan. By National

Coach John Eweritt.

+ 24. Hurricanes. By “Wally” Wal-
lington,

CELLULOID SOLO
By T. QUINN HALL

THEY say that gliding is one of the
most delightful forms of sporting
flying. They also say that film making
is one of the most exhilarating forms of
creative art. Having just completed a
week of combining the two, I can
categorically state that the combination
can sometimes be frightening.



Over a drink in the B.B.C. Club last
November, Charles Lagus of Zoo Quest
fame suggested to me that it would be
interesting to make a film which would
try to display the psychological relation-
ship between instructor and pupil, and
the reactions of the pupil t0 his new
environment, in the process of learning
to glide.. Developing this idea, he went
on to suggest that this could be dome
by tape-recording ecverything the pupil
and instructor said in the air; record-
ing on film each flight, using telephoto-
lensed cameras on the airfield plus
cameras carried in the instructional air-
craft and a chase aircraft; and finally,
by recording the opinions of the pupil
and instructor individually as to how
the instruction was proceeding at inter-
vals during training. The mass of data
which would be obtained in this way
could then be analysed and edited into
a film which would display the in-
structor /pupil relationship.

The idea was fascinating, and in the
discussion which followed the basis of a
practical approach to the problems in-
volved began to appear. A canopied
aircraft would be required to prevent
wind noise affecting the microphones.
Launching would have to be by aero-
tow to enable a chase aircraft to be used.
Both the instructor and pupil would
have to be used to appearing in front
of the cameras, as camera shyness
could affect the results it was desired
to obtain, The first two requirements
meant a departure from the normal pro-
cess of glider training as practised in
this country in which low-performance
aircraft and winch-launching are used.
The third pointed straight at myself as
the instructor, as I had already made a
number of gliding films with Charles,
and it was at this point that he nomin-
ated the third member of our party
that evening. Richard Wade, a com-
mentator and script writer, as the pupil.

Since for some time 1 had been of
the opinion that training by aero-tow,
using  high-performance  two-seaters,
would produce better pilots, this oppor-
tunity to check my theory was attractive,
However, my agreement to take part in
the film was not without some trepida-
tion, as it was obvious that the final
result might brand me, in the most
public way possible, as either a bad

instructor or a most unsympathetic
personality.

Once the programme suggestion had
been agreed by the * Powers that be™,
preparations were put in hand for film-
ing to be carried out on the 3rd to Ilth
May. A Slingsby Eagle was obtained,
and the B.EA, gliding Club at Booker
agreed to let us use their site and pro-
vide the tug and camera aircraft. In-
evitably the original suggestion had to
be modified to meet the financial limits
imposed by the programme budget.
The cost of filming every flight would
be too great, so a series of planned
flights was laid down to cover the
general flying sequences, thus reducing
the amount of ad hoc filming to the
minimum, As a matter of policy it was
also laid down that the programme
should be linked to the World Gliding
Championships and make some refer-
ence to gliding as a general sport. These
changes in the original plan reduced
the emphasis on portraying the instruc-
tor /pupil relationship, but ensured that,
if it proved to be impossible to convey
this by the medium of the cinema, a
programme would still be obtained. The
final change came when Charles, who
was to have directed the film, was sent
to the West Indies and, being unable to
return in time, had to be replaced by
another Director. If the programme
proves to be a success it will say a lot
for the ability of Bob Thorpe to ™ pinch
hit *, for, unfortunately for him. he had
no flying experience and had to take
over another man's conception without
the background knowledge on which it
was based.

The week’s filming opened badly with
weather barely fit for operating an Eagle
out of Booker. Strong winds made tur-
bulence on take-off acute and we were
frequently treated to a close view of the
two valleys over which the wind direc-
tion forced us to flv. These made excel-
lent escape routes when we were caught
in the downdraught in the lee of the
low hills which formed their sides. With
the weather unfit for instruction, filming
was limited to staged flights, with
Richard as passenger, and various
ground sequences. We were, however,
tape-recording the conversation on these
flights and the first one. which was also
Richard’s first flight in a glider, produced
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a tape which on replay was hilarious
as we encountered turbulence so acute
as to surprise both of us. It was not
until the last three days that the weather
became really suitable for both filming
and flying and we were able to get on
with the main part of the programme.
In three days of concentrated effort we
filmed the entire programme, re-shooting
the sequence already shot in order to
preserve continuity, the change in the
weather being so marked.

Richard Wade went solo on the last
day after some twenty-five purely
instructional flights plus another twenty
passenger flights for filming purposes,
and for what may be the first time ever,
a genuine first solo was recorded on film
from start to finish, Needless to say he
didn’t know he was being filmed, or that
I had done a commentary on it, until
after he had landed. The most interest-
ing result from my point of view was
that my opinion, that the technique of
instruction used would produce a better

ilot in a shorter time, appeared to be
ully justified. Both Roger Neaves, the
C.F.I,, who did a progress check, and
John Ellis, the senior instructor who did
the solo check, were of the opinion that
Richard had achieved a standard of air-
manship considerably higher than they

expected from pupils who, having been
trained in the normal way and flown sole
for some time, were being checked out
for solo aero-towing. The next stage
will be to teach him soaring, and I'm
happi to say the gliding bug has bitten
him hard enough to want to carry on.

The last day's flying also produced
the event which made me open this
article with the statement that flying and
filming combined could be frightening.
1 had taken a cameraman up in the front
seat of the Eagle to film the pupil’s view
of wvarious manoeuvres, one of which
was to be a spin. With the camera run-
ning, we entered the spin at just over
three thousand feet, with the intention
of doing three or four turns. After
approximately one turn the camera-
man’s elbow tripped the canopy release
and the canopy snapped open. For some
unknown reason the rear canopy, which
is locked by the front one, did not open
as well and by great good luck the air-
flow did not force the front canopy
back off its hinges as the spin turned
into a spiral dive.

Flying left-handed, I grabbed the rear
spreader bar of the canopy, pulled it
down into place and held it there while
I got the aircraft back to level flight.
When we were once more level, and I J
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KGCR K7 KaB

V. G. AIRCRAFT LTD.
have been appointed the
sole licensed agents
in the U.K. for these
world-famous gliders by

Alexander Schleicher

6416 Poppenhausen,
Wasserkuppe

THESE THREE MACHINES
SUPERBLY BUILT TO
BRITISH AIRWORTHINESS
REQUIREMENTS OFFER REAL
VALUE FOR MONEY

K6CR Single-seater

K7 Two-seater

K8B Single-seater

Werite for Brochure

H.P. Facilities available

V. G. AIRCRAFT LTD. Gliding Airfield, Tring Rd., Dunstable, Beds
Telephone Dunstable 64719

had re-locked the canopy with the
cameraman’s assistance, 1 explained to
him what had happened. His comment
provided much needed light relief. *“1I
thought you had opened it to give me
a better view! "

The final programme as shown to
the public was of course more a general
programme on gliding than a portrayal
of the pupil/instructor relationship.
This was due to the overriding require-
ment that the programme should cater
for the widest cross-section of the view-
ing public and not solely those interested
in gliding or psychology. Coupled with
programme time limitations this led to
the sequences on actual instruction being
truncated to an extent which prevented
the actual progress made by the pupil
being illustrated. From the point of view
of the gliding movement this is unfor-
tunate, as the value of all-through
aero-tow training has been under debate
for some time. Although the training
of one pupil is too small a sample to
permit of generalisations, 1 would sug-
gest that the results obtained in this one
instance are in my opinion sufficiently
good to warrant a club embarking on

an exploratory programme involving
perhaps a dozen pupils to obtain data
on the actual cost/pupil progress
relationship. If the progress made by
Richard is representative, and assuming
that the limited amount of instruction
given on the passenger flights allows half
of them to be counted as instructional
time, then it would appear that for
something like 35 actual instructional
flights a pupil would be obtained whose
flving standard was sufficiently high to
enable him to fly relatively high-per-
formance aircraft not merely safely but
with a high degree of precision. The
cost .involved therefore should equate
with something like 150 flights using
winch-launching and low-performance
aircraft as the instructional medium. If
this were borne out by results over a
large number of pupils, then I would
suggest that the saving in time of train-
ing would reduce the present wastage
rate of members who become fed-up
with lack of facilities and slowness of
training ; also the wastage rate due to
broken gliders; and the two together
should result in a financial gain to the
Clubs.
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WORLD CONTEST—1965
“FLYING TO NO AVAIL"

By "PADDY" KEARON

This is the day which the author's valiant effort nearly won for Ireland.

ON 10th June the task was a triangle
racc South Cerney-Lasham-Sher-
borne-South Cerney. The met. forecast
was good and it was expected that a
large proportion of the field would com-
plete the task. Ceompetitors were to be
on the grid at 10.30 hours and were
advised that thermal conditions would
be suitable for a start from 11.00 hrs.
However, high cloud obscured the sun
and thermal conditions did not develop.
Competitors sat on the grid while the
thermal “snifters” sought in wvain for
lift. The morning dragged on without
any significant improvement, but at
12.15 hrs,, rather surprisingly, the deci-
sion was made to launch the Open Class,
From remarks made immediately before
take-off, and on the RT subsequently,
it seemed that many pilots regarded the
launch as a waste of time, as apparently
there were no thermals.

I was towed off at 12.27. On being
dropped off tow, I set off, in company
with my team mate Mike Slazenger, to-
wards Blakehill Farm airficld on track.
but found nothing better than reduced
sink. Our intention was to try to reach
Swindon, which we hoped would be
producing thermals, and as improved
conditions were promised we could go
on from there. However, we could not
find any lift strong enough to keep us
airborne, and after scratching around
for some time, we were both forced to
land, in different fields, near Blakehill
Farm airficld.

My crew had ms in sight throughout
and gave me a very rapid retrieve, | was
soon back on the grid closely followed
by Mike Slazenger, John Williamson,
and Nick Goodhart, all of whom had
landed out. I found that most of the
competitors had landed back at South
Cerney. I quickly reappraised the met.
-situation, took out the horizon batteries
to save weight, and selected a new time
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(14.45 hrs.) from the gaps available on
the board. An improvement was still
promised.

1 discussed the situation with Mike
and we agreed that he should select the
launch time immediately after me. We
agreed that we should set off together
to Down Ampney airfield immediately
off tow in the hope of finding a thermal
to give us sufficient height to get to
Swindon,

After release, we set off immediately
but found no lift — not a sniff. Our
crews were close underneath ready for
2 rapid retrieve and re-light. We kept
going roughly on track but fcund no-
thing; and, by the time we reached Down
Ampney, John Willy and Nick, both of
whom had started some time before us,
had sunk to a few hundred feet, John
Willy at Fairford and Nick Goodkart at
Down Ampney airfield, As there was
smoke rising beside Fairford airfield we
went there and found weak lift which
enabled us to maintain height. This
eventually petered out to reduced sink,
and Charlie Yeates, of Canada, who
had been with us, turned back in the
direction of South Cerney, apparently
for a re-light. By this time it was neces-
sary for me to decide whether to stick
to my original intention to go on try-
ing right down to the ground or whether
to return to South Cerney. If I left it
any later I would be too low to get
back. John Willy was already informing
his crew that he was landing out. I deci-
ded to go on trying, but [ felt very pessi-
mistic. [ flew over to Down Ampney,
informing Mike, who was still in the
weak lift at Fairford.

When 1 arrived over Down Ampney
I was down to 400 ft., but Nick Good-
hart was even lower and appeared to
be scratching the surface of the airfield
with his port wing-tip. I asked him on
the RT what he had, and he said in a
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Competitors waiting on the grid.

rather strained voice: “Little better than
zero™, | said “Coming to join you,” and
he replied “Don’t! The thermal won't
bear the weight.” In spite of this warn-
ing I was forced in desperation to come
in over him and found zero. Nick's crew
then turned up and started to drive up
and down underneath us in an effort
to trigger off the thermal. Unfortunately
(or fortunately, according to one’s point
of view), they ignored my urgings to
burn the trailer so as to produce more
lift; nevertheless, the lift built up to
half a knot and took me eventually to
1,600 ft., by which time Mike had joined
Nick below me. I told the others that
I was going. and set off for Swindon
and found lift over the railway yards,
after having lost some height in look-
ing for it.

The lift over the railway yards, which
was smelly, eventually became stronger.
In it I climbed until it became weak
and confused, and I had the impression
of being up against the inversion. I
decided that it was time to go on again.
By this time Nick and Mike were at
my height, having reached me when I
was bumping up against the inversion.
1 had spent some time trying to gain
all height possible before setting off for
the sunny area which could be seen far
to the south.

We flew south together, finding not
a ripple or hint of lift. All was perfectly
smooth,. but we pressed on towards the
sunshine and cumuli. We were spread
out in a ragged line abreast; we passed
over Marlborough, which produced no-

thing, and eventually reached the sun-
shine at the lip of the Downs at Pewsey
;vithout a sniff of anything, and very
ow,

I think that we were all confident
that we would find lift as soon as we
reached the sunshine, but we must find
it quickly or we'd be on the ground. We
scarched desperately along the lip of
the Huish Downs without success. I was
on the right and further west along the
sunward facing slope, which I felt sure
would be producing, but we found no-
thing, and all reported to our crews
that we were landing. Mike selected a
field close to Pewsey, and Nick and I
were making for it when I hit weak lift
on the approach at less than 300 ft,
which I reported to Mike and Nick, but
they said they were committed to land
and could not reach me. | circled in
the weak lift lower than I have ever
circled before. Presumably 1 was at no
greater height than Nick had been when
I had been horrified to see him circling
at Down Amoney, As [ was not gaining
any height, I called Mike and Nick and
asked them if they could establish which
way I was drifting. I was too low to
establish this for myself. Nick, who had
landed about three fields away, replied
that he could not say because 1 was
out of sight behind some buildings. The
lift eventually increased, and after a
long:battle. which left me wet with per-
spiration, I managed to scratch up to
500 feet. From this relatively secure
position I relayed Nick’s and Mike'’s
instructions to their crews. After a pain-
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fully slow climb in weak lift I reached
1,400 feet and thankfully set course to
the south.

As I set course, I thought of the very
large element of Juck that affects gliding
competitions. Mike and Nick were on
the ground and I was leaving them, but
the situation might m{z have been
reversed, or we might all have been on
the ground — or all in the air, Tt de-
pended to a large degree, when very
low, of having the luck to hit lift at
the last moment. i

I passed close to Upavon airfield,
where I again found very weak lift and
eventually made my way, with the help
of a number of very weak thermals, via
Tidworth to Thruxton, and eventuall
west of Middle Wallop and then sout
of that airfield. This is quickly written,
but it was a long, scratchy, exhausting
business. It had taken me a long time.

When 1 reached Tidworth 1 was very
low and not far from the line of cu
which we had seen originally from Swin-
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don. The part nearest to me (the
northern edge) appeared to be in a
decaying state, and at my height I was
afraid to press on towards it. I was torn
between staying in the sunshine or go-
ing under the ragged cloud. I now wish
that I had gonme under the cloud, as
subsequent events were to cstablish that
this was the northern edge of the cloud
associated with the sea-breeze front. At
the time I did not believe that it could
be the sea-breeze front although I could
hear John Willy (who had re-lit) and
George Burton, far behind me south of
Swindon, discussing this possibility. To
me, to whom it was close, it seemed too
far inland, lacking the *“‘curtains” nor-
mally associated with these conditions;
furthermore, the mass of cloud seemed
to be too large and ragged and ap-
parently decaying. How wrong I was!

I continued to “scratch™ painfully to
the south-east and then east, when, from
what I now know, I could have been
romping along in the sea-breeze front
which was close to the south of me.
South of Middle Wallop 1 was, of
course, far off track, and must get to
the east and a little to the north. I
struggled past Chilbolton, and when
south of Barton Stacey I heard Nick on
the RT again — airborne once more
after a re-light.

I eventually reached strong lift within
sight of Lasham near Preston Candover
and climbed to 3,600 ft. — intoxicating
height! I ran into Lasham and rounded
the turning-point. Base told me on the
RT that I was first round the turning-
point. As it was already after 7 p.m., it
was not likely that anyone would catch
me up — ahead of the field in a world
contest! I was elated. [ had to discipline
myself into not shouting “Up the Re-
public!™. ’

1 set off back to the cloud I had left,
but before I reached it 1 was into
strong, smooth lift. I put up the speed
and still continued to climb at six knots.
I steadily increased the speed to
100 knots, steering west, and as I passed
Micheldever 1 met John Williamson
coming out of the side of cloud going
at 100 knots in the opposite direction.
He was a magnificent sight rushing along
at 100 knots and saying on the RT that
he was still climbing at six knots. Our
closing speed was therefore over

i
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200 miles an hour, and we quickly
passed each other going in opposite
directions.

As | mentioned earlier, after my first
launch I had taken out my horizon bat-
teries to save weight, and in doing so
the turn-and-slip leads must have been
disturbed, because when I switched on
the tlrn-and-slip it would not work. I
was therefore forced to remain out of
cloud, and to do so I had to keep my
speed well over 100 knots to avoid be-
ing sucked in. In the excitement of the
re-light I had not checked my turn-and-
slip. Within a very few minutes I was
over Andover, still going at 100 knots
to the west, but by now the front
stretched to the N.N.W., and to follow
it 1 would have to go far off track,
which ran west-sou™west. 1 decided to
keep towards track and continued to
steer west in very heavy rain which I
ran into at Andover.

The remainder of the flight consists
of a straight glide to Salisbury, Old
Sarum airfield, where I landed at
19.30 hrs. — aimost five hours’ scratch-
ing. From information obtained on the
RT from Wally at base I knew that I
was the first around the turning-point
at Lasham, and from base when I re-
ported in on the telephone after landing
at Old Sarum, I learned that I was the
winner for the day. Naturally 1 was
thrilled with this because, apart from
the personal satisfaction, I was delighted
that those in Ireland who had entered

the team would have the satisfaction of
winning one day. My clated crew were
close behind and had the aircraft in the
trailer before 1 had got through to
South Cerney on the *phone and returned
to the airfield.

However, on returning to_South Cer-
ney 1 discovered that insufficient com-
petitors had passed the 2X point for it
to be a Contest Day. In consequence I
received no points, Dick Georgeson
told me that he had passed 2X, but had
gone back on track to select a large
field, and landed % kilometre short of
2X. He said that, had he known what
was at stake for me, he would have
pressed on to land beyond the magic
point, and, generous fellow that he is,
there is no doubt that he would have
done so.

As all competitors were launched
within 20 minutes and re-lights were
available almost on demand, one won-
ders about the 2X rule in a World Con-
test with a rapid launch organisation.
However, although 1 was disappointed,
I was not really downcast, I received a
great deal of sympathy and commisera-
tion from the other competitors, some
of whom asked me, “Was it worth it?",
My reply was, “Yes, certainly; although
most of it was a desperate struggle and
gained no points, it was flying for fun,
and a flight I'll never forget.”

The next day I was presented with a
special prize — a stainless steel garden
spade for ‘scratching”.

LEE WAVES ON MARS

By A, E. SLATER

“TLALL-OUT™ is the modern name for
a discovery which was made for one
purpose and then turns out to be useful
for quite a different purpose. The term
finds its use in trying to get public money
for an apparently useless piece of re-
search. =
In the 1930, gliding’s chief “fall-out”
was the realisation by the airliner
designers of the usefulness of stream-
lining for economising fuel. More recent-
ly, investigations into standing waves in
the lee of mountains, made to help glider
pilots, have been applied to the preven-

tion of acroplane accidents in mountain-
ous country. This particular “fall-out™ is
now spreading through the Solar System,
for R. A. Wells, of the Department of
Physics, Sgace Research,
University College, London, has used it
in a letter to Nature (14th Aug. 1965, p.
735) to explain the shape and position of
some of the infrequent clouds seen on

Mars.
Mr. Wells has spent a year analysing
of Martian clouds during the past
century, and has found that “many white
clouds are observed to form over bright
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desert regions bordering long dark arcas
and to remain stationary in these posi-
tions for some time”, He quotes Dr.
R. 8. “Dick” Scorer’s classic papers on
lee waves. and concludes that the “dark™
areas of Mars (often suspected of being
vegetation) are elevated regions, though
their slopes must be very gentle because
they cast no visible shadows. Mr. Wells
mentions especially the Sabaeus Sinus, a
dark strip running E-W, where “lenticu-
lar” clouds have been seen over the
adjoining deserts, either to north or south,
parallel to its length. Its N-S width is
250 miles and he assumes the summit
ridge to be 10,000 ft. high, with slopes
of only 1° leading up to it from either
side.

In a “Mars Project” worked out by
Wernher von Braun and published ten
years ago, von Braun had 70 men going
to Mars in ten ships, three of which
would glide down through the Martian
atmosphere to its surface. These would
be “flying wing” gliders with a span of
450 ft., arca 24,500 sq. fr, and weight
165 tons on Earth but only 63 tons on
Mars.

Up to now, most estimates of the
Martian atmosphere have given it a
density only 1/12 that of our own, while
gravity on Mars’s surface is only 3/8 of
that on Earth. Multiplying by the square
roots of 12 and of 3/8, one obtains the
result that a terrestrial glider would have
a flying speed and sinking speed 2% times
their value at home, Actually this could
be less because the lighter loading, due
to decreased gravity, would allow a
lighter structure.

The atmosphere of Mars contains prac-
tically no oxygen, so fuel cannot be
burned in it. How, then, can one travel
around? It does not secem to have
occurred to these space project people
that the answer is a sailplane. (Yet von
Braun actually attended a gliding course
at Rossitten on the Baltic coast a few
years after | was there.)

As | explained at a recent lecture to
the Kronfeld Club, there should be strong
thermals on Mars. Theoretically, on
Earth, a temperature difference of 1°C,
in the surface air should be enough to
start a thermal, according to Professor
Georgii. (The late Professor Idrac actually
found in North Africa that vultures would
circle overhead whenever his thermometer
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showed a |°C, rise in the surface air —
this was in the 1920s, before human
soaring in thermals began.) But on Mars,
in the tropics, the dark areas are about
10°C. hotter than the adjoining deserts,
no doubt owing to their greater absorp-
tion and lesser reflectivity of the Sun's
frati:lial'.ion. So thermals should be Rower-
ul.

The “canals”, if they exist, are thin
straight lines of dark material, joining the
dark areas; there should therefore be a
thermal “street” above each one.

Alas, for all these speculations! The
“Mariner 4" Martian probe, which took
photographs of the planet as it passed by
on 15th July, showed it to be covered
with craters like the Moon, so von
Braun's great fiying wings would be
knocked to pieces on landing. Further-
more, when the probe was just about to
pass behind Mars (as scen from the
Earth), and again when it first re-
emerged, the extent to which its radio
signals were bent and weakened by pas-
sage through the Martian atmosphere
showed, it is claimed, that the atmosphere
is far less dense than hitherto supposed;
the pressure, formerly estimated as about
83 millibars, is now estimated at between
10 and 20 mb. This means that an
earthly sailplane would have its forward
speed and sinking speed increased 44 to
64 times, needing thermals of about
3 m/sec. to keep up. The contrast between
the dark and bright areas should be
enough to provide this, but the probe’s
photographs show no sign of “canals™,

How to launch the sailplane? Could it
be “kited” up by the wind without
mechanical assistance? Martian clouds
rarely appear to move faster than
i5 m.p.h., so that astronomers, ignorant
of the fact that a cloud can remain
stationary while the wind blows through
it; took that as the typical wind speed.
(The area of cumulus over England,
shown in a satellite photo published in
SAILPLANE & GLIDING for June 1963, p.
160, would look like a stationary cloud
sheet to a Martian astronomer.) Now, as
a result of the probe observation, the
winds are estimated to blow “very
strongly™. because they would have to do
so if such a thin atmosphere is to raise
the Martian dust storms so frequently
seen from the Earth. But the pilot would
have to be pressurised,



RADIO LOCATION
By PHILIP WILLS

NE of the main uses of radio is for

the pilot to tell his team where he
is. It is important thercfore to devise a
scheme enabling him to do this quickly
and with fair accuracy; and if he wants
to, to keep the information private be-
tween himself and his team. (I am a
little against this, except possibly in
World Championships, but no matter.)

No system at all can be catastrophic.
After a feverish search on his map, at
a time when he is desperately struggling
above the middle of nowhere, he may
declaim (I have declaimed) he is two
miles south of West Wanborough,
and his team may rush to a point two
miles south of West Warnborough.
which is thirty miles away. Kitty and I
have also had our misunderstandings
between Newbury and Blewbury, but
managed later on to patch our marriage
up again.

A very pood and foolproof scheme is
based on the use of the B.G.A. plotting
tape. This consists of a transparent cel-
lophane adhesive tape, with a red line
painted along one edge, marked 1 to 10
at inch intervals. (Sorry about the inches,

but we live in a barbarous country which
has not yet come round to the metric
system.) Immediately the course for the
day is announced, say a triangle from
A o B to C to A, the tape can be
stuck in automatically straight lines (no
ruler required) along the three legs on
the map. To preserve anonimity, A can
be located at any required number on
the tape, say the number 2, Then, on
a gquarter inch map, A3 will be four
miles on course on the first leg. The
rctri‘tthve-car map (which must, of co&.lrsc.
€ same projection) is ta in
identical fashio:f. ” il

From now on life is easy. “Four miles
south of B6 three thousand feet climb-
ing” is an instant location. Also it clut-
ters up the ether for the minimum of
time, and gives one's team all necessary
information,

Stri;safing the tape off is not 100%
successful, unless the map is varnished
or otherwise surface-protected: it should
be tried immediately the day is over. If
the surface starts to peel off, one has to
stick the tape back in place, and leave
the line on the map. But maps are
cheap, and change so rapidly that this
is not too seripus a drawback, compared
to the very great advantages of the
system.

THE TOST WINCH

OME details of the Tost winch were
given in SalLPLANE & GuLipiNG for
June-July, 1965, by Peter Ross in an
article “Some Facts about Winches”

(pp. 239-246). The manufacturers, Messrs,
8 Miinchen 15, Thal-

Richard Tost,

kirchnerstr. 62, W. Germany, send the
following further particulars of the
forms in which the winch can be sup-
plied : —

1. The winch can be completely built
from plans. When selling the plans and
license together (700 DM), manu-
facturer supplies 22 pages of drawings
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and 22 pages of building instructions;
also the guillotine and guillotine springs
are supplied. The winch can then be
built completely, and no parts have to
be supplied from the manufacturers.
2. The winch is supplied in 3 ver-
sions;

(a) built on a LKW Opel Blitz 1.75

(see photo);

(b) to be built on any heavy duty car

chassis or 1o be stationary;

(c) as a trailer to be fixed to a

vehicle with hydraulic fixing installa-

tion.

3. If so desired. the winch can be
supplied with Oldmobile engine of cur-
rent make, new from factory, and with
tropical radiator.

4, The winch 1is, for reasons of
economy, also available as single-drum
in the first instance, and can, without
great extra cost, later be made into a
two-drum winch.

5. All parts can be obtained singly,
especially rollers, winding-on gear, guil-
lotines, etc., and can be incorporated in
other types of winches (not Tost) for
modernising purposes.

6. The winch as such is protected by
Patent. (Sec letter in this issue, p. 452.)

The firm encloses testimonials show-
ing that the Juist gliding centre has made
53,589 launches in 7 years with two of
its two-drum winches, and Unterwdssen
Alpine Gliding School has made 90,000
launches since 1954, including 60,000
with the present winch, installed in 1957.

AV 45-N.01

SELF-LAUNCHING
SAILPLANES

TRUE SAILPLANES

Min. Sink: 0.82M/S (2.68 ft/s) AV 45

CANNES-LA-BOCCA (A.M.) FRANCE

FAUVEL AV 45

. Single Seater

FAUVEL AV 221

Two Seaters

Power turned off,these are

Max. Glide: 1:27 & 1:25
0.92M/S (3 fifs) AV 221

“SURVOL"” Sarl
30 Chemin de la Roubine
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NORTHERN REGIONALS

DONCASTER—4th-10th July
By J. A. STIRK

AS all the previous “Northerns” have
been held at hill sites, it was quite
a change to see this competition at a
very flat, flat site.

All launching was by aero-tow, and
it was unlikely that a competition would
have resulted had any other type of
launching been relied upon,

Out of a possible 7 days, four com-
petition days were held, all in very
similar sort of weather.

SUNDAY, 4TH JUuLy.—A ridge of high
pressure to the west was causing a cool
northerly airstream over the whole
country, Unfortunately a layer of strato-
cumulus persisted, and only weak con-
vection occurred under this layer,

The task set was Free Distance beyond
a cross-wind control point at Bardney
(63 km.). Five competitors passed the
turning point, one landed there and 15
of the 17 competitors scored.

Leading distances:—
Bail

e?r Olympia 2B 128 km.
Smallwood  Skylark 4 118 km.
Gaunt Skylark 4 80 km.
Lilburn Skylark 4 80 km.

Monpay, 5ta JuLy.—A thick layer of
cloud with little convection underneath.
A task set, but cancelled.

Tuespay, 6T JuLy.—A weak cold
front was forecast but proved so weak
that it could be seen only on the synog
tic chart. The weather proved to
the same: weak convection under a layer
of strato-cu with a north-westerly blow-
ing at 15 knots. x y

Free Distance was declared. Possibili-
ties were a straight run to the east coast
or attempt to ﬂgj further south round
The Wash into East Anglia,

Leading distances:—

Paul Skylark 4 115 km.
Griffiths Skylark 4 100 km.
Glennie Skylark 2 97 km.

WeDNESDAY, 7TH JULY.—The Northerly
persisted with the thermal-limiting

strato-cu included. The forecast, how-
ever, gave hope of improved convec-
tion, particularly to the south.

A race to Dunstable was set (180 km.)
at 11.00 hrs. Conditions looked reason-
able and everyone was launched, but by
12,00 only 4 competitors (20%) were still
unheard from. It was later found that
these four had reached better conditions
further south and managed to keep go-
ing. At 5.30 the weather cleared again
for just half-an-hour and those still
patiently waiting were quickly launched
and disappeared in the direction of
Dunstable. The Eagle managed 61 km.
and the local Gull 4 53 km., landing at
748 p.m.

Leading distances:—

Smallwood  Skylark 4 148 km.
Bailey Olvmpia 28 125 km,
Ash Skylark 4 123 km.

THURSDAY, 8TH JuLy.—With exactly
the same forecast a race to Boston Air-
field was set (91 km.). At last we saw
the sun and everyone quickly disap-
peared, Eight competitors arrived at
Boston, but only seven crossed the finish-
ing line. one circled the airfield three
times without crossing the line.

Best speeds:—

Speight Skylark 4 74 km./hr.
Paul Skylark 4 69 km./hr.
Hayes Gull 4 54 km./[hr.

On Friday, 9th, a provisional clear-
ance did not arrive until 4.00 p.m. and
on Saturday heavy continuous rain ruled
out all flying.

In spite of hardly seceing the sun dur-
ing the whole week, everyone seem
to enjoy this Competition and a keen
sense of competitiveness developed.

Our thanks go to the Derbyshire and
Lancashire Club for a great deal of
equipment and assistance, to the Tiger
Club and the G,S.D. for extra tugs and
to all the many other helpers.
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FINAL RESULTS: NORTHERN REGIONALS

Final Contest Day Total Comp.
Place  Pilois) 1 2 3 4 Poinis  No. Sailplane
1. W, Bailey & 1000 613
D. Westerside B64 612 1889 31 Olympia 28
2. T. Smallwood | 758 kL 624 778 2526 27 Skvlark 4
3. J. Griffths & 31 H25 787
M. Wilson 418 2061 269 Skylark 4
4. G. Glennie 296 /76 80 806 2uss 152 Skylark 2
5. L. Ash, 500
J. Speight & 0 1000
N. Gaunt 441 1941 309 Skylark 4
6. E. Neighbour & | 908 863
D. Pillars | 167 1] 1938 201 Olympia 28
7. M. Wood 0
1. Paul 1000 936 1936 r Skylark 4
8. J. Hayes & 440 161 894
5. Ha 0 1495 298 Gull IV
9. C. Christianson 238 758 0 136 1132 32 Harbinger
10. D. A. Wilson 336 574 202 0 1112 360 Eagle
11, D. Litburn & 441 0
A, Coulson 228 441 1o -] Skvlark 4
12. B. Simpson & ]
B. Wise 25 619 732 202 Skylark 2
13. J. C. Iccton & 373
1, C. Banks 211 584 69 OQlympia 28
14, J, Tarr & 94 0
J. Bower 274 0 368 45 Darn
15. F. Knipe & 193 0
R. Pick 35 - 228 98 Skylark 4
16. C. Banks & - 0 0
R. Stothard 207 207 B2l ] Blanik
17. A. F. Watson 0 ] 0 145 145 211 Ka-6
Hors Concours
(133 J. Muncaster 0 474 10 241 726 4 Blanik

COVENTRY REGIONALS
HUSBANDS BOSWORTH—10th-19th July

By W. FAY

“THE wettest July for ten years,” said
the weather experts, and they were
right!

After what had seemed an eternally
depressing summer so far, a small crowd
of enthusiasts gathered at Husbands Bos-
worth on Saturday, 10th July, for the first
Regional Competition of the Coventry
Gliding Club at its new site.

Briefing the first day produced thick
cloud and rain with no task, but the
squer-optimists were not to be depressed:
“Gives us a chance to settle in,” they
said. By Tuesday evening, 13th July, they
must have been well settled in, as the
cloud had got lower, the rain had got
heavier and the wind had got stronger!

Wednesday the 14th produced the first
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ray of hope, with sunshine and cumulus
in a north-east wind predicted for the
afternoon. The task set was distance,
along a line through Gallows Hill, but
nobody made X. Thursday morning had
us all once more wearing the longest
faces, as our Met, man told us that to
all intents and purposes the complex
depression which had produced the
previous five days’ bad weather, and had
cleared the previous afternoon, was now
being drifted back over the site in a
southerly wind.

However, Friday morning showed that
the depression must have seen enough
of us, as by mid-day the sky was improv-
ing r;}pid]y. and the task set was a race
to ympsfield. Conditions improved



rapidly over the Cotswolds and four made
it, the fastest time being achieved by
Mike Smith in a Skylark 4. Saturday saw
hazy sunshine and weak thermals, pro-
ducing an out-and-return to Edgehill,
most getting beyond X. Several com-
petitors gazing up from fields awaiting
their crews at teatime around Daventry
were astonished to see Mike Smith very
gently edging his Skylark 4 home, to win
the day in a sky that had long since
appeared lifeless.

A notable achievement on this day was
Lou Frank flying the Club Skylark 3 on
his first competition task, achieving
second place under very difficult con-
ditions. Twelve miles from base on the
return flight he was actually 300 ft.
higher than Mike Smith in the same ther-
mal, but unfortunately mistook Daventry
Towers for Rugby, and landed out.

Sunday, I18th July, produced well-
streeted small cumulus in an casterly wind
late afternoon, and the task set was a
triangle, LSIchll-Deenethorpe-Husbands
Bosworth. Unfortunately the sky looked
better than it was, and the cumulus
appeared to be dying just as fast as it
reached the site, due to warm air moving
in from the west. Several competitors
landed out, but nobody made X, and this
therefore failed to give us enough contest
days to make it a competition,

The trophy very kindly offered by the
Coventry Evening Telegraph, to be pre-
sented to the winner, was not awarded
as it had been agreed that this would
be for a minimum of 3 days’ competition
flying; but we have high hopes of a
presentation at our next year's Regional
Competition.

THE BEATTY-JOHL 3
By DIETER SCHMITT

Translated and reproduced by kind
permission from “Flug Revue
International”, Stuttgart

IN South Africa on¢ can fly in thermals
on 300 days in the year, and on many
of these days the average rate of climb
reaches 3 metres a second, often even
more. Such outstanding meteorological
conditions demand a sailplane whose
design is from first to last laid out to
take advantage of them. This requires
good high-speed performance — with the
necessary structural strength that goes
with it — at relatively good gliding angles.
Good slow-flying properties are, how-
ever, also necessary; for one must first
achieve a 'good climb before making a
fast glide. This problem can be solved by
adjustable flaps, though construction costs
are high. Thus a designer must in every
case decide for an aircraft in the Open
Class. In Wilfried Johl from Swakop-
mund the South Africans now possess a
very capable designer. Like his successful
BJ-2 — holder of several world records
-— the BJ-3 is being built by Pat Beatty
of Johannesburg. This time he is using
metal construction, All the experiences
with the BJ-2 were taken into account in
designing the BJ-3, and once again its

outline shows the characteristic hand-
writing of Wilfried Johl.

In the BJ-3, Johl intended to create a
high-performance aircraft specially suited
to South African weather, Thus the inter-
thermal speeds reached had to be well
above 200 km/h., so that the maximum
permitted speed is 280 km/h. (151 kt) —
a performance well worth having for
many a power-driven machine. How Wil-
fried Johl solved this problem will now
be described.

First of all comes the consideration
that in practice a sailplane is rarely flown
at the best gliding angle. Whereas we in
Europe, in the presence of moderate and
weak thermals, have hitherto flown at
near the speed for best gliding angle, that
is not the case in the strong thermals of
South Africa. But, as already said, even
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Zwischenthermik - Geschwindigkeit  bei

3.6 m/s = inter-thermal speed for 3.6

m/s. average climb rate. Klappen, ¢inge-
fahren = filaps, pulled in.

at an average climb of half a metre per
second, which frequently happens with
us, the inter-thermal speed of our average
types is not 80 km/h., ie, at the best
ghiding angle, but about 90-100 km/h.
(49-54 kt.), at which the gliding ratio of
these types becomes about 26-28. As the
polar of the BJ-3 shows, an aerodynamic-
ally highly efficient aircraft has been
designed which, owing to the very high
strength of the structure, allows inter-
thermal speeds to be flown, even in strong
turbulence, which lie far beyond our cus-
tomary limits of about 150 km/h. In order
to attain this goal, the designer had to
abandon the idea of going beyond a best
gliding ratio of 40; for this would seldom
be made use of, except, e.g., when gliding
it out from the final thermal.

To achieve good climbing performance,
i.e. a low value for minimum speed,
Fowler flaps are proposed for 80% of the
span and 40% of the chord. With a 30°
deflection the minimum speed will be
brought to just under 55 km/h. (29.7 kt.).
and the minimum sink 0.75 m/s. at 65
km/h. (2 ft. 5% in./sec. at 35 kt.). These
are very good values.
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In general, the design was naturally
based on mean meteorological con-
ditions in South Africa. One can con-
struct a picture of the standard thermal
from the accompanying diagram. In more
favourable weather situations the curve is
displaced upwards. To achieve good high-
speed performances, W. Johl chose the
laminar section NACA 66.212, which with
its 12% of the chord is very thin and

certainly makes the addition of the com-
plicated Fowler flap difficult. Its minimum
drag coefficient of 0.0032 extends over the
region of lift coefficients of 0-0.4; this
embraces a speed range of 125-280 kmf/h.
(674-151 kt.), the latter being the maxi-
mum permitted speed. This, and the high
wing-loading of 35.2 kg./sq.m. (7.21 1b./
sq.ft), as well as the clean aerodynamic
shape, make possible the high inter-
thermal speed of 212 km/h. (114 kt.), ad-
justed to sea level and corresponding to
an average climb rate of 3.6 m/sec. (710
ft/min. or 7 knots). The gliding ratio at
this imposed speed is still 25. At 190 km/
h. (103 kt) it is 30. When one also
remembers that in South Africa the cloud
base is often 3,000 to 4,000 metres (9,800~
13,000 ft.) above ground level and the

——=  Rodius in Metern
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South African plateau is about 1,500 m.
(5,000 ft.) above sea level, then an average
flying altitude of 3,000 m. can be held.
At this pressure height, however, the true
airspeed is not 212, but 245 km/h. (186
kt). With these performances quite new
standards can be achieved.

Not only, however, are the expected
performances of the BJ-3 extraordinary,
but also the way Johl has set about build-
ing up the structure, As with the BJ-2,
the Fowler flaps can be extended at an
angle of 0°. One can then change the
angle to 30°, In each half-wing they are
in two parts, For better control of the
gliding angle in difficult situations (field
landings in Africa) and in cloud flights,
the double braking parachute of the BJ-2
is not incorporated, but powerful double
braking flaps are proposed. The normal
ailerons are kept very small and suffice at
high speeds. Therewith the Fowler flaps
can be pulled out very far. In addition,
on the upper surface of each wing, to-
wards the root, coupled to the normal
ailerons, another aileron is proposed,
which can only turn upwards (as a
spoiler).

As a result of the differential move-
ment of the various ailerons, the follow-
ing will be achieved: as greater move-
ments will automatically be needed at
slower speeds, the upper-surface ailerons
will come more strongly into action. They
are so coupled to the Fowler flaps, when
the latter are extended at slow speed,
that with their upward movement the slot
between flaps and the wing’s trailing edge
is enlarged, and thereby in this zone the
lift produced by the flaps — each accord-
ing to the amount of its extension — will
be reduced. In this way there arises an
additional rolling moment. Furthermore,
if an upper-surface aileron is raised on
only one side, the negative tuming
moment is cancelled out. With the con-
trol stick in the neutral position, both the
upwardly-movable ailerons are held
down, so that no reaction on the stick is
produced. The accompanying table shows
how the differential movement is carried
out.

The wing is made of dural, The leading
edge, serving as a torsion tube, is secured
with round-headed rivets to the wide spar
— wide because of the thin wing-section.

FPhoto:

T. Kudnick

Wing root fitting of the BJ-3.
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Since only round-headed rivets are used
throughout in constructing the wing
entirely of dural, the work is thereby
made easier and takes less time. To
achieve a highly efficient upper surface,
polystyrene foam is spread on the finished
wing structure, and the exact profile is
ensured by an apparatus specially
designed for the purpose. Glass-fibre mats
are applied to the upper surface to
achieve a fine polish. Thus the load-bear-
ing parts of the wing consist entirely of
metal, and glass-fibre material is em-
ployed only for the improvement of the
upper surface. With the high air tem-
perature and solar radiation in South
Africa it is too risky to use glass-fibre
material on the load-carrying portions.

Only the forward portion of the fuse-
lage in front of the wing is constructed
as a glass-fibre shell; the whole of the
remaining fuselage is a dural shell. In
order to keep the production costs of
the aircraft as low as possible, normal
commercial dural sheets and standard U
and T shapes are used, and unfortunately
they have to be cut to the right size.

The construction of the flaps is similar
to that of the wing. Their spar consists
of steel tube with attachments welded on.
Glass-fibre material is again used for the
.profile form. To try out the construction
method, the flaps were made first. These,
and the forward part of the fuselage,
}\;3 already finished by the Spring of

The landing gear has a large balloon
wheel, with brake, and is of course
retractable. It lies behind the centre of
gravity. To avoid damaging the fuselage
when running over the ground, close
behind the nose of the fuselage there is
a streamlined skid-block, which can also
serve as a brake. There is no additional
retractable skid such as the BJ-2 has. The
large blown canopy opens upwards to the
rear. It is not lined up with the fuselage
contour, but the transition is nevertheless
very smooth.

The damped elevator is set on top of
the strongly swept-back rudder fin, as
with the BJ-2. All control surfaces, as
well as the Fowler flaps, are actuated
internally. No doubt this is not altogether
simple with such a thin wing. Unfor-
tunately three narrow guides for the Fow-
ler flaps stick out backwards from the
trailing edge of each half-wing. Their
drag is insignificant,
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This photo and the photo on the pre-

vious page were both taken during

August. Pat Beatty is seen here working
on the fuselage.

With much effort Pat Beatty has mean-
while made such progress with the con-
struction that the first flight can be ex-
pected in the middle of this year. Unfor-
tunately it was not possible to see this
“runaway" at the 1965 World Champion-
ships; however, the many-times champion
of South Africa, Boet Dommisse, will
come to England with the BI-2, For all
that, the BJ-2 was also specially built for
South African weather conditions, so that
good high-speed performances are hardly
to be expected. Without doubt this new
BJ-3, which Pat Beatty is building near
Johannesburg, is an aircraft whose per-
formances will be reached for the first
time. But I hope that, with such a gifted
and original designer as Wilfried Johl,
the experiences with the BJ-2 and BJ-3
will lead further to a BJ4.

BJ-3 Data

Span, 16.15 m. (53 ft.).

Length, 7.5 m. (24 ft. 7 in.).

Wing area, 12.26 sq.m. (132 sq.ft.).

Diuo{ i)ncluding flaps, 15.98 sqm. (172
sq.it.).

Aspect ratio, 20.

Empty weight, 431 kg. (950 1b.).

Wingf !}oadmg, 35.2 kg/sqm. (7.21 Ib/
sq.ft.).

Ditto with flaps, 27 kgfsg.m. (5.53 Ib/
sq.ft.).



Gliding ratio without flaps:

Kmih. Knots Ratio
130 70 40
190 103 30
235 127 20
280 151 11

Minimum and maximum speeds and
minimum sink for various flap positions:

Speed Min.
Flap range Sink al
posn. kmfh. mis. kmih.
Nil 85-280 0.85 S0
0° 75-215 0.77 100
10° 65-190 0.70 80
20° 60-160 0,70 75
30° 55-140 0.75 65

All these values are calculated, so that
small differences are possible.

Wing profiles: NACA 66.212 from wing
root to the end of the Fowler flaps;
NACA 0009.64 at 0.8 at wing tips.

Deflections of the ailerons en moving
the control stick to the right are;

RiGHT WING LerFr WInG
Upper-
Normal Surface Normal
aileron aileron aileron
raised raised lowered
o 1.0° 5.25°
11.0° 4.0° 10.5°
17.0° 9.0° 16.5°
23.52 17.0° 21.0°
29.5° 27.0° 2550

The upper-surface aileron on the left
wing is not deflected.

At high speeds, small deflections of the
normal ailerons are sufficient; the control
load is thereby small.

THE 1964 AIR CENSUS

By NICHOLAS GOODHART

WNERS of gliders may remember
that in July 1964 m:li;:re asked to
fill in Air Census cards; cards have
now been digested by the M. of A. and
the results were issued in June 1965
Only 72% of glider returns were
received, this being a marked drop over
the previous vears. It appears, however,
that glider owners were not to blame for
this as the postal strike happened to
coincide with the date when the cards
were sent out and many may not have
been received in time for the census. In
any case, and as in all previous years,
glider owners did better than the powered

aircraft fraternita

The figures low culled from the
three summer census so far held are of
interest:

Unfortunately, these results do not
cover a long enough period to indicate
any very clear trends with regard to glid-
ing. However, it is clear that commercial
air traffic is increasing rapidly; this in-
crease can only be accommodated by an
increase in controlled airspace or by
using existing controlled airspace more
efficiently, It is this latter approach which
we are trying to get the Ministry of
Aviation to adopt.

Average number of aircraft in controlled airspace plus
advisory routes over U.K. during the period

11.00-20.00 :

All days .
Sat. & Sun. only
Percentage of controlled aircraft below 10,000 ft. .

Gliders as a percentage of total uncontrolled traffic at

the week-end

Number of hourly repons from gllders durmg the

census

July Jul July
1962 1963 1964
229 25.6 30.0
27.6 27.7 336
48.3% 42.5% 47.8%
30.2% 50.6% 41%

1,001 2,993 1,649



C I B A glues for gliders,

used exclusively by Britain’s leading
glider manufacturers

AEROLITE=
AERODUX®
ARALDITE =

L

the only glue used by the RAF for wooden airframes
resorcinol glues to withstand conditions of extreme exposure

epoxy resins and adhesives for bonding metals, providing protective
coatings and for the production of glass cloth laminates

Regisiered lrademaris

CIBA (A.R.L)) LIMITED DUXFORD CAMBRIDGE TELEPHONE: SAWSTON 2121
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A DART TO TEXAS
By PHILIP WILLS

“Philip Wills, longing to have another
bash at Texan air, wanis to bring a 15/17
metre Dart to Marfa, July 1965. If some-
one will undertake to buy it after the
meet, will sell at factory price, Harner
Selvidge has more details.”

The above advertisement appeared in
the February 1965 issue of Soaring, the
U.S. gliding periodical, and a few days
later I was rung up in my London office
from Colorado Springs by John Britting-
ham, At the end of what must have been
a ruinously expensive phone talk, the trip

was on.
_ On 9th August, 1965, after a fascinat-
ing trip via Houston and Marfa, 15/17

Dart 9E was handed over by Kitty and
me to John at Blackforest Gliderport,
Colorado Springs,

Only in the gliding world could it go
as easy as that.

Easy? I dug out my 1959 file detailing
all the procedures 1 had had to go
through when doing a similar trip with
the Skylark 3 and Gale Abels, Heavens!
For export to the US.A. I must get a
Certificate of Airworthiness from the Air
Registration Board and a Certificate of
Registration from the Ministry of Awia-
tion, for a glider which did not yet exist,
and was only likely to be delivered about
a fortnight before it must be shipped to
Houston. And I must be pretty damn sure
it was going to be a good glider at that.
for I have a thing about remaining
friends with people 1 sell my gliders to.
I placed my order.

Hard work and lots of overtime on the
part of Slingsby Sailplanes produced 9E
at South Cerney at the end of the first
week of the World Championships. In
how many other countries would there
have been a hope of getting a C. of A. in
a fortnight? I phoned Hugh Kendall of
the Air Registration Board and he willing-
ly gave up his Bank Holiday week-end to
come over and run through the flying
tests. He professed himself as extremely
pleased, and gave us the nmame of the
local Inspector, who duly came over the
following week. The C. of A. was issued.
Another reason for not emigrating.

One final week-end at Lasham in which

1 feverishly tried to fettle the ship to
record-attempt  standards. Barograph
stowage. Get the Total-Energy Vario
right — I failed. Trailer snags. Like a dog
settling in its basket, it takes time to get
everything just right 1 didn't have
enough time to do it. But I ran the
trailer down to London Docks on 24th
June, saw it consigned on the “Rends-
burg” to Houston and went back to book
our air tickets. We were committed.
* * *

On 16th July Kitty and I were trans-
ported at nearly half the speed of time
to Houston. Nine hours by the clock,
sixteen by God. In the usual daze in-
duced by this discrepancy, we marched
like automatons into the airport building,
to be met by John Miller, his wife
Dolores, and Herb Kuhn.

John had written offering us the loan
of a tow-car for the 600-odd miles from
Houston to Marfa, an offer so absurdly
generous that one could only gasp and
accept it. During the week which fol-
lowed, before the Dart was safely arrived
and cleared, he and his friends scaled
such heights of generosity and kindness
as to leave us gasping for words of
thanks. Indeed one must try and thank
him adequately now, for in the next
world he is bound to go to Heaven and
I shall see him no more.

On the next day (Saturday) we went to
a local airfield to witness the opening
ceremony marking a new phase in the
development of the U.S. Civil Air Patrol.
There we were met by Colonel and Mrs.
Mason (who were during the war close
friends of our very own Mac — Vice-
President Air Chief Marshal Sir Theodore
McEvoy). As head of the C.A.P. he has
started a scheme by which boys and girls
can get gliding courses to a stage rather
more advanced than our own Air Train-
ing Cadets, John arrived in his Skylark 4.
Another pilot arrived in a (I think)
Schweizer 2-22, A file of young men
and women were drawn up in the blind-
ing hot moist sunlight. We made speeches.
Cameras clicked, We repaired to a mess
for cold beer and coke. A host of new
folk were introduced and were instant
friends. Good luck to this potentially
important new scheme.

That afternoon we went out to the
gliding club started and run by John and
his friends at a smalil airstrip called the
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H & H ranch attached to a country club
north of Houston. The gliding movement
in the U.S. shows some strange differences
to our own. Here, if we can find a site,
our main troubles are over. An advertise-
ment in the local paper brings up to a
hundred potential members to an inaug-
ural meeting, money is put up, committees
formed, and the club is on its way,

In the U.S. sites are easy, but money
and membership is not. So the usual form
is for three or four enthusiasts to club
together, put in a large sum, purchase
equipment which they jointly own, and
then start operations and wait for people
to come in. which they do, but rather
slowly. At Houston. and later at Black-
forest Gliderport, Colorado Springs. we
found clubs with sites and facilities which
in England would have saturated the
membership and produced waiting lists
within two years, each with memberships
of under fifty, Interest appears to be
growing, but it is a slow business in
comparison.

From H & H I did two flights in John's
Skylark 4 over Houston and the sur-
rounding countryside. It was the only
time I was cool outside the air<con-
ditioned houses and cars whilst we were
there.

Houston must cover almost the area
of London, but its population is less than
a quarter. Outsidle the skyscraper centre,
single-storey houses sprawl in their own
gardens in every direction. It is a town
built round the motor car, and rendered

= W

. « . Laocoon-like flvovers."
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viable by innumerable motorways and
Laocoon-like flyovers.

Its airport is one of the busiest in the
U.S., and so handles much more traffic
than London. But there is no nonsense
about permanent LF.R. — you can fly
where you like, though if you want to
land at the main airport you must have
radio. But, for the rest, you must just
keep your eyes peeled — and of course
keep out of cloud. It works, of course.

At last the “Rendsburg” arrived, and
the Dart was cleared, with every help
from the US. Customs. On the morning
of Friday, 23rd July, we sct off in John’s
Diesel Mercedes. air<conditioning at full
blast, for the 600-mile haul to Marfa.

* * *

Passing through “L.B.1.” country, near
Austin, where placards at the roadside
blazon the President’s fame, and where an
enterprising real-estate agent is selling
lots of one square inch each at $25 a
time to all-comers, we spent the night in
a motel at Ozona, and reached Marfa at
lunchtime on the Saturday.

For miles beforehand we had been
driving along a straight road through high
flat country that looked like a moon-
scape: dry and silvery-grey in colour,
sparsely dotted with mesquite scrub and
cactus under a blazing blue sky. Only the
road itself seemed to offer a landing to
any passing glider. Then dry brown
mountains crept over the skyline; we
approached them, wound over them, and
descended to a 5,000 ft. plain on the
other side, almost ringed by mountains
on the circumference. It is, in fact, a
landscape a little reminiscent of the
Mackenzie Country in New Zealand, but
perhaps more austere and certainly hotter
and drier. Soon a vast wooden hangar
loomed up about a mile on our left, and
we turned off the high road and drove
up to it

During the war the airfield was the
site of a large Air Force Training Unit,
with thousands of personnel, and
small township eight miles further on ex-
perienced quite a boom. Now all that is
left is the concrete bases of dozens of
hutments and this large hangar, with a
mess of runways, all but the main one
becoming overgrown with mesquite and
cactus. Amongst a few trees on the shady
side of the hangar flitted swallows and
tiny grey humming birds. A herd of



“. . . around the airfield, mesquite and cactus to the distant mountains . . .
Marfa Praesidio Airfield, Cathedral mountain in the distance.

antelope could occasionally be spotted
grazing amongst the distant runways. The
local flies looked ordinary enough — but
they pricked one smartly if left to settle
on any exposed flesh. All round the air-
field, mesquite and cactus to the distant
mountains — a misjudged approach here
might be an expensive adventure. The
temperature in the nineties — but at this
altitude, dry. Marfa itself has relapsed to
a small town — “Pop. 4,599" as the sign-
board at the approach meticulously
announces, though surely this can only
have been true at one moment of time —
and the influx of the gliding camp was
quite an event,

Within the hangar, up to twenty sail-
planes, most of them seeming 1o be
gleaming Austrias and Sisus — some
competition for the Dart! Out of the
hangar came striding Fritz Kahl. Fritz is
the sort of man you would expect to find
running a meet of this sort — large,
cheerful, capable and kind, He owns a

ranch and runs the Municipal Airport,
which houses fifteen or more privately-
owned aeroplanes, mainly owned by local
ranch-owners. In a country where week-
end distances run up to a thousand miles,
and where most ranches have their own
landing-strips, the small aeroplane is used
as we use a week-end motor car — and
is probably no more expensive to run,
And now gliding has come to Marfa, he
is determined to develop it, and it is
exactly the sort of sport suited to a com-
munity of this size.

Fritz led us into the Ops. room and
introduced us to a bewildering number of
people, a few of which we knew — like
Red Wright, many of whom we had
heard of — like George Moffat and Ben
Greene, and some new ones. Then he
said the words 1 dread — “Of course,
there’s nothing 1 need tell you — you
have had so much experience.” 1 hastily
explained that the only lesson one learns
is that one never knows enough, and I
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was sure Marfa had much to teach me.
1 spoke a mouthful We were to find
again, as we had at Odessa five years
earlier, that sudden transfer from England
to great heat at 5,000 ft. induces remark-
able slackness in one’s flying.

After two hours in which everyone
rallied round and helped fit the American
radio and oxygen equipment which John
Brittingham had sent down, I was towed
off for an evening’s flight The sky was
terrific, and a high cloud over Mt. Liver-
more to the north was producing shafts
of rain. Pretty strong lift whisked me up
to cloudbase at 12,000 ft. This sounds
wonderful until one remembers the
ground below is 5,000 ft., but nevertheless
one feels pretty free to fly around over
the forbidding territory below, with wide
areas of lift, and along the edges of the
cloud to the west a curtain of dust
seemed to show upcurrents strong enough
to suck fair bits of Texas up into it. After
an hour I landed again, to be told by
Fritz that conditions were very sub-
standard for Marfa.

Further outlook exc:tin%!

For the past four days George Moffat,

Ben Greene and Dean Svec on their
Austrias had been attacking the 500-km.
triangle world record. Result — twelve
completed triangles, but none quite fast
enough. Wow!

But alas, we were to be disappointed.
From our day of arrival, the summer

Ben Greene. Turning points by co-

ordinates!

rains started to come in, and only on one
day were conditions even nearly up to
Marfa standards, although by English
ones most days were sensational.

I decided to go at it gently, and tackle
first the 100 km. and 300 km. triangles
and the out-and-return. On Sunday the
25th I set out on a 300-km. triangle,
Marfa-Van-Horn-Toyah and return,
which was a consoling course since most
of it followed roads providing some fair
chance of a landing. The 211 miles took
me five hours, and the second leg took
me over the Apache Mountains, which
looked even more moon-like and inhos-
pitable than anything we had seen before.

It quickly became clear that in these
large rough thermals with many narrow
strong cores, the quick rate of roll of the
15-metre version of the Dart was of far
more value than the reduced circling
speed together with slower roll of the
17-metre version, so we only used our
tips once whilst we were at Marfa. On
any record speed attempt, one naturally
never starts until conditions are strong
anyway. But at the end of the trip, in the
green, open country of Colorado Springs,
without the urgency for speed, our tips
went on and stayed on; 17 metres for
distance or fun, 15 for speed, was the
logical outcome,

The next day the weather was poor, and
we dreamt up a 100-km. triangle to a
ranch S.W. of the airfield, north to a
bend on the main road west of Marfa, and
back. It is quite difficult to find a course
with photographable turning-points in
this wide landscape, and this proved not
to be one. It didn’t matter — my time
was 1.40 hours.

The third day’s forecast was not good,
but the met. facilities were somewhat
primitive, consisting mainly of “actuals”
from a number of reporting stations
hundreds of miles away, so we declared
a 430-mile out-and-return flight west to
El Paso, on the Mexican border, and
Kitty set off accompanied by Al Cam-
<ron, of the New Zealand team at South
Cerney, a small warm team representative
of the British Commonwealth.

The route ran along the same highway
north of west to Van Horn, then over the
Sierra Blanca, a 7,000-ft. peak, then
parallel to the Mexican border and the
Rio Grande. I thought the Sierra Blanca
would produce lift, but it didn’t. 1 des-



Sierra Blanca. Jack Frost Ranch strip 8 miles to the left of the road

cended rapidly in its lee, and found my-
self eventually suspended some 700 ft.
above a strip marked on my map (rather
unsuitably, 1 thought) as Jack Frost
Ranch, a haven of refuge surrounded by
howling nothing — sandhills, mesquite,
cactus, and all. I resolved to stick to Jack
Frost, if necessary until sundown. For-
tunately I was able to radio this to Kitty,
who could sce me from the road 8 miles
away, apparently in a suicidal situation.
Two vultures below me kept my spirits
up (the fact that they could find lift
below me, not that they were vultures).
Jack Frost slowly boiled up in the swel-
tering sun, and an hour later 1 was up to
7,000 ft. again and on my way. But clearly
the out-and-return was off.

Twenty miles short of El Paso, with
the green irrigated strip of the Rio
Grande on my left, the desert air came
to an end, and ahead lay stable mountain
air coming from the west. I could have
turned north, as had the German team
flying a Zugvogel the day before, and
continued in that direction, and there
was one great temptation to do so, for I
should have liked to get the name of their
landing-place in my log book — a town
called gl‘mth or Consequences. But clearly
this bore no relation to the task I had
declared, So I landed at the small town
of Fabens, and from there we motored
down through damp fields of cotton and
maize to the Rio Grande — which is here
a sad dry ditch, all the water having been
stolen for irrigation, and walked more
than half-way over the bridge to say we
had been in Mexico. And so home to
Marfa.

Wednesday 28th produced the best
weather of the trip, approximating what
we had come for. I declared another
300 km. triangle. Marfa-Toyah-Fort
Stockton. and set off at the same time as
George Moffatt, essaying another 500-km.
course, Five weary hours later I waffled
back, and as I crossed the finishing line
so did George. A little advice called for.

Well, said George (who was a fount of
help and wisdom throughout), this record
flying is quite different to competition
flying, in which the most important thing
is to finish the course. In record flying
vou simply battle on — if you hit weak
lift and wait to use it you will lose the
record anyway, so it's all or nothing. You
rush on, and if you don’t find anything
better you land, for there is no reason to
continue,

Oh, said I, obviously this is the right
philosophy, but it sounds rather bold,
over this particular landscape.

Pooh, said George, the ground is not
as bad as it looks, and actually in des-
peration if you slow down you can
almost always find lift somewhere even
at the last few hundred feet,

Oh, said I thoughtfully, being pretty
monosyllabic by now, in a battered sort
of way.

The next day really wasn’t much good,
so George and I traded ships. When we
landed, we both agreed that if one could
marry the handling qualities of the Dart
to the high-speed performance of the
Austria SH one would have the perfect
sailplane.

But the following day seemed reason-
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ably good locally, so I declared the stand-
ard 100-km. triangle course, Marfa-Fort
Davis-Alpine. Before crossing the start-
ing line I decided to run the first leg in
the new style. I climbed to 10,000 ft,
flashed across the airfield at 8,300 ft, on
my way like an arrow north to the Twin
Mountains, beyond which, in a valley
running up into the Davis Mountains, lay
the first turning-point: since I could not
get my Total Energy working properly, it
was difficult to decide when lift encount-
ered was strong or not, and I proudly
battered through one or two possible
patches. Lo and behold, here were the
Twin Mountains, ten miles on course —
but I was below their tops, which were
only 1.700 ft. above our airfield. Oh well,
now for George's get-you-home service.

I battled and battled, getting lower
and lower. No dice. Oh, George! Me for
the mesquite, With 500 ft. to go I saw a
green narrow strip perhaps 1,500 yards
long running into wind amongst the cacti
flashing below. I landed on it and got
out. It was grass, as short and firm as a
lawn, dusted with wild flowers with a
resinous scent. Thank my lucky stars,
and hooray for radio.

“Anyone reading Nine Echo?” —
“Loud and clear” — “George, will you
tell Kitty 1 have landed on a good grass
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strip. 1 will go and pace it, and report

back if it’s good enough for an aero-tow
retrieve.”

An so, thank heaven, it proved to be.
The aerodrome was only eight miles
away, but heaven knows how long it
would have taken to get a trailer to me
over the intervening bush.

Within five minutes a small aeroplane
was circling round, mysteriously shouting
at me through a megaphone. This later
turned out to be not a tug but an aircraft
of the Border Patrol, which flies up and
down the Mexican border in these parts
to prevent smuggling and the like. As it
shouted at me in American, I couldn’t
quite make out its message, but no matter,
for in another ten minutes Dave Johnson
and John Brittingham arrived in the for-
mer’s aeroplane, and in half an hour I
was up and away. Now for the task.

Conditions now were fairly good and
Anne Burns’s record was only 52.2 m.p.h.
But again I was foiled. Five times my
wretched T/E led me to pull up and
circle in lift that turned out to be too
weak. On a 100-km. flight each wasted
circle costs one around half a mile an
hour. I averaged just under 51 m.p.h.
Anyway, we were coming along,

Saturday, 31st July. Fairly good con-
ditions. Another 300-km. attempt, the
first course but back to front — Marfa,
Toyah, Van Horn and home. By now 1

: § :J’f: Rio Grande — which is here a ;‘ad' dry ditch . . " .Kl-ff}' and Alan Cameron
exico.



was getting the idea, and after the first
two legs was going strong, and well ahead
of Anne’s 53.84 m.p.h. But onc mistake
on the last leg dished me again. There
is no recovery in record flying from a
single mistake.

Now the evening storms were frequent,
and people started to leave. On the Mon-
day, Len Niemi traded his beautiful Sisu
— his tenth and last — for the Dart, and
I flew the most impressive glider I have
ever flown.

Until the Sisu, the Dart had the best
handling characteristics 1 had ever met.
Flaps up, the stability and handling of the
Sisu is closely similar to the 15-metre
Dart, light and quick in roll, stable in
yaw. Flaps down, she handles like the
17-metre version of the 15/17 Dart,
slower in roll. But the startling thing is
when one puts up the flaps, and so
effectually alters the angle of incidence.
The result is the glider leaps forward and
at around 75 knots gives impression
of flying almost flat against the horizon.
It is, of course, a trick, but the subjective
impression is extraordinary, and the high-
speed capabilities of the Sisu seem even
more wonderful as a result.

I believe the performances of the Sisu
and Austria SH are roughly similar, but
when the two aircraft and the Dart were
together at these speeds, the Sisu appeared
to be flying flat, the Austria in a shallow
dive, and the Dart in a steep one. Soon
we shall see the effect of the retractable
wheel on the Dart 17r, with reduced
wing incidence. It will help,
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The other novel sensation in the Sisu
is that you are conducting around the
sky a piece of machinery equal in value
to a Rolls-Royce. It tends to caution. It
would, I think, inhibit me somewhat.

Tuesday was hopeless; clearly it was
time to set out on the 600-mile trek north
to Colorado Springs. So when Wednesday
dawned fairly hot and clear with fore-
casts of a light southerly wind, we dashed
out to the airfield, said our goodbyes, and
by 10.15 I was in the air. Kitty hitched
up for the long haul north in the blazing
sun, alone with trailer and radio through
darkest Texas, New Mexico and on.

I had taped two alternative courses on
my maps, one slightly west of north, to
Las Vegas, 300 miles on the more or less
direct route, and one further east to a
prospective record goal at Boise City,
465 miles away, where Ben Greene had
landed the year before. There did not
seem (and was not) the smallest chance
of achieving this, but one has to try.

Kitty had sternly forbad the tips, for
landing reasons, for the 50 miles north
of Toyah were said to be (and were)
pretty unlandable. and if one nevertheless
had to try, the chances of finding a line
of cacti 15 metres apart were better than
finding one 17 metres apart. The early
morning lift was light, and within ten
minutes I was thinking her wrong, down
to 600 ft. over my green strip in the
wilderness eight miles north. But on this
occasion I struggled away, the Zugvogel
close behind on a 500-km, Diamond
attempt along the same course to Tucum-
scari. With conditions improving, but alas
a slight head-wind, we sailed over the
rather forbidding Davis Mountains,
whereupon the Zugvogel and both retrieve
cars deflected north-castward over the
irrigated lands around Pecos whilst I
continued sternly on course over and
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The Davis mountains.

beyond Toyah. The cumulus became
sparse, and the threatened 50 miles ahead
were perhaps the most desolate track I
have yet covered. But there was always
one lone cumulus ahead to go for, and
each time it lifted, like a single life-belt
on the moon, and at last, 100 miles out
and 24 hours on my way, I approached
Arno, civilisation and the road again —
there was Kitty below, waiting for me,

“It’s pretty frightful down here, I can't
have the air-conditioning on because it
makes a noise on the radio, and it’s very
hot!™ The temperature was in the late
90's. Poor Kitty. We travelled along com-
panionably together, me a mile above
her, and after a while I said, “Did you
feel a bump? We have just crossed into
New Mexico.”

We were averaging 40 m.p.h. as the
upper wind was now slightly behind, but
clearly any possibility o? records was out
of the window, It remained to get as near
to Colorado Springs by air as we could.

So far 1 had kept pretty close to the
left-hand track to Las Vegas, but now
conditions ahead towards Carlsbad looked
none 100 good, and [ was forced right,
away from the road. I tried to get a
message across to Kitty that, if she Jost
me, she should diverge if possible to-
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wards the east, She never got it. The
nature of the country below changed
completely, from miles of moon-like
scrub, over the squares and dunking
pumps of an oilfield, to an endless green
chessboard — enormous rough grass
fields, cut into rectangles by dirt-roads
unmarked on my map, the odd farmhouse
in a small clump of trees every few miles.

Within half an hour, for the sccond
time in my life, I was completely lost.
When Alice was dragged by the Red
Queen flying over the chess-board, how
could she tell if the square below was
Queen's Knight Three or King’s Bishop
Five? 1 couldn’t, and as the upper wind
was perhaps 5 knots behind me from the
south, and the surface wind, when last
marked by a plume of smoke, appeared
to be 15 knots from the cast, after two
hours in suspension between the two my
circle of uncertainty was some 30 or 40
miles across.

I had lost Kitty; 1 had lost myself; I
was exceedingly miserable. Cheerful nat-
ter from the Zugvogel indicated they
were fairly near, and had followed a
course keeping car and glider in sight of
each other almost all the way. Sensible
chaps! I confessed my plight to them, and
they tried to help — I was beyond aid.



At last 1 came to a road and railway
running S.W.-NLE. There were two
identical such, parallel to each other but
40 miles apart. I plumped for the wrong
one, gave it up in despair, turned along
it and came to a town and airfield. Ahead
was the advancing %_rey cloud of a gather-
ing thunderstorm. There seemed no pur-
pose in struggling on through it, since my
goal was at least 750 kms., and I was
not two-thirds of the way along it with,
at most, an hour and a half to go. So
1 gave it up, and circled down from
6,000 ft. to land at 5.45 p.m. at Poitales,
New Mexico, 275 miles from Marfa, in
seven hours' flying time. Overhead the
cheerful Zugvogel chattered bravely on
its way, with about 70 miles to go to its
goal, Good luck to it — I hope it got
there, as it certainly deserved.

Kitty was located 100 miles away to
the west. She hasn’t quite forgiven me yeL.

Fritz's words keep ringing in my ears
— “Of course, there’s nothing I need tell
you—you have had so much experience.”
Bah!

% * *
On the Thursday we motored the re-
maining 400-odd miles to Colorado

Springs, in another world, The town, a
noted tourist resort, lies in a valley at
6,000 ft., the western side formed by the
ramparts of the Rocky Mountains,
towering up to the 14, ft. of Pike’s
Peak, the eastern side a gradual slope up
from 6,000 to 7,000 ft., nearly as green
as England after record summer rains.
Nine miles to the east, on the top of this
slope, lies the beautiful Blackforest
Gliderport, presided over by Mark and
Ruth Wild. Eﬂst of this again the country
rolls to the horizon, green and s
with wild flowers, like an enormous ver-
sion of our South Downs. To the north
of the gliderport lies the Black Forest it
is named after, a large area of pine trees.
The air at this height is clear and crisp,
though hot enough in the broad glare of
the sun. Each day cumulus formed, at
first over the mountains, then spreading
castward over us, with bases rising to
12,000 ft. Through much of the year
iant waves occur, and in the Fall and
pring months glider pilots come from
all over the States for their Height
Diamonds. John Brittingham talks of the
day he covered 140 miles in the first hour
in his 1-26, and dreams of the day when

in the Dart he will set off in the early
morning wave, couple up with thermals
two hours later and 300 miles on his way,
and then settle down for a real distance
flight. Certainly Marfa and Blackforest
are the places for dreams like this. May
th%lcome true!

ere is not much more to tell. Three
wonderful days at Blackforest included
some blissful local flying, a visit to the
Rodeo (Cowboys, oddly, like their steaks
well-cooked: on being presented with a
large rare hunk of meat, one is said to
have remarked in disgust: “I've seen 'em
hurt more'n this, and get better!”), a
barbecue at Mark's beautiful home when
we met the Gale Abels again and talked
over the Good Old Days.

A talk with Captain Robert Schuette,
who is developing a gliding club at the
new Air Force Academy, having first
been infected by a course at Lasham
whilst he was based at Greenham Com-
mon — how wonderful to feel that
amongst all the wasted work, one can
suddenly train one man who will more
than repay all the come-and-go ones.

The Dart, sleek amongst the training
gliders, ready to show what she can do
in one of the most favoured gliding spots
in the world.

John Brittingham rupning us up to
Denver in his Comanche, Ilanding
amongst the 707's and taxiing non-
chalantly in their hurrying shadows to
the parked ranks of little private aircraft,
as if in a motor car. And hurrying into
our jet, back through time, back to New
York, Boston and home.

Goodbye, John, Dave, Mark, Fritz,
and all our old and new friends.
and see us when you can. We shan't be
able to repay your kindnesses, but we
will certainly try.

Soaring Instruments
Few
Ball and nezdle T. & S.s 100m. amps
at 12v., £8.
Sensitive altimeters 35,000ft, £8
Transistor inverters, 10gns.
20 ROOKERY COURT
MARLOW, BUCKS
Telephone: Marlow 4970




SOARING had only just been possible
on one or two days in the fortnight
preceding this contest; it was therefore
not surprising that on this lovely sunny
morning of Saturday, 31st July, 22 out of
the 23 pilots had finished rigging and
were ready to take the air as soon as
possible after the opening briefing at
12 o'clock.

Mike Fairman announced a crosswind
race to Husbands Bosworth and back,
71 km. each way. X=24 km. First take-
off 12.30.

Peter Wickham predicted moderately
strong thermals with good cumulus
clouds base 4,000 ft. tops to 7,000 ft., with
a risk of over-developing to the north
and temporarily spread-out in the after-
noon. Wind 270°, 15 kt. To save time,
all pilots agreed to be streamed for take-
off in the order of the ballot.

Anita Schmidt, our missing 23rd pilot,
delayed by a car breakdown, flew in from
Lasham, Lnded, took the details of the
task and took the air again. It was not
long before the air was filled not only
with gliders, but also with the eternal
cackle of radio activity. Very few hung
back, and those who could get in a word
edgeways announced their crossing of the
start-line.

Eight completed the task; three landed
on the way back, and another four landed
at the turning-point. Nearly all the rest
came down in the Northampton area. The
wind was a little stronger than forecast
and also some spread-out did occur in
the turning-point region.

However, those pilots who managed to
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stay high in this region were not unduly
worried.

Chuck Bentson won the day with 46.2
km/h.; he only got low once, near Sywell,
together with Terry McMullin, who took
some time to recover from 700 ft.

Leading Places

Pilot Sailplane km/h.
1 Bentson Skylark 4 46.2
2 Warminger Olympia 419 459
3 mock Dart 17r 44.6
4 Zeall Ka-6 43.4
5 McMullin  Skylark 3 37.8
6 Ellis Skylark 3 354
7 Fitchett Dart 17 35.3
8 Tull Skylark 3X 34.7

Sunday, 1st August

With a warm front to the north and
probably lzg:r cloud coming in from the
Midlands, Peter Wickham forecast good
convection up to 7,000 ft with strong
thermals but narrow cores, but warned
of possible spread-out. Wind 280° 15 kt
up to 5,000 ft. In view of this a rather
flattish triangular race was set, first 37.3
km. to Steeple Morden in the north-east,
then 72.1 km. W.S.W, to Bicester and the
final leg of 40.4 km. almost downwind
back to Dunstable. X=24 km. First take-
off 11.00 hrs.

Anita Schmidt was first across the line
at 11.32, but a little later she landed
back, reporﬁn? that although it was soar-
able she could see showers along
route and would wait until they had
cleared. Chuck Bentson and Humphry
Dimock came across the line soon after

3




they were launched at 11.42 and 45,
deciding to go while they could, while
others hopefully ridge-soared waiting for
an improvement. It came immediately in
front of the next shower and another
eight pilots went away with it. From then
on to the first turning point the going
was good and 12 pilots got round, but
they had to make up their minds where
to go next as with the showers the dead
patches had also arrived. Some good
climbs were made to about 8,000 ft.
Chuck won the day again with the longest
distance, 97.4 km. McMullin and Tull
landed back at Dunstable after rounding
the turning point and four landed at
Steeple Morden.

Places
1 Bentson .. 974
2 Dimock S ERR
3 fsnmiatiaa it B0
4 Ellis v e
5=McMullin ... 69.0
5=Tull 5 69.0

Monday, Znd August i
Rain poured down, briefing was
delayed to 12.30, and Peter Wickham

announced “It is raining, official.” No
task.

Tuesday, 3rd August )
Pilots were kept waiting for briefing
as the weather was “interesting”. During
this time Mike Fairman gave the task as
a race to Nympsfield, 120.1 km. (75 mls.)
- .. and you can fly back if you wish.
Then Peter Wickham arrived with his

“interesting” weather. With yesterday’s
fronts now over the North Sea, the
country was in a N.W’ly airstream, 300°,
15 kt. There was still some muck to the
north of us and some low stratus in the
east, but with a tendeng‘ to break to-

wards the west. The difficulty was that
the air was so moist that it would fill any
gap in the strato-cumulus quickly. No
sca-breeze effects were expected from the
Bristol Channel, as the sea would be
warmer than the land.

First take-off was announced for 11.00
o'clock but only towards 1 o'clock did a
break seem likely, and soon launching
commenced. Lift was rather weak, cloud-
base rather low and gaps few and far
between. All but one pilot landed out and
nine failed to make the required 16 km.

Alf Warminger in his Olympia 419
made the best distance, 53 km. He man-
aged to scrape in mostly mediocre lift
as far as Oxford, but the thermals were
i:ngluggish that he had to give up and

Peter James, who is known as a good
“scratcher”, made only 40.5 km. and
Humphry Dimock went 36.6 km. after
climbing away from 300 ft. at Halton,
where he saw a couple of birds circling.

Leading Places over 30 km
Pilot Kms.
1 Warminger qoe i3 i DU
2 James ... vy 805
3 Dimock e 366
4 Ellis e 1
5 Tull e O3
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Wednesday, 4th August

Again the weather did not look very
promising. But according to Peter Wick-
ham the 7/3 thin upper cloud would dis-
perse later in the day; there would also
be increasing amounts of strato-cumulus.
Wind 260°, 15 kt. He hoped it would
break enough for a task to be flown, and
this was set as a race to Ipswich via
Steeple Morden, total distance 125 km.
Most pilots did not even rig until noon,
spending their time instead around the
starting board changing their take-off
times. Mike Fairman cancelled the task
at 2.15, but not until four or five pilots
had taken off and were in fact staying up
under the overcast; they were recalled
over the radio. No sooner was this done
than Peter’'s expected break arrived and
it was sunny for the rest of the after-
noon.

Thursday, 5th August

Steeple Morden, Ipswich and on to
Swanton Morley, total 205 km., was
announced at the 9.30 bricfing. Peter
Wickham explained that there would be
two periods, on¢ early with patches of
stratus but reasonable conditions between
11.30 and 2 o'clock. However, a cold
front crossed the country much quicker
than originally forecast, so the task was
hurriedly changed to a stm%(ht race to
Swanton Morley, 1409 km. X=24 km.
The problem would be to get away from
the local arca, but the better conditions
would spread into East Anglia and there
would also be a chance of cu-nims
developing. Wind 210°, 25 kt at 3,000 ft.
and 30 kt. at 5000 fr.

A number of pilots required more than
one launch. Terry McMullin fell back on
the ridge to wait for the next thermal.
He found this very frustrating as he could

V. G. Aircraft Limited

Efficient and speedy C of As.
Repairs, also trailers, to
your specification.

Woarkshops :—

Tring Road, Dunstable
Phone: Dunstable 64719

hear a lot of others over the radio on
their way.

Chuck, after having cleared the airway,
went into cloud for the rest of the way,
except for one check over Waterbeach,
his best climb being 8,000 ft. He did his
final glide on dead reckoning and was
rewarded by being the only one to get to
Swanton Morley. Alf Warminger, who
had been near Chuck, did not climb guite
so high and fell short of the goal

John Argent, who had taken the third
launch, his partner having had the first
two, started rather late from Dunstable
but did well by going 102 km. Nine pilots
scored; the rest failed to make X.

Leading Places

Pilor Kms.
1 Bentson Swanton Morley
2 Warminger bab RN |7 < P/
3 Argent 102.4
4 Pozerskis 87.2
5 Tull 65.0
6 Ellis 44.3

Friday, 6th August

Moderate but narrow thermals with a
cloud base of 4,000 ft. and less chaotic
than yesterday, 4-5 knots this time, were
forecast for today’s task, which was an
out-and-return to Rearsby near Leicester,
200 km., X=16 km, Wind 250°, 15 kt,
and further north 20 kt. There would still
be upper cloud from a depression over
France and this extended north as far as
Dunstable.

This turned out to be another very
difficult day which produced feeble and
distorted thermals with an occasional
“better period” in between, Ralph Ismail
won the day with 41.1 km. and only two
other pilots passed 30 km. A certain
amount of pair-flying was tried this time
and Alf Warminger and Terry McMullin,
who had joined Humphry Dimock in his
thermal, but above him, managed to
scrape away, but Humphry had to land
near Bletchley. McMullin managed one
more thermal than Alf and this gave him
another 12 kms,

Leading Places

Pilot Kms.
1 Ismail . 411
2 Ellis RIS |
3 McMullin ... 346
4 Tull : e S
s=pilots ... -
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Sataorday, 7th August -

At last this morning looked as if better
things might be in store for us, and as
on the previous Saturday, gliders were
rigged and ready well before bricfing,
\Y‘:;;ting with an air of expectancy around
t

m.

An 1883 km. triangle, Husbands Bos-
worth-Edgehill-Dunstable was set. X=
24 km.

Another front having gone through,
Peter announced that it looked straight-
forward today, with good cumulus which
would be deeper in the north, 7-8000 ft.,
with moderate thermals. There would be
a risk of strato-cumulus in the north
after midday, but otherwise—no prob-
lems. Wind 280°, 15 kt. :

On the whole pilots selected their times
between 12 and 1.30 until they realised
that the weather was really as good as it
looked and this started another rush, this
time to bring times forward, especially as
George Scarborough, who was local-
soaring , announced over the radio:
“Cloud streets working, base 2,500 ft
already, you can’t go wrong.”

Launching was quick and efficient, but
some came back for later crossings, and
there was one short period which looked

as if it was not too easy to get going. In
all 15 pilots completed the tassknswith
speeds varying from 47.9 to 33 km/h.

Vic Tull in his home-built Skylark 3x
won the day. McMullin, who came
second, took a long time to get away. He
managed to make pretty good speed to
Northampton and then had to slow down
near the first turning-point. Along the
second leg he found some over-developed
clouds and the gaps were rather large, but
on the whole he thought the weather had
turned out better than forecast, especially
as the wind had dropped.

Ken Wilkinson, one of the earlier
leavers at 11.45, averaged 1,000 ft. per
minute and accepted only 6-kt. thermals
after that as far as Northampton; he also
slowed down here as there was a little
spread-out. Between Edgehill and Ban-
bury he got down to 1,800 ft. and spent
25 minutes recovering. His last climb was
at 7 kt. and he final-glided 14 miles from
3,500 ft. 2

Humphry Dimock really started racing
with inter-thermal speeds of 80 kts. but
found he was overdoing it and slowed
down first to 70 kts. and then to 60 kis.
until he was down to 50 kts. at the first
turning point. He then discarded a 2-kt.

433



thermal which he should have used and
took time to get going again; this made
him too cautious afterwards.

Ray Stafford Allen, who had taken
3% hours to the first turning-point and
then went like a bomb, got down to
1,500 ft. at the second turning-point and
was rather worried by a blue patch ahead
of him, but Cardiff and Fitchett were just
ahead and so he joined them and climbed
to 5,000 ft. near Finmere, where he
started his final glide. He had been air-
borne 6 hr. 5 min.

Alf Warminger was slow on the first
leg and thought he would have done
better with a later start,

Chuck Bentson, who was first back,
only had to be careful around the first
turning-point. He started on a second go
at about 4.30 but turned at Northampton
at 7 o'clock, landing back at Dunstable
at 7.30.

Keogh, who had landed at Halton,
found on his return that his tailplane pin
was left in the field; this delayed him but
he managed to make the first turning-
point after his second launch, Keith
Chard, also after a second go, turned
Husbands Bosworth at 7 o'clock and
managed another 5 or 6 miles. Anita
Schmidt was too cautious and landed
after 6 hours between the first and second
turning-points. 4

Flyingwise this was easily the best day
of the whole contest. Mike Riddell, who
was not in the competition, declared Little
Rissington-Great Yarmouth for a Gold C
Distance and Goal, which he completed.

Leading Places

Pilot km/h.
I Tl o . 419
2 McMullin 47.4
3 Bentson 47.0
4 Wilkinson 45.9
5 Grime ... 45.6
6 Warminger 453
7 Dimock 43.2

Sunday, 8th August

For the final day the weather chart
showed high pressure over most of the
country, but with a band of layer cloud
over the Midlands moving slowly towards
Dunstable. Weak thermals were forecast
by 11 o'clock. Wind 270°, 5 kt

As Mike set the task, a race to Lasham
via Thame, 94.2 km., he pointed out that
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although good conditions were expected
during the afternoon along the route, the
task would be cancelled if nobody had
gone away by 1.30 so that we could have
the prizegiving at 4 o'clock. Otherwise
prizegiving would be at the Kronfeld
Club the following Wednesday.

Pilots selected launches around 11.00-
11.30, and most of them left at once and
did not bother to cross the start line.
These included Chuck and Terry
McMullin, Chuck made his way slowly to
Thame and found some improvement
soon afterwards; he was the first to reach
Lasham. Terry followed some time later;
he had quickly got round Thame but
spent ages over the sewage farm near
Reading at 400 ft. Then he was rewarded
with a good climb to 5,500 ft. just south
of the airway, giving him a fast final
glide into Lasham and winning him the
day with 48.7 km/h.

Alf Warminger, who had decided to
wait, was still struggling over Dunstable,
and he must have been rather worried
when he heard that Chuck was on finals.
However, Alf eventually went over the
start line and spent some time rounding
Thame, then climbed to 6,000 ft. over
Chalgrove to final-glide from there. He
was the last to reach Lasham, several
hours after Chuck and Terry, and no
doubt his Olympia 419 was a great help
in the very weak conditions. He only used
two thermals.

Ken Wilkinson decided to try for his
Gold C rather than flying the task; he
landed about 160 km. away near Bath.
~ The day was divided into two or three
bright patches, and a few pilots managed
to get away in each. Humphry had gone
away in one of these, together with Peter
James and a few others; they all got
round Thame, but the weather just did
not last long enough.

Chuck beat Alf by three minutes and
so became the well-deserved winner of
this most enjoyable week with its many
pitfalls as far as the weather was con-
cerned.

Leading Places

Pilot kmlh Dist. km
1 McMullin 48.7 94.2
2 Bentson 40.4 94,2
3 Warminger 39.5 94.2
4 Cardiff 55.8
5 James 44.7



FINAL RESULTS: LONDON REGIONALS

1ce July  Aug. Aug. Aug. Aug. Aug. Aug, Total
Pilot__ _Sailplane o | 1 3 5 6 7 8 Points
1. C. Benison Skylark 4 1 1 8 1 11 3 2 27
1. A. H. Warminger Olymp:a 419 2 9 1 - | ] 6 3 28
1. T. A. MeMullin Skylark 3 5 6 8 10 3 2 1 35
4. V. Tull Skylark 3x 8 6 5 5 4 1 8 37
5. H. R. Dimoc) Dart 17r 3 2 3 10 10 7. 9 44
6. G. L. Pran, Skylark 3F 17 10
A. R, Ismail, 3 1
P. W. James 2 11 5 49
7. G. AL PUBllis Skylark 3 6 4 4 6 2 13 17 52
3. J. Cardi QOlympia 463 9 5 8 9 9 12 4 56
9. K. G. Wikkinson Skylark 4 14 8 & 10 5 4 17 (3
10.= C. C. Donald Skylark 3 11 7 12 10 6 14 6 66
in.= T.S. Zeally Ku-6 4 12 12 10 8 9 11 13
12, P. V. Grime Skylark 1 12 15 9 10 7 5 11 69
13. P. Pozerskis Skylark 4 A2 12 11 4 5 17 i ] _mn
14. D. O. Burns, Std. Austria 17
Anne Burns, 10 7 8
H. J. Shaw 12 T 17 78
15. B. Fitchett, Dart 17 7 10 10
K. Moseley 15 10 17 80
16. R. Stafford Allen Capstan 10 13 12 10 15 10 81
17. J. Argent, Skylark 4 18 ' 3 11 i
H. Scrivener 15 21 82
18, A. Marshal, Ka-7 12 12 11 12
J. B. Bellew 15 8 19 89
19 Skylark 2 15 12 5
K. F. S, Chard 15 10 20 13 90
20. A. Wilson, Skylark 38 16 12 11 14
S. Tomlin 12 10 I 91
21. Anita Schmidt Olympia 463 13 12 X 10 11 18 16 2
22, Rika Harwood, Skylark 38 12 12 11 15
H. S. Mettam 14 10 21 95
21. B. Keogh Skylark 4 19 11 12 10 11 Zl 14 98

A book for every glider enthusiast

THE GLIDING
BOORK

Edited by Richard Serjeant & Alex Watson

Every aspect of gliding is covered by the eight coniributors of this beok,

including both the Civil and the Service viewpoints. The subjecis range from
first principles to ultimates of achievement. The history of gliding, and its
principles, the grades of soaring flight up to the coveted Diamond C award,
meteorological problems, the making of gliders—all are dealt with, First-
class illustrations and production.

Crown 4to, 112 pages, 31 photographs and 9 drawings. 30s.

Published by JRAY * WARD of London
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IT'S ALL YOURS

Preparation for Flight
TH]S is the uninteresting title of an
important part of gliding. It is also
an aspect of training which is too often
taught superficially, with the result that
many pilots carry our a perfunctory wav-
ing of the stick, a quick twiddle of the
altimeter knob, a detailed positioning of
the trimmer lever to some quite arbitrary
position in the slot, and are off. If stopped
in the tracks of this ritual, it is likely to
be discovered that the pilot does not
know how the trim tab works, nor has
he realised that he cannot see all the con-
trol surfaces when strapped in the cock-
t.
pl'I‘hc unimportance often attached to
cockpit checks is usually due to the rush
and hurly-burly of launch points — once
flying has started all energies are devoted
to getting into the air, keeping up the
launch rate, and getting through the list.
The teaching of Preparation for Flight
needs to be divided into two quite sep-
arate phases. The first, before the pupil
starts to learmn anything in the air —
Ground School Lesson — and the
second, before every flight that he does
— the cockpit check.

Ground School Lesson 1

This lesson should be regarded as an
integral part of instruction, with at least
an hour allowed for it. The pupil might
expect to have to pay for it, provided
that it was done well. It should not take
place at the launch point, with its dis-
tractions, but at the hangar. The purpose
of this first lesson is to demonstrate the
glider, what it is made of, how it should
be handled, how it can be damaged, and
how it works. This should include how
the cockpit controls operate the surfaces,
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including the trimmer, The pupil should
be taught to work out for himself which
way the surfaces move when the controls
are operated. It should be explained why
it is sensible to always check the correct
gpe;ation of the controls, and how to

o it

Time should be spent in explaining the
proper locking of the canopy, the way
the harness is adjusted, and the working
of the airbrake mechanism. If seat and
rudder pedals are adjustable the pupil
should sit in the aircraft and discover
the position he will want to use. The in-
struments should be simply explained,
particularly the operation and purpose of
the altimeter. If the pupil is interested,
some information can be given about the
parachute and the barograph, why they
are carried and how they are used.

If this lesson is given well, the pupil
will start his flying with an understand-
ing of, and confidence in, the gzlider,
which will let him concentrate his efforts,
when he gets into the air, fully on the

ying.

However difficult it may be to devote
plenty of time to this first lesson with a
new pupil, it is important that time should
somehow be found. At this stage, the
pupil is both enthusiastic and reccptive
to new knowledge, and can fully absorb
the lesson. If it is skimped, or left until
at the launch point and about to fly, the
pupil will start learning with an incom-

lete background of basic knowledge, It
1s possible that this lack will not be over-
come until much later, and it may well
be a contributory factor to any accidents
he has during his early solo flying. It is
not so important that this lesson is given
by the instructor who will subsequently
fly with the pupil, as that it is given by



an instructor who is interested in the
ground school side of training, and who
is willing to spend time and his patience
in the pupil’s interest.

Cockpit Check

A proper cockit check should be in-
sisted upon from the first flying lesson.
Even if other launches are held up, the
cockpit check should not be rushed, how-
ever slow the pupil at doing it

The B.G.A. cockpit check is designed to
cover the sequence of pre-flight checks in
a logical order, and should be taught in
preference to ones which do not cover all
the equipment now used. The check is CB
SIT CB, The first group — controls and
ballast — may involve work outside the
cockpit. For example, the control sur-
faces cannot be seen when sitting in a
Capstan, and it may be necessary to fetch
some ballast weights. The next three items
— SIT — straps, instruments, trim, are
self-explanatory, The last two, CB again,
are items which can be altered up to the
moment of take-off, If it is windy, the
brakes may be needed; if not, the canopy
will be kept open.

Until the habit of carrying out a proper

check is ingrained, the pupil should be
made to do it fully before every launch,
even if this requires someone outside the
aircraft to check on the control surface
movements. Later the full control check
need be done only on the first of ihree
consecutive dual flights, provided that be-
fore every flight they are checked for full
and free movement.

. The check list should be put on the
instrument panel as an aid to the pupil.
Engraved plastic check lists can be ob-
tined from Master Mascots Lid., 11 High
Street, Chapel-en-le-Frith, Stockport,
Cheshire, at each or 18s. per dozen.

* * *

Now that exotic ships are becoming
more casily available, F.F.1s will have to
consider the introduction of a pre-land-
ing check if beautiful smooth bottoms are
not to be ground in the mud. The con-
siderations for the future are sPEED —
flaps may lave limiting speeds for their
use; FLAPS, WHEEL, and if desired to
round everything off, BRAKES, Perhaps
someone can think of something more
elegant than SFWB?

ANN WELCH.

“KEEP A GOOD LOOK-OUT”

AFI‘ER every collision or near-
collision, somebody is bound to say
that the sure way to avoid such happen-
ings is to “keep a good look-out” — just
that and nothing more. But is it?

To a seafaring nation, “keeping a good
look-out" means scanning the horizon.
That is all you need to do in a ship,
because you and any other ship are both
travelling at the same level and each is
going the way it is pointing ~— namely,
towards some point on the horizon, which
is itself at the same level as seen from
both ships

But a glider does not travel towards a

int on the horizon except on the in-
requent occasions when it is in zero sink,
such as in weak thermal, or over a slope
in stable air. At all other times the glider
is travelling towards either the heavens
above or the earth beneath, and neither
of these regions is confined to the

horizon, Moreover, at such times the
place the glider is pointing at, which is
a degree or two below the horizon, gives
no indication of where it is going.

The first collision in British gliding
history happened at Sutton Bank on 3l1st
July, 1938, during the Yorkshire Club’s

PEEDWELL
AILPLANES
Speedwell Works, Bosden Hall Farm,

Hazel Grove, Cheshire
Telephone: Stepping Hill 5742

437



438

e Tae
8 SR - e —

Coming down to earth . . . you'll need
Rubery Owen independent suspension

Towing is so smooth on a Rubery Owen independent suspension.
The torsion bars give 4 inches of independent movement to each
wheel and the whole unit allows a lower centre of gravity for
exceptional roadholding and easier towing. Independent sus-
pension makes a world of difference to towing. Fit a Rubery Owen
axle to your trailer,

RUBERY OWEN & CO. LTD., Trailer Equipment Division,
P.O. Box 10, Darlaston, Wednesbury Staffs. Tel: James Bridge 3131,



~Advanced Course” (likewise the first of
its kind in British history). To quote THE
SAILPLANE & GLIDER (Aug. 1938, p. 193):
“W. C. ‘Billy’ Sharpe was ﬁyi\l‘af the club
Grunau at a lower level than W, R. Hors-
field in Scud 11 when they turned to-
wards each other. But they must have
been in different vertical currents, for
they both arrived at the same spot at the
same level. Scud II touched the Grunau’s
wing-tip and then charged into its fuse-
lage just in front of the tail.”

It was lunch time, and all the rest of
the gliding crowd was in the clubhouse
with the single exception of the Ilate
A. O. Pick, who was well up above,
putting up a new British duration record
of 13 hrs. 27 mins. He saw the Grunau
“flutter down like a piece of paper” into
the bracken on the hillside; but Sharpe,
though uninjured, lost his memory of the
incident, and the public made off with
so many bits of wreckage as souvenirs
that no one ever discovered how the
Grunau had managed to hold together
during its descent.

Horsfield lost the nose of his Scud,
and his legs were dangling in the open.
He had survived being in the front line
in the first world war, and thought it odd
that the end should come in this way. A
moment later, the next world receded
again as he found he still had elevator
and aileron control; so, rather than
attempt a Lilienthal-type landing, he
made for some tree-tops in a small wood,
from which he subsequently shouted
down that he was doing his five hours
and hadn't “landed” yet.

From the description it is obvious that
cach pilot, as he started his turn, could
have seen nothing on the horizon, how-
ever " his look-out may have been,
so he didn't bother to look again.

Somewhere around 1949, at the request
of The Aeroplane, 1 compiled (but have
lost) a list of all British glider collisions
to date. There were about half-a-dozen
of them, and in every case but one a
machine had, either certainly or very
probably, started turning towards another
one at a different level and had then met
it at the same level.

_In two cases, over a slope in unstable
air with strong thermals, the lower pilot
had felt a sudden surge of lift and in-
stinctively thrown his machine into a
turn; then, to his surprise, he hit another

machine which he had thought was well
out of the way higher up. One collision
was only slight. In the other, the upper
machine, a Gull, was hit on the underside
and its pilot lost his elevator control. He
found himself in a gradually steepening
descent, so steered for a clump of bushes
and, just before reaching it, threw the
Gull into a steep bank and pulled up his
legs. He was unhurt.

Since that time, any further collisions
have happened at distant clubs and I
have been unable to get a first-hand
account. But it may well be that some
were due to the same “empty horizon™
trouble but that nobody thought of it as
a possible contributing cause.

After all, when a glider pilot starts
turning it is usually because he has struck
lift; he is then travelling, not towards the
horizon, but towards the sky. That is the
place to have a “good look-out” at,

There have been a number of com-
plaints of “near misses” when an alleged-
ly ill-mannered pilot has charged into a
crowd of circling gliders and nearly hit
somebody. Yet ill-manners may not have
been entirely to blame. When you
approach a thermalful of gliders, it is no
gooxl having a “good”™ look round the
horizon, because you are gg’!:g down and
they are all coming up. glider you
are going to hit, or to near-miss, is not
on the horizon; it is way down below,

A. E. SLATER.

SCARING YEAR
BOOK

1965

Articles on World Distance Flying Shear
Lines, Fibreglass Revolution. Al Parker, Sisu,
Cayley's Gliders. World Sailplane Pro-
duction, Soaring in Scandinavia=by C. H.
Gibbs-Smith, John Aldrich, Len N'emi and
others. 68 pages, full colour covers.

Price 1776 or 186 postage paid

Obtainable from
The British Gliding Association
Artillery Mansions
75 Victoria Street
Lendon, S.W.}
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CONSTRUCTION OF

A GLIDE-ANGLE COMPUTER

By LEM TANNER

TH:E past issues of SAILPLANE & GLID-
ING have carried a great deal of dis-
cussion about final-glide computers and
their merits. Very few articles have out-
lined the constructional details, and avail-
able computers appear to be limited in
their application. In general they are con-
structed for one type of aircraft only. I
decided therefore to construct a computer
which would not only give gliding angles
and speeds-to-fly, but would also be easily
adaptable for any type of glider.

In the following constructional details I
have not allowed for any built-in safety
margin, but one could be incorporated by
adjusting the polar curve or reducing all
the still-air gliding angles by one.

For the worked examples in this article
I have used the polar curve for the Sky-
lark 3F shown in SAILFLANE & GLIDING
for October 1964.

Requirements

(a) To give range possible from known

heights in various winds,

(b) To show speed-to-fly between ther-

mals for various thermal strengths.

(c) To provide solutions to arith-

metical problems.

(d) To be adaptable for any type of

aircraft.

{e) To be simple to use and cheap to

construct.

(a; One circular piece of Perspex.
(b) Two rectangular pieces of Pers-
pex.

(c) Five small nuts and bolts,

(d) Polar curve of required aircraft.
Construction

Since all glide-angle computers are
basically slide-rules, the first requirement
is to eich a logarithmic scale on the cir-
cular piece of perspex (piecce A). See
figure 1.

Having done this, bolt piece A to one
of the rectanfular pieces of perspex (piece
B), and mark off the same scale, arrang-
ing for 25 to be at the top edge. Mark-
ing the scales takes the bulk of the time
for construction and must be done
accurately, All the distance/time or factor
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problems are done with these two scales,
using 60 and 10 as respective datums.

The glide-angle curves are produced on
the third piece of perspex (piece C). On
the face of piece A mark off the speed-
to-fly scale as shown in Fig. 1. The lines
are angled to avoid congestion of the
glide-angle curves. Bolt the three pieces
together now in the reverse order of that
shown in Fig. 2, pieces B and C being
bolted through the corners to stop them
moving. Now, from the polar curve
diagram calculate the Gliding Angles for
the various speeds on the speed-to-fly
scale on piece A. Provided that the axes
of the polar are in the same units, this is
most easily donc with the computer.
(Conversions from ft/sec. to m.fsec. 10
kts, can be done directly by putting
datums in suitable positions on piece B.)
From the polar; at 50 kis. the rate of sink
is 1.8 kts. To find the gliding angle,

(a) set 18 on piece A against 50 on

piece B =
(b) against 10 on piece A (the factor
datum) read off the gliding angle
on piece B=27.8,
Do this for all the required speeds.

To start plotting the curves on piece C,
set the gliding angle lubber-line on piece
A against 27.8. Make a dot now on piece
C directly over the 50-kt. mark on the



speed-to-fly scale on piece A. Follow this
procedure for all the selected speeds, This
should produce a series of dots in a
regular curve. Join the dots, at first with
a Chinagraph so that the curve is
accurate, and then etch it in. This is the
still-aircurve, and all the other curves
depend on it.
To plot the glide angles in various
winds it isn't really necessary to go into
reams of calculations involving lines all
over the polar curve. Again use the com-
puter. Consider a 10-kt. tail wind when
flying at 50 kts.
(a) Rotate piece A until the 50-kt
mark lies under the still-air curve
on piece C.

(b) Read off the gliding angle on piece
B, 27.%. against the lubber line on

piece

(c) Against 27.8 set the figure 50 by
rotating piece A.

(d) Against 60 on piece A read off the
new gliding angle 33.3, The figure
60 comes from the ground speed.
With a 15-kt. tailwind, read the
gliding angle against 65,

(e) Set the glide angle lubber line
against 33.3 and mark a dot on
piece C over the 50-kt. mark on
the speed-to-fly line.

Follow this sequence for all the winds
and speeds-to-fly, remembering (d). We
now have a computer which gives ranges
on piece B from heights in thousands of
feet on piece A. Requirements (a) and
(c) have now been met and it remains to
fulfill (b).

To do this, one could of course etch a
table on piece C, but this is unnecessary
as most of the figures are etched already.

The speeds to fly between thermals are
obtained from the polar curve by draw-
ing tangents to the curve from appro-
prite points on the vertical axis of the
graph, and reading the speed at the point
of contact. Eg. from 2 kts. climb, the
tangent touches the curve below 48 kts,
and crosses the speed axis at 27 kts. The
speed to fly between thermals is 48 kis.
and the average speed overall is 27 kts.
in still air. - :

Back to the computer. On piece C it
will be noticed that there is a large space
between the etched curves. Rotate piece
A until the figure 40 is at the left-hand
side of this space. Etch a line on piece C
over this 40 mark and label it 40 (40 is a
purely arbitrary number and has no sig-
nificance except that it is just below the
normal cruise speed). We know that for
a 2-kt, thermal the cruise speed is 48 kts.,




... 'The features (of
Airlite headsets) which
appealed were lightness
and lack of fatigue . . ."
Extract from a recenl arlicle by

R. Brett-Knowles, which aspeared
in Augudl “'Sailplase * Gliding."

P L

The author testing the Airmed Airlite headset in his glider

FOR LIGHT
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;0 over 48 on piece A etch a line on
piece C and mark it 2 kts. and under it
mark “av, 27 kts.”.

Follow this procedure for the various
thermal strengths, and whenever 40 on
piece A is lined up with 40 on piece C the
speed to fly can be read directly off of
the scale on piece A together with the
average speed in still air.

All the etched marks can be made to
stand out by filling them with black paint,

cxcept for the higher speed scale and its
associated curves. These should be of a

different colour to aveoid confusion of
speeds and scales. The computer can now
be assembled in the order shown in
Fig. 2. :

To convert to other types of aircraft.
merely manufacture more picces C.

The total working time is about twelve
hours and the cost negligible. All the
requirements have been met and the result
is a_ highly accurate computer of wide
application. In practice it is simple to use,
and I have found it very useful for
scratfhing locally and even for doing
sums!

GLIDING CERTIFICATES

DIAMOND FOR GOAL
No. Name Club 1965
2/176 J. N, Cochrane Surrey 20.5
2/177 S. Warwick-
Fleming Moonrakers 19.6
2/178 A.]. Burton  Surrey 19.6
2/179 R. W. B.
Newall Bicester 19.6
2/180 M. Medland Bicester 19.6
2/181 P, A. Martin  Leicestershire 26.6
2/182 R.S. Waller Cambridge 26.6
2/183 J. Pickett-
Heaps Cambridge 26.6
2/184 H. Orme Laarbruch 26.6
2/185 B.J. Willson  Bannerdown 5.6
2/186 G. R. Paddick Surrey 19.5
2/187 ). E. 8. Temple Surrey 19.6
2/188 R. Jones Bath 26.6
Northemp-
2/189 G. A. Cornell tonshire 26.6
GOLD C COMPLETE
Club 1965
135 J. N. Cochrane  Surrey 20.5
136 S. Warwick-
Fleming Moonrakers 19.6
137 P. A. Martin Leicestershire 26,6
I38 J. Pickett-Heaps Cambridge 26.6
139 H. Orme Laarbruch 26.6
140 R. Jones Bath 26.6
141 E.J. Meddings Moonrakers 4.7
GOLD C DISTANCE LEGS
Name Club 1965
R. W. B, Newall Bicester 19.6
M. Medland Bicester 19.6
P. A. Martin Leicestershire 26,6
1. Pickett-Heaps Cambridge 26.6

H. Orme Laarbruch 26.6
B. J. Willson Bannerdown 5.6
G. R, Paddick Surrey 19.5
J.E.S. Temple Surrey 19.6
R. Jones Bath 26.6
G. A, Cornell Northamp-

tonshire 26.6
GOLD C l-IEl%HT LEGS

lub 1965

R. Jones Bath 7.6

J. R. Clark Cheviots 20.6
SILVER C CERTIFICATES

No. Name Club 1965

Farnborough 22.5
S. Soc. Dayton 29.5

1605 K. R. Turner
1606 E. A. Stokes

1607 Joyce E. Boyer Yorkshire 16.6
1608 T. M. S. Birch  Yorkshire 13.6
1609 L. J. Birch Staffordshire 10.6
1610 Angela M. West London 19.6
1611 C. R. Brown Cambridge 23.5
1612 V. F. Griffiths  Bristol 20.5
1613 R. A, Frith Derby & Lancs. 7.6
1614 R. H. Powell Bicester 7.6
1615 D. A. Holland Southdown 7.6
1616 D. R. Fitt Bicester 7.6
1617 1. Bushnell Cambridge 19.6
1618 M. Bialkiewicz Polish 27.6
1619 C. O, Hancox  Fenland 19.6
1620 G. Tilley Kent 19.6
1621 J. A. Simms Bicester 27.6
1622 R. G. Lloyd Far East

Air Force 1.7
1623 A. Beckett Derby&Lancs. 1.7

Correction to August issue: No. 1599,
A. M. Rose’s club is Yorkshire.
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THE POLISH NATIONALS

Translated and abridged by J. Z. Mikulski from “Skrzydlata Polska"

THIS year's Polish National Champion-
ships took place at Leszno from 27th
June to 11th July. Thirty-seven pilots took
part, including two women, all flying the
Foka type, and one pilot, J. Popiel, flew
hors concours in a Zefir 3. J. Wroblewski,
previous  National Champion (and
present World Champion) defended his
title. The very poor weather conditions
allowed only five contests to be flown.

JUuNE 27TH—Opening day; weather too
poor for a contest.

JUNE 28TH.—A wedge of high pressure
from the Azores; sky clear at first, then
cumulus development reached 3-6/8. Up-
currents 2-3 m/sec.

Task: 217-km. triangle via Przylep and
Lwowek. Take-ofis from 10 am. but the
majority only crossed the start line around
12 o'clock. The first leg was difficult
owing to high wind (40-50 km/h., 260-
290°, at 2,000 m,) and three came down.
On the second leg conditions were easier
in spite of a strong cross-wind and only
one came down. On the last leg, in spite
of flying downwind, many were in a
critical situation at low height, but only
three were forced down. The task was
completed by 31 plus Popiel, who made
the best time, 3 h. | min. (at 72.1 km/h.).
Makula was the winner at 65.6 km/h.

Everyone flew very cautiously in the
difficult and variable conditions and,
Makula said, it was necessary to go away
from the track to keep up or to get better
conditions. General opinion of com-
petitors: task well suited to the weather.

JuNE 29TH—High winds; no task.

June 30TH—High pressure centred
over Czechoslovakia, Weather clear: blue
thermals. Surface wind variable; upper
wind 20-30 km/h., 230-270°,

A 537-km, triangle was intended to be
set, via Lubien and Olesno; but this was
cancelled and replaced by a race to
Lubien and return, 382 km. First take-off
at 10.30 a.m., but competitors hesitated
before departure; they went away in
rather large groups, one of them contain-
ing at least 21 Fokas. Seven landed on
the way to Lubien and 29 reached it.
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Popiel, although he had passed it and
was on the way back, returned to land at
Lubien to avoid a field landing.

At about 4 p.m. two gliders collided
(Kochanowski and Dankowska); one
baled out and the other force-landed. The
best distances were by Pieczewski (261 m.)
and Adamek (260), and ten landed at
Konin [the table shows that 18 went
255 km.]. The general impression of the
pilots was that the task was too difficult
and unsuited to the conditions.

JuLy IsT—No task; bad weather.

JuLy 2np.—Poland under the influence
of a weakening wedge from the Azores.
At first the weather cleared; then convec-
tion clouds developed in the afternoon
and increased in amount, giving possibility
of precipitation in the cvening. Thermals
gradually disappearing in afternoon;
strength under cumulus 1-2 mfs. Wind
W.N.W., 35 km/h.

Task: race to Rychwal and back, 228
km. Take-offs began at 9.30 a.m. and this
time pilots did not wait but left promptly,
the first gliders crossing the line at 10.06.
Altogether 35 started, including the Zefir
3; the two pilots involved in the collision
did not fly, as the incident was still being
investigated. All reached the turning-
point, but on the return leg six came
down, including Wroblewski, who landed
on Leszno airfield 150 metres short of the
finishing line. First back was Dziuba, but
the winner was Pieczewski again, at 86.8
km/h. However, the best time of the day
was 2 h, 29 min. by Popiel in the Zefir
(91.5 kmj/h.).

Competitors thought the task too easy
for the day’s conditions.

JuLy 3rp.—Bad weather; no task.

JuLy 41H—Poland under influence of
a weakening “low” centred over northern
Finland. Cu 2-5/8 at 5.000 ft.; Altocu
3-5/8 at 6,500 ft.; shower in afternoon.
Thermals intensified by local conditions,
1.5-3.5 m/sec.; inside clouds 4 mj/sec.
Wind 25-45 km/h.

A planned 307-km. triangle was can-
celled in favour of a race to Ostrow and
return, 184 km. At first conditions looked



casy and 35 reached the turning-point,
but on the way back 24 landed. y 10
sot back to Leszno, including Popiel in
the Zefir. Julian Zobro was the winner at
48.1 km/h. (Popiel made 4th best speed
at 56.4 km/h.).

General opinion: the task was well
selected but difficult owing to change in
weather conditions.

Jury StH—Out-and-return Jelenia
Gora (333 km.) declared but it was a no-
contest day. JULY 6TH-9TH, bad weather,
no flying.

JurLy 10TH.—Poland on edge of a low-
pressure area centred over S. Finland.
Cloudy with showers. Wind 25-50 km/h.
Thermals weak and low, 1-2 m/sec., inside
clouds 4-5 m/sec. Cu and Strato-cu 5-5/8,
base 2,300-3,300 ft. Freezing level 5,600
ft.; moderate icing. A most interesting
and dramatic task, with plenty of
cmotional moments, ete.

Race to Lodz, 198 km. Take-offs
started 12.30. Most competitors crossed
the start line immediately, as soon as
possible after take-off. One competitor,
Krolikowski, was out of luck, remaining
still at Leszno after three attempts. (His

. the smile of
confidence

revious placings had been 7, 3=, 6 and
g). Ten others did not get away. One of
the last to take off was Makula, who
waited a full hour for weather conditions
to improve. Only five reached Lodz. The
winner was J. Prokop (65.5 km/h.).
Jury 11mH.—Closing ceremony.

Leading Total Scores

1. E. Makula (Katowice) 4,344
2. F. Kepka (Bielsko-Biala) 3,708
3. R. Jakob (Poznan 3,606
4. H. Muszczynski (Ostrow) 3,407
5. J. Wroblewski (Bydgoszcz) 3,407
6. K. Gorzkiewicz (Gdansk) 3,401
7. 1. Prokop (Stalowa Wola) 3,254
8. S. Wielgus (Warszawa) 3,241
9. M. Krolikowski (Warszawa) 3,234
10. 1. Pieczewski (Lodz) 3,091
11, A. Kmiotek (Warszawa) 3,020
12. J. Adamek (Warszawa) 2,878
13. A, Witek (Kielce) 2,809
14. L. Kucinski (Rzeszow) 2,719
15, J. Dyczkowski (Lublin) 2,672
Hors CoNCOURS
J. Popiel (Jelenia Gora) 3,582
Of the women pilots, P. Majewska

finished 25th (her best placing was 8th
on July 4th), and A. Dankowska 30th.
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THE WALLINGTON
IN ACTION

By RON WATSON

T the London Regional Competition

in August, 1965, the Wallington scor-
ing system was used. Subsequently the
scores were re-worked by the system used
at South Cerney for the 1965 World
Championships, and the following notes
point up some of the (minor) snags which
arose and make a comparison of the two
systems, as seen in this competition.

The original proposal by C. E. Walling-
ton (SAILPLANE & GLIDING, Dec. 1964.
p. 432) appeared to be aimed primarily
at producing a simpler system of scoring
than that which we have been using for
some years, and was at some pains to
show that the system, while simpler, pro-
duced a similar result. Personally I
would support the Wallington system as
being based on better fundamental prin-
ciples and as producing a fairer result.
Certainly it is simpler, but the computa-
tion of scores is not difficult, once you get
down to it, and the small extra time
taken by the South Cerney system would
be amply justified if it could be shown
to produce a fairer result, The Walling-
ton system is supported by a sound argu-
ment, but I have yet to hear of any argu-
ment to su;aort the fundamental basis of
the South Cerney system.

There was some initial difficulty in
accustoming oneself to the idea of penalty
points, but this rapidly disappeared with
the days; such a system has long been
in use for scoring motor rallies.

The most awkward problem was how
to score pilots whose performances on
any one day were so c¢lose as to be in-
distinguishable. If the second and third
pilots are indistinguishable, the tradi-
tional method is to mark them 1, 2, 2, 4,
on the basis that 4 is 4 because he has
been beaten by three others; but the gap
between | and 2 is, by the principles of
the Wallington system, worth no more
and no less than that between 2 and 4,
so that a more logical system is to mark
them 1, 2, 2, 3. This is what we did at
the London Regional. Arguing, however,
that although we cannot distinguish be-
tween second and third, they were not
exactly equal, leads to the conclusion that
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SCORING SYSTEM

there were three gaps above the fourth,
who is thus rightly scored 4, and that
the second and third, because we cannot
determine which is which, should be
scored 2% each, leading to [, 24, 24, 4.
One pilot in the competition, however,
suggested that the correct interpretation
of the Wallington argument leads to the
conclusion that the fact that two pilots
had landed close together suggests it was
more difficult ahead of them and so this
gap is a larger one, leading to scores of
1, 3, 3, 4. As a matter of interest I com-
puted the scores on all four bases and, as
might be expected, there was very little
difference in the results. It is difficult to
find any argument overwhelmingly in
favour of any of these variants, but I
have no doubt we shall have plenty of
argument,

More interest arises from a comparison
of the results under the Wallington sys-
tem and those under the South Cerney
system. The largest difference arises from
the “2X” rule which turns two of the
days into “no-contest”. Pilots who did
badly on these days would thus have been
better off under the South Cerney sys-
tem. Largely as a result of this there are
a few fairly large changes, mostly in the
middle of the order. (One pilot would
have risen six places and one would have
fallen five; the first three are unchanged.)

Consequently a comparison was made
of the five days which would have been
contest days under the South Cerney
system and the scores actually obtained
on the five days, The table gives these in
full. One noticeable change is the margin
by which the winner wins on deletion of
the two days. The most noticeable differ-
ence between the two systems is the
position of glider 708, which would have
been six places higher under the South
Cerney system. This glider scored on only
two of the five days, and although placed
7th and [0th, the scores by the South
Cerney system are 855 and 814, The
graph shows a comparison of the scores
by the two systems. The correlation is
0.969. The line drawn joins the best pos-
sible scores (8 by Wallington, 3,370 by
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South Cerney) to the worst possible scores
(82 by Wallington, 0 by South Cerney).
Most interesting is that there appears little

curvature in the relationship as one might
have expected.

Whether or not low-performance days
such as day 3 and day 5 should be in-
cluded in the scoring of a contest will
remain a matter of argument; certainly it
is not a material part of the Wallington
system to include them. To anyone who
was at Dunstable there can be little doubt
that to fly 50 km. on day 3 was not a
matter of Juck, but of considerable skill.
The only question is whether we wish or
not to encourage this kind of skill.

Finally, 1 should like to point to the
results on day 4, a race to Swanton Mor-
ley, when the Wallington system could
be seen to be achieving fairness. Only one
pilot reached the goal and only five
pilots exceeded 2X; their distances were
65, 87, 102, 123 and 141 km, These pilots
all agreed that the latter part of the track
was comparatively easy; to have given
them a great advantage over the 18 pilots
who only flew short distances would not
correctly have reflected the skill involved
in their achievement.

London Regional Results by Wallington and South Cerney Scoring Systems

!I Day 1

Day 2

1. Bentson | 1-1000 1-478
2.  Warminger 2-995 9-257
3. MeMullin 5-884 6-293
4. Tull | B-848 6-293
5. Dimock | 1-976 2-389
6.  Cardiff 9-384 5-303
7.= Elliss 6-857 4-355
1.= Prapt 17-138

Ismail 3-3718

James
7.= Zeally 4-958 12-87
10. Donald 11-366 7-279
Il.= Wilkinson 14-209 B-268
Il.= Grime 12-261 15-0
13, Pozerskis 12-261 12-87
i4.  Siafford Allen 10-371 13-40
15.= Fitchett 7-855

Moseley 15-0
15.= D, Burns 17-138

Anne Burns 10-179

Shaw
17.  Argent 18-81

Scrivencr 15-0
I8, Marshal 12-261

Bellew 15-0
19.  Wilson 16-159

Tomlin 12-87
0. Anita Schmidt 13-214 12-87
21, Rika Harwood 12-261
o Mettam 14-21
<. Senior 15-191

Chard 5-0
23, Keogh 19-0 11-117

Day 4 Day 6 Day 7 Total
1=235 3-974 2-616 83303 1
2-199 6-9219 3-612 1-312 2
10-0 2-984 1-657 24-2818 3
582 1=1000 8-149 28-2372 5
10-0 7-878 9-138 31-2381 4
-1 12-7193 4-268 39-1749 8
641 13-760 17-dnf 46-2013 6
10~0
11-813 5-193 461522 11
100 9-833 11-85 46-1963 i
10-0 14-754 6-183 48~ 582 10
10-0 17-dnf 53-1423 12
10-0 5-937 11-85 53-1283 13
4127 17-255 11-85 56-815 16
10-0 15-656 10-98 58-1165 15
10-0 10-814
17-0 59-1669 9
7-36 8-861
17-0 59-1214 14
3-158 7-160
21-152 64-561 18
12-79 66-543 19
8-20 19-183
14-48
10-0 16-280 68-574 17
10-0 18-202 16-9 69-512 20
15-32
10-0 21-152 T2-466 21
10-0 20159 13-50 73400 el
100 21-152 L4485 75-317 23

Ist Column, Placings according to Wallington’s system. Figures in front of *'~'" denote Wallington's
“¥stem, after “~'" system as used at South Cerncy; dnf = did not fly. Last column, placings using
the South Cerney system,
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VISIT TO A MOTOR GLIDER RALLY

By PETER ROSS

'WHE.N I arrived at the little airstrip
of Schirding-Suben on the river Inn
near the German town of Passau in
Bavaria on 19th June, the four-day meet-
ing of the Second Austrian International
Motor Glider Rally was in its third day.
Extensive flooding of the Inn valley and
high winds had made thermals rather
scarce. although the weather was fine and
sunny.

The day's task was a 180-km. triangle
with prizes awarded not for speed but for
fuel consumption.

Soon a sound like an angry bee was
heard in the distance and the first of the
competitors arrived within gliding dist-
ance. The buzzing stopped and a brightly
painted Motorspatz side-slipped neatly in
to a spot-landing on the waterlogged strip.
Soon the sky was full of the odd sound
of aerial motor-scooters as the remaining
competitors crossed the dead air over the
damp fields by the river to a safe land-
ing, and lunch at the nearby hotel.

Flying the Motorfalke

After lunch I was offered a flight in
the Motorfalke, which is a development
of the Scheibe Bergfalke tandem two-
seater. Having a tailwheel it was easy to
push back to the end of the strip (taxiin
would have overheated the front-mount
aircooled engine) and we c¢limbed into
the roomy cockpit after pushing forward
the one-piece canopy which hinges along
its lower front edge. Apart from the
throttle, rev. counter, ignition switch and
fuel tap, it might have been a glider
cockpit, and the view over the nose was
just as good as in most other two-seaters.

One brisk pull on the starter cable and
the little engine burst into life. The noise
was tremendous and when, after a 30-
second warm-up, the throttle was fully
opened, the buzz-saw shriek made con-
versation impossible.

After 23 seconds we unstuck, and just
1 min. 48 seconds after opening up for
take-off we had reached 100 metres. From
there until 500 metres (1,640 ft) we
climbed at a steady 320 ft./min. at an
indicated 43 knots. Turns with power on

448

felt very similar both with and against
the propeller rotation, and would not
worry a glider pilot without power ex-
perience.

At 800 metres I managed to indicate
to Herr Hartmann, Scheibe’s demonstra-
tion pilot, that I would like to stop the
motor. He shut off the fuel and the
engine soon began to slow down, Being a
two-stroke, the vibration when it starts to
four- and eight-stroke seems very bad on
the flexible mountings, and I thought it
must surely fall off altogether! But when
the vibration stopped it was still there,
and the silence was a great relief.

Herr Hartmann switched off the igni-
tion and re-trimmed for normal flight at
an indicated 39 knots. Unfortunately
thermals were not very obliging, and this,
combined with a highly optimistic and
rather insensitive variometer, made soar-
ing difficult. (You soaring with a one-
metre zero error!) Rate of roll is good
for a two-seater, and steep turns felt just
like in a normal glider. Rate of sink with
the unfeathered propeller is naturally a
little higher than one is used to, and the
propeller flicks over as the speed is in-
creased for steep turns.

When down to 200 metres Herr Hart-
mann switched on fuel and ignition and
gave another pull on the starter cable;
the propeller, aided by the airflow, spun
even more easily than before, and we
were at once back in the cycle of noise
and climb. Another fumble in weak lift
and it was time to join the circuit. With
Herr Hartmann pulling full spoiler from




the left-hand seat (ours was the prototype
— production models have dual spoiler
controls), the approach felt similar to a
T-21, but with rather a longer ground run
resulting from the absence of any tail-
skid drags :

At the prizegiving that evening the
results of the day’s competition were
announced. The winner, a Krihe fitted
with a Puch motor car engine, covered
the triangle using 1.8 gallons (62 m.p.g.),
and no doubt this would have been better
had there been more thermals. The best
two-seater used 2.2 gallons for the two-
hour trip. The Krihe has the lowest per-
formance of the motor gliders at Schird-
ing and has a rear-mounted engine driv-
ing a pusher propeller at the wing trail-
ing edge. It looks rather like a cross
between a Grunau Baby and an SG-38.

An idea of the utilisation obtainable
from these aircraft is given by the per-
formance of the two two-seaters on that
day. Starting at 830 and finishing just
before six o'clock. they each did six
flights and over five hours (nearly 60%
of the available time). Fuel is normal
lowest grade motor spirit.

The three separate designs amongst the
seven aircraft present were fitted with one
of three different engines. One was an
adapted motor-cycle engine (the Brindl),
and the Puch is a practically unmodified
four-stroke engine from the Austrian Fiat
500. The Hirth (which started life as the
Solo) was the only one designed specially
for motor gliders. Powers ranged from
23 to 27. The variation was accounted for
partly by what the pilot told you it was
really giving compared with what the
engine company rep. was claiming, and
partly by the confusing number of ways
of measuring horse-power. There is b.h.p.,
DIN, SAE and P.S., but the main thing
is that they seem to be pretty reliable,
start easily and are cheap to run. The
weight varies from rather heavy for a
motor car engine with cooling fan, duct-
Ing, electric self-starter and battery, to
reasonably light (55 1b.) and very com-
pact for the Hirth engine with wire rope
pull starter.

What is the future for motor gliders?
To be present at Schirding was to feel
that a new development in light aviation
was starting. The Germans, who started
the world gliding by their experiments in

19, seem to have found a means of
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providing flying to a far greater number
of people than ever before, without the
limitations and frustrations present in so
much of present day gliding, and have
bridged the ever-increasing gap between
the power and the glider pilot. Of course
present-day motor gliders are crude and
noisy devices, but they are cheap and
practical. They are the pioneers and stand
comparison with the open Dagling and
the Maurice Farman Shorthorn.

_They will never take the place of the
high-performance single-seater, but they
might reduce the drudgery of training,
convert more power pilots to the joys of
soaring, and make cross-countries possible
to many who cannot s the time and
energy which gliding ands today.

Advertisement

THE ST. LAWRANCE
SEAWAY

Since its opening the Seaway has
served to give more convenient and
efficient world trade access to the Can-
adian Great Lakes, This is widely known.
But what has the Seaway got to do with
gliding?

Just this, It is less widely known that
there is now another kind of “Seaway”,
to give world trade in glider accessories
and instruments more efficient access to
the Canadian glider pilots, and vice ver-
sa. The Seaway benefits are all there:
direct traffic, minimum handling, mini-
mum delay, good service, low cost. If
you are not using this “Seaway™ yet,
aren’t you missing something? To find
out, contact Ontaero Co,, P.O. Box 26,
Stn. D, Toronto 9, Ontario, Canada,

Keep ‘em flying!
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OBITUARY
H. 6. C. BUCKINGHAM

T was in 1938 — almost on the eve of

the Second World War — that
Horace Buckingham became Chairman
of Elliotts of Newbury. From that time
onwards although aviation was destined
to be a relatively small part of his own
life, Elliotts have been continuously in-
volved in aircraft development and
manufacture.

Horace became a Director of Elliotts
in 1921, and in those ecarly years it was
largely through his efforts that the firm
managed to secure a foothold in the
furniture industry. Then came the out-
break of war and a contract from Air-
speeds against which Elliotts delivered
the astonishing total of 100 Oxford
fuselages within the first 12 months,

Following this initial success. Elliotts
continued throughout the war to manu-
facture sub-assemblies for many different
types of aircraft. including the Horsa,
Hamilcar and Tiger Moth and for the
immortal Spitfire and Mosquito.

It was in the post-war years, however,
that Horace came to the fore as a
manufacturer of sporting gliders, Seeking
to use his firm's wartime experience, he
entered into co-operation with Chilton
Aircraft to build a modified version of
the Meise. Production of this aircraft —
known as the Olympia Eon — started
at Newbury in 1947, and more than 150
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(itself a record, never surpassed in this
country) were subsequently built.

This time action undoubtedly provided
the British Gliding movement with its
first and most satisfactory post-war sail-
plane available in quantity, and made a
real contribution to the progress of high-
performance soaring at the time.

Early in the 1950°s began what was
certainly Horace's greatest achievement
in gliding — his Olympia 4 series cul-
minating with the incomparable 419 and
leading on to the present 463 Standard
Class sailplane. It is certainly no reflec-
tion on the technical advice and support
available to him to say that throughout
this whole development the ultimate
decisions were Horace's alone and that
it was always he who forced the pace.

That these decisions were right, no
one who has flown aircraft of his
Olympia 4 scries or seen the outstand-
ing performance of his 419°s in British
Nationals and World Championships
since 1958 can surely doubt.

Following the initial success of the
419, Horace decided to concentrate on a
new lightweight Standard Class sailplane
— the 15-metre 460 series, Development
of this aircraft ran into very consider-
able trouble but Horace continued to
persevere with it often in the face of
severe criticism.

Three years later, in 1963, he had
the satisfaction of seeing it represent
Britain in the World Championships
Standard Class and winning League 2
in the British National Championships.
Mis 463 had arrived at last and it con-
tinues in production today.

Aggressive, impatient, creative, with
unbounded energy, Horace was a true
leader, and in his factory one could
always see and feel the lovalty, the en-
thusiasm and the action which he both
provoked and inspired. For those fortu-
nate enough to have known him as a
friend in his later years there was yet
another side to his character — his
impish and quite delightful sense of
humour, his gentle kindness and con-
sideration, his unswerving loyalty and
his big-hearted and generous nature.

Now in his 65th year, in the year of
his 465, Horace has gone. How better
can we hope to remember him save in
seeing the continuation of the work
which he started? Perhaps eventually



in the development of a new line of
sailplanes to bear his name — sailplanes
which will fly in many parts of the
world, but especially over the Berkshire
Downs and across the Vale of Kennett
where he lived and worked and made
his home. Davip INCE

ALEX DAWYDOFF

WE regret to report the death on
Ist August of Alex Dawydoff.
cditor of Soaring, the monthly maga-
zine of the Soaring Society of America.
a post which he took over only in
June last year. He was aged 61, and
had been working until only a few days
before the end, when he developed heart
trouble,

He was born in December, 1903, at
Leningrad (then St. Petersburg) and came
to the U.S.A. in 1921 with his mother.
In 1928 he started gliding on imported
German machines. Around the end of
the war he spent a year re-designing
and building a Kirby Cadet for the
then proposed New York State Aviation
Vocational Training Program. He came
to Cologne in 1960 as Public Relations
Representative with the US. team at
the World Championships.

Mr, Dawydoff was widely known as
an aviation journalist. He was Techni-
cal Editor for Air Trials and Air Pro-
gress magazines, and later became Man-
aging Editor of Flying magazine. His
book, “Airplanes of the World”, pub-
lished in 1953, has run into 9 or 10
cditions and is still going strong.

The
glouded
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John Iggulden, besides being acclaimed
“as the most compelling of Australian
wrilers,” is also a former Australian national
gliding champion, He knows well the thrills
and dangers of the sport which he vividly

portrays in his new novel. 30s
Macdonald
[ S ——————————
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BOOK REVIEW

Soaring International Year Book 1965, edited by RicHARD MILLER. Pub-
lished by Richard Miller, Soaring International, Box 77334, San Francisco,
Calif. 194107, U.S.A. Obtainable from B.G.A. price 17s. 6d., or 18s. 6d.
including postage.

REFERRED to by some as “The Mystery Man from America", Richard Miller
was one of the most striking phenomena which helped to give character to the
recent World Championships. Tall and statuesque, he seemed to be everywhere at
once, looking almost dazed at all the fascinating things going on around and the
extraordinary people taking part, many of whom found themselves booked for his
forthcoming anthology of the best gliding stories.

Meanwhile he has produced this “Year Book™, which covers a lot more than a year,
as it has many historic photographs and even an article on Sir George Cayley. Alvin
Parker writes on his 1,000 kilometres, L. Niemi on the Sisu, L. Yund on one-class
soaring in the 1-26, J. Aldrich on shear lines, K. Ristin on Scandinavian soaring.
The two longest chapters are by Mr. Miller — a history of soaring and a review of
present-day sailplanes of the world. A collection of “provocative paragraphs” includes
one from the 1933 SaiLPLANE & GLIDER.

Altogether a well-got-up collection full of interest.

Since writing the above, we are delighted to hear that Richard Miller has been
appointed editor of Soaring, the official magazine of the Soaring Society of America.

A ES.
CORRESPONDENCE

PETROL v. DIESEL ENGINES FOR WINCHES
Dear Sir,

Mr. Ross gives fuel economy as a ground for the use of diesel engines in
winches [“Some facts about winches”, Sailplane & Gliding, June 1965, p. 239]. The
engines as used by us, according to detailed research from users’ reports, use an
average of 300 g. of petrol per launch. A diesel engine, with acceptable acceleration
forces, uses more than double on diesel fuel, according to extensive trials made
by us. Therefore, in the right choice of the petrol engine, his argument no longer
holds with regard to cheapness. With the diesel engine there remain the necessity
and disadvantages of the great performance requirements, the great weight, the
large dimensions, and the incomparably higher capital ouxlady.

The side-by-side multiple drum installation recommended by Mr. Ross was
discarded by us as far back as 1953 as being unsuitable. Reasons: Cable
should be so positioned as to be “flying”, i.e. open on one side, as otherwise when
the cable jumps off the drum almost the whole of the cable will be entangled.
With a flying-positioned drum, the cable cannot get knotted and can be easily
rewound and disentangled.

We cannot overlook the fact that, in the sketch of a standard winch at the
end of Mr. Ross's article, the roller arrangement with guillotine installation is our
own patented symmetrical azimuth roller system; the use of this without our
agreement is not permitted.

Miinchen 5, Thalkirchnerstr. 62, W. Germany  RICHARD TOST FLUGZEUGGERATEBAU

STANDARD CLASS IN FUTURE NATIONALS
Dear Sir,

I support the remarks of Tony Deane-Drummond and Simon Redman in the
August SAILPLANE & GLIDING concerning the future of the Standard Class in British
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Nationals.

From my experience one can have virtually the same performance from a Standard
Class machine as from an Open Class one at a considerable saving of £s.d. For
cxample, most Standard Class gliders cost between 10 and 20% less than Open Class
machines, The owner of a Standard Class glider will therefore pay less insurance
premium than a similar person who owns the more expensive Open Class type. It is
also common for a I5-metre machine to obtain more height off a winch or car
launch than the heavier 18-metre types. This in itself reduces the necessity for aero-
tows ffor the 15-metre type and consequently results in an appreciable saving in
flying fees.

yltgis therefore obvious that a considerable saving in both capital outlay and running
expenses can be made by owning a Standard Class machine in preference to an Open
Class type. Why is it, then, that we as a nation still seem to prefer the Open Class
glider when right now there are two excellent Standard Class types built in Britain?
Surely, it is that in competitions the Standard Class is held in esteem than the
Open Class? This attitude will most probably only be changed when the whole
structure of the Nationals is altered. The responsibility for this must rest with the
British Gliding Association.

I'm therefore going to suggest that the Nationals in 1966 be organized so that
positive encouragement is given to people to fly Standard Class. I suggest that the
composition of the Nationals be as follows :

1966: Open Class Standard Class
50 entries 30 entries

1967 and thereafter : Open Class Standard Class
40 entries 40 entries

Each Class should be tasked and scored separately and there should be two National
Champions declared at the close of the contest — the Standard Class being declared
first, as in World Championships. The entries for the Nationals should be determined
from the existing rating list and slight variations in the numbers in each Class given
above should be permitted. The scores gained in each Class should count 1009%
towards rating points. In accordance with Simon Redman’s suggestion the Regionals
will provide pilots with a chance to gain competition experience, as they in fact do
at the present.

There will obviously be objections to this scheme, but whatever these may be it is
high time we dug ourselves out of the I18-metre rut and really made an attempt to
produce experienced Standard Class pilots. We will be needing some in future World
Championships.

R.A.F. Binbrook, Lincoln. JoHN DELAFIELD.
FOUND ABANDONED AT SOUTH CERNEY
1 VHF Radio, | Camera, 1 Tape Recorder, Anyone who has lost any of these items

should send a full description to the B.G.A., and indicate means by which they can
be collected or returned.
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Ex. R.AF, Kelvin Hughes Type
KB 482/01 in excellent unused
condition. Standard three pointer
Iype with integeal ransporiation
lock and front reset knob. Range
covers -dg to »12g.




hould be sent to C.eiron Press Ltd., 3 Cork S5t., London, W.|

Adverti. with i e,
(Regenr 5301). Rate |/- a word. Minimum 15]-.

Box numbers 4/- exira. Replies to Box numbers

should be sent lo the same address.

FOR SALE

BOASTING POTS. Your barograph
trace, details of flight, date and name
accurately engraved on one pint pottery
tankard. Green or yellow. One guinea
plus 2/6 post. Send trace and cash to
Rhoda Partridge, Teifi Pottery, Cardigan,
Wales.

1965 SKYLARK 4 in latest Polyurathane
finish (dark blue and white). Total 30
hours. Full instrumentation including
P.ZL. and Crossfell varios, Bendix
horizon. Full rigging gear including
trolley. Slingsby design professionally
built trailer with Rubery-Owen axle.
Complete outfit in brand new condition.
New C. of A. frem date of purchase
included. £1,650. D. Heyhurst, 11 St
Andrews Close, Stapleford, Cambridge.
Phone Shelford 3359.

CAR BADGES. Superb quality to your
own design or Club layout. Discount for
quantities. Box No. 5.G.201. 0
GLIDER TRAILERS individually built
to special requirements, For details and
quotations apply Oliver J. Lee, Newton
House, Park Road, Burnham on Crouch,

-

“DIRECTORY of All Sailplane Models
in U.S."; 114 photos, specifications, per-
formances, statistics; 50 cents. Soaring,
lBJoéA‘GGO}'l. Los Angeles 66, Calif,

EX-GOVERNMENT balloon winches
late type with wire ropes, practicalli un-
used, Ford V8 engines, £100 each, L. W.
;lzass; Ltd., Ampthill, Bedford. Ampthill

NEW surplus RAF scat type parachutes
£12 10s. cach, carriage 10s. New glider
rachutes Irvin mark 32 only £32 each.
econditioned steel grety RAF flying
overalls 47/6 each. Ask for leaflet. Tar-
paulin and Tent Mfg. Co., 101-3 Brixton
Hill, SW.2. TUL 0121.

NEW and unused diesel winches suitable
glider launching available at fraction of
manufacturing cost. Six only for dispo-
sal. Full details upon application. R. E.
Trem and Co. Ltd,, Bawtry Road, Fin-
ningley, Nr. Doncaster, Yorks. Tele-
phone Finningley 203/4. Telex 56239.
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IMMACULATE Skylark 3F for sale, less
instruments and less trailer. Built in
November, 1960. Under 400 hrs. since
new, and less than 300 launches. This
aircraft has been treated like eggs by
fond owners and knows its way over
most of England and Scotland. Has a
head for heights. This aircraft is such
a gentleman that we don’t feel able to
mention price in the same sentence. So
we suggest that you let J. C. Riddell,
Ardyl House, Hollybush Green, Col-
lingham, Wetherby, Yorks., have your
offer, and should you suggest less than
£1,150, the Skylark 3F would be very
offended.

KIRBY CADET, modified wings,
canopy, with trailer. Beal, Charlton
Mires, Alnwick, Northumberland,
OLYMPIA 2B. One of the last built, Low
hours and launches. Good history. Basic
instruments. Complete with splendid
ér;éil’cr or scparately. Chapel-en-le-Frith

OLYMPIA 463 1965 (March) as new.
All white with basic instruments, and
trailer. £1,545 o.n.o. T, W. Sheppard,
96 Toms Lane, Kings Langley, Herts.
OPEN TRAILER, steel tube construc-
tion, very strong, 30 x 54 feet internal,
professionally built, floor fitted, 2" ball
hitch and spare wheel included. Takes
T-21, Capstan or anything. Must be sold
— what offers? Box S.G.206.
PARACHUTES — Special offer fellow
“Glider Guiders”. New government sur-
plus, soft, flexible back packs — quick-
fit ejector snaps on nylon harness. Easy
adjustment any size in two seconds. Get
out of harness with one hand. Weighs
only 174 1b., 25” long, 15” wide and 2*
thick. This is the chute worn by most
SOARING pilots weighing 125 to 225 Ib.,
all over the world. Write for special deal.
McElfish Parachute Service, 2615 Love
Field Dr., Dallas 35, Texas. A member
of SSA and TSA 16 years.

T.31. C. of A. until August, 1966, £250.
Barograph wanted. Box No. §.G.207.
TOW BARS suitable all makes of
vehicles, State vehicle for guotancm by
return. Faylite Ltd, 42 St. Stephens
Street, Birmingham 6.




* 1001 Genuine Bargains interest everyone! *

Huge -stocks GOVERNMENT SURPLUS
CLOTHING AND EQUIPMENT, inc, flying
suits from 25/-; flying helmets, anaraks, out-
hing, p variety of
miscellapeous  ex-Government  equipment.
Ever 30 useful—you will be sure to find
woo! Send “TODAY for our J0ee CATe
too! S or our
LOGUE—&d.

free or call at

LAURENCE CORNER, &-gns Hampatead

. Lo N.W.l. 2 mins, Euston, War-

ren St. It will be well worth while! Postal

customers buy with pt des-
patch, u suanantee. Depl.

RADIOS, Pye, Bantam and Cambridge
glider and vehicle units available. Credit
or rental terms if required. Faylite Ltd.,
42 St. Stephens Street, Birmingham 6.

SKYLARK 3r Comp. No. 268, C. of A.
April, 1966, launches approximately 600,
white wings, midnight blue fuselage,
probably the best finish of any Skylark.
Well designed trailer in matching colours,
A.S.L, altimeter, standard compass and
Cook compass, vario, Sperry horizon,
turn and slip, fitted radio aernal. £1.350,
Colin Donald, 50 Burghley Road, Peter-
I_;orou,gh. Phone 5787 between 9 am.-
p.m.

WITHOUT doubt the finest Eagle 111
in the country. Fully instrumented with
duplicated A.S.I. PZL varios, compass,
altimeter, turn slip, Crossfell audio. Also
one Sperry horizon, C. of A. March,
1966. All mods professionally completed
with normal aerobatics category. £1,185.
Box No. §$G.205.

SKYLARK 2B with full instruments and
trailer £700. Separate sale considered,
Bryvce Smith. 281 Queen Edith's Way,
Cambridge.

FOR SALE, duec to change of site,
mobile, two drum winch. Ferd V8
engine, recently overhauled. Details E.
Poulton, 82 Kitchenor Crescent, Water-
loo, Poole, Dorset. Tel. office hours
Parkstone 3151.

WEIHE sailplane in excellent condition
'ncluding basic instruments and parachuts
£450 or near offer. Apply, Southdown
Aero Service Ltd., Lasham Airfield, Nr.
Alton, Hants.

WANTED

SET of working drawings for construc-
tion of a glider, Would consider rebuild-
ing a crashed machine. Details and price
etc. to Box No. 5.G.204, .
OLYMPIA 2 or similar, C. of A., instru-
ments. F. Smith, 27 Stratford Road,
Honeybourne, Worcs.

“SAILPLANE & GLIDING" 1963 Feb-
ruary and August, W. J. Dean, ¢/o Las-
ham Gliding Centre, Alton, Hants.

WANTED urgently. Olympia or better
with instruments, trailer. Current C. of
A.lcssenﬁal. Telephone Great Bardfield
36!

URGENTLY REQUIRED: C.F.I to
enable Swansea Gliding Club to continue
flying activities. Apply: Secretary, 34
Linkside Drive, Pennard, Swansea.

SITUATIONS VACANT

C.F.1,/ MANAGER REQUIRED by the
London Gliding Club. For the right man
(or woman!) this could be the best paid
job in the game. A.pgly in confidence to
The Chairman, T. S. Zealley, London
Gliding Club, Tring Road, Dunstable,

.

PERSONAL

CAPSTAN trailer, new. complete with
Rubery Owen axle. Enquiries: V.G. Air-
craft Ltd., Tring Road, Dunstable, Phone
64719.

PUBLICATIONS

SLOPE SOARING with a radio control
model sailplane is a fascinating pastime
and a typical phase of aeromedelling.
Read about this and other aeromodelling
subjects in Aeromodeller, the world’'s
leading model magazine. published
monthly, price 2/-. Model Aeronautical
lP:[res.r Lid., 38 Clarendon Road, Watford,
erts.

11 will, of course, be understood fFai the British Gliding Association cannot accept responsibility

tor the claims made by advertisers in *'Sailplane and Gliding'".
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"CLUB NEWS

ALTHOUGH on the whole we have had a poor summer, there seems to be no
shortage of pilots who were in the right place at the right time, as will be
seen from the many people who have flown one or more legs of their Silver or
Gold C’s. Congratulations to them all.

Copy for inclusion in the December-January issue should reach me, typed double
;?E,oze;i’ not later than Wednesday, 13th October, at 14 Little Brownings, London,

23rd August, 1965,

BATH (Keevil)

PROBABL}’_ one of our most import-
ant acquisitions where ground equip-
ment is concerned is the recent installa-

Y voNNE Bmmu (Mrs.).
Club News Editor.

have to rely on the co-operation,
although greatly appreciated, of mem-
bers' families in receiving phone calls
from cross-country pilots to relay them
to retrieve crews as they call in, You
may like to make a note of our number

Taking a well-earned breather, From I. to r., C.F.I. Owen Harris, Deputy C.F.I
Gordon Mealing and Vince Griffith.
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in case you wish to contact us at week-
ends, Keevil 411,

Our two-seater list grows shorter as
our single-seater list grows longer. We
appear to be getting members off solo
faster than new members come along.
Probably the result of somewhat un-
favourable weather up to the present
time.

Two more of our lady members have
gone solo, Liz Wiltshire and Margaret
Cullis, and Margaret did exceptionally
well to get her C in the Grunau within
a few weeks of going solo.

Len Denny, Bill Davis and Charlie
Derrick have all gained Silver C legs.

Ralph Jones has obtained Gold C
height and distance with diamond for
declared goal to Great Yarmouth from
Nympsfield.

One of our members who soloed
carlier this year is Phil Cottle who when
“at work™ flies Viscounts. Phil is having
difficulty in working a steep climb. It
has been suggested that he should have
a portable tape recorder in the cockpit
which, when he reaches 100 ft. shouts
“rotate”. We have reason to believe
that some passengers are in for an
exciting few minutes if he ever operates
the other way around, XN S

BLACKPOOL AND FYLDE

LTHOUGH we cannot claim to have
4 X enjoyed a tropical summer up here
in the North-West we have, nevertheless,
taken full advantage of some excellent
soaring conditions at our Samlesbury
site.

David Field, who will shortly be emi-
grating to Australia, is now, much to
his relief, assured of taking at least a
B certificate with him.

Keith Emslie, along with his assistants,
organised a very successful Course dur-
ing the Preston holiday fortnight, The
course was for club members only and
was well supported. There were several
Bood soaring days, and eighteen-year-
old Richard Aldous did a creditable C
flight, climbing during his 75 minutes
flight 10 over 3,250 feet.

Len Clarkson and eighteen-year-old
Jane Murdoch have recently been pro-
moted by our C.F.I, Jack Aked, to the
Olympia“ 28 and we suspect he will be
sending Dennis Cooper and Martin

Shaw on their first solos very shortly.
John Gibson and Ivor Stretch took
the club Olympia to Lasham for a week
in July, but were very unlucky with the
weather, so they have gone north to
Portmoak, for a change, in search of
wave soaring. They have been joined by
Ken Cooper and Terry and Eileen Hog-

Congratulations to Gil Haslam, who
was launched from the Lakes G.C. site
on 8th August and, making a some-
what round-about journey, landed at
Samlesbury nearly four hours later,
thereby completing his Silver C.

We wish every happiness to flying
members Ian Hamilton and Freda Wel-
lens, who met on the airfield. They were
married towards the end of Jl}ly.s

BRISTOL

THE Tiger Moth having been away
three months on a protracted C. of
A., we will commence with our thanks
to Tony Gaze for lending us his Auster
almost continuously during this period.

The weather caught up with the calen-
dar at the end of July and on one day
no less than eight Distance attempts
resulted in three Silver C's being com-
pleted and four more legs gained. Con-
gratulations to the following:— Silver
height, Barry Walker and Roy Owen.
Completion with distance flights, Mark
Westwood, Mike Harper, Brian Pratt.
Distance, Lauriec Smith. Solos, Messrs,
Edwards, Stevens, Wood, Greenwood
and Copley. C Certificates, Messrs.
Upson, Walker, Price and Curtis. All
since the last issue, plus many conver-

sions.

Ray Jefferies deserves special mention,
as, after 20 years of taking the ground
equipment to pieces, he demonstrated
how easy it all is by completing his
Silver C with a flight to Bovingdon dur-
ing a short break whilst putting the
Mumford winch together again!

Colin Pennycuick is so high up the
Ladder that we’re soon expecting to
hear he’s used his oxygen to get down.
Numerous height gains were capped by
a 229 km, triangle to put him well in
the lead over Roger Barnett, whose
300 km, triangle attempt landed him
only 10 km, from home. Cross-country
mileage recorded by members since the
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Upheolstered interior

Sole Agenits

Sole of Czechaslovak ducls:

cupe aAHEaD witH A "BLANIK"”
THE HIGH PERFORMANCE TWO-SEATER

A.R.B. approved for aerobatics and cloud flying
Anodised metal construction, duplicated instruments
Flap and air brakes, retractable undercarriage

Peter Clifford Aviation Ltd.

Cables: CLIFFAIR OXFORD  Telephone: KIDLINGTON 4262

Omnipol Ltd., Washingtonova 11, Prague 1, Czechoslovakia.

£1,795 delivered UK. Duty and
temporary surcharge (if applic-
able) £338

OXFORD AIRPORT
KIDLINGTON

last issue is approximately 1,500, and
at the time of going to press the club
Oly. is being collected from 50 miles
away after a Silver distance attempt by
Bentley McLeod. R. G.

CAMBRIDGE UNIVERSITY

N the whole, soaring conditions at
Cambridge have been poor this sea-
son, though many pilots met the chal-
lenge quite successfully. Among them
are Ann Walker and Tony Joss, who
completed their Silver C's, Ann by tak-
ing the Olympia to Wattisham, and Tony
with a neatly executed goal flight 1o
Boxted in the Swallow. By mid-August
the longest flights were Simon Redman’s
130-mile triangle flown on 31st July and
David Wigglesworth’s flight of 112 miles
to St. Neots via Banbury cn 7th August.
Same as last vear, the success of Cam-
bridge pilots at competitions has been
uite spectacular. Simon Redman won
the Western Regionals at Nympsfield,
with Colin Pennycuick and Stewart Wal-
ler second. John Brenner and Jeremy
Pickett-Heaps, flying the club Olympia
in the same event. came fifth. During
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the contest Jeremy completed his Gold
C and won his first Diamond by taking
the Olympia 300 km. to Great Yarmouth,
John Firth took part in the United States
Nationals and came 4th. He also won
the 5th contest day. G.S N.

COVENTRY

UR airspace has been so crowded
lately with a veritable procession
overhead of World Champs Competitors
and triangle manufacturers from Dun-
stable, that we have had hardly any
room to get into the air ourselves.
However, the weather naturally havine
improved rapidly after the close of our
Regionals recorded elsewhere in this
issue), not a few Club members have
been getting down to the serious busi-
ness of lengthy self-imposed tasks.
Some noteworthy flights include Lou
Frank’s Gold C climb in the Skylark 3
to 12,000 ft. over the site, Peter Part-
ridge’s almost successful Gold C distance
attempt to Morpeth when he fell 10
miles short: Mike Smith’s out-and-return
to Lasham, Doug Cunningham’s flight
to Swindon and back, and Lou Frank’s



attempted out-and-return to Lulsgate
landing at Cheltenham on the way back.
The Dunstable trophy has been seen
several times whizzing up and down
the M.1, and one aspirant who arrived
there was astonished, after having
asked another stalwart to retrieve him,
to sec the latter fly in a short while later
in another aircraft. No names, no pack-
drill — but the Club sympathetically
understood, since the pilot in question
has been known for some time to suffer
from a disease, so far incurable by
leading doctors and specialists, which
ordains that whenever he sees an empty
glider on a soaring day, he feels an
obsessive compulsion to get in and go!
Finally, we are pleased to record the
steady progress of our Instructor, Bill
May, after his recent accident, and we
hope it will not be long before he is
out and about. B. E

DERBYSHIRE & LANCASHIRE

busy time for Camphill. 1,300 more

launches by the end of June com-
pared with the same period last vear
and 300 extra hours of flving. At the
end of June, an advanced flving week
for would-be Silver C and Gold C pilots,
was blessed with some good weather.
Over 20 cross-countries were logged.
three Silver C's completed, and the
C.F.I. came to ecarth after 435 Kkilo-
meters of a 500 kilometer attempt.

One or two visitors, in search of
five hours® duration, have gone home
with a smile of satisfaction. The most
noteworthy success being a Sig;ark 4
pilot who, with a moderate sterly,
soared in wind-shadow thermals, in the
lea of our West-facing ridge, for
5% hours.

After a rousing party the T.A. left
us having made an excellent job of
levelling a considerable area of ground
closc to the hangar. Once the drainage
and grass growing is complete there
will be much ecasier access to the West-
wind launch point, and a larger glider
park. D. M. K.

DEVON AND SOMERSET

UNKESWELL airfield, which has
been used since the early days of
the club, has recently been sold, Since

we have been unable to negotiate a lease
on the runways; a new site has been
purchased at North Hill, about 14 miles
west of Dunkeswell. The new field is
108 acres, with excellent thermal and
hill-soaring possibilities.

Our Chairman, Sam Tolman, has
resigned and Dave Clayton (vice-chair-
man) has stepped into the breach at
this very difficult time. Our thanks to
Sam for all the hard work he has put
into the club during his term of office.

Our courses this year have been fully
booked and, in spite of the weather,
most have had their full quota of
launches. The morning and evening
courses for club members at weekends
have been extremely well attended this
year, we sometimes wonder if our in-
structors ever sleep!

The arrival of a new Skvlark 4 has
slightly eased the queue for the two club
Swallows at the weekends. Qur Tiger
has been at Exeter. having a C. of A,
but is now back home, resplendent in
red and blue.

There is a lot of hard work to be
done at North Hill before we move in
next spring, but with security of tenure
we have very much to lock forward to
in the years to come, SN

DORSET

FLYING activity recommenced at our
new site on Good Friday and
although the weither has not been par-
ticularly good this vear, some interest-
ing flights have been made locally in
sea-brecze fronts. The two separate
wecks devoted to Silver C hunting drew
blank — in England — but in Switzer-
land Gracham Morris and Gil Turrell
caught Silver C duration. Congratula-
tions are due to Graeham Morris and
Joe Linee for their respective Silver C's;
to Terry Linee and Tom Tomsett for
their solo and C Certificate flights: 1o
John and Shirlev Purchase, David Taylor
to Roger Woolway and David Wilkes
and Ted Whyborn for their solo flights;
who converted from Tiger Moth to
Swallow and last but by no means least
congratulations to Margrit Schneider.
who converted from gliders to Tiger
Moths on her 2Ist birthday.

In May we had to say goodbye to
Colonel Cockle at the A.G.M. but we
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hope that the Life Membership we have
given him in appreciation for the work
he has done for the Club during his
period of Chairmanship will be an in-
centive to visit us often. Pete Baxendine
has been elected to sit in the Chair but
one cannot say he actually “sits™. There
could not be a more active Chairman
anywhere.

In June we obtained permission to
use a large building as a hangar and
another smaller one for a clubhouse,
the latter should be a bit more com-
modious than the faithful but rather
small caravan.

KENT

'HE party held at St. Julians on 10th

- July was a great success, and in
spite of rather chilly weather several
members ventured into the swimming
pool and bravely declared that it was
warmer in the water. The next festivity
arranged by the social committee is to
be a barbecue at Challock in September.

In the past eight weeks, Alf Cole
has flown solo and Pauline Dunk, Keitg
Lester, Tony Powsey and David Illenden
have had soaring flights for C certifi-
cates. Peter ey has completed his
Silver C with the height leg, and Silver
C heights have been claimed by Mike
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Honey, Johm Burt, Cyril Whitebread
and Ken Smith. Joanna Dannatt, Mike
Honey, Peter Kingsford and David
Brown have all flown the duration leg.
Recently, a dozen or so members, led
by the C.F.I., Roy Hubble, have visited
Borkenberge in Germany, where a num-
ber of clubs are based. Their stay was
much enjoyed by all who went, and the
hospitality they received was greatly
appreciated. P.B.

LAKES

WHEN the Annual General Meeting
was held in the new clubroom at
Walney on 18th July the assembly was
large enough to tax the seating capacity
to its limit.

The Chairman read a letter from the
President, Lord Lonsdale, regretting his
inabilitv to be present. This prompted
several speakers to recall with enthusi-
asm, and for the benefit of new members,
the active interest our President has
always shown in the Club from its
inception. It was agreed with acclama-
tion that the sentiments of the meeting
be communicated to Lord Lonsdale, and
we are gratified to report that the Secre-
tary has since received a most cordial
reply indicating our President’s continued
support and assistance,

Ernie Dodd was re-elected Chairman,
and Ron Reid has agreed to undertake
the duties of C.F.I. for another year.
Rosalie Allen and Elma Hoole continne
as Secretary and Treasurer respectively.

In our last notes we reported some-
thing of a hiatus in flying achievement
due largely to preoccupation with the
clubroom and other urgent matters. Sid
Wearing shook us out of the doldrums
with 5 hours 20 minutes over Ireleth to
achieve the second leg of his Silver C.
Gill Haslam kept him company for five
hours on the same day, and Gill Scurrah
has notched a C flight in the Tutor. This,
incidentally, is the Club’s first Tutor C
at Walney, although Ces. Batty failed
by a narrow margin only a few weeks
earlier. o M

The diesel winch is now running in
double harness with the old veteran,
thus permitting the use of two cables
with a somewhat improved launch rate.
With two sound winches, the next task
seems to be elimination of unnecessary



cable and ‘chute wear. As “Punch" once
remarked, “It ain’t the ’unting that ‘urts
‘un. It's the ‘ammer, ‘ammer, "ammer
along the ’ard ‘igh road.” It appears
that this problem with macadam is
still with us and the appropriate com-
mittee will have to don its thinking cap!
We have received return visits from
John Young and Derek Sandford, both
of them looking extremely fit. It is
always a pleasure to welcome old
friends at The Lakes. F. G. R.

LASHAM

E have sold our winches and all

1aunches are now carried out by
auto-tow or aero-tow. By using the two
tow-car method, we have increased our
launch rate, thus allowing us to cope
with many more pgpﬂs and early solo
pilots than before. Four Tugmasters are
used for the aero-tows and up to the
end of July we had completed 4,000 as
compared with 7,000 for the whole of
last year. Wire launches arc slightly
down at 10,000 to the end of July as
compared with 17,000 for the whole of
1964.

The high-performance soaring side of
Lasham is growing apace. milk runs
which produce Silver and Gold legs for
distance are now well established and
many more Gold legs have been flown
than ever before despite a poor summer,
Pilots are encouraged to practise tri-
angles of wvarying sizes to give them
experience of speed flying. The School,
which operates T-49s, a Blanik and
Swallows appears to be slightly under-
patronised although courses continue to
be fully booked.

Roy Smith has taken over as Chairman
from Alan Freeman. Alan is the financial
genius who completely reorganised the
structure of Lasham and managed to
put it on an economically viable basis.
Luckily he has agreed to stay on the
Committee so that his experience and
expertise will not be lost.

Scveral new private owner gron
have appeared t‘rl:is year, including the
Burns’s 17-metre Austria SHK and two
Dart 17s — one with the latest status
symbol for would-be pundits — the re-
tractable wheel. The latter, which belongs
to the Carrow syndicate, is an absolute
honey to fly. ;

The Air Scouts National Camping site

now boasts a four-engined York which
is used as a bunkhouse. Their T-21 is
being worked very hard as they have
managed to persuade Laurie Bittlestone
to spend most of his time at Lasham,
which has meant many more Scout
courses.

Finally, the radio saturation of
Southern England looks like becoming
a fact judging by the number of VHF
sets to be seen around the place. There
is talk of a powerful ground station to
compete with “India Charlie” so that
home pilots and visitors alike can call
up our base for weather, turning point
and other information. Mutterings in the
bar suggest that a putting green or
cro?get lawn might be provided in front
of the clubhouse to keep wives happy
and the ladies” bunkhouse is at last going
to have a face lift. “Gliding in comfort
and joy?” w. K.

LEICESTERSHIRE (Rearsby)

IRST of all, congratulations and very

best wishes to Heather Atkinson and
Dimitri Zotov on their marriage on 7th
August. Heather is a C pilot and Zot,
in addition to being a first-class tug
ﬁilot. is also a sailplane pundit. Many
appy landings in the future to them
both,

Now, apologies, for a mistake in our
last report. It was John Whiteley who
was last seen heading North-east after
his Silver distance; not John Willett.
Sorry Johns.

Actually, a few weeks after J. W.s
flight to Grimsby he helped Yours Truly
and fellow syndicate member, Jim Hub-
bard, on our “Silver” retrieve, This took
nearly six hours and was from a hay-
field below Nether Broughton ridge; the
ridge that wouldn’t work. It's not a very
long walk from Rearsby, in fact.

John's car was stuck in eighteen inches
of glorious mud; “Jacob’s Ladder” —
Olympia 308 — had to be carried over
three ficlds: the nearest house was almost
a mile away; the nearest tractor three
miles and it took an hour of tractor
pulling to remove the car from the mire.

We now have our Capstan open trailer
and look forward to having cross-country
dual-instruction flights in future, The
Capstan js giving excellent service: our
own club height record with it being
8.300 ft.
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FOKA
{15m span)
Qutright winner
in the

Open Class

Photograph by
courtesy ol
C. E. Brown

Four Fokas in the first four places, both Standard (3rd
and 4th) and Open Class (Ist and 4th).

FOKA 4, £1,475 (plus £220 imp. duty)

FOKA 3, £1,297 (plus £189 imp. duty)
Delivered UK., 6—8weeks, complete with full set of flying instruments.

Also— 3
BOCIAN 1D. £1,125 (plusimp. duty) in white without instruments.
£1,210 (plusimp. duty)fully painted withinstruments.

Two-seat high performance and training (aerobatics) sailplane.

For further details write to:
NORCO ENGINEERING LIMITED
Burrell Road, Haywards Heath, Sussex
Tel. Haywards Heath 51771

P Z L FLYING INSTRUMENTS




At last our second syndicate Ka-6 has
arrived — by sea and rail after all.
Unfortunately, the planned tow back by
air from Germany went totally wrong
when the tug aircraft crashed on landing
there. Don Cameron, our chief tug pilet,
Tony Glover and Dorian Bailey were
all injured but are now recovering fast.

From mid-year Peter Martin has be-
come our new C.F.I. Vic, Carr is having
a well-earned rest after having been our
C.F.I since club formation five years
ago. Vic. is now Vice-President.

Drinks all round are due from Spike
Glover, Brian Lavery, Eric Knibb (solo-
ists) Tom Dawe, Spike Glover, Dave
Tilley (C Flights); Dennis Heathcote,
John Whiteley, Bernard Fitchett (Silver
C’s); Peter Martin (Gold C and Diamond
Goal), Vie, Carr (Diamond Goal).

We are now having occasional visits
from pilots wishing to gain aerotow
experience and, as our policy continues
to be aerotow only, we are pleased to
welcome visitors any Saturday or Sun-
day. For the first time in a long while
we also have a limited number of vacan-
cies for all classes of membership.

D. A.

LINCOLNSHIRE

THE chief topic of conversation at
Swinderby is our new pulley launch
— a magnificent precision job produced
by Arthur Strickson, Allan Peck and
Allan Wall. This team of experts quickly
latched on, and within a matter of
weeks produced the goods. Our first try-
out produced 58 launches in 4 hours.
At one time three aircraft were aloft
simultaneously, and this on a non-soar-
ing day. It would seem that our launch
rate will be raised by at least 50%,
indeed the C.F.I. was heard to be opti-
mlsucallg quoting 200 launches per day.
In which case shall we need organised
stand-easy periods, as the pace in ground
handling ‘is fast and furious?

Soaring conditions have been poor
and we are still looking for the good
weather which must come. However,
Bob Walker, Roger Goodchild, Arthur
Strickson, Allan Peck and Allan Wall
have gone solo to bring our total of A
and B’s for the year to 20. Tony Mawer
flew his C in the Grunau Baby and
Don Studholme and Mike Moss similarly
In the latter's Olympia.

Our chairman, Jack Nicoll, goes on
record for achieving the club’s first Gold
height leg — well done Jack! A trip to
Sutton Bank with the Skglark 3F secured
this and, incidentally, the duration leg
to complete Jack’s Silver C. E. B.

NEWCASTLE

THERB has been little in the way of
cross-country flying due to the un-
suitable weather with which we have
been dogged at week-ends. In this res-
pect, 1965 has proved to be a very poor
year indeed, and on the few occasions
on which there has been good Cu about,
we have been grounded by high winds.
Altogether very disappointing.

However, we have continued to cir-
cuit the T-21, T-31 and Tutor, and there
have been a few hill and wave soaring
days to make up for the poor thermal
Season.

Several of our Olympia pilots have
been getting in some aero-tow experience
at the club’s old site — Usworth Airfield,
Sunderland, now the home of Sunder-
land Flying Club. For many of the pilots
this was their first taste of aero-tows,
and our C.F.I, Norman Revell, flying
the Sunderland Club’s Tiger Moth, must
sometimes have been amazed at the
gyrations of the Oly. behind him! These
would undoubtedly have been much
worse, but for the check flights very
kindly carried out by Doug Collinson
in his T-49.

Further site development has been
taking place to extend our short soaring
runway. This will increase its length to
about 2,000 ft.,, but more important, it
will give a reasonable area for handling
and parking gliders, together with a
better approach and landing area.

Finally, our sincere congratulations
to June Barker and George Rowden,
due to be married in September. We
wish them every happiness. B. W. B.

NORTHAMPTONSHIRE
THE acquisition by the Club of a Sky
sailplane has enabled cross-country
flights to be attempted this year with-
out depleting the number of club aircraft
too seriously. p
Brian Brown flew to Wittering to add
his Silver C distance to thc height leg
he already has. H. Purser, in his own
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Olympia, has obtained his complete
Silver C since May. David Luddington
has his Silver C height and P, Martin
his distance. J. Richardson flew two
cross-country runs on the same day but
just failed the required distance.

I. J. Deas, F. H. Feneley, J. Tysoe
have gone solo and D. A. Joyce, 1. J.
Deas, 1. Ozols, F. H. Feneley and B.
Marrison have obtained their C's,

The Club has just completed its annual
flying fortnight — the first week under
Brian Brown and the second week under
C.F.I. P. Bisgood. The weather was
reasonably Kind.

Evening flying has taken place on most
Thursday evenings this summer and pas-
senger flights have also been made avail-
able at times.

The purchase of a tug and a T-49 are
now seriously being considered to im-
prove cross-country flying and give
advanced training. R. N. W. K.

Jim Palmer with Charles Letts of the
Northamptonshire Club in the cockpit
of the recently acquired Sky.

OUSE (Rufforth)

SILVER‘ C badges and legs are now
becoming commonplaze in the club
and there’s a noticeable increase in the
“rounds of drinks” being bought in the
local. John Taylor completed his badge
by obtaining duration at Sutton Bank
in the Skylark 28 and Bob Plane gained
his height leg 10 complete his badge,
during a week’s course at Doncaster.
Richard Boddy recently provided some
excitement when he landed the Skylark
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on the racccourse. However, he made
amends by gaining his height later in
the day. John Taylor, not to be out-
done, joined Richard's thermal in the
Swallow and promptly disappeared into
cloud. This flight proved to be the
nearest to Gold C height yet, easily
beating the club record with a climb to
9,800 ft. Richard also did his 5 hours
duration at Sutton Bank in the Skylark.

The Skylark is now in and out of the
trailer at every opportunity either from
cross-country retrieves or visiting other
sites. It recently re-visited Carnaby with
newly promoted U/T instructor Tim
Wray aboard — another Silver distance.
Tim reached 9,000 ft. on this flight but
already has his height gain.

Our new winch continues to function
very well and we had high hopes of
testing this with the Capstan when the
National Coach, John Everitt, paid us a
visit. Owing to inclement weather this
was not possible, but instructors Geoff
Bailey-Woods and Les Bellamy obtained
their categories.

Amidst all the excitement, discussions
and the planning of Gold C triangles
by the pundits, Peter Thompson has
soloed for his A and B Certificates.
Well done Peter. G.L. B.

OXFORD

A gear which produces only 3% more
ying from an increase of 13%
more launches for an equivalent period
of our previous “worst” year, cannot
be expected to produce stories of epic

achievement, but we have not been idle.

To off-set the loss of petrol tax rebate,
a diesel tractor has been introduced for
cable retrieving which, in addition to
effecting a long-term saving provides the
unforseen side-effect of enabling future
Silver Duration aspirants to tackle the
task with a pre-conditioned aft-end.

The new winch continues to make
progress and luxury is now associated
with this project. With cushioned com-
fort and heating for the colder day, we
may be the first club to have a “Driving
List” for winch operators. :

On the flying side, Dick Gates, Chris
Dawkins and Roger Coppock have
soloed, the latter gaining his C by a
handsome margin, in cocmmon with Bill
Cook.

Our ex-Chiltern Club trio, Messrs.



Geisha, Swift and Topp have all gradua-
ted to the Olympia, with John claiming
Silver height.

Peter Brooks, Grahame Smith and
Chris Chave have also converted to
keep the Olymgaia very busy and with
Bob Collisson have also claimed Silver
height. Trevor Moss now flies our Sky-
larks.

Silver Badge tasks have been com-
pleted by Dave Roberts, who *“rid
squatted” his Olympia over Edge Hill,
by Stan Green with a quick flight to
Lasham and by John Pratelli, who com-
pleted all three tasks in Skvlark 3r
within eight days with two Silver heights,
5 hours 8 minutes and 40 miles to
Henlow.

If the Hon. Sec’s. tendency to go “‘au
vache™ is contained, future excitement
can be expected only from the imminent
arrival of a Dart 17 for the Lauriec,
Adams, Pratelli Syndicate, the possibility
that their Skylark 3r may be purchased
for the Club and the acceptance trials
for the Keith Plummer de luxe two-
drum winch. LA S

SCOTTISH

AFTER the World Championships, we
were pleased to welcome a number
of foreign pundits at Portmoak, notabl
Al Parker, US.A., Ted Rudnick, Sv
Africa, and Dick Georgeson, whose mag-
nificent slides of wave flying in New
Zealand made interesting comparison
with our local efforts. It is encouraging
to know that they have the same prob-
lems out there as we do!

The wave has not been very active
recently, although Jimmy Rae reached
12,500 ft. one day when everyone else
was thermalling, and Frank Reilly took
the closed T-21 to 13,000 ft. one evening
— without a variometer. The following
week Frank completed a thermal flight
to Dumfries in the Skylark 3. Other
recent cross-countries include a number
of 50 km. attempts, some of them suc-
cessful, but the only people to cover
the distance already have their Silver C's.
On Ist August, (gordon Glennie over-
flew us in the course of a 100 km. out-
and-return from Arbroath, the first time
the return trip has been made from
cither site,

Our new diesel fluid drive winch has

been completed and is now undergoing
trials. Results so far have been very
promising, and we look forward to seeing
it in regular service in the ncarafuﬁ.lre.

STAFFORDSHIRE

I'N spite of the baleful prophecies of
the weather men this summer is turn-
ing out to be the best we have ever
had at Meir. Most of the club Olympia
pilots have had excellent local soaring
flights and a few more cross-countries
have taken place, Barry Ward managed
his Silver distance to Syerston at the
second attempt and got his height on
the way. John Greig has also had a go
but came down after 16 miles at Ash-
bourne. The profusion of airfields in the
milk run direction from Meir has led
to the situation where none of our recent
Silver distances ended in an ordinary
field. The club height record was recently
hoisted to 9,200 ft. by John Kaye in the
club Olympia, an encouraging sign for
the aspirants to Gold C.

We have had several visitors to the
site. who brought their own aircraft to
sample our towing facilities and none
have failed to soar in our conditions.
Why not visit us sometime and see for
yourself, a warm welcome is assured?

AW H LW

SURREY

LTHOUGH the weather has been

generally poor this season, week-
ends have often been much better than
average, and we are able to report a
notable bunch of achievements, One of
our youngest members, Chris Lovell,
went round a 300 km. triangle Frome-
Banbury early in the season: unluckily
it turned out that he had taken his
turning point photos from the wrong
angles, and his claim for Gold distance
and Diamond goal was disallowed. Far
from disheartened, he went round the
triangle again the last weekend in July,
and this time got his pictures right. Just
before World Champs practise week
John Cochrane went round the Frome-
Banbury triangle, averaging 35 m.p.h.
without really trying. That weck Gerry
Paddick and Raouf Ismail also collected
Gold distances and Diamond goals in
the same way. Tony Burton and Julian
Temple took tows to Salisbury one day
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in July, and both flew the 300 kms. 10
their declared goal at Great Yarmouth.
John Wilks tried the same thing early
in August but got sunk at Harlow, Essex,
after 140 miles. During the same period
Alan Purnell flew a 240 mile course 1o
Shrewsbury and return; later he went
round a 300 km. triangle Ross-on-Wye-
Bicester. "

To date this year, cleven people have
flown their Silver C distance, and ten
have got their five hours, many of them
completing their badge. The “Collector’s
Plate” has shuttled to and fro between
Lasham and Dunstable with monotonous
regularity, and has certainly stimulated
cross-country flying on those days when
the weather has not been good enough
for more ambitious tasks. Are any other
clubs within reasonable reach of us
interested in setting up a similar institu-
tion? P. G.

ULSTER & SHORTS

FLYING at Long Kesh has been in
full swing every week-end.

QOur main news is the introduction of
auto-tow pulley launching; this has been
in operation since June and has worked
like a charm from the first day. We are
indebted to our friends in Dublin for
the pulley design, tow car “mods’, and
advice on the specification of piano wire,

Advantages over conventional auto-tow
on our 4,800 ft. runway, can be sum-
marised as follows: higher launches with
an average increase of 359%; faster
launch rate, up from 5 to 8 per hour;
and lastly economy as petrol consump-
tion is down by an amount correspond-
ing in value to the loss of rebate. Dis-
advantages are the tendancy of the high
tensile wire to kink after a break under
load, and a greater rate of cable para-
chute wear. Radio communication
between aircraft and towcar is of great
assistance and here Colin Dews, of Pye
'g'elecommunications, has worked won-
ers.

Among our first solos this year have
been George Toome, Jim Wallace, Har-
vey Bicker and Gerald Lowry. The Eon
Baby and Skylark 2 have been putting
in a useful amount of soaring in our
local arca, however, the amount of
map rcading indicates the likelihood of
some Silver C distance legs in the near
future. :

Negotiations are in progress with our
local Ministry of Education for a grant
towards the purchase of a modern two-
seater, we await the result of our appli-
cation with bated breath, as the decision
is likely to have a considerable effect on
the club’s future.

A recent visitor to our site was Baron
Von Richthofen (nephew of the World

‘4_ r : v ’__».

e,

Ludies of the Worcestershire Club do not confine themselves to making tea. Here

Berty Lowe “flies” ihe cable reirieve tractor.



War | ace). He took one look at the

T-31 and declared it more appropriate

to his uncle's generation that his own!
G. M.

WORCESTERSHIRE
THE acquisition of a T-21 has been
the biggest single event to report in
the last few weeks. This has made quite
a dent in the two-seater list and taken
the load off the T-31. By the same token
it has, of course, increased the pressure
on the instructors who have earmed the
gratitude of the whole club by their
efforts. They have not yet had to resort
to the use of any stimuli in order to
keep them going but, when the aircraft
are put to bed, the dash to the “Three
Horse Shoes” shows that they are in
need of some restoration at the end of
the day.

The courses have been well attended
and have produced several first solos
and C flights. We are all looking for-
ward to a week’s visit from Ray Staf-
ford-Allen with his Capstan and hope
that the weather will enable us to take
full advantage of this.

Work on the ground has gone on
satisfactorily but a considerable amount
still remains to be done, mainly on the
hangar and clubhouse. Now that the
two-seater position has improved, new
members can be accepted and we expect
our numbers to increase substantially
during the next few months.

R:IC 5

SERVICE NEWS

ALDERSHOT (R.AF. Odiham)

FTER four issues with no mention

of Odiham your scribe has been
aroused from his lethargy and reports
that after, for various reasons, an en-
lorced cessation of activities for about
four months we started flying again in
February. With service postings the
trained nucleus that had been operating
last summer had been broken up and
the laborious business of getting another
nucleus together takes time. In par-
ticular we miss instructor Norman Smith.
Operations have not been anywhere
near as intensive as could be wished
but we have not been unsuccessful.

Silver C heights have been gained by
Bob Maclagan, Brian North, Brian King
and Major Lucas. Bob Maclagan and
Brian King have also gained five-hour
legs in thermals flying from Odiham. We
are now looking forward to good cross-
country days at weck-ends with the wind
blowing away from the London and
Gatwick control zones.

If anyone wants to sharpen their
cutlery or winch guillotines then may
we recommend the runway surfaces at
Odiham. Their new surfaces are as good
as carborundum. They have played
havoc with our auto-tow cable and we
have temporarily suspended auto-tow
operations while we have a rethink on
what would be suvitable cable.

R. A E D.

EAST MIDLANDS (Swinderby)

THE weather this year has cut down
our cross-country soaring from Swin-
derby, perhaps last year’s results are
remembered too easily. The best effort
in the period under review was by Con
Greaves, who flew 240 kms. in the Oly.
463. “Kingers” Guest followed up this
effort with a 170 km. flight, and Barry
Dobson, visiting Bicester, flew 140 kms.
from there.

Three members have completed their
Silver C’s, Barry Cohen, Tony Leroy and
John Shorter. This was with the assist-
ance of the ridge at Camphill, where we
were made most welcome.

C Certs. go to Ivan Farmer and Bunny
Haslett. A and B's to Dave Ireland,
Harry Johnstone, Jeff Keast, Colin Aber,
Olga Dobson and Pat Styles. The last
three named were sent solo on the same
day, the first time two lady members
have been sent solo in such a short
space of time. We now have four hus-
band/wife teams of pilots in the club,
the motto seems to be if you can’t beat
'em, join 'em!

We have just received our Olympia 2,
after a long spell of absence being re-
paired. Several members who joined the
club after its departurc are now fever-
ishly cramming Grunau circuits in order
to qualify to fly it

The bar is doing a good trade, and

provides an excellent boost to our
funds, according to our happy-looking
treasurer. - Ol W,
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FENLAND (R.A.F. Feltwell)
OUR flying activities for the months

of July and August were unfortu-
nately marred by an accident to our
28-year-old Gull 1. It was spun in and
destroyed by a visiting instructor, dur-
ing early August. Fortunately he escaped
with comparatively minor injuries, and
is making progress in the Royal Air
Force hospital at Ely.

On the brighter side, we have had
two complete Silver C's during August.
Ted Nagy, one of our U.S.AF. friends,
and Mick Garnett, who earns the dis-
tinction of being the first chap to be
completely trained from ab-initio to
Silver C standard from R.A.F. Feltwell.
He has done this in 14 months.

Our chairman, Sqgd. Ldr. Smith, com-
pleted two legs of his Silver C recently,
namely distance and height. The same
was flown by “Doc” Stocking, our
U.S.A.F. friend who has now returned
to the United States, and will be missed
for his immense efforts.

C certificates have been flown by the
following: Tony Shipley, Laurie Rowe,
Johnnie Maxwell, Ron Bulpit, Dave
Smeeton, Roy Heslop and “Stu” Powney,

Congratulations on attaining A and
B standard to two of our lady members,
“Teddy” Gibby and Liz Day, Also to
Jim Sheldrake, Ron Allen, Jim Despain
(A, B and C in the same day), “Fritz"
Frost and Ron Jones.

A gold distance and diamond goal was
attempted by Colin Elliott, who un-
fortunately fell out of the sky after
covering 207 kms. and being airborne
6% hours, CR.E

FOUR COUNTIES
(R.A.F. Spitalgate)

ARRY GOULD, who has been

C.F.I. since January, 1963, has mow
handed over this post to Geoff Barrell,
and we all have reason to be grateful
for the effort he has put in on behalf
of the club, He took over when the
future of the Club looked ominously
uncertain, and wvader his able guidance
formidable o]perational. administrative
and “political” problems have been
overcome. We hope that we will con-
tinue to se¢ him often at the Club.

We are sorry to have said goodbye
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to Dick Barrett. who ably represented
the Club in the Oly, class at the Bicester
Easter comps., and to lan Smith, both
of whom have been posted. Qur im-
proved flying statistics so far this year
have in great measure been due to their
cffort. Fred Slater's departure to Aden
has also been a great loss to the Club
and we now hear that we expect shortly
to lose Jan Ascroft, Wint Smart and
Wally Pearse, all of whom have done
stalwart work on the aircraft and ground
equipment. We are also indebted to
Martin Hands and Fred Mullen, who,
owing to imminent postings, have handed
over their jobs of Treasurer and Secre-
tary to Roger Kerridge and Mike Baker,

Although many promising-looking
days have clamped, we can show a
good tally of effective soaring. The Silver
milk run to Skegness or thereabouts has
been successfully used by Len Wilkes
and Bernic Morris, who both collected
height on the way. Geoff Argent varied
it slightly by going to Louth, and John
Gates went south to Upwood; they have
also gained their heights. Tan Smith
obtained his 5 hours in thermals over
the home site to complete his Silver C
and Simon Morrison on leave from
Aden achieved height to complete his.

Recently, a small party took the Oly.
to Sutton Bank, where Bernie Morris
completed his Silver on the hill, Mike
Baker completed his with distance and
height on a flight to Filey, and Geoff
Barrell took a wave to 11,000 ft. C's
have been achieved by Fred Mullen,
Pete Moores. Barney and Dinger Bell,
and first solos by Messrs, Sargent,
Barnes, Calvert, Oliver, Little, Kerridge,
Plews, Riches and Tomlinson.

Earlier this year, a small piece of
Club history was made when the T-21
left the site on its first cross-country,
aiming to reach N. Luffenham for a
major. The goal, however, was not
reached, a landing being made at Cottes-
more,

On Whit-Monday, several Club mem-
bers visited South Cerney to sce the
world's most exotic sailplanes, only to
discover on arrival that Ann Welch had
sent them all up to Spitalgate! How-
ever, for those who had stayed at the
club, it was a memorable day.

S N. H:



FULMAR

Y the death of Alastair Raffan on

3rd July at the age of 36, Fulmar
Gliding Club lost one of its keenest and
hest loved members. He was a partner
in the family knitwear business at
Fochabers, where he was well known
and respected by the community.

Alastair Raffan.

A devoted family man, he nevertheless
found time for many hobbies, including
ornithology, art, photography and handi-
craft. His enthusiasm was boundless and
he aimed at nothing short of perfection.

We will long remember his courage
and absolute refusal to submit to the
insidious advance of leukaemia despite
crippling exhaustion right to the last. In
his own quiet, humble way he set us
all an example of true greatness which
we will not find easy to emulate.

His ashes were scattered from the
T-21 near the mouth of the River Spey,
where he spent many happy hours bird-
watching.

Qur deepest sympathy goes out to
his wife, Mary, and his two young
children, Alastair and Fiona. H. D.

(R.N.A.S. Yeovilton)

HE sea-breeze front seems to be the

“with it"" feature of the 1965 Soaring
Season. Yeovilton, situated in the centre
of the Somerset peninsula, almost claims
10 have two tame sea breeze fronts of
its own, Certainly they are the dominat-
ing feature of our local soaring and

depending on how far inland the front
penetrates soaring conditions may be
very good or completely stable.

The Whit-weekend produced two days
with a classic front. Ray Foot climbed
to 10,200 ft. Robbie Robinson to
8,000 ft. and Derek Jesty topped them
all with a climb to 11,500 ft. for his
Gold height.

Derek Jesty also flew Ray Foot's
Skylark 3 for his Silver duration at the
end of April and completed his Silver
C. On the same day Nick Humphreys,
flying the Club Olympia, was defeated
by the onset of the sea-breecze after
4 hrs. 40 mins, Ray Foot flew his Silver
duration again, actually had it registered,
and with it completed his Silver C. Nick
Humphreys later soared for five hours
on 31st July to complete his Silver C.

Peter Moorehead, Tony Atkinson,
David Balmforth and Tony Bamford
have gone solo for their A and B cer-
tificates, while John Hawkins, Ian Milne,
Stephen Woodward, David Balmford and
gm Monkhouse have soared for their

's.

On the 13th June the flying took on
an [Italian look when Keith Hooper flew
his new M-100s for the first time, hav-
ing sold his Olympia 2. This Standard
class glider seems to cope well with
English thermals and on the following
weekend Keith flew to Middle Wallop
for his Silver distance.

Portsmouth Naval are generously
lending us their R.N.G. & S.A. Skylark 2
for some weekends during the summer.
which will enable us to advance suitably
qualified pilots. M. H. L.

NIMBUS

(Geilenkirchen, Germany)
SINCB we last wrote some time ago,

the club has lost many stalwart mem-
bers, including Sam St. Pierre, “Tiny”
Whitney, “Black™ Phipps, John Hart, and
not least "“Paddy” Connolly. The con-
stitution of the club has changed radi-
cally and Sqn. Ldr. Crockatt is now
Chairman and Wilf Pickles, complete
with wooden throne, is C.F.L.

Several members have seen a con-
glomeration of oil, grease and mud walk-
ing around the hangar. After a few dis-
creet enquiries we discovered it to be
our newly appointed M. T, member,
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“Yorky™ Kitchener! 3 :
1964 was a good year for Nimbus, in
which the club amassed 5,145 launches,
802 hours and 4,070 kms. cross-country,
20 A and Bs, 14 C's, 11 Silver legs, 1
Silver badge, 2 Gold badges and 2 Dia-
monds for goals. During the winter our
fleet of a T-21, 2 Grunaus, Olympia 2B
and Olympia 463 took on a standard
colour scheme of white fuselage and red
wings, At the other end of the airfield
we have a recently obtained Pfeifer winch
and our faithful Roder winch, Our
“Connolly™ converted WVolkswagen is
giving us trouble-frec cable retrieving.
The weather this ar has been
abysmal and if any club has a Sunder-

OVERSEAS NEWS |

land in flying condition for sale let us
know, we can then do aero-tows instead
of buving a motor boat to retrieve
cables. Despite the elements, however,
“Andy" Price and “Yorky” Kitchener
have managed to achieve their 5 hours’
duration, the latter flight through the
co-operation of the woodworm in “‘Len™
Tanner's Minimoa. Don Morris did
57 km. cross-country in a sizzling
30 minutes in the Olympia 2B, so com=
pleting a well-deserved Silver C.

We were well represented in the
R.A.F.G. competitions and we carried
away the pot, ablv gained bv Len Tan-
ner and “Black™ Phipps, joimlj{ﬂﬂ{i.ng

the Olympia 463.

We would be pleased to receive news for this section from every country in
the world where soaring is done.—A. E. SLATER, Overseas News Editor.

CANADA

THE National Championships, held at
Pendleton, 29th June-8th July, were
won by a former champion, Willi Deleu-
rant, of the Toronto Soaring Club,
flving a modified Standard Austria.
Second place and the Team Champion-
ship went to Mike Stoten and Ted Hen-
derson, of the Montreal Soaring Council,
also flying an Austria, Sixteen sailplanes
were cntered, about half of which were
there for the full 10 days. The list was
kept down by a number of factors —
the U.S. Nationals being held at the
same time and in the Eastern States; the
Internationals being this year; and lack
of motels, ete., near Pendleton.

The weather was superb. We had quite
a tent-and-trailer city and meals were
served in the old “carpenter shop™ build-
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ing by a group of dedicated members
and friends. For perhaps the first time
in a Nationals, cold drinks and refresh-
ments were regularly available near the
flight line.

The flying operation was hampered a
bit by the lack of two of the tow-planes
expected to be there. Tiger Moth EMT
was pressed into service, though, and
one Montreal tug.

There was only one bit of damage to
a competing sailplane — Glenn Lock-
hard put a kink in the tail of the Foka
on the Sth contest day and was out for
the duration. And he was leading at the
time, too.

The Musger 23 suffered minor damage
in a local flight, while avoiding ground
traffic on landing.

Leo Smith and John Soulsby com-



pleted the second Gananoque out-and-
return, gaining their Diamonds for Goal
Flight. Dave King
Contest Details

JUNE 29TH.—Only one pilot exceeded
10 miles — Glenn Lockhard, 49 miles
in Foka. No contest.

June 30TH.—100-km. Triangle via St
Andre and Hawkesbury, 69.7 miles. All
finished the course; Mike Stoten, W.
Deleurant and L. Smith went round
twice, Stoten cutting off 2 minutes,
Deleurant § and Smith 6. Leading
speeds: Stoten {Std. Austria) 47.5 m.p.h;
G. Lockhard, 41.0; L. Smith (Skylark
38), 34.6.

Jury 1sT.—Out-and-return Gananogue,
187 miles. Strong convection; first depar-
ture 11.06 hr.; fastest time 4 hr. 44 min.
Leading speeds: T. Henderson (Std.
Austria), 39.5 m.p.h.; P. Mortensen
{(Musger 236G), 38.2; Lockhard, 34.4.

Jury 2nNpD.—Out - and - return Hudson,
then distance through Ogdensburg, N.Y.
Leading distances: Lockhard (Foka)
100 miles; Deleurant (Std. Austria), 93;
R. Gairns (Ka-6), 85.

JuLy 3rp.—l1% hours convection pre-
dicted: 37-miles downwind goal race to
Lachute. Three completed the course:
Deleurant at 74 m.p.h., E. Smith (Sky-
lark 3B) at 61,7, D. MacClement (Ka-6)
at 43.5,

JuLy 4TH.—200-km. triangle via
Demptville and Lancaster, 135 miles,
then optional extension. Good convec-
tion forecast until late ¢vening, Leading
total distances: D. Webb (Skylark 4),
225 miles to St. John airport; M. Stoten
(Std. Austria), 159.9 miles; L. Stanley
(Ka-6), 135 miles.

JuLy STH—Started early with good
convection which deteriorated sooner
than expected. Free distance. Leading:
T. Henderson (Std. Austria), 160 miles
to 5i. Sophie; L. Smith (Skvlark 38),
130 to Three Rivers: S. Bieniada (Sky-
lark 3s), 108 to St. Bartholeum,

JuLy 6TH,—Qut-and-return Ganancque,
186 miles total; good convection, N.W.
wind. First start, 11.56 a.m.; L. Smith
landed 7.01 p.m. Leading speeds: Stoten
(Std. Austria), 33.7 m.p.h.; Boudreault
(Skylark 3m), 33.1; Soulsby (Skylark,
hors concours) 32.4; Deleurant (Std.
Austria) 28.6.

JuLy 8tH.—Strong westerly wind which
Proved too difficult for the proposed up-

wind race to Rockliffe airport. So an
out-and-return race to Maxville, total
37 miles, was selected, but nobody got
away,

Final Results

Pilot(s Sailplane Points
W. Deleurant Std. Austria 51814
Stoten &

Henderson Std. Austria 5177.0
Boudreault &

Bienada Skylark 3n 3893.7
T.L.Smith &

E.V.Smith  Skylark 38 3715.6
G. Lockhard Foka 246 2740
Stanley &

MacClement Ka-6 2655
Mortensen &

Johns Musger 236 2405
Bisscheroux &

Wohlleben Skylark 2 1691

Followed by Jona)l; (Skylark 4), Gairns
(Ka-6), Wernburg (Ka-8), King & Thomp-
son (1-26), Kovacs (Skylark), Wimberly
(Skylark 4), Maskell (1-26).

Webb competed on one day only
and scored 1, points,
DENMARK

OUR National Championships were
run at our gliding centre at Arnborg
for the first time, We were a bit excited
to see if we could cope with 38 gliders
at this much smaller aerodrome after
many years at Vandel, which is a NATO
standard field, but all went well,

However, weather was a good deal
worse than at South Cerncy, We know
July is — or may be — a bad month,
but had for several reasons (among these
the World Championships) fixed ours
from July 4th to 18th. )

By flying in weather conditions in
which we would not have dreamed of
making distance flights some years ago,
we managed to get 7 valid contest days,
but what days! Many had one or more
days with zero points, And even if six
of the tasks were speed tasks, only 3
competitors on one day and 7 on another
got any speed points. It was mostly a
matter of staying up.

Nevertheless — even if some better
weather might have given other results
further down the list, the result at the
top was no surprise. Niels Sejstrup be-
came Danish champion for the 4th con-
secutive time with 6,626 points out of
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7,000 possible, more than 2,000 points in
front of Ib Braes, who was second with
4,481, Both flew Ka-6cr, as did No. 3,
Carsten Thomasen. Niels Lindhardt was
4th in a Ka-8 (which was a very good
type to fly in this weather), and Poul
Harry Nielsen 5th in a Vasama,

Sejstrup won the free distance task on
Sth July with 148 km., while Dyhr
Thomsen in an East German Libelle won
the next day's speed task over 101 km.
to Odense. Thomasen won a 150-km.
out-and-return race to Arhus on 7th July.
A good deal of the flight was done along
a sort of rain front parallel to the course
line, but few got connection with it on
the way home. However, 7 did.

A 115-km. triangle on 9th July was
won by Svend Ravn with 81 km., and
another out-and-return to the south on
14th July only just became a valid dis-
tance-along-line day, won by Poul H.
Nielsen.

High-pressure weather promised better
conditions on 16th July, but again
brought the usual 2,000-ft. cloudbase, so
nobody reached the goal at Toender at
the border of south-west Denmark.
Sejstrup won with 112 km. and need
not have flown the last day, but he did
and won again, This was a 160-km, tri-
angle in nearly cloudless weather but too
strong a wind. Sejstrup nearly reached
the second turning-point after 93 km,

The short distances generally meant
that the last few kilometers gave a lot
of points, and too many stretched their
last glide too far with the result of too
many crashes in field landings.

Next time the championships will not
take place in July! PER WEISHAUPT

Leading Total Scores

Pilot Sailplane Points
N. Sejstrup Ka-6 6626
1. Braes Ka-6 4481
C. Thomasen Ka-6 4385
H. Lindhardt Ka-8 4140
P. H. Nielsen Vasama 4136
J. Friis Ka-8 3843
B. Skovgard Vasama 3728
D. Thomsen Libelle 3693
L. Midtboll Foka 3394
E. B. Madsen Ka-6 3238

13 Ka-6, 6

Tgpes taking part were:
Ka-8, 4 Vasama, 3 M-100, 3 Mucha
Standard, 2 Ka-7, 2 Lehrmeister, 1 each
of Foka, Libelle, Lis, Zugvogel.
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EAST AFRICA

WHILST on vacation in Kenya dur-
ing July, we paid a visit to the
East African Gliding Association site at
Nakuru, about eighty miles north-west
of Nairobi. The club is situated in the
African Rift Valley, only a few miles
from the beautiful, flamingo-haunted
Lake Nakuru, which from the air appears
as a sea of rippling pink birds, with the
occasional patch of water showing
through.

The airstrip, clubhouse, and generally
most of the amenities at Nakuru are
shared by the gliding club and the local
power-flying club, who appear to live
together on a very amiable basis — and
both flying left-hand circuits. The gliding
club membership is small by British
standards, with an active membership of
about ten, although some of the power
pilots are now sampling the delights of
“quiet” flight. and a few of them have
recently converted on to the Cadet.
There are, of course, still the few with
the “you wouldn’t get me up in that
thing” attitude, but everyone is willing
to lend a hand when needed.

The club fleet at present consists of a
Cadet and a Tutor, although a new two-
seater is expected in the relatively near
future, The launching is by an exception-
ally good winch, built around an
American vehicle, and using solid wire,
As with most clubs, there are the
attendant cable breaks, of which, need-
Jess to say, we had our share during
the weekend, but were still able to have
a couple of very pleasant flights in the
Cadet. The lift was there, but all the
Cu were building in the hills at the edges
of the valley, and quite out of reach of
a Cadet, even from a 1,500-foot launch.

The scenery in this area must be
amongst some of the most beautiful in
the world, with mile upon mile of roll-
ing grassland and hills right up to the
escarpment which bounds the Rift
Valley, with, on a clear day, from the air
at least, the snow-clad summit of Mount
Kenya visible to the east.

We would like to thank the C.F.I,
Tony Hyde, for allowing us to visit the
club and fly there, and Brian and Joyce
for their kind hospitality.

Bruce B. Bisnop
HELEN H. VALENTINE



GERMANY EAST

POOR weather allowed only 5 tasks
during the 4th National Champion-
ships which ended on 6th June. The
winner was again Bernd Nolte (Frank-
furt) with 48529 points, followed by
Werner Runge (Magdeburg), 4806.3;
Adolf Daumann (Schwerin), 4694.8;
Manfred Blauert (Berlin), 4484.5; Gerd
Bittner (Magdeburg, aged 22), 44439,
Among the visitors, Kmiotek (Poland)
scored 4639 and Pieczewski (Poland)
4598. Aerosport

GERMANY WEST

WITHOUT any State support the
sailplane industry produces about
500 sajlp?anes a year, with a turnover
of more than 7 million DM. Half of
them are exported. More than 3,000
sailplanes are now flying in Germany.

CALCULATED V., MEASURED.—At the
40th German aviation conference in
Essen, Dipl-Ing. Hans Zacher stated
that between the prospective, calculated
and measured perfgrmances of sailplanes
tested by the Soaring Flight Division of
the D.V.L., differences of 109 are often
found, because the performances of
actual sailplanes are reduced by corners,
edges, slits and bad junctions. But pilots
must know the actual performances if
they are to plan their flights correctly.

NoRTHERN REGIONALS. — Regional
Associations of Hamburg, Bremen and
Schleswig-Holstein took part from 27th
May to 7th June at the “Hungry Wolf”
airfield near Itzehoe in Schleswig-Hol-
stein (9 miles N.E. of Elbe estuary).
Owing to nearness to the coast, the
weather was difficult to assess, and was
often either much better or much worse
than forecast. The Individual Class for
pilots who had flown in Nationals, with
12 entries (8 Ka-6, 2 Ka-10, 1 Ka-8, 1
Hiitter 301 prototype), flew 6 tasks;
130-km. out-and-return, 96-km. goal race,
distance along 189°, 77-km. goal race,
89-km, triangle, 107-km. triangle. Maxi-
mum points per day varied from 604 to
775, and Franz, of Liibeck, won with
3.802 points. There was also a Team
Class for the Nachwuchs (up and com-
ing) which flew § tasks,

IRELAND (Dublin)
SINCE the last news appeared, our
new training system has produced a
crop of first solos and conversions, Con-
gratulations to Graham Liddy, Peter
Jones, Jerry Tiernecy and Louis Treacy,
all of whom went solo on the Bergfalke
two-seater,

For a month or so, we enjoyed the
luxury of having 2 two-seaters in ser-
vice at once, and are looking forward
to having the Bergfalke in company with
the Ka-7 again. OQur new Ka-8 has pro-
duced two completed Silver C’s already.
Gerry Connolly completed his Certificate
with 54 hours’ duration (the hard way
— in weak thermals!) and Gerry Stanley
completed his with a cross-country ftrip
to Portlaoise.

Most people here were well satisfied
with our placings in the World Cham-
pionships. “Not bad for a first attempt,”
they say, “but we'll do much better in
1967, of course!”

Our tug, Beagle Terrier “Mike Bravo®,
remains on the verge of admission to
Baldonnel. Has any other Club, I won-
der, kept a costly tug flving for a year,
without ever using it at their home field?
Ours has been tugging, and dropping
parachutists, and just plain joyriding,
around Kells, and Kilkennv, and Ban-
try, and Greystones, and Wicklow, and
Coﬁinstown, but never at Baldonnel (not
yet, anyway).

Our radios have bogged down in a
mass of technical difficulties with aerials,
we have a film company making “The
Blue Max" sharing our field, the expense
of broken lights on the runway verges
has our Treasurer on the verge of tears,
and the Baldonnel thermals continue
to elude even the “hot" ships! So why
should we worry? “C. GARr"

(Clonmel)

CLONMEL Gliding Club is very for-
tunate to have been granted a loan
of £500 from Aer-Lingus Irish Interna-
tional Airlines for the reconstruction
and imoprovement of our runways, Dur-
ing the coming weeks we hope to have
the Dublin Gliding Club with their new
Ka-6 and Bergfalke, etc., testing mew
ground and air. We welcome all cross-
channel visitors and machines to fly on
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this exceptionally good ridge where some
Irish records have already been broken.
V. CULLEN

ITALY

SOARING in Italy is supported by the
State, writes Vico Rosaspina from
Milan; there are premiums for Silver and
higher badges, contributions towards the
cost of sailplanes; the State provides
tugs, hangars, flving fields and military
personnel. The Italian Aero Club is res-
ponsible for the use and distribution of
these. In Italy there arc now 150 sail-
planes and 800 active glider pilots. The
most important centres are Varese,
Turin, Milan, Bologna and Bergamo;
the national centre, created by the Aero
Club, is at Rieti. The officer pupils of
the military flying course are taught at
Rieti. Aviation sporting activity is pre-
dominently in northern Italy; there is
very little in the south, er Adler

NATIONAL CHAMPIONSHIPS, — These
took place at Rieti from 2nd to 13th
August. Final results, just received, show

the following competitors leading in
League 1:—

Pilot Points
Jean-Claude Penaud 8,113
Walter Vergani ... 7877
Ferruccio Piludu 7,339
Adele Orsi L 7,079
Antonio G. Ferrari 6,992
Umberto Bertoli 6,752
Giorgio Orsi 6,449
Fiorenzo Lamera 6,351
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Penaud, a visitor from France, came
10th in the World Championships, Open
Class (in which Vergam was 16th and
Lamera 40th). The sailplane types flown
in League 1 are not stated. There were
24 competitors.

Of 8 competitors in League 2, 6 flew
the M-100s and 2 the Uribel. Stefano
Marietti won in an Uribel with 7,263

points,
The last task was 115-km. out-and-
return  Foligno. Vergani averaged

61.745 km./h.. Piludu 60.131 and Penaud
57.524. In League 2, same task, Marietti
won at 54.907 km./h,

Aero Club d ltalia

POLAND

WORLD RECORD. — On 19th July
Vera Kaminska, of the Aero Club
of Bialystok, beat the international
feminine record for Speed round a 100-
km. Triangle in a Multi-seater sailplane,
She flew a Bocian, with B, Sawson as
assenger, round a course of 109.5 km,
rom Krywlany via Grodek and Sokolka
and back, at an average spced of
87.6 km./h. (544 m.p.h.). The previous
record, 85.7 km./h., was held in Yugo-
slavia. Skrzydlata Polska

New TuG.—The accompanying photo,
supplied by Jerzy Popiel, shows a new
Polish aeroplane designed specially as
a tug, the Wilga. With 240 h.p., it climbs
at 5 m./sec. with one sailplane on tow;
it is also capable of towing three sail-
planes together.




RHODESIA (Salisbury)

LYING in general since I last wrote

has been quite active, especially con-
sidering the time of year, and
interest shown by some of our visitors
is quite amazing. There has been quite
a spate of bods going up for rides and
most of them say they are very im-
pressed and wouldn’t mind joining.
Usually that is the last one sees of them.
Bim Molyneux has been trying on many
occasions to get his five hours but the
conditions just haven’t been right.

The Grunau is still in the workshop
and ‘work is progressing well. The Oly.
is having a few mods done to her; the
wheel is being replaced by a straight
skid, as in the original design. The Ka-6
has had a complete face lift and inspec-
tion and many hours of work have been
put into this, especially in the evenings,
when it has been pretty cold, even com-
pared to Pommy standards! It had its
first flight after its refit on 18th July,
and certainly looks a real bird; a queen
of thermals, in fact. The Swallow syndi-
cate seems to have changed hands just
about completely.

The Blanik nearly came to grief.
Whilst just becoming airborne, and
climbing behind JT at approximately
150 feet and starting the first turn, Alf
Thompson suddenly realised that the
tow line had been inadvertently released
by a pupil who was sitting in the front
cockpit. He had not released in the
normal manner, i.e. by pulling the knob,
but somehow or other his foot whilst
on the rudder E)eda[ must have been
well up on it, for his toe brushed up
against the release mechanism, which is
dead between the two pedals, And of
course JT and Blanik parted company.
The first thing Alf does is a quick turn
to starboard and see if there is a spot
to put down. This he did, but by n
altitude was running out. What next?
Yeah, there are some flaps somewhere.
Let’s use them. So out they come and
up she went — a little, but just enough
to enable her to reach the seemingly
only open spot which was enough for
the Blanik to settle nicely, but with all
the confusion and split-second decisions
to be made, old Alfpforgot that he also

ad a wheel brake. The result was a
slightly dented nose cone and a couple

of dents on the leading edge and elevator.

Midlands Gliding Club have very
kindly invited the Club down to Moffat
field, Gwelo, over the holiday week-end
of Pioneer day. Gwelo have offered a
prize for the first one to land at Moffat
on the Saturday.

It is hoped that pointing and general
redecoration of the Clubhouse will be
instituted in the next few wecks.

SWITZERLAND

CORES of the first 10 Swiss pilots in

the National Competitions at Gren-
chen were: Bloch, 3774: Ritzi, 3553;
Meyer, 3023; Seiler, 3007; Nietlispach,
2848; Miiller, 2680; Liithi, 2569; Liit-
scher, 2400: Wanzenried, 2384; Wetti,
2321. Of the German visitors, Fischer
finished 7th, though W. Gross and E.
Bucher led the field on the first day, and
were subsequently overtaken by Urs
Bloch. There were 4 contest days. The
British visitor, Humphry Dimock, des-
cribed his part in the competition in
our Aug.-Sept. issue, p. 338.

Aberdeen Gliding Club

Litterty, 4 miles N.E, Turrill, Aberdeenshire

Why not a Gliding Holiday?

This club has successiully held gliding holidays for the

past 11 years and onco again oifer courses during July,

Augus! and September. Sido by side lype two sealer.
Good thermal and wave sile,

Comlortable couniry hotel accommodafion with
excellent catering. All-in charge 17 gns. per week,
For details wrile to . —W. K. KIRK, Course Secretary,

538 ide Avenue, Aberd,

Bristol Gliding Club

NYMPSFIELD, GLOUCESTER
‘Wa ciier excellan! Ihermal, hill and wave soaring al a
sile on the weslern adge ol the Colswolds, Near Shroud
Floet includes Skylark |l Olympia, Swallow, Prefect and

Dual Training Machis A i ilabl

Conlorabla Clubhouse, it clos Canteen, Bunkhouse
an f.
5 Gliding Holidays %ot ab-initic Non-Memb

Write to; BRISTOL GLIDING CLUB

NYMPSFIELD, Mr. STOMEMOUSE, GLOS.
Telephone ULEY 342
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Cornish Gliding Club

TREVELLAS, PERRANPORTH

Summer Courses under B.G.A. Categorised
Instructors—But, winter or summer, beginner
or expert can enjoy gliding from this beautiful

cli'f-top site.

Vis'tors welcome.

The Derbyshire and Lancashire

GLIDING CLUB
Camphill, Great Hucklow, Nr. Tideswell,
Derbyshire
The Club has three dual contiol gliders and offers slemen-
Inry, inter disle and high pesi facilities and
training, Private Owners catered for. The comiorable Club
Heuse, Dormitories and Cantoen are under the care of @
Retiden! § d and 5 dess. Al Camphill there are
ail thoss things which make the complete Gliding Club.
Wrie lo the Secratary for details of Membership and
Summer Courses.

Teleghone Tideswell 207

THE KENT GLIDING CLUB

Invite enquiries with view to membership
of all persons wishing to learn to fly.
Their site at Challock in Kent commands fine
views over Kentish Wesld.
Accommodation and bar facilities provided in
new Club House.

Write to Membership Secretary
Miss Pauline Dunk
Waterworks House
Charing, Nr, Ashford, Kent

MIDLAND GLIDING CLUB

The Long Mynd, Shropshire
Ab inilio training
Advanced instruction
Ridge soaring thermals, wave flying
Excellent residential clubhouse
Good foed Bar
RESIDENTIAL SUMMER COURSES
Write to: "ENQUIRIES”,
1 Hillcroft, Gunnery Road,
CHURCH STRETTON, Shropshire
Tel. Linley 206

WINTER
SOARING

— ne —_—

ST A =

The famous Dunstable slope oflers soaring
throughout the winter. The Club is open every
day with resident instructors to take the ab

initio pupil through o solo stage in good lime
for the 1966 soaring season.

The Clubhouse has every facility and a full
Winter Programme of social events is planned
with talks, instructional lectures, film shows
and parties.
Write for further inf tion to the Manag
LONDON GLIDING CLUB
DUNSTABLE DOWNS, BEDS.

Tel: Dunstable 63419
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Scottish Gliding Union

PORTMOAK, SCOTLANDWELL,
BY KINROSS

THE WAVE SITE

Excellent Hill, Thermal and Wave
Soaring in beautiful surroundings

Comfortable Clubrooms, excellent
bedroom accommodation, full catering
and bar

Seven days per week
Balanced ClubFleet Resident Instructor
Aero Tow Facilities

COURSES FOR BEGINNERS
AND OTHERS

JUNE TO SEPTEMBER
Visitors and visiting aircraft welcome

Write to the Secretary for further
details

WEST WALES
Withybush Airfield, Haverfordwest,
Pembrokeshire
The Ciub is :anmﬂy situated for over 70 miles of
| Park C t beaches and
excellent facilities for open air holidays.

The Gliding Club Is offering fixed price Gliding
Holidays I‘roln Agril to September. Launching from three
runways by auto-tow, winch and aero-tow.

For the beginner, instruction on side-by-side Slingsby

T-21 and Swallow. I
For the ad d, high fi on
Capstan. Aero-lows by Tugﬂl!.f Solﬂug on N, E, W
and S facing cliffs. Accommodation is fully I.unud
residential Ciubhouse, with male and female dormitories
with new inlerisr sprung single beds.
llustrated brochure and details from Clarence Esplanade,
Tenby 2705.

YORKSHIRE GLIDING CLUB

Sutton Bank, Thirsk, North Yorkshire

Finest Wave, Thermal and Hill Soaring above
the Hambleton Hills; Slopes between South
and Naﬂh Wm fuIlr Rwdonlul Cenlrally

Mod fleet n! Sailph and
dual-control Trainers. Visitors slways
Welcome. Membership details from the
Genaeral Secretary. Summer Holiday Courses
evailable for Novices and Selo pilots.
Details from the Course Secretary

Telephone: Sulton (Thinsk) 237
Daclare us your goal this year

LASHAM

Winter training in comfort; the School fleet now consists entirely of the latest
enclosed cockpit gliders:—

BLANIK

THREE T49 CAPSTANS

TWO SWALLOWS

Lasham’s domestic life is now winter-proof with
NEW CENTRALLY HEATED CLUBHOUSE
EXCELLENT CANTEEN OPEN ALL DAY
For details of membership of the Lasham Gliding Society Ltd., which runs the

Training School, or of the Surrey Gliding Club which is open to all solo Pilots
of Skylark standard, apply:

The Secretary, Lasham Gliding Centre, Nr. Alton, Hants
Herriard 270

LASHAM GLIDING CENTRE

PLEASE MENTION “SAILPLANE & GLIDING” WHEN REPLYING TO ADVERTISEMENTS




and

Now-

a Fully Transistorised
Walkie-Talkie!

Bantam

TWO-WAY RADIOTELEPHONE

Once again in

- the tradition of
the outslanding

! Cambridge and

Vanguard Radio-

M telephones, Pye
have produced the

antam, a brilliant
fully transistorised
Walkie-Talkie,

@ Fully Transisterised Transmitter and Receiver
@ Air Registration Board approved for light aircraft category Il
® Long endurance with Rechargeable or Dry Batteries @ Crystal Filter selectivity
@ Reliability and bility of |} @ ‘Very high perlormance Receiver
® Lightweight 4 Ibs. {1.82 kg.) @ Fraquency Band 25-174 Mc’'s. @ Weatherproof
® Approved by G.P.O, to Spec. W6345,
TEL: TEVERSHAM 1131

PYE TELECOMMUNICATIONS LTD. cAMBRIDGE ENGLAND - Telex No. 81166






