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We’re booked on the British Con-
corde test flight. Have been for
cight years—ever since we began
collaborating on her fuels and
lubricants research.

In that time, we've pulled out
all the stops to be ready.

Made sure that our fuel can
meet all the new supersonic re-

quirements.
k-‘a‘

And provided an entircly new
high temperature lubricant that
could do the same.

So right now, we’re rarin’ to go.

But don’t get the idea that we’ll
be getting off at the other end.

Far from it

With whole supersonic genera-
tions coming up, our journey’'s
only just beginning.

\E)

Shell-Mex and B.P, Ltd. Operators in the UK,
of the Shell and the B.P. Aviation Services.
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SUCKPERIMENTAL!

“Sucxperimental” is what you might caoll o most successful oxperiment which has evolved into
o proven design, and indeed the HP-14 as well os the HP-14C are fine examples thereof!

Designed by a champion for champions — and for those who would like
to feel like one. Clean, all-metal construction not susceptible to minor
domage or “heat-rash” makes the HP easy and inexpensive to
maintain. — A real “Trophy-getter” with losting pride and prestige!

SLINGSBY AIRGRAFT GOMPANY LITD.

XKIRBYMOORSIDE ®* YORK ®* ENGLAND

SEE YOUR MEAREST SLINGSBY DEALER FOR DETAILED INFORMATION
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THE ELEVENTH WORLD CHAMPIONSHIPS

IT secemed remarkable to be thinking
about 1970 before one had even
arrived home from the 1968 Champion-
ships, but for reasons both expected and
unexpected, Leszno highlighted the end
of an era. Since 1948, twenty years ago,
the World Gliding Championships have
changed graduvally but steadily, from a
small International get-together run by
amateurs (in the best sense) to a very
expensive world event. Now there is so
much money tied up, and so many valu-
able people involved, that no longer can
any chances be taken of having a cham-
pionships which, weather apart, does
not make the best use of the talents, skills
and superb equipment present.

From the point of view of teams en-
tered by countries where there is little
soaring, there is a further problem. Up
to the present, pilots with minimal ex-
perience of competitions have been able
10 gain a great deal from their partici-
pation in a World Championships: from
now on the equipment and technigques
required are likely to possess such a
degree of sophistication that “small”
countries may find it is increasingly less
worthwhile to come. other than as ob-
servers. This would be a great pity,

To give a simple illustration of fact of
what is now involved, a single gaggle
drooping gently around at [,000 ft. on
the edge of the airfield one day was
worth £70,000 in basic hardware, without
even starting to consider putting any
value on the human contents.

So between now and 1970, there is a
lot to be done, both internationally and
here at home,

Gliders: In spite of present flutterings,
there is mo doubt that glass-fibre gliders
are here to stay. In terms of basic manu-
facture, finish strength, resistance to
superficial damage, ease of minor repairs,
and appearance they are the best of the
lot; if the world's brains are now devoted
to overcoming certain stiffness short-
comings, the future for these gliders is
immense.

The high cost of the development and
production of good competition gliders is

encouraging more entrants to buy aircraft
of this class from those countries which
have decided to concentrale on their
production. At Leszno, the winning seven
gliders in cach class were: nine German
(eight glass-fibre) and five Swiss (two
glass-fibre). (1t should be noted here that,
among them. the highest placed pilot
flying probably the lowest performance
glider was George Burton!)

It is hoped, obviously, that more
National constructors will produce and
sell top-class gliders in order to keep
world competitive development in an
active state. Several nations arc already
working in the “Sigma™ direction, and it
will be interesting to sec what comes out.

The Standard Class is not likely to
produce much of a problem for 1970, as
the Glasfligel Libelle, with or without
the probable retractable uvndercarriage
clause, seems to be the popular choice.
Thereafter, the future of this class is
full of interesting possibilities, as the
“club glider" aspect is rapidly disappear-
ing in favour of a straightforward re-
stricted-design competition class.

Organisation: The sheer size of the or-
ganisation needed to cope with 100 or
more gliders will tend, I think, to limit
future championships to no more than
this number, and these certainly divided
into two classes. Apart from the opera-
tional problems, it is very important that
the 500 competitors and participants from
some thirty nations should be able to get
to know each other and talk together. At
Leszno this was almost impossible due to
the difficulty in getting information on
either flight results or social arrange-
ments, combined with the fact that both
café/bars were open to the public. This
greatly and unnecessarily increased the
number of “new faces”. Future cham-
pionships can provide their organisers
with an absorbing exercise in communi-
cation theory.

Rules and Scoring Systems: It is now
generally accepted that 20 years has been
long enough for experiment in this funda-
mental aspect of championship organisa-
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tion, and that FAl (CVSM) will need to
produce basic international rules and
scoring systems for future championships.
These should allow modification by each
Organising National Aero Club, but the
need for starting from scratch cach time
would be eliminated, together with the
risk of building in previous mistakes, or
undesirable characteristics—such as the
score of the top pilots being dragged
down on days when the tail was incom-
petent.

Task Setting: This cannot be done by
anyone other than the person(s) nomi-
nated by the Organisers; nevertheless,
there are certain principles of task setting
which they should be expected Lo take
into account. It is accepted that at Leszno
the task setting was restricted by political
and security factors outside the organ-
isers’ ability to deal with. This brings the
thought that, possibly, before taking on
the organisation of a World Champion-
ships the National Aero Club should ob-
tain agreement with the powers that be
that sufficient freedom of air space will
be made available to set reasonable tasks
within the limits of the weather.

Future of the British Team: It is quite
clear that if we wish to have any hope of
winning in 1970, we must start our pre-
parations now, and not wait until after
the pilots are selected late in 1969, If we
are to fly the best gliders we can get we
must order them now, and find the
money to pay for them. This summer it
would be sensible to select a “probables”
list of 10-15 likely pilots to start con-
centrating their efforts, fly any team
gliders which could be made available,
and if possible, be entered by the BGA
to fly in foreign National Championships.
There is altogether too much to be
thought about. and done, to wait until
8-9 months before the event to make a
proper job of our entry.

Conclusion: This article is not intended
to be an account of the Championships,
but T would like to take this opportunity
of thanking firstly, all those who helped
the British team to go to Leszno, and
then all those members of the Polish
Aero Club Organisers who worked so
hard and continuously to look after us
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all, including coping with seven un-
expected but continuous days of vile
weather. In particular, this opportunity
should be taken of thanking the tug
pilots, who regularly got off 100 gliders
an hour, but who never scemed to be
around to be thanked personally,

Nearer home, the retrieving Ford
Cortinas supplied by Messrs. Taylors
{Gloucester) Ltd. were really well pre-
pared and gave no trouble whatscever in
thousands of miles of tough trailer-
towing. Courage’s copious supply of beer
was the salvation of many a thirsty crew,
and Haig's whisky was tf'nc backbone of
some memorable parties. Wills' cigarettes
were all the more appreciated by those
acquainted with the local product, and
even the technologically advanced coun-
tries regarded the Rolls-Rovce with con-
siderable awe. We also had batteries from
Exide and Ever-Ready, parachutes from
Irving Air Chutes of Gt. Britain, oxygen
from Walter Kidde and generous assist-
ance from numerous other organisations.
We are most grateful to them all.

ANN WELCH.

LAWS AND RULES FOR
GLIDER PILOTS

Bring yourself up-to-date on operational
rules and regulations by reading the new
revised edition of 'Laws and Rules for
Glider Pilols’ price 6/- including postage.

We stock a wide seleclion of books on all
aspects of gliding as well as other items of
general interest to the glider pilot.

Send for comprehensive list to: The Secretary,
British Gliding Association,
Artillery Mansions, 75 Victoria Street,
Londen, S.W.1.




DART OWNERS OF THE WORLD — UNITE!

By WALLY KAHN

N a mad depressed moment last year,
after listening 1o tales of Sigma,
Cirrus and sooo many exolics to come,
those two mad fools Carrow and Kahn
decided that the only way to fight the
wealthy guys was to run a one-design
Dart Championships.

Arms were twisted, beers were bought
and soon we had worn down various
worthies who finally pledged us their
support. Just then the big bad BGA
Flying Committee heard tell of our plans
and told us to call it a Contest—not a
Championships. Just as well, I suppose,
"cos Carrow won!

About this time, cold feet and work
hit Carrow and I was left holding a very
hot potato. A firm contest—five entrants
to date and Barrett the Flying breathing
damnation down my pitot tube. More
arms were {wisted, more beers were
bought, many phones were rung (sorry.
Dart owners), wife was bribed (more
golf), prizes were purloined.

However, endless letters promising the
carth went out—it was to be fun, fun,
fun. Prizes for all, diverse diversions,
bring the wife—we promise to entertain
her if you don't, Key people were sought,
bribes were offered. We won those eagle-
eyed observers Joy Taylor and Arthur
Speechley. We lost master scorer Robin
Harper.

Then came the master-stroke. The
wonderful firm Shell-Mex and B.P. gave
us £100 to pay for the British Team’s
practice week which was 10 take place
at Lasham during the Dart Contest. Thus
we got the Team and its Manager; the
pilots to fly "horses manoeuvres”, Ann
Welch to task-set.

Now everything was ready. Lasham
was as tidy as a new pin, the Courage
tent was up and the bar was stocked.
Came the opening day—and it rained.

Saturday, 18th May, 1968

Peter Masefield, who is Chairman of
the Royal Aero Club, the British Air-
port Authority and Beagle Aircraft Ltd.,
performed a superb Cat's Cradle to get
to us in a shiny new Beagle Pup. On

arrival he delighted us with a lovely low
roll, landed and made a brilliant speech.
“Gliding,” he said, “is one of the very
few sports these days in which both
sexes can indulge without it being either
illegal, immoral or fattening,” As the
bossman of London Airport and Gat-
wick, he noted with awed interest that
Lasham had completed 71,000 air move-
ments last year, an increase of 20 per
cent on the year before—and all without
air traffic control! After his speech we
knew that even if the weather prevented
flying, we at least were the salt of the
carth. Ann then set an optional giggle
task of the milk run 100-km. triangle
and we all retired to the bar.

At this point the British Team took
delivery of their Cortina cars, much film
was consumed and yet another cham-
pionships (er—sorry, contest) had started.

Sunday, 19th May

General light NE airstream covered
UK. 6/8th Cu. and Sc., base 3.000 ft.,,
tops 5,000 fr., rising to 10,000 f1. in after-
noon.

Task set by Ann was a 235-km. out-
and-return race to Sutton Bingham
reservoir near Yeovil. The Met. man

pEm . . - i: !

L. to R.: Jack Atkinson, Manager of
Lasham, Par and Russell Johnson, our
Mer. man.
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(who is one of the finds since Wally
Wallington—this guy forecasts accurately,
has a superb sense of humour, likes re-
trieving, flying, beer and has a splendid
wife who adores to man the retrieve
telephone all day! Russell Johnson, we
salute you!), drew pretty pictures and
said that it would be OK. I bet him a
pint—and lost.

All but two compelitors rounded and
12 completed the task. No repeatable
funnies. One unfunny: cloud flying is
great on 130.4 providing everyone has
radio on the glider frequency.

Leading scores:

Carrow 1,000 pts. (68 km./h.)
Garrod 881 pts.
Lovell 854 pts.
Kahn 850 pts,
Monday, 20th May

Carrow got a lovely metal tray as daily
prize donated by Joe Przewlocki (Dart
966).
Very light northerly airstream over
UK, Forecast 7/8th Cu. and Sc., base
2,500 fr., rising to 3,500 ft. Thermals
plentiful, weak to moderate. Ha.

Ann set a flat triangle of 180 km.,
Blandford-Australia (not that flat, it's a
map of Aussie cut into a chalk hill west of
Salisbury)-Lasham. Russell drew more
maps, spelt “plentiful” wrong and won
another beer. No one completed the task.
Various people hill soared Australia—
Chris Day has the unique turning point
photograph taken from below! He
landed 15 miles on in a Duke's castle
and was treated to over-proof gin poured
from a four-gallon jar by the Duke him-
self. (Beat that, “Marfa in '70" if you
can.) After some collusion on their final
glide, Carrow was heard to say to
Garrod, flying with him in near forma-
tion, “Let’s land in the same field, no
point in stretching the glide and possibly
breaking our gliders.” He is not an
insurance broker for nothing, that man.
They landed at Worthy Down, just 16
km. short of Lasham. “Horses™ George
Burton, of the British Team, coaxed his
SHK to within 7 km. of Lasham.

Leading scores:

Carrow 1,000 pts.
Garrod ... ... 1,000 pts.
Day Pl e ey
Plumb . 602 pts.
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Tuesday, 21st May

Both Carrow and Mike Garrod got
trays donated by Joe!

Ridge of high pressure to east of UK
making very slow progress eastwards.
Large areas of thick 8/8th Se.

Local conditions improved just enough
to launch at 13.45 hours.

The task set was a race to Perranporth,
300 kms. Cries of derision and despair
greeted this and the Met. man, who
promised weak thermals if we could find
them. He lost a pint this day.

Seven brilliant pilots passed Y (70
km.). George Burton went the furthest,
to Yeovil reservoir, 117 km. Peter Scott
won the day, just a few km. short of
George. The dangers of advertising
slogans on the side of trailers was amply
demonstrated this day. Mike Bird's
retrieve equipage crossed a very minor
road in the Dorset hinterland when a
young woman driver of two weeks proud
licence holding saw an Ovaltine hoarding
blocking her path. She must have
realised that it was a mirage and
pressed on through it. Anyone got a
spare Dart trailer with a large “Stop,
before it's too late” anti-drug, drink,
tobacco or women warning slogan?

Leading scores:

Scott 460 pts.
Przewlocki 429 pts.
Carrow 422 pts.
Kerridge 401 pts.

Wednesday, 22nd May

Peter Scott had a Joe tray this day.

Still our Lasham Comps. (ha) ridee of
high pressure. Forecast gave large areas
of 8/8th Sc. over most of UK.

The task set was an out-and-return
race to Dunkeswell airfield, 312 km.
Russell the Met. forecast gloom and no
lift till Salisbury {50 km.) then glorious
sun (bright yellow thing hot to touch)
and luverly Cu. all the way there and
back. He said that conditions were better
to the south. Ha.

The sun and Cu. came out till Salis-
bury. Carrow announced, “Barn door
chaps™—Carrowism for whoopee ther-
mals and when we reached the famous
Spire: gloom, gloom and more gloom,
The press-on brave chaps turned south-
west and most of them seemed to climb



to 6,000 ft. in the same cloud over Bland-
ford before striking north-west towards
the turning point. Others went due west
and hit the snow at Yeovil. Rick Prest-
wich had an interesting very near miss
in cloud with a wing of something whose
pilot was not on 130.4 mcs. More of that
anon. The snow at Yeovil played havoc,
yet ten gliders rounded the TP. The
leisure flyers arrived later at Salisbury to
find a handy cloud street under the 8/8th
Sc. which stopped some 20 miles from
Yeovil. They fell off the end straight
glided to—guess—Yeovil. No one made
it back—Carrow very nearly never, as
he landed among the Navy at Yeovilton
just as they were playing with their shiny
new jets practising GCA let-downs. How-
ever, judicious name-dropping did the
trick and they almost gave him tea.

Leading scores:

Garrod ,000 pts.
Carrow 953 pts.
Plumb 931 pts.
Cousins ... 902 pts.

Thursday, 23rd May

Mike Garrod won yet another Joe
tray.

Qur ridge of high pressure at last
moved to the east of UK with the axis
of a ridge crossing Lasham during the
day, 4/8th-8/8th Cu. and Sc. with base
rising to 4,500 ft., 1ops to 5,500 fr.

Ann set the 100-km. milk run, Lasham-
Welford-Thruxton-Lasham. This was the
mad, mad day. All but one pilot went
round at least once. The first time
round a real old-fashioned gaggle collec-
ted at Welford and started on the
second leg with cries of, “I was here
first, turn left damn you!™ Gilroy
Phillips, of the West Wales Gliding
Association, completed his first triangle
but would not sing the song which first
made him immortal some 20 years ago in
the Cambridge Club—"0h, the wheel
fell off the hearse. . . .” Poor Joe of
daily prize fame bogged his final glide
first time round and landed near Old
Alresford and Wield (pronounced in
English Old Oolsford). His crew in near
English (apologies, Joe) on 130.4 were
a joy. After much “Amber one, amber
two, turn left and right, no right and
left”, they got him back for a relight
and he fair shot round the second time.

COSIM AND COOK
Variometers and Compasses
Purnell Audio Units
Navigational Grids fitted to old and
new Cook Compasses
Multiple (4 Tube] Air Connectors for
speedy instrument panel rigging
Burton Total Energy Units for 4 and
2 litre Capacities
Irving Venturies and Water Traps
Cosim Best Speed Scale Holders
Cosim Nose Pitots
Barographs Calibrated
Leaflets from:

Gahh Slater Inst. Co. Ltd.

“COSIM" WORKS, DARLEY DALE,

MATLOCK, DERBYSHIRE DE4 2GG.
Telephone: DARLEY DALE 2538

Thirteen others went round twice, some
faster than the first.

Leading scores:

Carrow ... 1,000 pts, (68.7 km./h.)
Kahn 980 pts.
Burgess .. 935 pts.
Bird 925 pts.

Friday, 24th May

Carrow won yet another tray—look
out friends, you'll get 'em as wedding
presents !

Deepening depression approaching SW
England with fronial system moving in-
to SW UK during day. Strong SE winds
over country with gradual increase of
upper cloud from west.

Ann set a free distance, Russell nearly
put on a kilt and all the pilots swarmed
round Nick Goodhart to ask where he
hit his wave that famous day when he
flew to bonnie Portmoak. Tom Docherty,
the Chairman of the Scottish Wave Soar-
ing Centre (well, why not?), answered
questions by the score. Gliders came to
the grid in high excitement, pilots were
uncontrollable. The wind was strong and
clouds looked soft and wet but into the
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On the long tow home
you appreciate the advantages il
of Rubery Owen independent
torsion bar suspension. =~
It is the only suspension
really suitable for
- glider trailers.

sRubery Owen & Co, Ltd, Trailer Equipment Dept., P.0. Box 10, Darlaston, Wednesbury, Staffs.
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skies we went full of hope and promise.
Basingstoke, not 7 km. away, claimed
the first victim, then the air was full of
cries, “Roll crew—but not oo far.”
Visibility soon disappeared and stayed
that way for the rest of the day. Interest-
ing stories can be told, but not here.
Suffice to say that two pilots had their
points removed by the stewards—one
landed in the Manchester Zone, one in
the Birmingham taboo area. Kahn had
an interesting time when 12 noisy nasty
jets broke formation to go through him
(cries of “Pity” do I hear?). Split into
two formations later, they gave Tom
Docherty an anxious moment. David
Carrow and Fred Plumb hit the edge of
the Birmingham Zone and went into
Wales: Peter Scott and Mike Bird went
north east, It was a day for pinhead map
reading and heading 090°, Although
Scott and Bird won the day by flying
312 km. to west of Harrogate, the day
really belongs to George Burton who
finished up north of Carlisle 451 km.
from home. On his return from Poland,
he must describe his flight, especially the
lszs.g fli)i) km. up valleys at no more than
L.

Leading scores:
Scott 1,000 pts.
Bird 1,000 pts.
Carrow 950 pis.
Phillips 685 pts.

Saturday, 25th May

It rained, which was just as well as
most pilots and officials were recovering
from the wine tasting and dance of the
night/morning before. Peter and Mike
each were given trays and, of course, it
cleared in the late evening to allow good
soaring flights.

Sunday, 26th May

Depression and frontal system ap-
proaching SW England. Slow-moving
occlusion lying east to west across central
and northern England.

More in despair than anger Ann set
the reverse milk run 100-km, triangle,
Lasham-Thruxton-Welford-Lasham.

Russell forecast 5/8th Cu. base 2,000
ft. asl (1,390 fi1. above Lasham) by 10.30
hours, rising to 3,500 ft. by mid-after-
noon, 3/8th upper cloud gradually
thickening from SW during the day.
Thermals plentiful, light to moderate—

only a slight chance of strong ones. Tops
about 8,000 ft. We all sat on the grid,
laughed and joked about the non-gliding
weather, the low cloudbase and what fun
it had all been—until some clot of a
thermal snifter in a tug found a hole up-
wind and we were ordered off, The early
competitors found cloudbase at 1,800 ft.
above Lasham, and Kahn, Carrow and
Warminger pressed off under cloud to
make a start straight off tow. These
three played footie-footie all the way
down the first leg. Kahn and Warminger
played “you land first, no you land first”
while Carrow, the cunning peasant, sat
behind and climbed all of 300 ft. in each
cloud we had left. At the first turning
point the trio broke up in disorder and
each went his own way to meet up again
at the second TP. Here, Alf Warminger
struggled and landed, while Carrow and
Kahn, in different clouds, climbed to vast
undreamt-of heights of 8,000 ft. and
7,000 ft. and then final-glided home.

The other competitors launched and
landed on the airfield or off., using up
their aero-tow vouchers, cursing Carrow
and Kahn and swearing that there really
were no thermals and once in a while
one of them actually got away. Chris
Day rounded the second TP but landed
soon after. Chris Riddell, flying as Peter
Scott’s partner for the first time in the
contest, also rounded Welford and pulled
his team into second place by doing so.
Ten pilots scored and so ended the first-
ever one-design contest for high-perfor-
mance sailplanes to be held in the UK.

Leading scores:

Carrow 348 pis.
Kahn 342 pts.
Day 195 pts.
Riddell 170 pis.

Jack Bradley, who is the Chairman of
the Slingsby Aircraft Ltd., presented the
prizeés to the competitors. I had decided
that everyone should win something and
was given a vast array of superb goodies.
All pilots from eleventh place down-
wards won an inflatable beachball, the
others assorted prizes. Mike Bell kindly
donated enough Dart Contest Medals in
silver and gold so that all helpers, pilots
and crew were given one each, Special
prizes went to George Burton, for his
outstanding flying and to all key workers.
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We learnt many things as a result of
this contest. Photographic turning point
evidence is child's play if you have the
right equipment (Lasham has bought and
will hire out the full Kodak equipment
which will develop up to 30 films at a
time). You need our wonderful Sue
(third officer WRNS) Carr, who is a
fully-trained photographic Intelligence
Interpretation Officer, Eompmer SCOrin
arranged by Bill Bailey, of the Imperia
College Gliding Cl. really works and is
wonderful. Phone through at 19.00 hours
and ten minutes later you have all the
scores. A must for all future contests.
There was really an efficient team under
contest director Martin Seth-Smith, with
the Lasham permanent staff under Jack
Atkinson quietly tying up any loose ends.

This one-design business really works.
We had 23 Darts, of which five were
15-metre versions. The hors concours
were Goodhart and Delafield in HP-14's,
Williamson and Innes in Dart 15,
Burton in an SHK and Dimock in a
18m. Diamant. BGA handicapping was

applied throughout. By flying one-design,
it sharpens the competition beyond belief
yet makes it more fun than ever. I hope
that next year we will see two or three
one-design—say Dart, Ka-6 and Skylark
3 and 4 contests.

It is early days to start suggesting new
competition structures, but certainly three
equal one-design contests as well as the
Sports and Open Contests would make
sense. For British Team selection you
could always take the top “X" places
from each depending on Ige size of the
contest (say one place for each four
gliders) and fly them off in a separate
selection contest later in the year.

The only blight of this contest was that
not all pilots were on 130.4 mcs. for
cloud flying. Our contest proved that this
must be mandatory in the future—BGA
please note.

(Heard on the opening day of the
Sports Class at Dunstable:
Peter, that was bloody
)'Ol..l,) visual.” “I should bloody well thlnk
$0.

DART CONTEST — LASHAM 18th-26th MAY

Final | pe Is |Contest 1 Total
. Place } | No. 19th 20th 215t | 221'!:1 23rd 24th 26th | Points
1 Carrow 20 1000 1000 | 422 953 1000 950 348 5673
- 2. | Riddell, C 95 | 170
i Scott ] 717 | sa8 | 460 | 473 | 8%6 | 1000 4224
3 Garrod 261 881 1000 81 1000 885 231 13 4091
4, Bird 68 726 0 342 576 925 1000 | 0 3569
1 Plumb | 24 354 602 300 931 759 506 25 3417
6, Day 477 T2 749 155 653 770 214 195 3458
7. Kahn 4 | B850 290 53 512 980 340 342 3427
- Cousins 102 785 396 90 902 Ti6 298 11 3218
9, Warminger 44 | 781 548 57 704 802 0 166 3058
10, Lovell 470 854 290 53 828 869 0 0 2894
1l. Przewlocki 966 362 84 429 808 783 240 0 2706
12. Kerridge, 329 632 401 742 405
Scallon 0 473 0 2703
13. Prestwich 121 22 542 90 512 858 333 0 2417
14, Pﬁ" 46 399
Aldridge 358 0 442 632 570 0 2401
135. Hanson 349 375 319 361 648 564 109 0 2376
16. Burgess, 404 816 118 935 0
Eccles 74 257 138 2338
17. Fay 436 429 119 0 473 805 448 52 2326
18, Johnson 474 343 321 122 496 671 247 0 2200
19. Glennie., 126 692 0 0 594 1]
Docherty 443 300 2029
20. Irving, 466 270
Martin 0 0 473 656 357 0 1756
4 [ Caveen, 63 250 0 456 0
Sl alm | i b e |
§ 16 151 42 1581
p Ji Llovd Edwards, 513 0 0 0 284 o
Phillips 431 685 0 1400
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A NEW VARIOMETER IN PRACTICE

By TONY DEANE-DRUMMOND

THE psychology of gliding is interest-
ing and gives some clue why it is at
the same time both satisfying aestheti-
cally and has considerable appeal to the
purist inside most of us. The glider, the
pilot and his instruments must work as
a team in which confidence in a glider’s
performance, as shown on the instru-
ments, gives the pilot a mental re-
assurance of success. Even then, frustra-
tion and the disaster of landing short are
never too far away and catch out all of
us sooner or later.

was most interested to read E.
Dommisse’s article on a proposed zero
reading variometer in the last issue. The
idea has alrcady been put into practice
by Ralph Chesters in a remarkable piece
of electronic engineering called the Skye
Air Data Computer Mark 2. I have just
finished flying in the Sports Class
Nationals with one of his prototypes,
which 1 installed a week before they
started.

I am sure the instrument is a great
step forward. It provides at a flick of a
switch, conveniently located by your left
hand, either a normal total ecnergy
compensated electric variometer or a
variometer showing what the air is doing
in a vertical sense outside the glider,
regardless of how fast it is flown. To the
left of the normal variometer presenta-
tion is an average rate of climb. Again
by your left hand is a switch that can
give either the rate of climb over the
previous minute or so, or alternatively
over the previous 20 minutes (or 7,000
ft.). Two reset buttons enable the pilot
to start the averager working.

Linked electronically to the variometer
and the ASI is a zero reader which is
to the left of the averager.

It might be worth describing the pro-
cedure that the pilot should go through
on arriving at a thermal, circling up in
it and then starting off on his glide to the
next one.

As the air starts to bubble on arriving
at a thermal and the air mass is show-
ing fast climb, the mode switch is flicked
to the normal variometer, a green light

comes on and the reset buttons are
pressed. As the climb proceeds, an
average rate of climb will be registered
and a further flick of a switch can show
when the thermal is losing strength to-
wards the top. At the same time a clear
tone will sound, rising in pitch as lift
increases and this can be set to come in
at different variometer readings. The total
energy compensation on the variometer is
very good indeed and can be adjusted in
flight to take care of temperature
changes. It is the first electric variometer
that I have flown with that does this
properly without external blisters sticking
into the airflow. The zero reader mean-
while has been acting as a pitch indicator
which may be useful when thermal soar-
ing, and incredibly valuable when cloud
flying on a limited panel with no horizon.
I found that I rarely bothered to switch
on the horizon—the zero reader gave all
the pitch indication necessary for accu-
rate cloud flying. Beginners at cloud fly-
ing may need an horizon, but it should
not be necessary after that

The decision to press on is now made.
The 20 minute averager shows the
achieved rate of climb, and assuming you
expect the next thermal to be the same,
this is now set on a knob near the
variometer dial. The mode switch is
turned to “air mass”, an orange light
comes on and buttons reset. All the ADC
instruments now read what the air is
doing in a vertical sense outside the
glider. The zero reader indicates clearly
whether the aircraft is being flown too
slow or too fast. When kept central,
maximum cross-country speed will be
achieved.

The glider's airspeed will be varied
most of the time to make allowance for
downward or upward moving air. This
facility is especially valuable when
cruising fast under cloud streets, and 1t
becomes easy to select the path with the
most rising air in it. The averager, mean-
while, is showing whether the sum total
is up or down (again over the previous
minute or 20 minutes). This is particu-
larly useful during a final glide and there
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is no neecd to pinpoint positions every
few miles—the instrument tells one
whether the glide angle is being achieved
or not. At first during the championships
I did both, but soon I became confident
in the instrument, which appeared to be
very accurate,

The more I used this instrument the
better I liked it. Although accustomed in
the past to make gucsstimations of the
rate of climb, and hence the air speed to
fly, this is all done for you. I must admit
that it made me vary my air speed much
more than 1 have ever done in the past
by guesswork. The achieved rates of
climb were, in fact. much the same as I
would have guessed at, but perhaps that
is because 1 have done gquite a lot of
soaring.

The damping can be varied in flight,
but | found that I never used anything
except the minimum position. For my
taste, a further speeding up in the re-
action time would be desirable for the
really weak days, and I believe this can
be done quite easily.

At first, the zero reader was 100 sensi-
tive to smallish changes in air speed or
rates of climb/sink. In a flash, Ralph
Chesters wired in another small com-
ponent. and it mow gives a very fair
presentation. The indicator comes “un-
stuck” from the top at about 50 knots, if
the proper air speed to fly was, say, 65
knots. It is now quite easy to round out
the air speed to bring the zero reader
central. This has built into it electronic
feedback similar to that used by auto-
matic pilots in aeroplanes, and probably
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explains why it can be used successfully
when cloud flying.

The instrument will, of course, need a
new computation of the polar curve for
each type of glider. A plug-in patch
board enables this to be done quile
casily.

Although the procedure 1 have de-
scribed may appear complicated, I soon
found my fingers reacting automatically
and without too many thought processes
going through my head. The presentation
in front of the pilot is simple and no
longer is he required to be a human
computer. This instrument does it all for
you—except tell you which thermal to
use or reject. As always, it is this last
point which will make the real difference
between fast and slow times. Use of this
instrument will, however, extract the
maximum from the air the pilot uses
and make him go faster.

Perhaps 1 have been too enthusiastic
in the write-up of this instrument. If 1
have, I must apologise and also, of
course, for not winning the champion-
ships with its help. But that is another
story.

EDITORIAL NoTE:—Ralph Chesters, the
designer of this instrument, informs us
that explanatory leaflets will not be avail-
able until the end of August. However,
he hopes to have a production line going
by next December. The whole outfit will
cost approximately £100. Enquiries after
August to Ralph Chesters, 13 Blandford
Road, London, W.4.



AIRSPEED AND ALL THAT JAZZ

MOSI' gliding folk these days do
realise that it is important to know
just how fast you are going at any
moment, Apart from needing to Kknow
vour speed from the point of view of
performance, it is vital to know it
accurately if you are to avoid exceeding
the limitations of the glider. And this is
where the difficulties start.

The ordinary ASI is simply a little
pressure gauge which measures the
pressure difference between the static
pressure of the air and the pressure
which is exerted on a forward-facing
open-ended pipe, usually termed the
Pitot head. This pressure difference is
quite small for the speeds at which we
fly; for instance, 45 m.p.h. is the cquiva-
lent of about 1 in. of water pressure, so
the ASI is a fairly delicate instrument.

Now, within reasonable limits, the
Pitot head can be put anywhere you
like, provided that you put it out in the
clear airflow. So long as the air is
brought to rest at the open mouth of the

WHEEL BRAKE
FIBRE-GLASS NOSE

AT

DONCASTER SAILPLANE SERVICES

YORK ROAD, DONCASTER. Telephone: 0302-65381
ALSO AGENTS FOR SF 258 MOTORFALKE

SEE THE FABULOUS NEW TANDEM 2 SEATER

Pitot head, you will get a reasonable
reading of the Pitot Pressure. Things are
not so simple, however, when vou come
to the Static Pressure.

A glider, or any other aircraft, affects
the pressure of the air around it for
quite a long distance. In fact, the only
way to get a proper reading of the
Static Pressure is to put a static pipe
some 50 ft. or more away from the
nearest point of the glider! When a new
glider is being tested this is actually
done, and the static pipe is slung on a
long length of pipe lowered down below
the glider when it is in flight. The
designer chooses a spot on the glider
where he hopes that the pressure will be
static, and then compares the readings
obtained from the aircraft’s static con-
nection and that from the trailing static,
by using two ASI's in the glider. It is
almost impossible to find anywhere on
the glider where the pressure will be
static at all speeds. It may be correct at
one speed, and slightly above or below
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THREE COUNTIES
AERO CLUB LTD.

Blackbushe Airport, Camberley, Surrey

{ON A30 TRUNK ROAD — 45 MINS. FROM LONDON)

Special Courses for Glider Pilots to obtain
| Private Pilot’s Licence

the correct pressure at other speeds.
However, if the error is not large, the
designer pats himself on the back, and
records the actual error on a graph. This
is what is known as the Position Error
Curve.

This is the reason why most gliders
have odd figures for their various limit-
ing speeds. You may find that the Rough
Air Speed for a glider is placarded as
76 knots. You can bet your boots that
the designer worked on a figure of 75
knots in his calculations, and then
found. on test, that, with the ASI in-
stallation that he planned for, the actual
reading at 75 knots was 76 on the
instrument.

Why is all this important? Simply
this. Unless the ASI of a glider is
connected to the Pitot/Static system that
was used in the Position Error tests, the
readings of the instrument are quite un-
reliable. They may be right, and they
may be wrong. They may be very
dangerously wrong. You will find a
remark in the C. of A. of the glider, if
it has a BGA C. of A., under the table
of the speed limitations, to the effect
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Normal Courses for Private Pilot’s Licence
Night Flying — Instrument Flying —R/T

Board of Trade Approved Courses 35 hours
i Residential Courses available
Grill and Licensed Bar

C.F.l. Derek Johnson
YATELEY 3747 (Management)

2152 (Operations)

that “these speeds refer to the following
Pitot/Static installation. . . .

It therefore behoves you to ensure that
the Pitot/Static installation is correct.

If, of course, you think that you can
improve on the original installation, for
any reason, such as reducing drag, there
is no reason why you should not experi-
ment, but you must carry out a Position
Error test and establish the new Position
Error curve for the new installation.
Any BGA Test Group can do this for
you quite simply.

It is now a requirement that the
Inspector who applies for the renewal of
C. of A. on a glider, shall sign that he
has check-calibrated the ASI and that it
is accurate to within plus or minus 2
knots, and that it has a maximum read-
ing which is 5 per cent more than the
Never Exceed Speed of the glider. It is
also his job to see that the ASI installa-
tion is as specified in the C. of A., or,
if it is not, that the Position Error of

new installation has been deter-
mined. In the latter case he should see
that the C. of A. is amended by the
BGA to the new installation.



This is the reason why there are, in
some cases, different cockpit placard
speeds for the same type of glider.
Several types which originally were
produced with Pitot/Static heads on the
nose were later modified to Pot-pitot in
nose-cap, and a different static; some-
times even Cockpit Static if that was
shown to be satisfactory. The Position
Error for the two installations may be
quite different, and if one reads high
where the other reads low, the difference
}n the two Placard Speeds may be quite
arge.

R. C. Starrorp ALLEN, CTO, BGA

WILLS’ GLIDER PILOT
COMPETITION

THERE is no doubt that many people
will appreciate the generosity of
W. D. & H. O. Wills once again when,
on the 4th August, John Ware will pre-
sent two Ka-6's (instead of Swallows,
which could not be delivered on time) to
the club of the winners of the Wills’
Glider Pilot Competition.

The runners-up will receive radio
transmitters and third prizes will be
barographs.

The semi-finals of the competition
were held at various regional centres
during the weekend of the 6th July. The
following pilots have secured a place in
the final competition, which will be held
at Lasham from 2nd-4th August.

Northern Region

R. W. Bowhill Ouse

W, Barcroft Blackpool & Fylde
M. C. Johnson Staffordshire
A.M.Blackburn Derby & Lancs.
L. J. McKelvie Ulster & Shorts
Southern Region

B. R.E. Collings Essex

R. S. Wybrow Cornish

J. P. Millward Airways

G. Jansen Kent

Gillian Howe Cotswold

DORSET FLYING CLUB

THE IDEAL HOLIDAY SITE

WE FLY EVERY DAY
WITH A FLEET THAT IS
UNEQUALLED

We specialise in high quality training
and soaring training at a site where
we have good thermals, ridge soaring
and we have experienced wave con-
ditions. If you wish to gain a certifi-
cate come to a Club with modern
machines and modern ideas or fly in
our power aircraft and obtain a P.P.L,
and convert (o tugging.

Or talk flying in our modern bar.

Compton Abbas Airfield,

Shaftesbury, Dorset.
Fontmell Magna 328

*

and

Southern Sailplanes

We offer quick service with a first
class job for all types of work from
C. of A., minor damage, to full re-
builds. In wood, fibreglass and metal,
If you want your machine back in
the air quickly, come to the experts.

Instruments, barographs, parachutes.

For the best service come to

Thruxton Airfield,

Nr. Andover, Hants.
Weyhill 373
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For anyone considering buying the best, here are some
achievements by DIAMANTS in 1968.

In the 1968 World Championships at Leszno DIAMANTS
came first in the open class on three out of the seven
competition days:

FINAL RESULTS — OPEN CLASS

Rudolf Seiler — DIAMANT — 3rd place
Dr. Alf Schubert DIAMANT — 4th place

Other notable successes in 1968 by DIAMANTS:
1st place — Dutch National Championships
Aart Dekkers — DIAMANT
1st place — Wright Memorial Championships
Indiana — Robert Tresslar — DIAMANT
2nd place — Swiss National Championships
Rudolf Seiler — DIAMANT
2nd place — Journess des Ardennes, Belgium
Aart Dekkers — DIAMANT

100km., 300km. and 500km. triangle Australian National
Records broken by Malcolm Jinks — DIAMANT

510km. goal and return — Robert Wetli — Switzerland
DIAMANT

Dr. Brennig James — first British 500km. triangle —
DIAMANT

We are pleased to announce that the flap flutter at high speed
experienced by early DIAMANTS has now been completely overcome.

SWISS DIAMANT

THE WORLD’S LEADING SAILPLANE

Flug-und Fahrzeugwerke AG,
9422 Altenrhein,
Switzerland.
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SWISS MADE

DIAMANT

THE WORLD'S LEADING SAILPLANE
Duty Free (EFTA)

these superb fibreglass sailplanes have flaps (+16°-10°)
as well as very effective airbrakes.

DIAMANT 18

1.45LD at 62mph 132 at 82mph  Min. sink 1.7ft.sec.
£3,075 at exchange rate 10.40

DIAMANT 16.5

142LD at 62mph 130 at 82mph  Min. sink 1.8ft.sec.
£2,545 at exchange rate 10.40

Stop Press!
Available Sept. 1968 — DIAMANT 18 — approx, 40 hrs. — reduced price.

Write or telephone
Colin Donald, Sole UK. Distributor: Thorpe Aviation Ltd., 177 Lincoln
Road, Peterborough. Telephone Peterborough 68818

for illustrated leaflet and details of hire purchase facilities if required.
Manufacturers:

Flug-und Fahrzeugwerke AG, 9422 Altenrhein, Switzerland.

Congratulations Dr. Brennig James on the first U.K. 500km. triangle — Booker
— Long Mynd — Cranwell — Booker on 16th June, 1968 in DIAMANT 18.
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NATIONAL PORT

HE tasksetters Peter Scott and

Geoffrey Stephenson at the Sports

Class Nationals had their backs to the
wall with a vengeance.

Two to three weeks before the com-
petition was due to begin, the organisers
learned that the RAF would be holding
rehearsals for a special 50th anniversary
fly-past on 5th, 6th and 10th June, which
would involve large quantities of jet
fighters and bombers flying at low alti-
tudes (below 2,000 feet). They were
scheduled to converge on Halton (about
ten miles west of Dunstable Downs) a
little before 3 p.m., with one flight of
V-bombers to pass about two miles south
of the site. Getting the rehearsals shifted
from what was generally the most soar-
able part of the day to, for instance, the
morning, was not possible, although ener-
getic efforts on the part of the organisers
managed to achieve a minor re-routing
of a flight of Hunters.

When the competitors and crews con-
gregated in the briefing marquee at
10 am., on Ist June, the “RAF” days
were a long way ahead. It was going to
be a fine day and everybody was cheer-
ful. What was more, at a championships
with no ships better than a Foka 4 and
a flock of Ka-6€'s flying, there were no
anxious glances to reserve for the latest
hot ships with a glide angle whispered
darkly to be in the fifties, True, there
was a cool ship, a Ka-8 (handicap 112)
with which John Cardiff would try to
scrape round the tasks, but there was
no need to worry about it — it was the
London Gliding Club’s Oly. replacement.

Hostilities were opened by Air Vice
Marshal J. Russell, Controller, National
Air Traffic Control Service. Putting
A.T.C. work in a nutshell, he described
it as “reconciling unavoidable incom-
patible requirements”. He presented the
Churchill Gliding Award to Dr. George
Whitfield for the development of a two-
seater powered glider,

After the usual run of church notices,
we got down to the business of the day
— a triangle race of 2134 kms. The
route ran from Dunstable more or less
due north to Uppingham School, then
south-east to Duxford. The last leg was
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a short south-westerly one back to
Dunstable. There was a small air display
near Alconbury, and pilots on the
second leg were advised to keep right
(west) of track. There was also a num-
ber of Spitfires and Hurricanes at Dux-
ford engaged in making a Battle of
Britain film, and it was possible they'd
be in the air.

Meteorologists Harry Douglas, Nor-
man Ellis and Eleanor Hutcheson had
between them cooked up a depression
near Iceland and a brace of very slow
moving, weak fronts over Ireland and
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14-101/2 ETD.

15-20
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14-591/2
i5-061/2
15-28V2

WEST RAYNHAM
ETA.15-30V2
ETD.14-53

WATTISHAM
ETD.15-14V/2

Routes of rehearsal flights for RAF 50th anniversary celebrations,

the west of England. The cloud and
occasional rain associated with these had
pushed the task to the fine and sunny
eastern part of Britain. Thermals would
be dry, although there was a possibility
of about 1/8 cumulus forming.
evanescent cumulus began to
form at 11.15 over the dropping zone
between Dagnall village and the Ivinghoe
Beacon range of hills. Mike Garrod took
off shortly before for an official sniff
round, and declared conditions O.K. ten
minutes later. First to take-off was Ian
Strachan at about 1220 and the first
across the line was Norman Smith at
12.33, followed by Strachan at 12.48,
The first leg was reported to be quite
easy, many pilots reaching Uppingham

in about an hour. Very few sank at this
stage, but one of these, Tony Deane-
Drummond, managed to get back in time
for a relight and subsequently got past
the first turning point.

As it turned out, up to 4/8 cumulus
formed, rising to about 9,000 ft., but
these clouds, if anything, helped the

pilots.
South-east from Uppingham, things
toughened, The wind had ened and

the second leg was more or less directly
into it, At 3,000 feet it was estimated
at 20 knots and at 5,000 feet, 30 knots.
John Fielden made at least half a dozen
cloud climbs to 8,000 feet, followed by
lides down to cloudbase, and was horri-
Eed to find, on emerging from the last of
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these climbs, that he had only got as far
as Graffham Water.

Even worse was to come. Halfway
down the leg, around Graveley, they flew
into a completely different air mass —
cloudless and dead, The only thermals,
it appeared, were low down, and feeble
at that. It was thought that stable air
had come in from East Anglia, killing
things completely. It was a struggle to
remain airborne at all, let alone make
any headway into the wind. From Grave-
ley to Bourne it was one long grind, and
most of the pilots came to rest — per-
haps thankfully — in this area.

A group of about half-a-dozen man-
aged to punch their way round Duxford,
although their altitudes could hardly be
termed conservative, After Duxford, three
(Tanner, Wheeler and Zotov) made more
or less final glides on track, landing in
the Royston area. Messrs. Bentson, Ted
Shephard, Strachan and Williams, how-
ever, stuck to the sky as long as possible,
allowing the south-easterly wind to drift
them well north of track, In this man-
ner, they managed to get a bit closer to
Dunstable and gained points over the
others. It was very scratchy indeed.
Strachan spent fifteen minutes gaining a
hundred feet near Bassingbourne, while
Shephard circled in zero sink, more or
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less, from Duxford to Old Warden (20
miles) rising from 1,000 to 1,200 feet in
the process.

There was, perhaps, one blessing about
the “change of air”. Nobody was in a
position to savour the delights of a final
glide into Dunstable from the north-east.
However, there were still nine days to go.

Leading results
H'cap St Class
points no H'cap

Skl. 3 1000

Williams —_
Bentson Ka-6E 998 1000
Strachan Ka-6e 981 983
Frustration

Sunday. Monday and Tuesday were
characterised by frustration (it was soar-
able at Rearsby, Lasham and other un-
mentionable places), thermal snifters who
were up and down like yo-yo's for instant
relights and a cross-country with two out-
landings in one flight by the London
Balloon Club’s hot air balloon (how
about that for instant relights?).

They were washouts, Tuesday in the
traditional ‘Splasham’ sense, and 40 per
cent of the Nationals had gone by. To
follow were six days, of which three were
likely to be affected by the RAF man-
oguvres.
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The first of these was Wednesday.

To start with, Wednesday didn't look
any better than the previous day. How-
ever, the set-up wasn't as black as the
morning sky. A weak cold front had
passed into East Anglia and was expec-
ted to move into the North Sea in the
afternoon, The southern end of it
though. trailed back west across the
north of France into the Atlantic, and
minor waves in this were expected to
keep the south of Britain cloudy. Harry
and Norman, who felt quite sorry for us,
and wondered how we could ever stand
the frustration of gliding, generously
promised the pilots 6/8 cover. There
would be some reasonable breaks con-
taining about 5/8 cumulus and strato-

cumulus, base about 2,500 feet, perhaps
rising to 3,000. There was a possibility
of some bigger build-ups over East
Anglia later in the afternoon. The wind
would be about ten knots from a gener-
ally westerly direction.

The task-masters set a 124.5 kms. race
to Inswich airfield, with a turning point
at Royston (oil tanks) to keep pilots
clear of Luton. The metecorological set-
up indicated a latish start. The RAF
rehearsal made it highly unwise to have
a mass of gliders scratching in the
Hitchin/Royston area at quarter to three,
and pretty well dictated the time for the
first take-off. This was set at 14.15. As it
turned out, the RAF probably did the
competitors, albeit wnwittingly, a good
turn. If people had gone off earlier, the
clag over the east coast wouldn't have
cleared sufficiently to the east and might
have sunk them.

The rehearsal also made it impossible
to use the logical dropping zone, which
would have been in the Dagnall area.
Competitors were therefore waved off
near Eaton Bray and were forced to
head back upwind if they wanted to cross
the line. All forty were flicked off in
421 minutes, 2% minutes less than the
goal the launch point organisers were
aiming for. Although pilots launched
early crossed the line, some later ones
didn't. They could sec a mass of clag
coming in from the west and decided to
bectle off to the east, where the better
weather was. Some didn't even bother
to thermal, but set off on track immedi-
ately on relzasing. Ian Strachan spent
about ten minutes locally deciding
whether or not to cross the line. He
finally decided against it, and said he
lost time as a result.

Pilots thought conditions were quite
good as far as Royston, but they tended
to deteriorate further cast. Some com-
petitors were so encouraged by the good
times achieved over the first leg that they
bored on at high speeds past Royston,
only to find themselves either sunk or
struggling very hard near Saffron Wal-
den, particularly.

It appeared to be one of those days
where it didn’t matter whether one went
into cloud or not. Norman Smith, who
made the fastest time, didn’t use cloud
at all for fear of losing performance and
getting off track, while Ian Strachan, who
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made almost as fast a time, took
8,000 feet soon after Royston which, with
a couple of further small climbs, sufficed
for the rest of the task.

The much-feared sea brecze didn't
materialise, although conditions were
generally found to get progressively
poorer the nearer one got to Ipswich.
Not only that, but some pilots thought
that the helpful westerly died away near
the coast, adding spice to the more finely
calculated final glide. John Cardiff bit-
terly regrets not taking an extra 300 or
400 feet in his last thermal, a weak one.
He pressed on in hopes of picking up
another one en route, but found nothing
and landed about three miles short
David Lilburn was even unluckier, land-
ing on the western edge of the estuary
about a mile short.

Leading results
H’cap
points St. Class
Smith Ka-6E 1000 1000
Strachan Ka-6e 991 992
Bentson Ka-6E 944 947

An afternoon’s local soaring

Thursday was the day everybody had
been waiting for. People who got up very
early might have been tempted to return
to bed sharpish-like, for a cold front
with all its attendant unpleasantness was
passing through. It cleared Dunstable at

07.00, however, leaving a sheet of
cumulus and stratocumulus which dis-
integrated cven as we watched it, leav-
ing a cool, clear air mass ready to
generate thermals like a bottle of cham-
pagne generating bubbles when the cork
is removed. The forecast promised 4/8
cumulus, bases 3,000 feet, tops maybe
6,000 with an occasional larger one
forcing itself up through the icing level.
The surface wind was expected to be
west or west-north-west, 10-15 knots,
with 20 knots higher up.

It would probably have been suitable
for a 250 km. triangle, and Geofl
Stephenson said that one might well have
been set — had it not been for the
second RAF fly-past rehearsal in the
afternoon. This caused him to limit the
day’s flying to a 123.6 km. triangle with
the first take-off at 14.00. Three hours’
good soaring wasted. And it certainly
would have been good soaring, too.
Roger Barrett went up at 11.00 and
declared it well and truly soarable, just
to confirm what all the clouds showed.
(He did get sunk later a little way up the
A.5, but that's another story.)

The first turning point was the cross-
roads at Caxton Gibbet at the end of a
crosswind leg with, perhaps, a little of
the wind behind the glider’'s tail, The
second leg, to the church at Olney, was
almost dead into wind, and the return
home was again mostly crosswind.

Time dragged as the competitors sat
on the grid, watching tall, meaty cu. pass-
ing one by one over the site, nicely,
evenly spaced. One or two pilots, per-
haps, gave a cursory glance at the hill.
For the first time since the competition
began, it was working, Averaging about
two or three hundred feet above the site,
the hill is about two miles long, perhaps
a little more, The locals divide it into
two sections. The main slope, at the foot
of which the field lies, faces more or
less due west, and is soarable in 10 to
15 knot winds from west-north-west to
west-south-west, It is possible to soar
certain parts of this section in winds out-
side this “quadrant”., The power-wire
slope — crossed by high-tension cables
— at the southern end of this section is
soarable in a north-westerly and even
a northerly, with care, while the “bowl™
at the northern end is soarable, by dint
of S-turns, in a south-westerly. The other



Do not feed
the animals

section, from the power-wire slope
south’ards, is soarable with a bit more
south in the wind than the main slope,
Most of it is occupied by Whipsnade
Zoo, but there is a landable field at the
foot for the pilot to sink into if he can’t
make it back to the site, This field is
known as the Pyjama Field. (Well, there
was this instructor, see, who got up late,
see, and put on a flying suit over his
pyjamas without bothering to dress, see,
and he took this beautiful young maiden
up for a joy-ride, see . . .)

At long last, the great moment arrived
— 14.00 hours, The tugs roared into
action. Forty pilots, audios ready to
shriek the splendour of tem knot ther-
mals, were launched,

The dropping zone was between Iving-
hoe Beacon and the glasshouses on the
way to Leighton Buzzard, and the
weather gremlins arranged for a wide
patch of dead air — scraggy, decayed
strato-cu. — to be there waiting for the
first hapless dozen.

By 14.15, several pilots were grafting
on the hill or heading towards it. For-
tunately, it was working along its entire
length, including the Zoo slope. One or
two of the early pilots managed to get
away; Goldney in No. 72, for example.
He went across the line at winch-launch
height, heading towards a black cloud
over Dunstable town which gave a faint
promise of activity. He told his crew to
wait south of Dunstable for a quick
retrieve and relight, threw a couple of
turns behind the hill, and disappeared
from view.

By about 14.20, there were between 6
or 8 gliders hill bashing. Robinson, in
No. 68, was seen to make a marginal
final glide from the Beacon to the Zoo
slope. He, too, disappeared from view.
The Pyjama Field had claimed its first

victim, the observers thought. But no,
he staggered into view, low, but still
airborne, forcing himself up to a more
comfortable hill-soaring height,

Somebody reported that they were at
900 feet near Leighton Buzzard, but no-
body took much notice. Man, that was
high ! At 14.25, it turned out to be Rid-
dell in his Foka: * Prepare for possible
landing Leighton Buzzard.” Poor Riddell.
He was down to 300 feet downwind of
the town before he managed to find
something and get away. Newall, in No.
29, who was the first launched, landed
for the first relight, and a message from
72 indicated that he was still airborne.
Bill Shephard, in No. 190, declared that
he might have to land near the Beacon.

He was seen a few minutes later
scraping back to the field for the more
efficient form of relight. By this time,
several of the hill-bashers had given up
the struggle and landed. Several others
persevered, and eventually got away as
better weather came over, By 14.30 the
latter launches were ﬁetﬁng quite high
in the good stuff following the clag.
Competitors were beginning to cross the
line in earnest, and not accidentally in
the process of hill-soaring. Strachan,
Tanner and Dunn were among the first.

And by the time the V-bombers roared
past just south of the site, there was a
big gaggle over Houghton Regis, all but
one relight were in the air again, and the
hill was emptying.

After that, it was quite a straightfor-
ward day. More than three-quarters of
the competitors got round.

Goldne; and Riddell, the early
scrapers, both got round. Jack Harrison,
who made the best time (55.6 kph),
found it quite easy. * It was the first day
in which I haven't had to pick a field
— a nice afternoon’s local soaring, in

fact.”
Leading results

H'cap

points St. Class
Harrison Ka-6e 1000 1000
Strachan Ka-6E 987 987
Cardiff Ka-88 974 796
D.-Drummond Ka-6E 941 941

The corn got in the way

On Friday morning, it was raining, and
briefing was postponed until 11
then the rain had stopped and Peter
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Scott opened the proceedings by saying :
“This i1s not a day for flying for plea-
sure.” Indeed, it was not. The sky was
still filled with cloud. Beneath the general
clag, though, there were some blacker
lumps which promised convection.
* However,” Peter went on, * since we're
not flying for pleasure, we've set a task.”

It was a race to Swanton Morley via
the cooling towers at St. Neots. The

The ideal T.P. photo taken by “258".

turning point had been specified to keep
the pilots, as far as possible, out of the
Honington military control zone.

There was a depression west of the
United Kingdom with two rain areas
associated with it. The tail-end of the first
had passed over during the earlier part
of the morning, and the second was ex-
pected to arrive at about 17,00, The gap
in between would be dry, but the cloud
was not expected to clear. 7/8 high cloud
was forecast with, below it, 6/8 cumulus
and strato-cu., the bases of which would
be 2,000 feet, perhaps rising to 2,500 or
3,000 feet later. The tops would be
about 5,000 feet and the winds more or
less south-westerly, 15 to 20 knots,

Mike Riddell was first off, but was
soon back for a relight. It just wasn’t
Mike’s week. Later in the day, he landed
in the fens among healthy young crops.
The tailplane of the Foka was damaged
and he was out of the running for the
duration,

Ten minutes after launching began,
several pilots had crossed the line, and
by 13.45 cloudbase was practically in the

stratosphere — 2,200
bits had up to 5 knots under them. By
14.05, six had left the site and by 14.20
they'd all set off on track, some of them
at a very low altitude.

Conditions, it was felt generally, were
better than anticipated — although the
competitors who landed en route might
not have agreed, Frank Pozerskis —
upon whom the gods never smile for
long; having been forced down several
times just short of his Gold C distance
— and Charles Ellis were among these
unfortunates. To compound their misery,
they ran into some difficulty over their
turning point photographs, This was,

" . T

however, resolved a day or two later by
the stewards.

Nearly half the pilots got there, how-
ever, and lan Strachan, who'd only
dropped 41 points in the previous three
days, achieved a “minor” ambition by
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finally winning a day, clocking 63.9 kph,
Tricia Watson, the only distaff competi-
tor, had her best day so far, getting to
Swanton Morley at 51.9 kph. Messrs.
Strachan, Deane-Drummond, Smith, Tan-
ner and others found that they couldn’t
get into cloud at all. Jeffries, with Brian
Davies in the front seat of the Ka-13
once again, was one pilot who surely
wished he could have done so on his
Jast thermal.

“ We reckoned we had come to the end
of the road about 25 nautical miles out,
near Methwold,” he said, * The Ka-13 is
supposed to have a best glide ratio of
1:27. Using a 1:30 final glide calcula-
tor, taking into account the wind behind
us, and treating it as a maximum glide
case, we ‘guestimated” that the height
we needed to get in was 4,300 feet. We
achieved slightly less than that, jockey-
ing for position to get into cloud with
Seth-Smith. He beat us to it by a very
short head, and radioed that he wasn’t
doing any good in it. By looking up and
seeing the high cirrus through the cloud,
we thought we wouldn't do much good,
either. we decided to fly a little
slower than we'd calculated and left for
Swanton Morley with some conservative
margin (approximately 2 per cent.).

“The only alternative to this was to
stick to the cloud and drift along with
it. This Seth-Smith decided to do, gain-
ing 500 feet and losing ten minutes. We
pressed on, checking our vital statistics
at the salient points. They were correct
to the nearest ten feet, both as regards
height and track. Down to about
2,000 feet, we approached a bit that
looked as though it might produce zero
sink, We diverged a bit and got the vario
nearly down to zero.

“We anticipated some sink after this,
and were not disappointed. We also ran
into some drizzle, but managed to steer
clear of the worst of it. We began to lose
out about now, with still eight miles to
go. We crossed the five mile mark at
exactly 800 feet, which should be just
enough. Then we started to hit turbu-
lence due to the 15-20 knot tail wind.
Open fields gave way to trees, bog, pond,
the odd house and, generally, bloody
awful landing prospects. About this time
we saw Swanton Morley, which happened
to be on the horizon. We were not con-
scious of breathing during this stage,
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Brian, the navigator, kept saying that we
were all right. T kept expecting a clutch-
ing hand to pull us into a bog. It looked
like a bit of prehistoric H, G. Wells
country . . ."”

They got in.

The observers at Swanton Morley,
however, said that they couldn’t see most
of the glide since the corn kept getting
in the way.

Saturday was quite an energetic day
for pilots, crews, tug pilots, farmers and
the Warders of the psychiatric prison at
Grendon Underwood, who soothed the
fevered brows of two pilots who landed
there. The weather was claggy, nearly
everybody had relights, many had two,
and as it was a cat’s cradle task, the fields
of North Bucks, and West Beds, were
littered with gliders. Not unexpectedly, it
was a no contest day.

The day of days

Sunday, 9th June, was surely one of
the best days England has had for a long
time. It was the day that the first 500-km.
triangle was achieved, from Booker.

So what did we do at Dunstable?

Harry, Norman and Eleanor were
beaming all over their faces. They'd had
some prelty grotty weather to sort out
for us in the past week, but now, at last,
they could promise the Nationals a good
day. A high had built up to the south-
west of the British Isles and a fine day
was expected. Cumulus would soon
develop, with base 2,000 ft. at first, lift-
ing to about 4,000 by mid-afternoon. The
tops would be about 5,500 ft. Some
layered strato-cumulus to the south of
Dunstable was expected to move away
further south. Winds would be almost nil
at the surface, and light and northerly
(backing north-westerly) at flying heights.



There was some broken layered cloud
over the northern part of England, which
caused Peter Scott to announce that a
flat 306-km. triangle (Dunstable—Long
Marston (sheds) — Newmarket (Grand-
stand) — Dunstable had been set.

It wasn't an FAl-approved triangle, by
any means,

Roger Barrett then asked how many
pilots didn't have Gold C distance.

A forest of hands shot up.

On the basis of this response, Peter
Scott stood up and set a new task, with
a second turning point at Ely instead of
Newmarket. {The Littleport road bridge
over the River Ouse, to be precise.) It
was slightly longer—322.5 km.

Somebody asked about the possibility
of sea breezes affecting it.

One was likely to develop, Harry
Douglas said. He expected it to be on
the Norfolk coast and the Wash by 14.00
or 15.00, and would probably reach Ely
by 16.00 to 17.00.

As it turned out, nobody saw a sign
of one, and the day was basically, as
one would expect, from a record-breaker,
straightforward. Competitors, however,
thought that they entered a different air
mass west of Banbury, with lower cloud
bases. which persisted to Long Marston
and some way along the second leg, but
it was by no means duff enough to give
anybody any neuroses. Some of the RAF
competitors were, however, getting the
twitch—if their radios were anything to

go by. John Cardiff in the Ka-8 had
been quietly working his way up the
charts, after his disaster at Ipswich, and
was lying in Bth position. Suddenly, it
seemed to Harrison, Strachan, Tanner,
et al, the little green and cream Ka-8
was everywhere, and just couldn't be
shaken off. Harrison, who made the
fastest time, said that that bloody Ka-8
had taken off 20 minutes after him, but
had caught him up by the first turning
point. Harrison ran into Cardiff again at
the second turning point, and only
managed to shake him off on the final
leg home. However, Cardiff took first
place on handicap.

Clouds, in fact, went higher than had
been anticipated, to about 8,000 ft. There
was another near miss in cloud. Tony
Deane-Drummond reported seeing a
rounde]l “going the other way”. He
continued his turn for a calculated
number of seconds, straightened up and
got the hell out of it. One wonders what
he would have thought if he'd seen a
swastika, instead. A number of Me. 109s
engaged in filming at Duxford were fly-
ing, and Lem Tanner reported being
buzzed by them.

Frank Pozerskis had become very dis-
trustful of cameras, and took great care
to make sure other pilots observed him
round the turning points. “Yes, Frank,
you went round it.” “Are you sure it's
the right bridge and the right town?”
“Yes, Frank, you're all right.”

Back at the finish-line, excitement was
building up steadily throughout the
afternoon. Snatches were heard occa-
sionally over the radio. People were
struggling near the second turning point
—that sort of thing. The task was the
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biggest that had ever been set at Dun-
stable. 300-km. triangles of any kind
were comparatively rare.

Then at 17.15 Jack Harrison an-
nounced that he was on his final glide,
and would arrive in a couple of minutes.
The observers’ binoculars scanned the

What th

3 Observer

aw! E

horizon. Where would he come from?
Was he high? Low? Fast? Slow?

But not this week. The trailer parking
area blocked the tradesman's entrance.

“There he is!™ somebody shouted.

He came round the side of the hill,
fast, and crossed the line comfortably.
After Harrison came John Ellis, at 17.34.
He came over the bowl with 20 ft. to
sparc and whizzed across the line a metre
above it. Strachan was next, high and
sedate, while Ron Newall crept in over
the ridge a little later. Soon they were
coming thick and fast—or slow. Deane-
Drummond, Fielden (“a delightful day™),
Zotov, Pozerskis (all smiles: “I've done
it at last!"), Cardiff. . . .

Just before 19.00 there were three
scrapers, almost in line abreast. Lilburn

in 258 (“Th
have a couple of birds' nests which need
clearing™ and Hale in 407 crept in, oh

so tenderly. Robinson in number 66,
who'd only just managed to avoid land-
ing in the Pyjama Field a few days
carlier, was even lower. He detoured
towards the west to avoid clobbering the
stray TV aerial, and flew the contours
down towards the site. But he was run-

n:ng out of height and speed too quickly;
the tradesman's entrance was filled with
trailers, and at the agonising last minute
he had to turn away to land at the foot
of the hill just short of the goal. How-
ever, there was one consolation—he was
within the half-kilometre requirement for
the Diamond goal.

Leading results
H'cap St. Class
points
Cardiff 1000 934
Tanner 891 779
Harrison 883 1000

After the Lord Mayor's Show

The last day had the RAF rehearsal
to contend with. It was decided, there-
fore, not to set a two or three hundred
kilometre task, but a teeny-weeny little
closed-circuit of 114 km: out-and-return
to Old Warden (home of the Shuttle-
worth Collection) t(wice round. Pilots
were to be on the grid at 11.00 and the
last launch would be 14.00, The start-
line would also close at that time.

The high bad moved pretty well over
the top of us, convection was expected
to start about 10.00 and 1-3/8 cumulus
was expected. The winds would be light
and variable on the surface and from a
northerly quarter at flying altitudes

(about 10 knots). It turned out, however,
that there was more cloud than expected.
The markers at Old Warden would be




the boys at the top. They were all terri-
fied of making a mistake, scared stiff of
slipping up on such a simple little task,
and as a result tended 1o fly conserva-
t'vely. But not all, Lem Tanner fairly
bored along, to make the best time of
the day.

The Ka-8's handicap, however, gave
John Cardiff the 1,000 points for the
second day running, but Lem Tanner just
mana]g[ed to hold him back to third place
overall.

Leading results
H'cap St. Class
on the north-west boundary where the poinis
hangars were, and those at Dunstable Cardiff 1000 910
tucked conveniently behind the bar. Tanner 891 1000
It was, it appears, a very tense day for Wheeler 854 958
FINAL RESULTS — SPORTS CLASS
|. Contest H'cap Day Score Total
Place | Pilot | s No. Type % 1 2 3 4 5 6 | Score
148 Strachan 263 Ka-6e 96 981 991 937 1000 843 701 | 5503
2. Tanner 264 Ka-6E 96 B84 B93 921 867 891l B9l | 5172
i Cardiff 107 K-8p 112 893 394 974 890 1000 1000 | 5151
;. \gel‘:aeler 388 Ka-6e 9 887 R06 868 308 749 BS4 | 4972
. ne-
Drummond 454 Ka-6€ 9 S03 889 941 945 773 750 | 4s01
6. Shephard 433 Ka-6E 96 0956 B47 889 174 712 840 | 45618
y Bentson 15 Ka-6e 9 998 944 596 760 671 578 | 4547
8. Slater 86 0.419 9 699 B67 604 BRI 698 679 | 4367
9, Harrison 26 | Ka-6E 9% 713 914 1000 O 883 795 | 4305
& e 315 | Kabe 9 718 1000 777 878
s 1381 Ka-6Cr 100 43 765 | 4242
14 18 Hood 12 0.463 102 570 916 882 915 294 652 | 4229
12, Goldney 7 0.419 9% 652 676 645 767 755 651 | 4147
13. Atkinson 253 S. 4 98 632 746 799 402 T24 BO1 | 4113
14, Zotov 356 Ka-6cr 100 927 813 887 28 808 613 | 4076
HL Ficlden 200 Ka-6E 9% ROT 810 719 284 8O0 539 | 3959
16. Robinson 66 S 3 100 800 736 597 813 325 684 | 3955
17. Pozerskis 260 Sid 98 644 852 897 18T 741 543 | 3864
18, Williams 52 S 3F 100 1000 778 625 0 697 674 | 374
19. Lilburn 258 S 4 98 669 334 670 687 T04 701 | 3765
20. Seth-Smith 111 Ka-68 9% 702 779 158 T4l T 576 | W92
2= Ellis 197 5 4 9 716 775 882 351 868 6 | 3598
Sommerville 420 Ka-6cr 100 sc8&8 234 929 857 69 761 3598
a3 Hale 407 S 3 100 816 636 673 0 678 747 | 3550
24, Newall 29 Ka-6e 9 753 254 769 90 78S 795 | 3445
235 Dunn 318 Ka-6g 9% 713 145 735 B69 810 119 | 3391
26. Ellis 9 83 100 726 239 3555 193 735 622 | 3000
27. Welsh 348 0.463 102 604 B19 606 178 632 187
28, Dobson 354 Ka-6cr 100 413 269 921 163 309 761 | 2836
o Jeffries 110 AS K13 110 Bl 708 653 B39 299 184 | 2764
30. Shepard 199 |S 3 100 667 810 97 277 319 538 | 2708
31. Austin 191 Ka-68 9% T13 211 SI8 336 297 629 | 2704
32. Ince 15 Ka-6E 9% 705 753 225 42 291 629 | 2649
33 Paul 2 S 4 % 731 2L 77 0 314 604 | 2497
34, Orme 355 Ka-6cr 100 748 116 731 787 DNF DNF | 2382
35. Whiflen 345 Ka-6cr 100 713 3 20 49 661 591 | 2355
36. Morgan a 3 308
Phipps 0.419 9 210 61 429 554 | 2275
37. Patricia Watson 36 4 98 297 0. 173 83 233 632 | 2218
38. Riddell, M. 173 Foka 4 9% 549 117 868 182 DNF DNF | 1716
39. Tull 415 S 3 100 640 0 163 399 318 102 | 1622
40. Kay 350 Ic0 211 209 197 0 200 616 | 1523

DNF = Did not fly.
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STANDARD CLASS

- | Contest | | Day Score | Total
Place | Pilot(s) | No. Type SRR e B L
1

1 | Strachan | 263 Ka-6E 983 992 987 1000 947 775 | 5684

2 | Tanner | 2 Ka-6E 887 897 921 853 779 1000 5337

3 | Wheeler | 388 Ka-6& 889 813 868 783 823 958 | 5139

4 | Deane- |

1 Drummond | 454 Ka-6 506 893 943 939 B854 835 4970

5 Shephard { 433 Ka-6& 950 853 889 413 773 942 | 4929

o Bentson 13 Ka-6€ 1000 947 596 733 719 629 4624

7 Cardiff 107 K-8 751 400 796 779 934 910 | 4570

§ | Harrison 26 §a2ﬁ 716 918 1000 0 1000 B8K 4522

i 315 a-6

9 [ Smith L Katen 781 1000 777 864 43 808 | @273
10 | Fielden 200 Ku-68 809 817 719 315 892 584 4136
1 Zotov 156 Ka-6cr 887 783 B4l 29 8% 643 4044
12 Hood 12 0.463 $32 861 817 861 281 671 4023
13 Seth-Smith 111 | Ka-6e 705 78S 195 7I3 805 628 3831
14 Newall 2 Ka-6€ 75 318 769 104 870 888 3705
15 Sommerville 420 Ka-6CR 716 275 B30 8IS 69 804 3559
16 Dunn 318 Ka-6& 716 184 735 854 903 145 3537
17 Welsh 348 0.463 S64 778 ST 180 628 208 2929
18 Austin 191 Ka-6e 716 265 518 372 303 689 2863
19 Dobson 354 Ka-6cR 395 317 873 170 302 804 2861
20 Ince 75 Ka-68 708 761 276 51 297 69l 2784
21 Whiffen 345 Ka-6cR 683 379 21 51 676 6I8 2428
2 Orme 355 Ka-6CR 716 136 €98 744 DNF DNF | 2294
2 Riddell, M. 173 Foka 4 552 150 868 204 DNF DNF | 1774
24 | Kay 350 Ka-6cR 202 246 229 0 283 646 1606

DNF = Did not fly,
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COMPETITION SCORING

By C. E. WALLINGTON

HE article “Throw away the task

setter” by Charles Ellis in the
April-May, 1968, issue of SAILPLANE &
GLIDING prompls me to take up the case
for a revised scoring system again.

In the article “Throw away the slide
rule” in S. & G., December, r964. 1 dis-
cussed the principle of a new system but
did not try to lay down a set of formal
rules, Judging by subsequent correspon-
dence the idea was attraclive. A number
of competition organisers applied the
principle in various ways and as a result
of the experience thus accrued both the
advantages and the problems of the
principle have become clearer. But before
describing these let me clear up a few
misconceptions that seem to have arisen.

First it should be stressed that my
system is not designed merely to elimin-
ate good or bad luck. The argument I
put forward is simply that if pilot A goes
further or faster than B, then the only
thing we can be sure of is that A did
better than B. We have no unequivocal
way of saying how much better. What-
ever scoring system we have, whether it
is the present points system, my system
or any other, we measure pilots’ perfor-
mances on each competition day. with,
virtually, a rubber ruler that is stretched
and shrunk unevenly by the weather,
terrain over the course and other opera-
tional influences. We could delude our-
selves into thinking that the ruler is
accurate because it has a scale derived
from an impressively complicated formu-
la, or that we can make our measure-
ments with more precision merely by
crowding a lot of marks on the scale.
But when we come to use our rubber
ruler for real competition marking all we
can be sure about is the order of the
marks on it. If there were only one
contest day in a compstition it would not
matter what scale we had, but in a
normal competition our ruler is distorted
by circumstances in a different way on
each contest day. As soon as we put any
scale whatever on the rule we begin to
prejudge the final results. For example,
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if the scale is such that points increase
with distance or time to a power greater
than one we are favouring the pilot who
may have made on one or two days
outstandingly good flights in an other-
wise average or even mediocre overall
performance. If the scale is such that
points increase with a fractional power of
distance or speed we favour the pilot
who maintains a consistently good or
average performance without necessarily
making any outstanding flight. I am not
taking a stand on what constitutes a good
pilot; the point here is that we cannot
devise a scoring system without influenc-
ing the results.

Charles Ellis gives us a good example
of prejudging. He contends that if, in a
three-day contest, A flies distances of 100,
200 and 75 miles while B flies 95, 95 and
150 miles then B is the better pilot. This
may be so, and if a scoring system is
designed such that B's points total more
than A’s everyone would be happy pro-
vided thar they agree with the orizinal
contenlion.

Unfortunately, in this same example, it
was said that my system would fallacious-
Iy make A the eventual winner. This is
wrong: the placing system does not neces-
sarily make A the winner. Another gross
misconception appears 1o be that my
system attributes the difference in perfor-
mance between two pilots as due only to
luck. This, too, is quite wrong, and I
hope that readers have not been misled
by correspondence or discussions that
may over-emphasise the luck factors.

The main mental obstacle to accep-
tance of the placing system is the reluc-
tance to give up the notion that a pilot
who outstrips all the other competitors
by a big margin should always be
rewarded by a very large number of
points compared with those of his rivals.
This, too, is a form of prejudging the
final championship result. It is tanta-
mount to Sweeping aside any thoughts
about soaring conditions on route and
declaring that he is by far the best pilot
—and if we make such a virtual declara-



tion do we really need to continue with
the championship? Of course, this tradi-
tional viewpoint may be right, and again
if we use a system that expresses it in
points, everyone will be happy provided
that they continue to put up with the
trials and tribulations that this type of
system has already caused and provided
that they share the view. But there is
strong evidence that the majority of
pilots do not share this old point of view.
If contests were judged by an all-seeing
umpire he might occasionally award
more points for an outstanding flight
than would be obtained from a placin
system. But without such an umpire
we can say for sure is that the flight is
better than the others, The placing
system can still give the pilot many more
marks than a number of his competitors,
and if he really is good he will consoli-
date his lead during the other contest
days. This caution in the placing system
i1s wiser than a dogmatic assertion that
all outstanding flights are pure brilliance.
Charles Ellis hits the nail (or nails) on
the head when he suggests we liquidate
the task setter and forecaster. When, and
if, it becomes feasible to do so we shall
presumably have operational and scoring
systems that satisfy almost everyone. But
at present there is little likelihood that
forecasts for gliding will attain the ulti-
mate accuracy in detail that is required,
and there is not much chance of the task
setter becoming an impeccable robot who
will digest all the vagaries of predicted
and actual weather, terrain, operational,
legal and safety problems, then declare a
perfect task. Even if the forecast were
absolutely accurate the robot weuld in-
variably declare, “No contest today as
the perfect task cannot be set.”
_ S0 how can we make the best of
imperfect tasks? Perhaps it would be
nice to have an impeccable umpire who
could award points at the end of each
contest day in the light of the conditions
that actually existed. But how would he
know what conditions actually existed?
Apart from pilots’ reports his best guide
would be the actual distances and speeds
achieved. Logically he would assume that
the “difficulty” in attaining any particular
distance or speed was a function of the
number of lone pilots and gaggles that
failed to attain this distance or speed.
Therefore, the difference in marks of any

two pilots should be a function of the
number of pilots with performances be-
tween those of the two pilots. He may
not be sure what functions these differ-
ences should be, but unless there was
information to the contrary he would
have to assume that, beyond the straight
gliding distance from the starting point.
this function was the same over the
entire course. In other words, the differ-
ence in marks between two pilots should
be directly proportional to the number
with intermediate performances. (The
probability theory involving logarithms
of the place marks is not appropriate to
this argument.) This is the primary
principle of the placings system. It vir-
tually weighs up the day's actual perfor-
mance and allocates marks with built-in
compensation for many of the normal
imperfections of any task.

The main problem of applying the
principle is to deal with ties or groups
of pilots that have almost equal perfor-
mances. In the interests of both fairness
and safety our umpire would try to
award equal marks to pilots who were
very close together in distance or speed.
He would also suspect that if many
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pilots landed very close together that
they had either been flying in a gaggle
or had run up against an adverse change
in soaring conditions. Therefore, In
assessing the difficulty of a sector he
would consider a gaggle as a group of
pilots and not as a number of separate
and independent pilots., This poses the
question: How close should two pilots’
performances be to be considered as a
tie? How many pilots constitute a group
or gaggle? How should the marking
system be arranged to deal with ties and
gaggles? Trials of the placing system,
analysis of past national and inter-
national championships and correspon-
dence on the subject have led to the
answers that are implied in the system
described in the next section of this
article.

One unattractive aspect of the system
1 suggested is that to have a winner with
the least marks does not sound quite
right. Several hundred, or a thousand
points for a day’s winner sounds more
satisfying and may appear (quite falsely)
to give better resolution. But it is easy
to make the placing system satisfy the
natural desire 1o see a winner get most
points.

The scoring system

To apply the placing principles, 1
suggest the following procedure.

When a task is set the organisers must
declare a minimum scoring distance X.
a distance criterion for ties, and a time
criterion for ties. The two criteria for
ties can be declared for the whole
competition if necessary. Experience
suggests that 2 km. and 30 secconds are
about right. There is no need to declare
what percentage of pilots need attain X
or Y to make it a contest day,

As landing reports or racing times be-
come available the scoring distances and
times are calculated in accordance with
whatever rules normally apply, e.g. penal-
ties for distance off course. If handicaps
are used these are applied at this stage
to modify the scoring distances or times.
These scoring times and distances are
then listed in order of merit with racing
times ranking above distances. Let us
take Col. (2) in Table 1 as a set of
results in which pilots A-H complete a
course, pilots I to Q do not complete the
course, while R, $ and T do not attain

298

X, which is taken as 30 km. for this
example,

The next step is to credit any pilot
whose performance is at or within
30 seconds or 2 km. of any better pilot
with the scoring time or distance of that
better pilot. These * credited " times and
distances are shown in Col. (3); D is
credited with 195 minutes as he is within
30 seconds of C; K, L, M and N are
all credited with 200 km. as they are
within 2 km. of J. Now we insert in Col.
(4) the number of pilots in each place or
tie, subject to the proviso that 4 or more
counts as 3. Pilots with credited dis-
tances less than X all tie for last place,
Finally, we give the top man 100 points
and work down the list making the differ-
ence in points between any two adjacent
places equal to the sum of the numbers
in these places in Col. (4), e.g. the differ-
ence betwesn the first two places is 2
because there is only one pilot in each
of these places ; but there are two pilots
counted in the third place, so the differ-
cnee between 2nd and 3rd place is
1 4+ 2= 3; further down the list the
drop of 5 po:nts from 80 to 75 is because
there are 3 + 2 in these adjacent places,

There is no dividing or multiplying to
do, and except for the landing positions
that look close enough for ties, distance
measurements need not be exact. The
scorer does not have to wait until all
pilots have reported until he can start
the scoring, and, because the system is
simple, there is much less chance of
errors being made or being undetected.

In proposing this system I want to
stress that it is not based on any per-
sonal views of what constitutes a “best”
pilot for a whole championship. Over
many years organisers and competitors
have found the more common points



scoring system unsatisfactory. Versions
of it in some circumstances have led to
pilots being able to get more points by
landing just short of a finishing line than
by finishing the race. A long tough battle
on one leg of a course is sometimes re-
warded with only a fraction of the points
easily acquired on another. The outcome
of a World Championship would have
been different if the organisers had quite
fortuitously made a slight arbitrary
change in an already arbitrary qualifying
distance criterion. The fact that the cur-
rent points systems are unsalisfactory is
amply demonstrated by the changes that
have had to be made to cover up anoma-
lies and difficulties that have arisen year
by year. Some organisers and rules com-
mittees have been painstaking and in-
genious in their attempts to patch up the
systems. But it is difficult for them to
do much more than pile irregularities on
to the illogical basis, wherein perform-
ances on cach day are expressed as
ratios (or powers of ratios) which are
then summed to get a final result.

The system 1 propose is simply an
attempt to produce the type of scoring
system that organisers, rules committees

and most competing pilots appear to be
striving for — but they have been ap-
proaching their goal in a roundabout way
because they have been saddled with the
official points system.

I sincerely hope that if and when rules
committees adopt the placing system they
do not meodi the marks by using
squares, cubes, logarithms, or any other
clever functions. The simple system I
have suggested was not derived suddenly
or hghﬁg : nor is it suggested merely
because u is simple. It is a direct con-
sequence of many trials and of shaping
the system to meet views expressed by
many pilots in many countrics, There
may well be arguments and counter-argu-
ments about the fairness of this or that
feature, and T do not claim that the
system will satisfy every opinion of every
individual. But 1 am following, rather
than trying to lead, general opinion on
what constitutes a champion, and the pro-
posed system would satisfy most people
most of the time.

If any reader would like a complete
set of scoring rules employing this
system, I would be pleased to send him
a copy.

Table 1
1 2 4 [ 5
Scorin Credited i !:u . t'f
- g time fime ots® in .
Pilot i or distance or disiance each place Foints
or tie

A | 150 minutes 180  minutcs 1 ! 100
B 188 ™ 188 98
c 195 % 195

D 195F | 198 }2 A5
E 196 + 195y .. 1 92
F 205 “ 205 2 I

G 054 .. 205 i 3 88
H 2054 ., 205 2

1 290 km 290  km. | | 84
J 280 : 280 '

K 279 : 280 .

L 279 5 280 : 3* 80
M 278 : 280 |

N 278 i 280 |

(o} 200 200

P 199 . 200 } 2 75
Q 40 Al 40 1 b
R 28 i -30 e

S 20 e -30 % 3 68
T ]5 . '3’0 " |

* 4 or more counts as 3
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THE SIX DAYS OF DUNSTABLE

By IAN STRACHAN

is a great honour to be the first of
a new line of champions, particularly
as I firmly believe in the concepts behind
the Sport Class, and indeed had a hand
in its creation, The two factors of a more
refined handicapping system, combined
with a “narrow performance band™
contest, have enabled the cheaper,
simpler gliders once more to have a
place at “Nationals” level. These gliders
are the real stuff of which our move-
ment is made, rather than the “exotics™,
although these also have their place.
Many wives (and bank managers) must
now be sighing with relief as it is no
longer necessary to buy a new glider
each year in order to stay at the top.
Some might think this retrograde. but
what it really means is that sounder
choices of new gliders will be made, as
there will be more time before older
gliders are obsolete, and so more time to
assess the merits of new types. More
emphasis will probably be placed on
practical features such as ease of rigging.
servicing and handling. now that straight
performance is not quite the “be all and
end all” that it was, Of course, regard-
ing the World Championships, handicap-
ping is neither desirable nor possible, the
Standard Class being the nearest practical
alternative. I would heartily endorse
Lorne Welch's views on the retention (or
tightening) of the Standard Class rules
(see 5. & G., June, 1968, page 218).
Aside from politics, what of the fly-
ing? Three points of technique which
contributed to my success come to mind:

1. Radio Information of Conditions
Ahead. It pays to let at least some
pilots get down the route first, so that
one is warned of any unforecast changes
in conditions. One has everything to gain
and very little to lose with this ploy—
even on a distance day it can work by
warning one of bad conditions in time
to work round them, especially if one
uses the second point of technique. which
Bt

2. Not Hesitating To Go Off Track.
This only pays if conditions really
300

warrant itl—otherwise one loses lime—
but one should not have too stereotyped
an outlook towards sticking close to
track. On both the Duxford triangle and
the race to Swanton Morley I was
initially just behind the leading pack of
gliders. On each occasion. clouds looked
better to the right of track, and as the
leading machines were getting bogged
down (from radio reports), 1 diverged
each time to 15 n.m. from track. {

Duxford was reached after a long glide
from this high position, high enough to
scratch away to halfway down the final
leg. Swanton Morley was reached well
before other gliders because I tracked
over the better thermal country of the
Thetford area while other pilots were
held up by a clamp in the fens.

Some tried to glide through the clamp,
and came unstuck, whereas I feel it is
better to work rcund such bad areas
unless radio informaticn is available that
they are narrow enough to cross. A

under his traditional

Strachan
camouflage, w!n‘chL is trimmed for max.
|D.

lan



knowledge of the “radius rule” of dis-
tance scoring is useful here, for one is
not penalised much for being off track
until one nears the next TP. This is
warth studying.

Another allied technique is that of the
tactics of height at TP's. On an into-
wind leg, each thermal drifts one back.
It is thus better to round the into-wind
TP as low as one dares, to minimise the
adverse effect of wind on the leg. One
can then scrape away in weak lift. allow-
ing the wind to take you towards the
next TP, while others stack up with
height for the into-wind TP, drifting back
all the time they do so. My classic use
of this was on the Olney triangle, where
I deliberately rounded Olney at 1,800 ft.,
ASL, but conversely took 6,000 ft. on the
first leg to round Caxton Gibbet.

3. NOT Flying for Speed. For years
I have flown at 70 and even 80 knots be-
tween strong thermals, in the belief that
this was right for the best overall speed.
And indeed it is, if the next thermal is
also strong. However, last year [ was
greatly influenced by Pat Beatty’s article
in the June S. & G. (page 238) about his
300-km. triangle world record in the
BJ-3. Pat gave a number of reasons why
it was not politic to fly at the theoretical
speeds between thermals, which co-
incided nicely with Anthony Edwards’
“Stochastic™ articles (see S. & G., Octo-
ber, 1964, page 364). ;

This year I resolved to be not quite
so dashing, and to fly slower between
lift. When the 300-km. triangle day came
1 was 400 points in the lead, and so re-
solved to do a controlled experiment and
see what happened if I flew range speeds
between thermals—I could always speed
up if radio reports showed that I was
falling behind. Well, with an average
inter-thermal speed of 50 knots, and a
maximum of 55 knots (for a down-
current), I was third fastest for the day!
Selection of thermals is much more
important than the speed one flies—and 1
didn't really have an uncomfortable
moment on that trip—whereas doing 80
knots I would have been sure to have
had a scrape. In unreliable British condi-
tions, at any rate, one should compromise
between flying for range and flying for
speed, the balance to be struck depend-
ing on the look of conditions ahead, and

biased if anything in favour of flying
slower rather than faster,

Final comments? Luck was well and
truly with me in that I didn’t fall down
badly on any of the six days, and was
able to coast round on the last day really
to make sure of finishing. Many fine
pilots had the misfortune to come un-
stuck on one day only, and had things
been slightly different, perhaps 1 should
have landed at Kettering on Day 1 and
at Thetford on the Swanton Morley
race. But this was not to be. and I was
also lucky with cloud climbs, as in the
Ipswich race where an 8,000 ft. climb
after the TP put me virtually on final
glide.

The Dunstable organisation was
superb. Our noses were kept to the
grindstone and tasks were not cancelled
too early, yet the organisers were
cautious enough not to launch 40 ram-
pant pilots into unsuitable weather. Task
setting was excellent, with no resort to
free distance, long races and other tasks
involving fruitless retrieves. The “Alter-
native Out-and-Return” was even tried
on a couple of days but the weather
didn’t brew up for launching.

Thank you, London Gliding Club, for
having us all, and thank vou Roger
Barrett, for so efficiently heading the
Nationals organisation.

WORLD CHAMPIONSHIPS
APPEAL

Donations from the following to the
British Team’s expenses are gratefully
acknowledged:

Boots

Messrs. Courage (Central) Ltd.
Felthouse, P, R.

Goldby, P. E.

Goodhart, Mr. and Mrs. Gavin.
Garrod, M. P.

Shell Mex & B.P. Ltd.
Wilkinson, G.

The contributions to the Fund totalled
£1,546 5s. 0d.
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WORLD GLIDING CHAMPIONSHIPS — 1968

THE PRELIMINARIES

By A. E. SLATER

ON 31st May the British set out for

the same place as ten vyears
before, and for the same purpose, though
not by the same route. Last time they
went through Czechoslovakia; this time
they took the direct route through East
Germany, passing just south of Berlin,
and then, at the Polish border, changing
course from E to SE to reach Leszno,

For several crew members it was to
be their second “working holiday”™ in
Leszno, but only for one of the pilots,
Nicholas Goodhart, who, in 1958,
finished in the Open Class as runner-up
to the champion, Ernst-Glinther Haase
of West Germany. Nor, of course, was
it the first time for Ann Welch as Team
Manager.

After a two-hour wait outside Zee-
brugge for an opportunity to dock, they
proceeded to the hospitable Officers’
Mess at Briiggen for the first night, and
went on next day to Oerlinghausen,
where the German Nationals were about
to conclude. On the approach they heard
over the radio the voices of Anne Burns,
who, with her husband, was an official
participant, and of John Williamson and
David Innes, who had gone on ahead of
the team to take part hors concours.
Each of these two had been conveyed,
complete with glider and equipment, in
an RAF Hercules conveniently doing a
training flight to Giitersloh,

The team spent the next night, such
as it was, at Braunschweig, so as to be
off at 3.30 am. for the East German
frontier to avoid the rush. The result was
that they were the first national team to
arrive there, so they became the “‘guinea
pig” on which the frontier officials had
to learn the art of letting through a
whole World Gliding Championship team
with all its equipment—not forgetting
the radio. The process took over three
hours. The Polish frontier was rather
casier—except for the woman behind the
money-changing counter.

The West German team were less
fortunate: they had to go through

3oz

Czechoslovakia and try all six check-
points before finding the right one, and
this cost them five days and 2,000 kilo-
metres on the way.

Round the entrance to Leszno airfield
the buildings looked much the same as
before. but in the offing the former odd
collection of low buidings, which had
included a small café and briefing room,
had been replaced by various sets of
new buildings. The nearest contained
cafés, lounges, offices and a big lecture
room (used by Ostiv) on the ground
floor, and bed-sitters upstairs for all the
pilots, grouped together in various assort-
ments—such as the four Australians with
the one Japanese.

Further off was the restaurant for the
crews, who were encamped in tents.

Another new feature was a swimming
pool.

On Monday, 3rd June, an official
practice day, flights were limited within
a |5 km. radius and cloud flying was
forbidden, while launches were only laid
on between noon and 3 p.m. By the end
of the day, 18 mnational teams had
arrived. Next day, two alternative tri-
angles were set.

At briefing on 5th June the Standard
Class were told to be ready for inspec-
tion from 17.00 to 20.00 hours, and
again early next morning. This inspection
revealed that a new Czechoslovak
machine (M-35) had something which
was called an airbrake but looked rather
like a flap. There had to be a discussion
by the International Jury and then by the
OsTiv Jury before it was finally decided,
a few days later, that it was a brake.

As the birds chirruped above the
protective parachutes hung in the roof
of the briefing hangar, the day’s un-
official task was announced: a 107-km.
triangle race. Pilots were given forms to
fill in whenever they made field landings;
they were for entering up any observed,
estimated or alleged damage to crops or
farm property, and had to be done in



duplicate—one for the farmer to keep.
the other for the organisers.

Not everyone tried the task: but of
those who did, 18 got round in the
Open Class and ten in the Standard—
others presumably filled in the new
forms. Fastest was Nicholas Goodhart at
66.1 km./h., closely followed by Vergani
of Italy with 65.6. George Burton was
launched too late to get away. In the
Standard Class John Williamson won at
57.7 km./h., and David Innes came
second at 56.4 km./h., John Willie said
he found it straightforward, and was only
once down to 1,500 fr,

And this was all the forecasters of
“form™ had to go on, because the
weather clamped down next day and
remained clamped, with evanescent
breaks, for the remaining three days of
the practice period, the opening day and
the first three days of the contest period
—seven days on end,

Opening day, Sunday, 9th June,
brought thousands of spectators from
Leszno town and surrounding districts 10
see and hear the Deputy Prime Minister,
Mr. Waniolka, perform the opening
ceremony. His speech went on for a
considerable time, although the official
interpreter would have us believe that all
he said was: *“I declare the Eleventh
World Gliding Championships open.”

He was followed by “Pirat” Gehriger,
President of the Gliding Commission of
the FAI, who pleased all the Jocal
people, especially the Mayor of Leszno,
by hoping it would become an estab-
lished tradition to heold the World
Championships there every ten years.

Then came “Pelle” Persson, the 1948
champion, who has flown at more
World Championships than anyone clse,
hurrying up with a flaming torch with
which he set light to a stationary flame
in front of the FAI flag (after the man
in charge of the gas tap had discovered
by trial and error which way to turn it).

_There followed a spectacular flying
display. A Jastrzab aerobatic sailplane,
with a designed maximum speed of 450
km./h., performed wondrous aerobatics,
including bunts, a long absolutely
vertical dive and an upside-down glide
across the airfield at less than 30 ft. A
helicopter towed off a glider and even-
tually came to a stop with it dangling
below like a fish on a line. Another

helicopter stunt was to drag a man about
the sky at the end of a rope until he
released himself and parachuted down.
Another group of parachutists spot-
landed with Polish Aero Club flags.

The first contest briefing. on Monday,
10th June, was notable chiefly for the
presentation of a cup to Per Axel
Persson of Sweden for having flown in
nimrc World Championships than anyone
else,

Briefings were given in Polish and
English. and this secemed to satisfy most
people, although, in fact, the main
international language in Poland was
German, with English a good second and
French (the second “official language™ in
1958) quite a way behind. The meterolo-
gist himself repeated his briefings in
English, but our team also had the
benefit of its own professional Met. man
in Brian Hunt.

For three days briefings were held
and postponed and tasks were announced
and cancelled, until at last, during the
night of Wednesday, 12th June, fine
weather which had been knocking at the
door from the mnorth surreptitiously
moved in, the sun rose into a clear bright
sky on Thursday morning, and with the
onset of real competition flying this
acgount of the Preliminaries comes to an
end.

On the sixth day of rain Ann Welch and

Frank [Irving turned up at briefing

attired in their wet suils complete with
snorkels.
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¢ WORLD GLIDING CHAMPIONSHIPS—-LESZNO, POLAND—9th-23rd JUNE, 1968
FINAL RESULTS OPEN CLASS

No. Piloi

O L

Wadl

Ax

Seiler
Schubert
Huth
Hossinger
Burton

. Johnson

10,
. Cameron

. Horma

. Webb

. Wroblewski

. Goodhart

. Spdnig
It

. Ehrat
. Schreder
. Czuvikov

Yeates
Zegels

Vergani

. Satny

. Manzoni

. Rudenskij

. Gatolin

. Krolikowski

Rowe

. Csepan

- Kunsagi

. Jinks

. Olsson

. Rakowski

. Mercier

. Thomasen
. Frenc

. Jungblut

. Hamalainen

Heginbotham

1 Gavillet
. Svoboda
. Thortensen

Country

Austria
Sweden
Switzerland
Austria

W, Germany
Argentina
ﬁl. Britain

Belgium
New Zealand
Finland
Canada
Poland
Argentina
Great Britain
Holland
W. Germany
Belgium
Switzerland
USA
USSR
Italy
?z?choslovnkia
tal
USgﬂ
Yugoslavia
Poland
Australia
Hungary
Hungary
Australia
Sweden
E. Germany
France
Denmark
Yugoslavia
Holland
Finland
New Zealand
France
Czechoslovakia
Norway

Comp. Sailplane
No.

Cirrus
Phoebus 17
Diamant 18
Diamant 18
ASW.12
Phocbus 17
HK-1

I{P-l 3
Cirrus
SHK

Diamant 18
BS-1

SHK

Elfe*
HP-14
A-15
Cirrus
Vega
Cirrus
A-15
Meteor
Zefir 4
Libelle
A-15

A-15
Diamant 16.5
Phoebus |7
Foka 4
Edelweiss 4
Zugvogel 3

Phoebus 17
WA-

Vega
A-15

11.6
1%

959 ﬂ')
912 (%)
860 (11)
962 (5=)
753 (23)
854 (12=)
962 (5=)

395 (28=}
391 (30)

2!6 (36)

693 (2)
683 (1)
706 (1)
674 (4=

1 (46)
95 (45)

32 (40)

1000 (1=)
)

20,6
1000
6

761 (16=)
B38 (9=)

1000 (1)

758 (28=) 908 (4)
looo, =) 761 (l6=)
815 (200 838 (9=)
959 (6) 543 (30)
938 f:m 719 (19)
BI2 (21) BO3 (14)
758 (28=) 873 {7-.—.—)
23 (31) 620 (21)
686 (33) 733 (18)
957 (1) 929 §1=)
806 (22) 297 (41)
777 (27) 901 (5=
951 (8) 929 (2=
15 (46) 201 §s=
971 EJ:) 262 (42)
482 (38) 873 (7=)
B57 (19) 564 (26)
970 (5) 410 39:;
801 23 613 (2=
973 (3=) 557 (21=)
790 (25) 817 (1)
919 (13=) 515 (32=)
5(26) 613 (22=)
879 (18) 698 (20)
941 (9) 487 (35)
702 (32) 459 (371=)
91l (16) 459 (37=)
898 Em 44 44;
646 (34) 529 ()1
919 (13=) 606 (24)
753 gn} 838 (9=
578 {25)
538 (37) 557 (27=)
935 (1) 775 Em
434 (41) 248 (43
584 (35) 430 (3¢6)
300 sm 501 (34)
458 (40) 515 (32=)
463 (39) 550 (29)
581 (36) 810 (13)

226
1000
%

919 (5)

7 (49)

Total
Points

5730
5699
5673
5525
5374



44. Junqueira Brazil 48  Foka 593 (35) 131 (41=) 130 (44) 330 (43) 179 (44) 0 (45=) 433 (37 1846
45. Arm Spain 18 HP.14 305 (41 41 (45) 463 (34==) 51 (45y 310 (4D 410 (39=) 141 (43) 1722
46. Franzen Denmark 11 SHK 456 (37) 383 (31=) 0 (47) = e = =5 839
47, Anglada Spain 17 Foka 4 97 (44) 0 {47 498 (32) 65 (44 43 (45) 0 (45=) — 703
48. Elke E.Germany 26 Foka 4 0 (48) —_ — — — — — 0
* As from 17th June glider changed to Diamant I8,
Figures in brackets denore daily placings.
FINAL RESULTS STANDARD CLASS
13.6 14.6 15.6 16.6 17.6 18.6 20,6 22.6
Comp. 1000 588 380 683 1000 1000 1000 1000 Tolal
No. Pilot Country No.  Sailplane 1 2 3l 4 5 6 7 ] Points
1. Smith USA 93  Elfe-83 974 (1) S13(7=) 171 (32) A=) 974 fl) 898 (7) 542 (18) 865(6=) 5595
2. Persson Sweden 97  Sid. Libelle 636 (22) 497 (9) 198 (21=) I 945 (4) 705 (27) 1000 (1 5 (16) 5459
P WSme B omensd oy mgs ) eeD gt b WO B
5. Stouffs Belgium 56  Sid. Libelle 1000 (1) 191 (40) 237 (6= 8(4=) 953()) 1000 (1 847 (5=) 496 (45) 5182
6. Bloch Switzerland 94 7 (6) 543 (3=) 118 (39 541 (29=) 763 EIS} 862 (12) 870 (3=; 815 Em 5369
7. Perouti Ttaly 104  Phoebus 15 688 (16=) 513 (7=) 237 (6=) 630(12) 7173 (13=) 664 (29 847 (5= 4) 5259
8. Makula Poland 88  Foka § '.'99{8:-) 119 (41=) 262(2=) 6ll (IB=) 776 fll) 879 (9=) 824 (8) 916 (1) 5186
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12. Pronzati Ttaly 103 Phoebus 1S T747(11) 474 (12) 198 Q1=) 623 (l4=) 3412 ﬁl) 949 (5) 62 (45) B85 (5) 4750
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21. Johannessen Norw:; i 85  Vasama 589 E]vl'l] 12 {48; 231 !&: 506 89: 568 (15) 749 (29) &0l (IE) T10 (24) 4172
22, Williamson Gt Britain 102 Dan I5W 617 (Zil{ 520 (6) 189 (30) 234 (50) 90 (27) 966 (3) (34) 745 (22) 4160
23. Kuzniecow USSR 108  Foka 4 5 (19 419 2D 201 (19=) 604 (22=) 701 (26) 623 (31 245 (28=) 631 (33) 4081
24. Wiitanen Finland 66 KK-1 UTU 789 (10} 19 d1=) 107 {48} 642 (B= 662 (29) 821 (1 0(43=) B17(12) 4027
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36, Blauert E. Germany 80 Foka 4 626 (23) 468 (13=) 198 (2l=) 500 (41 120 (52) 31 (1=) 641 (15 541 (43) 3427
17. Balukin Norway 84 Sud. Austria 534 (36) 464 (15) 210(13=) 668 (2=) T73({13=) 2 (53) 0(51=) 757(17=) 21408
38. Liljamo Finland 67 KK-1 UTU 641 (20) 401 21 204 (16=) 506 (39=) 6I8(31=) |69 (47) 115 (40) 626 (27) 312
39, Stanley Argentina 52 Phoebus 15 362 (40) 298 (31=) 125(44=) S541(29=) 132 (49=) 284(29) 717 (14) 833 (1) 3292
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44, Loughran India 74 Foka 0 (52=) 360 (29) 1BO (31) 462 (42=) 391 (44) 132 (42) 260 (26) 548 (41 = 2433
45. Iliescu Rumania 90 Foka 4 395 (39) 5 (49) 125 544-'-') 113 (52) 274 (46) 669 (28) 230 (31=) 611 (36) 2422
Schuberl Bra 59  Urupema 242 (44=) 422 (20) 125 (44=) 269 (49) 14] (48) 609 (32) 0(5t=) 561 (39 2369
47, Didriksen Denmark 65 Ka-6cr 641 (20=) 377 (28) 168 (33) 414 %46=) 475 (41 88 (51) 146 (36=) M5(46=) 2328
48. Stepanovic  Yugoslavia 107 Delfin 204 (47) 0(50=) 192 (29) 462 (42=) 508 (38) 245 (4D 146 (36=) 522 (40) 2309
49, Zajcew USSR 106 Foka 4 265 (42) 412 (25=) 132 (40=) 3284 (48) 747 (21) 119 {49; 1 (48=) 0 (54) 1980
50, Juez Spain 7 Foka 4 263 (41 0(50=) 128 (43) 417 (44=) 513 (3N 176 (45 1 (48=) M5(46=) |84}
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55, Haflidason  Iceland 76 Foka 0(52=) 0(50=) 7749 183 (51) 78 (53) 188 (44) 1 (48=) 291 (50) 818
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A World Champion Open Class:
Harro Wédl (Austria).

Zefir 4's P

Hans-Werner Grosse (W. Germany) illustrates a
point to Gerhard Waibel, designer of the ASW-12
and 15, Wally Wallington and Rika Harwood.

LESZNO — 1968




The grid system was one
of the best features, with
plenty of room for every-

one.
Rt B o S
' - 3 ' ST The new tower, hotel and restaurant. p
A World Champion Standard Class: A. ]. Smith (USA), The pilots were allocated rooms in
on right, ralking to Harold Drew, this building,

W George Burton, the highest placed Briton, who
" came seventh in the Open Class in his SHK-1.

A The British team at the o, g
ceremony,

Tugging was carried out by 20 Gaw" > B
ron's and 5 Wilga's. ¥




A At the official welcome cere-
mony “Pirat" Gehriger cuts the
traditional bread to accept the
hospitaliry on behalf of all the

teams.

Nick Goodhart and Frank P . -

Irving with the HP-14

5 blocks

by courtesy of Flight Internarional.

W Briefing in progress.




TOWING HITCHES AND ELECTRICAL PLUGS

FOR GLIDER TRAILERS

By FRANK IRVING

HERE will always be a few rugged

individualists who cling to their
unique towing arrangements, if only to
ensure that nobody else is going to re-
move their trailer either advertently or
inadvertently. But most owners and
clubs, for very obvious reasons, would
like to see a high degree of standardisa-
tion so as to ensure the maximum com-
patibility between cars and trailers. It is
oo much to expect that all owners of
trailers will immediately hasten to make
them standard, but one might hope that
standardisation will creep in as equip-
ment is replaced. The object of this
article is to explain what the present
standards are, so as to encourage their

eventual adoption throughout British
gliding.

Towing hitches

The car fitting which is standard

throughout continental Europe, and now
adopted in this country, is the 50 mm.
diameter ball. If you order a car fitting
without stating an explicit requirement,
this is what you are most likely to
receive, In this country the issue is con-
fused by the previous widespread use
of the 2-inch (50,8 mm,) ball. The differ-
ence in size is too small to be apparent
to the eye, so all 50 mm. balls are dis-
tinguished by having a flat machined on
the top, In some cases, but not all,
“50 mm." is stamped on the flat. No 2-
inch ball has such a flat.

Car manufacturers and designers of
towing gear are normally concerned with
caravans rather than glider trailers, and
the National Caravan Council has recom-
mended a British Standard for the height
of the towing hitch. The figure is
415 mm. plus or minus 40 mm. (16.25 in.
Plus or minus 1.5 in). The ball is
attached by two £ in. diameter bolts at
3% in. centres, Broadly speaking, standard
altachments for most cars come at a

feasonable height for towing glider
trailers, althoug{n in a few cases (par-
ticularly Land Rovers) it may be neces-

sary to lower the ball. Kits are avail-
able for fitting towing gear to almost
every type of car, either from the car
manufacturers or from specialist firms.
They are not very expensive and al-
though the ease of fitting varies from
one type of car to another (and some-
times between different examples of the
same type), they are usually far better
than some home-made angle-iron lash-
up.
The trailer fitting must also be
designed to take the 50 mm. ball, Both
50 mm. and 2-inch hitches are in use.
and the size may not be apparent from
a cursory inspection, Therein may lie a
hazard. Both sizes of trailer hitch will go
on a 50 mm. ball, but a 2-inch hitch
will be a dangerously loose fit. Although
one might imagine that the nominal

The high flying name
for quality

towing equipment
and

trailer axles

B & B TRAILERS LIMITED

Queensway
Royal Leamington Spa
WARWICKSHIRE

Telephone
Leamington Spa 24153
(4 Lines)
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The Kodak ‘Instamatic’ 25
camera has been specified by
the British Gliding Association
as the camera to be used in
competition gliding.

This is why. It's easily loaded.
The film is in a cartridge which
simply ‘drops-in® to the camera. It
only ‘drops-in” one way, $0 you can't
misload. There's no film threading—
no fumbling. It has a double-
exposure prevention device, so you can’t take ‘two-on-one’. You have a choice of
either black-and-white prints, colour prints or colour slides. The large, eye-level
viewfinder lets you compose your picture easily, instantly, It’s light, compact and
easily stowed away when not in use;a pocket will do,The

‘Instamatic’ 25 camera is rugged, reliable, inexpensive.

\. Recommended retail price is just 54/8d. (case only 11/1d.). Kmi?',‘ ?,'JSJ':,’,;‘:EL’“‘
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| does not lead
' trailer, and to make allowance for cars

————

0.8 mm. clearance would simply cause
some rattle, certain hitches have quite a
small overlap even when fitted to the
correct ball, and the extra clearance can
make them quite unsafe. So while all
50 mm. balls are distinguished by the flat
top, trailer hitches may not be so readily
distinguishable ; it would therefore be
useful to fix a warning notice to your
trailer near the hitch if it is of the 2-
inch size. The Leason “Lockmatic™ hitch
is nominally designed to the 50 mm.
standard and is marked accordingly. The
makers claim that the same hitch

wi
also accept a 2-inch ball, N rz&

Electrical plugs and sockets

The standard is the 7-pin pﬁlg and
socket. At present, the International
Standards Organisation (ISO) has a draft
recommendation for the 7-pin connector.
based on the German DIN 72577 stand-
ard, The latter has been in widespread
use in continental Europe for some time.
For all practical purposes, the two are
identical, save for the pin numbering:
in the ISO draft the pins are numbered,
with commendable logic, from 1 to 7.
Not so on DIN connectors. No doubt,
many committee meetings were spent on
deciding the numbers of the pins with
exactly the results one would expect:
there are two pins numbered “ 58 " ! Per-
haps all this becomes clear if one knows
about the upstream electrics in German
cars, but it all seems rather baffling to
the innocent British.

The diagram shows the standard lay-
out of the car socket as seen when stand-
ing behind the car looking forwards at
the socket contacts. Both ISO and DIN
numbers are given, together with the
function of each pin and the ISO colour
code.

It will be noted that the right-hand tail
and marker lights, and the number plate
arc connected to pin 5, while the left-
hand tail and marker lamps are connec-
led separately to pin 7. (These are the
two pins numbered “58" in the DIN
system -— perhaps a faint glimmer of
logic is to be discerned.) Presumably the
object of the separate connections is to
ensure that a failure of a single contact
to a totally unlighted

in which the side and tail lights can be
turned out on one side when parked.

6
2\ (54)
ey,

LR

Tesg

LR

h‘\i’ ' @ Socket

Ln...‘b, & Pin

The car socket, as seen from behind the

car, looking forward at the contacts. The

contacts are numbered 1 to 7 according

to the 1SO convention. The DIN num-

bering is given in brackets. The functions

of the contacts and the I1SO wiring colour
code are as follows ;

I (L54) Left-hand indicaror Yellow
2 (52) Spare Blue
3 (31) Common return White
4 (R54) Right-hand indicator  Green
3 (58) Right-hand iail and

marker lamps and

number plate . Brown
6 (54) Siop lamps Red
7 (58) Lefr-hand tail and,

marker lamps Black

There is obviously no objection, if one
does not need the latter f’acility. 1o wir-
ing these pins in parallel in the car and/
or trailer. Pin 2 is designated as “‘spare”.
ISO has not many plans for the future of
this pin that they are adamant that they
will not. at present, countenance its use
for anything. Obviously, the individual
owner can use it as he desires, perhaps
for internal lights.

(To confuse the issue even further, the
European Caravan Federation is now
contemplating a further 7-pin connector
to run exotica such as electric brakes
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BUILDING YOUR OWN GLIDER

i Msion

TRAILER?
New

independent — =

d 2 T 7

suspension un.t
which simply bolts under
the trailer frame, giving
effective no-maintenance
springing lor trailers up @&
to 1 ton.
Indespension units can be
fitted with types of stub
axles to suit a whole
variely of used car wheels
and hubs or supplied with
new wheels complete.

SAVE UP TO £20
S.A.E. for literature and full list of trailer
components.

Dept. SG MECHANICAL SERVICES,
BELMONT, BOLTON, LANCASHIRE.

and refrigerators. This development is
unlikely to affect glider trailers, except
as a potential source of the wrong type
of 7-pin connectors.)

Flashers

The present law states that if the car
is fitted with flashing turn indicators, the
trailer must also have them. The car and
trailer flashers must operate simul-
taneously (one cannot have a separate
flasher unit working the trailer lamps at
a different frequency from those of the
car) and an indicator lamp in the car
must show when the trailer tum indi-
cators are working.

In general, one cannot wire-up the con-
nectors to the trailer flasher lamps in
parallel with those on the car unless a
special flasher unit is fitted. The car
flasher unit may be over-loaded: the
frequency of flashing will often — but
not always — be reduced, probably to a
value below the legal limit; and, finally,
it is difficult to provide an additional
indicator lamp, There are various solu-
tions to this problem :
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(i) Home-made contrivances of relays
or transistors triggered by the im-
pulses from the car flasher unit,
which thus takes negligible extra
current. These can be entirely satis-
factory if you know what you are
doing, and are sufficiently ingenious
to deal with the indicator lamp
situation. Also, it must be remem-
bered that negative-earth cars can
have remarkable effects on transis-
tors of the wrong sex.

(ii) Commercial contrivances of relays,
One is sold by J. Lucas Lid.

(iii) A special flasher unit. One is sold
by Bosch, and simply replaces the
original car unit. It has an extra pin
for an indicator lamp. In this case,
the ‘trailer flashers are simply wired
in parallel with the car flashers. With
the trailer attached, it emits louder
“clunks”, flashes very slightly slower
than usual, and provides an extra
green light of great splendour on
the instrument panel. Connecting it
up is something of a conjuring trick:
the pins have inscrutable German
numbers stamped alongside, giving
little clue as to their functions, and
one can only proceed by ad-hoc ex-
perimentation, There are 23 ways of
getting it wrong. The three or four
incorrect ways explored by the writer
did not lead to any electrical
disasters, but merely produced either
gloom or exciting Christmas-tree
effects. All this is rather unkind : it
is a very satisfactory and simple
arrangement,

Whatever system is used, it should
obviously be wholly contained within the
car and should not inveolve fiddling with
extra switches or wires. One should be
able to plug any trailer into the car
socket and, without more ado, achieve
instant success.

Stop lights

It is wusually quite satisfactory to
connect the trailer stop lights in parallel
with those of the car, despite the dire
warnings from the manufacturers about
overloading the car’s stop light switch.
If your conscience really troubles you,
Lucas will sell you a relay.

Summary
1. The standard towing fitting on the



car is a 50 mm. ball, distinguished by
a flat machined on the top.

2. The trailer must have a correspond-

ing 50 mm. hitch. Putting a 2-inch

trailer hitch on a 50 mm. ball is
dangerous.

The standard electrical connection is

the 7-pin ISO or DIN plug and

socket, b,

4. Proper provision must be made for
operating the trailer flashers in
accordance with the law. Any addi-
tional devices required to deal with
the trailer flashers should be con-
tained in the car.

e
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THE WAIKERIE GLIDING CLUB

Offers
FLYING COURSES
For ab-initio training through to
Diamond and Record Attempts

Fleet consists of
BLANIK TRAINERS — KA
BOOMERANG — AUSTRIA SH1
LIBELLE

TRY OUR DIAMOND MILK RUN

14 pilots completed this 325 mile
goal and return |ast summer

Further particulars from
The Course Secretary
Woaikerie Gliding Club

Box 320, Waikerie

South Australia

Get reliability in tow . ..

With specialist equipment by Lucas which
overcomes all your charging and trailer
lighting problems.

1 15 ACR Alternator. 2 2TU Trailer
Signalling & Lighting Relay Unit.
3 L770 Stop/Tail/Flasher/Number Plate
Lamp. L740 Front & Side Marker
Lamps. 5 Reflex Reflectors.

From Lucas Agents or good garages everywhere.

Electrical equipment
The Best That you can buy.

BIRMINGHAM 19
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JOSEPH LUCAS LTD -



FLYING & INSTRUCTING

The Professional Approach

GLIDING is a sport, We do it for
fun. It is far removed from. and

sometimes comes into conflict with, pro-

fessional aviation.” Therefore we cannot

apply the same standards to both. True

or false? I think it is false.

The accepted definition of a profes-
sional pilot is that he does it for money.
But being a professional also implies a
higher standard of flying. This is reason-
able because a man who flies for a living
will spend far more of his time in the
air than an amateur, and thus he will
tend to be more at home in this environ-
ment.

So what? you say. Gliding is a sport:
we can't hope to achieve this level of
competence; it's fun, we're not super-
men, etc, etc. Do you really believe
this? Or are you just churning out the
hackneyed excuses for your not even
trying to achieve some degree of pro-
fessionalism?

How about top compeltition pilots? It
is not a coincidence that a number of
them fly professionally as well. In the
top 50 on the 1968 rating list. there are

pilots who fly or have flown pro-
fessionally. In the bottom 200 I can find
only six. (Don't hold me to these figures,
they are only a rough check, but they do
indicate the situation). If you think about
it, this is mot surprising. Picture the
pundit in the last thermal before the
final glide. His problems are: to assess
his rate of climb, estimate the wind
component, estimate the distance to go
to the goal, set this information on his
final glide computer, make sure he is still
centred, avoid other gliders. He might,
of course, be doing all this on instru-
ments in cloud. What possible chance
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has he got to achieve this if he is worried
about what the glider is doing and his
ability to control it accurately without
any thought?

Let us have a look at three flying
activities, on the surface totally un-
connected, and see if we can establish
anything in common about them

One, the fighter pilot trying to bring
his guns to bear on a target. He is in-
terested solely in laying his aiming mark
on the target, keeping it there and cover-
ing the range. If he is not sure how much
aileron to use, or whether he is slipping
or skidding or what his throttle setting
is. then he is doomed to failure.

Two, the pilot of a big jet, with a 150
souls on board, sliding down the glide-
path through the night into fog with 600
yards visibility. 1f he needs to think,
even for a second, about the combination
of controls and power needed to maintain
the correct approach path indicated by
his radio equipment, then both he and
his passengers are likely to suffer a dis-
appointment.

Three, the weekend gliding instructor.
On a typical circuit he must cope with:
speaking clearly and synchronising voice
with aircraft behaviour, assessing the
pupil’s understanding of what he is be-
ing taught, trying to find the correct
approach to apply to the individual, plan-
ning ahead to make the most of the
time available, positioning the glider
while talking about something else and
keeping a lookout. You will notice that
there is no mention of actually control-
ling the glider, it's too late to be worry-
ing about that.

In my view, all these three activitics
have one thing in common, The pilot
must be so at home in the air that he



can devote his entire attention to the
particular job in hand. And anyway, is
there really any difference between a
man with a 150 lives in his hands and a
person with only one? This puts the
weekend gliding instructor in a different
perspective. One might say his responsi-
bility is enormous, human life being
somewhat precious.

Now how can we go about encourag-
ing glider pilots to develop a professional
approach while still enjoying their fly-
ing? The first argument is that the more
at home a pilot is the safer he will be
and his enjoyment will increase auto-
matically. If we get our approach to the
average club pilot right, the instructor
problem should solve itself, because we
then only have to select potential instruc-
tors from already good solo pilots. So
let's have a look at the improvement of
the solo pilot's standards.

First, he must be convinced of the
need to fly regularly, even when it’s not
soarable. It is really false economy to
stay on the ground and save the money
for another weekend, Even a fortnight
without flying can cause a pilot who flies
relatively infrequently to deteriorate to a
marked degree. He should be encouraged
to improve his flying standards by
practising briefed exercises and not just
aimlessly flying around. The exercises
should first be flown dual, thus giving the
instructor the opportunity to observe the
pilot's progress without there being the
atmosphere of a formal check.

It must be recognised that the average
club pilot has quite an exciting time
whenever he flies. The air is not his
normal environment and small upsets are
likely to affect his judgement far more
than is generally realised. This is the
basic problem which must be overcome.

1 know of an instructor who is in the

habit of giving early solo pupils a knee-
pad with some elementary arithmetic
Questions to be answercd during the
flight, This may sound ridiculous but it
Is amazing how many people add two
and two and make five under the stresses
of a normal flight.
. What exercises are suitable for the
improvement of the flying? My favour-
iles are: stalls, slow flying, trimming out
at different speeds, steep turns, turn
chandelles and lazy eights. Let’s look at
them in order.

The stall

Surprisingly, this is an accuracy. exer-
cise. I am not talking about what some-
times passes for a stall, which goes as
follows: the aircraft is dived a little and
the nose is pulled up to about 30° above
the horizon. After a suitable time inter-
val (depending on the bravery of the
pilot) the nose is smartly lowered until
the pilot feels he his standing upright.
At this peint the cockpit becomes filled
with dust, spanners, old lunch, telephone
money, etc. Having reached Vne the
glider is then pulled level, Everything
subsides to the cockpit floor. Not un-
naturally this is an unnerving experience
and the pilot is cured from wanting to
try it for at least another six months.

No. For a normal unaccelerated stall
the procedure is this. First, check straps
are tight, that there are no loose articles
in the cockpit and that the machine is
clear of controlled airspace and of other
aircraft. A steepish turn in each direc-
tion will check that there is clear air
below. Next, raise the nose a couple of
degrees or s0. As the speed reduces, the
pitching stability of the glider will cause
it to try to nose down again. Counter

SAILPLANE AND ENGINEERING
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this by moving the stick back enough to
maintain the new attitude but not so
much that the nose rises any more. If this
is done with some delicacy (and nice co-
ordination is necessary) the speed will be
reduced at about one knot per second.
While all this is happening, the keen chap
is noting the changes of feel and sound-
ing out the amount of buffet, if any. It
is also interesting to note the antics of
the vario; modern gliders have a marked
increase in sink before the stall. This is
very noticeable if you fly slowly near the
ground !

When the stall arrives, with the stick
hard back, one of two things may
happen. The nose may drop or the
glider may stay substantially level. In
cither case, the rate of descent is some-
what startling. The remedy for this state
of affairs is to relax the back pressure on
the stick, let it come forward a little until
normal flyving speed is reached. The glider
will probably be fairly near the normal
attitude, slightly nose down. Recover to
the normal attitude and you're in busi-
ness again. This stall should be practised
with brakes out, and in a gentle turn. In
the latter case it requires some skill to
keep the bank from increasing as the
speed reduces and so it is an even better
accuracy exercise. The recovery is the
same in all cases,

Stall with wing drop

Sooner or later you will find a glider
that will drep a wing at the stall. This
may be due to imperfections in finish,
an airbrake being slightly proud. some
vaw being present, one wing having been
put on upside down, etc. Now here [ am
going to preach what, to some, will be
heresy. You will all have heard instruc-
tors say, “If the wing drops put on full
opposite rudder and push the stick for-
ward.” Now wooden gliders are not keen
on having large boots-full of rudder
applied near the stall and you can make
rotten work worse if you try to correct
a wing drop this way. i.e.,, you may flick
over in the direction of the rudder. This
effect is most marked if there is a delay
In moving the stick forward. The prob-
|€§I’I should be tackled like this: If a
wing drops a small amount, just relax
ack pressure on the stick and when
the ‘speed increases, level the wings on
the ailerons as you raise the nose to the

normal attitude. If you have delayed the
recovery and yaw has developed (shown
by the nose slicing round over the
ground) then apply sufficient rudder to
stop the vaw. then relax back pressure
on the stick. This will cope with a really
fierce wing drop. In neither case use
ailerons until unstalled, because, although
some gliders’ ailerons still work into the
stall, there is a limit to all things.

Slow flying

A useful curtain-raiser to stalling is
flying slowly. This is surprisingly diffi-
cult to do well because the control res-
ponse changes as you slow down, and
the secondary effect of yaw becomes
most pronounced. Before slowing down
do the pre-stall checks. Raise the nose
very gently until a speed of about 2-3
knots above the stall is reached and
when stabilised retrim. Some gliders may
not have enough “nose up” trim to cope
completely and there will be some resi-
dual back pressure on the stick. Note
that the nose settles down only slightly
higher on the horizon than in normal
flight. Next try each control separately
and notice the effect. Particularly impor-
tant is the fact that rudder deflections
produce a large response in roll. This will
prove the need for care in use of the
rudder at low speeds.

Should you stall the glider inadver-
tently, recover quickly and little height
will be lost. It is useful to try some
very gentle turns while flying slowly. This
will acquaint you with the warning
sensations which might creep up on you
in a thermal while the brain is otherwise
engaged.

Flying at different speeds

The ability to trim properly is most
useful if you wish to eat your lunch
without the glider bunting or looping. It
is also a very useful accuracy exercise
for pupils. There are still, 1 suspect,
many instructors who do not know how
to trim properly themselves, let alone
teach it to others. I know that many
clubs still use two-seaters without a
trimmer, but there can't be many
operating trim-less solo machines. It is
important, therefore, 10 do the job
prooerly. 3

This is the procedure. The magic
words are: attitude, speed, trim. First
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decide whether yvou want to fly more
quickly or slowly, Next, alter the atti-
tude, hold it and see what happens to
the speed. If it settles down at the wrong
speed, adjust the attitude in stages until
the speed is right. Now, and only now,
grab the trim lever and move it in the
direction of your hand force on the
stick, until this force disappears. Take
your hand off the stick and see if the
attitude is maintained. If it isn't don't
try to adjust it with the trimmer. Go
back to the attitude speed trim sequence
and try again. If you move the trimmer
while the attitude is changing. you will
be trying to trim to a varying datum and
will be doomed to failure unless very
lucky.

Steep turns

An accurate steep turn is not easy to
do. The control movements need to be
deft and positive because of the large
angle of bank, and the speed is difficult
to control. It is important first to be able
to turn without the bank or nose position
varying too much, before going on to
turning at a given speed. I don't propose
1o enlarge on the method of teaching
steep turns, but will stress that they are
very useful and interesting accuracy
manocuvres and are worth spending
time on, both dual and sclo.

Turn reversals

When steep turns become less trau-
matic, reversing the turn at constant
speed with a smooth rolling action
really sorts out the men from the boys.
At this stage, too, it is worth trying to
achieve the desired speed for the turn
before entering.
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Increase speed to, say, 60 knots. then
roll into the turn, steadily increasing the
bank up to about 60°, maintaining the
airspeed. This will mquire some prac-
tice. The speed is controlled with aileron
and elevator together with rudder
eliminating slip or skid as usual. This
statement may need some amplification.
If the speed is increasing, the nose must
be raised. Before this can be done, how-
ever. the bank must be reduced some-
what, The two control movements should
be made simultaneously and the bank
should be increased again when the speed
is right.

Conversely, if the speed is too low,
lower the nose by increasing bank
slightly, allowing the nose to drop before
increasing back pressure on the stick to
maintain the trim.

The reversal is achieved by rolling the
glider cleanly using full aileron deflection
with rudder to co-ordinate until you have
achieved the same amount of bank in
the opposite direction. Unfortunately
there is a complication, The idea is to
keep the speed at 60 knots and this in-
volves relaxing the back pressure as the
wings pass through the level position and
then steadil & pulhng again as the bank
increases. hen the turn is corrected,
repeat the procedure again. A word of
advice: Practice this yourself before try-
ing to demonstrate it to a pupil. You
may get a surprise. The aim should be
10 keep the speed within + 5 knots of
the datum. With pupils, the exercise
should be worked up from shallower
turns and lower speeds.

If you have managed to cope with all
the foregoing vou are geting somewhere.
The last two exercises 1 have described
constitute the piéce de résistance and they
need considerable skill to perform really
well. They are not as spectacular from
the outside as a steep turn, neither is
there the feeling of “G”. But for sheer
co-ordination and accuracy they are
supreme.

The chandelle

This manoeuvre is not to be confused
with the semi-stall turn aerobatic which
is not a true chandelle, but a wing over.
The real chandelle is a 180° turn at a
constantly changing bank angle, starting
at a given speed, slowing continuously to
another given speed which should be



reached exactly as the wings come level
after 180° of turn, In a powered air-
craft there is also an exact gain of height
during the manoeuvre, but this is clearly
not possible in a glider.

We will assume the speed limits are:
start 80 knots, finish 40 knots. First pick
a4 point in the direction of proposed turn
at exactly 90° to your heading. Increase
the speed to 80 knots and start a turn
very gently towards the 90° point. At the
same time start to decrease the speed.
The bank should steadily increase until
it has reached about 45-60° when the
nose is travelling past the reference point.
At this moment the speed should be
halfway between 80 and 40, i.e., 60 knots.
Now start to decrease the bank slowly,
aiming to have the wings level as the
180° point is reached. The speed should
reach 40 knots as the wings come level.
The original 90° point should now be off
the opposite wing tip. It is helpful to
have a live feature to fly along to check

that you have turned exactly 180°. A
pilot who can perform this manoeuvre
consistently well has really achieved a
high degree of skill.

The lazy eight

For this, you will need another live
feature and speed limits of again, say,
80 and 40 knots. Start on a heading 45°
to the live feature and dive to 80 kts.
Pull up into a steepish climbing turn so
that you have about 45-60° bank and 40
knots indicated when you cut through the
live feature at 90°. Start to roll out and
increase speed until cutting the feature at
45° wings level at 80 knots. Roll into a
climbing turn in the opposite direction
and continue round, levelling and speed-
ing up again until heading in the same
direction as at the starL

Countless hours of fun may be had
learning to do these last two manoeuvres
properly. I wish you the very best of
tuck. R. A. NEAVES

THE LONG SCRAPE HOME
(500-km. Triangle Long Mynd-Cranwell-Booker, 9th June)

By DR. BRENNIG JAMES

BY the time you are sure that a task
like this is on, it is likely to be too
late to start, so you must prepare and
get an early launch on spec. I cast off in
my 18 metre Diamant at 11.15 am. at
3,000 feet over Booker. A big gap from
the Chiltern ridge to Oxford slowed me
down and I was not very far beyond
Oxford after an hour.

Things picked up then with a reason-
able cloud to 5,800 ft. near Moreton-in-
the-Marsh. This was my best height
Mostly I operated between 2,900 ft., and
cloud base at 4,000 ft. I arrived at the
Mynd with 200 ft. in hand and the wheel
down but caught a thermal on the
approach. Three hours for the first
leg . . . I told myself you'll take nine
hours to get round if you go on like
this (ha ha). The first two-thirds of the
second leg were quite fast. There is a
point on the barograph which reads

about 100 ft. above launch but I don’t
recollect it. Must have missed the alo-
meter.

Derby and WNottingham worked well
but then in came the sea fog from the
Wash — wish those yachting types would
keep it to themselves — and I started
groping on hands and knees. The only
cloud for miles took me to my second
turning point, which I photographed and
then identified as Waddington, at 5 p.m.
Half-an-hour later the right turning point
turned up and for about three-quarters
of an hour, I was below 2,500 ft. Funny,
once I got that high 1 became bored
with 2 knots, but down to 1,000 ft, I
was glad to get anything. Each time I
worked back to the west to get away
from that damn sea fog but it turned out
1 was just going dead down track anyway
and things perked up at Stamford. 1 had
long since given up hope of getting home
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and in fact did six final glides, each
time saying I might as well try that
cloud, it will shorten the retrieve. 1 flew
five miles nearly back on track to Corby
but was rewarded by 8 knots to 5,000 ft.,
the only lift for miles. Twice again cloud
materialised out of the distant gloom
and to my astonishment I found I could
just reach Cranfield, A few miles beyond
was a brick works at Ampthill. I thought
I would be an idiot not trying it, having
come all this way, so I forgot about my
aero-tow retrieve and arrived over the
chimneys at 400 ft. (This was all care-
fully planned before take-off, of course!)
The smoke, which was invisible against
the gloom, surprisingly went up to
4,500 ft. and obligingly took me up with
it. I could now get back to Booker. I

took another 500 ft. from another brick-
works near Dunstable and at 8.15 p.m.
could see two gliders in a field adjoining
it Flying 3,000 ft. over Dunstable I
knew I had the first UK. 500-km. tri-
angle in the bag and looked down on
the field where twenty-one years before
I had done my first ground slides and
hops.

I landed at 8.40 p.m., having taken
9 hours 25 minutes of low flying but
high adventure. 1 hope my account of
all the difficulties will discourage anyone
else from trying to do it again.

The barograph was set on 2 hours per
revolution and looked like a ball of
string. I hope those photographs come
out.

TRAILER-CUM-SHIPPING CRATE

THE Gliderporter trailer has been de-
signed for the Phoebus by the

Stevenson-Ebentheuer Agency, 806
Dachau, Postbox 52, West Germany.
Shipping costs of the Phoebus are

claimed to be reduced by more than 50
per cent by the use of an export version
of the trailer, and versions for other sail-
planes are being designed.

It is available ¢ither “open”, with syn-
thetic fabric covering. or with a *clam-
shell” aluminium hardtop. The export
version incorporates a retractable tongue,
provision for storing axle and wheels on
the trailer, and small castoring wheels to
allow movement while shipping.

There are, the manufacturers state,

several novel design features which give
it good roadworthiness, security for the

glider and make rigging and de-rigging
easy and quick. There are centrally situ-
ated tubular steel “trusses” which serve
also as tracks for the fuselage wheel.
High strength and rigidity combined with
low weight are achieved by this arrange-
ment, it is claimed, and the C. of G, is
low. There is “adequate tail clearance,
wide wheel track. rubber-in-compression
suspension and a small turning radius”.
The fittings, padded and arranged to pre-
vent vibration of movement of the glider
in any direction, are automalic or semi-
automatic, “self-safetying” and have no
loose parts such as wingnuts. The total
time for one man to lock or unlock all
the glider parts on the trailer is said to be
less than twenty seconds.
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HANDICAPPING AND CLASS COMPETITIONS

By TONY DEANE-DRUMMOND

I AM delighted that handicapping has

come 10 be accepled as a means of

evening out performance difference be-
tween gliders. It is much more fun for
the pilots. But equally, I am surprised
that some quite experienced pilots have
not appreciated the inherent limitations
of the system.

The present handicapping list is based
on the cross-country speeds of gliders in
24 knot thermals. Most pilots are in
agreement that this strength of thermal
is a rough average for UK conditions.
In theory, if thermals were spaced
sufficiently close together for the worst
gliders and the wind was less than 5
knots or so, application of handicapping
percentages would equate a “cooking”
Oly to a Cirrus. Unfortunately this never
happens.

In the UK we are blessed with rapid
changes in the weather, with associated
frontal systems, bands of 8/8 stratus
and areas of clamp. The genuine hot
ship with its superb gliding angle can
cross gaps of this sort and perhaps reach
good conditions beyond. This negates
the handicap.

Another aspect is the effect of wind.
On a particular day a Skylark 3 (as an
cxample, with 100 per cent handicap)
may have an effective ground speed of
10 knots when flying into a 25 knot
headwind. A Cirrus (78 per cent) should
have a ground speed of about 20 knots
on the same day. This sort of situation,
although a little extreme, can certainly
happen on one of the legs of a triangle.
The Cirrus may even be able to increase
this ground speed considerably by flying
in more or less straight lines in weak lift
which the Skylark cannot use. This again
makes a nonsense of the handicap.

This all boils down to the fact that the
present BGA system can only cope with
gliders within a certain bracket of per-
centages. I do not believe there is any
other simple system which would be
betlel_‘. but it does mean that anybody
entering a moderate performance glider
In our present Open Class is in for a

shock—if he thinks that handicapping
will even out the results. It won’.

It is a matter of opinion what bracket
of performance should make a good
competition. Clearly the best bracket is
a one-design competition, but I believe
this to be too restrictive. It would be
great fun, for example, to pit a Phoebus
15 against a Dart 17. Both gliders have
the same percentage handicap, although
the small glider should be expected to be
a little worse in thermals and better on
the glide. The same applies to the 419
and the Ka-6E.

How much wider can the bracket go
and still be fun for the pilots? Clearly
anything within 2 per cent should be
satisfactory, Perhaps another 2 per cent
each side of the norm could be accepted,
but this should be a maximum. In effect,
this means plus or minus 5 per cent of
the “middle” glider.

How should our class competitions fit
in with this idea? The Open National
Class, by its name, should accept any-
one. But in the present state of the art,
it would not be much good anybody
entering a glider with a worse perfor-
mance than a SHK. The days when good
pilots in poor gliders could do well are
surely past. There are too many good
pilots about.

There appears to be plenty of room
for an Intermediate National Class
centred on the Dart at 90 per cent, There
are sufficient gliders of this performance
in the country, and this class would
accept all gliders within 5 per cent.

The present National Sports Class has
proved a great success and includes most
of the unexotic standard glass gliders as
well as older gliders of the Skylark 3 and
419 vintage. Unfortunately the so-called
Standard Class will include, in 1969,
15 m. gliders with a performance well
outside the range of the present Sports
Class, so it is hardly possible to include
all existing Standard Class gliders in the
National Sports Class. :

1 am sure that purely one-design com-
petitions should be restricted to heats or
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regionals. There is a flavour of adver-
tising about it which cannot be good, It
would be quite easy to have a Skylark
3, a Ka-6 or a Dart competition, but it
does seem silly to restrict the entry only
to machines of these types.

One advantage of an increased number
of national competitions is that it reduces
the need for a rating list, except to ensure
that pilots taking part have adequate
experience. [ believe an up-and-coming
pilot would learn a great deal from com-
peting against the top pilots in his class
in a Nationals. Equally, he may surprise
some of the best.

The last problem is that of selection

of pilots for World Championships. It
is difficult to see how this can be done
fairly without a selection based partly on
the results of a one-design competition
for nominated pilots. In the future,
gliders like the Dart 17 or the Ka-6
should be available in sufficient numbers
10 be obtainable on loan. Such a com-
petition could take place in the first week
of September in a non-international year,
and thus come after the results of
National competitions were available.
As the trend appears to be proliferation
of numbers of Nationals and the sites
where they are held, any other system
would appear to be rather questionable.

TATE GALLERY 8740

THE

KRONFELD CLUB

UNTIL the 25th September, when the
Winter Season opens with the
Annual Wine & Cheese Party, the club
will continue only to be open on Tues-
day, Wednesday, Thursday evenings from
6.30 p.m.-11 p.m. Lectures continue on
the first Wednesday in every month.

DIARY OF LECTURES
First Wednesday each month at 8 pam.

Aug. The British Team report on
Leszno with slides and film.

Sept. 4 D. P. Davies: Author and
Chief Test Pilot, ARB, Redhill.
Talk: “Flying the Big Jet”.

Sept. 25 Annual Wine & Cheese Pany.

Oct. 2 A. W. (Bill) Bedford, of Haw-
ker Siddeley. Talk and film on
the Harrier vertical take-off
fighter.

Nov. 6 Opening of Art Soc, Exhibi-
tion (6th-23rd Nov.).

Nov. 27 AGM followed by film,

Dec. 4 Ken Owen: Business Corres-

pondent “The Times", will talk
“Around Computers"

74 BASEMENT

ECCLESTON
SQUARE * 3WI

AVIATION ART SOCIETY

The Scciety is having a most success-
ful summer. The collection of some 68
paintings got together 10 commemorate
the 50th Anniversary of the Royal Air
Force has been most enthusiastically
received. To date, this has been shown
at the Biggin Hill Air Fair, Selfridges
for three weeks, RAF Abingdon, and at
present decorates the windows and men’s
wear dept. of Lillywhites, Piccadilly
Circus.

The Annual Exhibition will, as usual.
be held in the club premises, starting on
6th November, weekdays from 1 p.m.-2
pm. and 6,30 p.m.-10 p.m., Saturdays
and Sundays, 3 p.m.-5 p.m.

The Exhibition will be opened on the
5th November during the Private View
which precedes the Annual Dinner of the
Society. This will be held in the Eccleston
Hotel on the same evening. Tickets and
details of these two events may be ob-
tained from the Hon. Secretary, as may
also the Rules and Entry Forms for in-
tending exhibitors.
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A corner of the Sociery's Exhibition at the Biggin Hill Air Fair,

ANN WELCH, O.B.E.

By PHILIP WILLS

IF the Honours system has any value
(and I believe profoundly that it has),
it is that Society should have a method
of recognising services given by an
individual beyond the motivation of self-
interest or even of duty.

In previous times, it could be argued

that a career in the Civil or Military
Services was underpaid, so that to
balance out, success in these occupations
could justly be recognised by the award
of an Honour: but this is no longer the
case, and I think most people now feel
that the attainment of some given rank in
one of these Services should no longer
be marked by an automatic Honour.
. My belief in the value of the system
is reinforced when I see someone like
Ann Welch appear in the Honours List.
No one knows better than I the thou-
sands of hours of work and worry she
has put into gliding over most of her
lifetime, for the sheer enthusiasm and
love of the game, and because she
believes the sport offers something of
Inera}ly_pricelesa value to those who take
part 1n it.

It is a curious coincidence that 8th

June, when her OBE was announced. was
the eve of the 1968 World Gliding
Championships in Poland, finding her at
Leszno as Manager of the British Team:
whilst the award itself was, in part at
least, the culminating recognition of the
fantastic job she did for us in organising
the previous, 1965, World Championships
at South Cerney. It also, by a most
pleasing chance, came just after the
termination of another extraordinary
contribution: her 20 years’ Chairmanship
of the Instructors’ Panel.

Through Ann's work, hundreds of
people have taken up gliding and found
their lives thereby enriched. They particu-
larly will want to join me in recording
my warmest congratulations.

BREEZE LIGHT AIRCRAFT LIMITED

Senior Inspector Approval C's of A
Major or Minor Repairs
Glider Trailers for Sale
Higher Valley Workshop
Dunkeswell,
Heniton,
Devon,
Licence Mo. 1/AJOO3M
Formerly Dunkeswell Light Aircraft Limited
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BGA NEWS

National coach

By the time this issue is published, Ed
Meddings will have taken up his duties
as National Coach.

Ed. who is 44 and married with two
children, started gliding in the RAF in
1950 and since then has logged over 700
hours gliding and 5,000 hours power. He

was full-time Instructor at the RAF
Gliding Instructors’ School at Detling
and has been CFI of both Bannerdown
and Moonrakers Gliding Clubs. Ed
Meddings has competed in many
National Gliding Championships, the
latest being in League 1 in 1967.

We know that everyone will do all
they can to assist our new National
Coach and wish him success on his
appointment,

- * *

ENTRY SELECTION SYSTEM FOR
1969 NATIONALS
THE points raised at the BGA AGM
regarding the Placing System for
entry to the 1969 National Champion-
ships, and proposed modifications to that
System, have now been discussed by
Council. It has been agreed to amend
the Scheme (published on 16th January,
1968, and printed in SalLPLANE &
GLIDING, April-May issue, page 136), and
the two main effects of these amend-
ments are:
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(a) A 1967-type Rating Scheme will be
used to assess pilot's NATIONAL
RETENTION QUALIFICATIONS at the
end of 1968.

(b) Pilots who fly in Nationals in
1968 may also compete in Heats
in 1968.

The amendments do not change the
placing method of gaining promotion
from Heats. The number of guaranteed
promotion places in 1969 Nationals has
been increased from 26 to 30 to make
some allowance for the fact that
Mationals pilots may compete in Heats.

The revised Scheme incorporating all
the amendments approved by Council is
given in full below,

1. Nationals Entry Selection
If entry into a National class competi-
tion in 1969 is over-subscribed. entrants
will be selected in order of their ranking
on a NaTioNaLs EnTrRY LisT to be pub-
lished at the end of 1968. This list will
be a combination of:
(a) A NATIONALS RETENTION LIST pro-
zduced by the method in paragraph

(b) A Hreatrs ProMoTioN LIST pro-
duced by the method given in
paragraph 3.

The method of combining these two
lists is explained in paragraph 4,

2. The Nationals Retention List

(a) All pilots on the 1968 Rating List
are assumed, as of now, to have
obtained their present rating
scores by flying for four days in
League 1 in 1967 and by no other
method.

(b) At the end of National competi-
tions in 1968, pilots’ rating scores
will be adjusted, using handicap
lists for 1968 competitions, on the
basis:

PiLOT'S END OF 1968 RATING SCORE:

— 1000 4y + a)
4000 + A

y = Pilot's end of 1967 Rating score.

a = Tota]l points scored by pilot in
1968 Nationals.

A = Total possible points in pilot’s

1968 Nationals.
{c) The pilots in descending order of
Rating score will constitute the
Nationals Retention List, the



top S0 of whom are guaranteed a
1969 Nationals place.

3. The Heats Promotion List

(a) Form of Competition Results to
he Used "

(i) Handicapped marks/points will be
used to produce final competition
results lists. Every compelitor at the
start of the contest must initially be
on this list.

(iiy Drawn places will be resolved by
lot.

(iii) Teams will be represented by one
pilot only (see para. 6b).

(iv) The resulting list of pilots will be
numbered consecutively from one
upwards.

Subsequent to this, the BGA Flying

Committee will edit the results thus:

(v) All pilots in the first 50 places on
the 1968 Retention List will be
deleted from the final placing lists
received and Heat sizes will
adjusted accordingly.

(vi) The remaining pilots in each Heat
will be renumbered consecutively
from one upwards.

(b) Method of Obtaining Heats Pro-
motion List

All competitions accepted by the BGA
as qualifying competitions (except

Nationals) will serve as Heats, subject to

(i) below. Promotion Qualifications for

1969 will be gained by the highest-placed

pilots in each Heat. The order of their

promotion priorities will be decided as
follows:

(i) For a Heat to qualify it must have
achieved at least four contest days
or the aggregate of the points
scored by each day's winning pilot
must exceed 2,000.

(ii) The System requires all Heat sizes
to be different, so that the BGA
Flying Committee will make (by
lot) the minimum alterations neces-

. sary to achieve this.

(iii) For each pilot in each Heat, his
placing number (e.g., 1st, 2nd, etc.)

. is divided into Heat size.

(iv) All pilots’ names are arranged in
descending order of resulting num-
bers. Where a group of pilots share
the same number, they are ranked
in descending order of Heat size.

(v) Pilots named more than once on
the list will have all but their

SUCCESS!

Final results of the 1968 National Sport Class
Championships show EIGHT Ka &E’s and
ONE Ka 6CR in the first TEN places, with a
K 8B in THIRD place! Of the 40 gliders
entered in the contest, more than half were
from the Schleicher stable — proof enough
of the popularity and compelilive prowess
of Schleicher products. These include:

AS-K 13 Robust and docile, performance
two-seater trainer.

K 8B Training single-seater with very
good handling and performance.

Ka 6E High performance Standard
Class single-seater.

AS=-W 12 Super high performance Open
Class single-seater of fibre-glass sandwich
construction.

AS-W 15 Standard Class very high per-
formance single-seater designed for com-
petitive flying.

AS=K 14 Single-seater powered sailplane
with excellent “engine off’ glide performance.

Trailers for all our types can be delivered
on request with special towing and brake
system.

Glider Dust and Glider All-weather Covers.

Spare parts and construction materials from
stock or short-term delivery.

Write for Brochure and Enquiries without
obligation to:

» ALEXANDER SCHLEICHER

SEGELFLUGZEUGBAU

6416 Poppenhausen an der
Wasserkuppe, West Germany

or our agent

LONDON SAILPLANES LIMITED

clo J. Jeffries, Dunstable Downs,
Bedfordshire
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highest references deleted.

{vi) The pilots are then numbered con-
secutively from one upwards to
give their order of promotion
priority and this will constitute the
HEeaTs PromoTiON LIST.

4. Method of combining the Retention
and Promotion Lists

The Retention and the Promotion
lists will be combined in the following
manner to give a Nationals Entry List
for 1969:

Pilot No. 1 on the Promotion list will
be given a RATING ScorRE halfway be-
tween pilots ranked 20 and 21 on the
Retention list.

Pilot No. 2 on the Promotion list will
be given a RATING Score halfway be-
tween pilots ranked 21 and 22 on the
Retention list.

And so on throughout the two lists to
give a combined list of suitable length of
pilots each with a rating score. Decimals
will be used where necessary to reduce
ties, Where a pilot’s name would appear
more than once on the combined list, his
name will be deleted from either the
Retention or the Promotion list, so that

only the highest reference is retained on
the Nationals Entry List.

Pilots who have neither been promoted
from a Regional in 1967 nor actually
competed in Nationals in either 1967 or
1968 will not qualify for inclusion in the
WNationals Retention List.

The combined list will be published in
autumn, 1968, as the Nationals Entry
List for 1969 Nationals and priority for
entry to a Nationals class in 1969 will be
in order of rating score on this list.

Should the system continue in use to
control entry to Nationals in 1970, then
at the end of 1968 all pilots on the
combined list would be assumed to have
gained their end of 1968 Rating Score
by flying for four days in Nationals in
1968 only.

5. Heats Entry Qualifications

Entry into Heats will continue on a
fairly informal and random basis of
selection and all pilots may fly in as
many Heats as they can gain entry to.
Pilots who compete in Nationals may
also compete in Heats in the same
season,

Sole Agent for UK.

HARRO WODL, AUSTRIA
placed first with a “CIRRUS" Sailplane in World Championships 1968
“Cirrus", a superb sailplane, offering comfort, performance and easy handling.
Delivery possible with and without water-tanks in wings.
We are taking orders for 1969.

SCHEMPP-HIRTH K.G.

7312 Kirchheim/Teck, West Germany

RALPH JONES, SOUTHERN SAILPLANES
Thruxton Airfield, Andover, Hants.
Telephone: Weyhill 373
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6. Teams

It is intended that there should be the
maximum possible freedom for pilots
wishing to fly in team entries. In order
that this freedom should not displace
other competitors, the Retention and
Promotion qualifications of teams are
dealt with as follows:

(a) When entering a competition. a
team will be sclected on the
qualifications of the best-qualified
pilot only; the other pilot(s) will
be ignored. However, all pilots
must satisfy the minimum experi-
ence qualifications for the com-
petition, and share the flying on
a basis acceptable to the competi-
tion organisers and the BGA.

{(b) In all competitions including
Nationals the qualifications gained
by a team will only be attributed
to the pilot making the highest
proportion of the individually
available score. The other pilot(s)
will be ignored after the operation
of 3 (a) (iii).

7. BGA Discretion by Powers
The BGA Council, on the recommen-
dation of the Flying Committee, may
depart from these Rules in exceptional
circumstances.
- L -

Documentation for annual
award claims

The procedure for annual award
claims is to be simplified. In future,
award claims to BGA need only be
accompanied by a certificate signed by
two Official Observers stating:

We, the undersigned, have examined
all the applicable evidence concern-
ing the claim of ............
(pilot’s name) and are satisfied that
the flight was carried out as claimed
in accordance with FAI requirements
for record flights. The full list of
items checked was:

The pilot has been told that all the
evidence must be retained by him
until the annual award list has been
published.

Date of flight ....ccccoomaviiniins

CIIMEL TV oo crtesiraits
Trophy claimed ..................
Signed .....opieeaarerrss 0.0. No. .....
Sned L, Ity Q.0. No.......

WAVES AT WESTON-ON-THE-GREEN

By STAN GREEN

XAMINATION of the topography in

the locality of Weston-on-the-Green,
seven miles north of Oxford, suggests
that it is a most unlikely place to find
waves, although during very strong
;\'estcrae wind condi;ions waa;e clouds
ave n seen locally, possibly set up
by the Welsh mountains.

Easter Monday, 15th April, looked as
though it was going to be another disap-
pointing gliding day. The wind was
about 15 knots at ground level with a
Medium overcast at high altitude. At
about 2,30 p.m. the sun started to break
through, and interest began to liven. Al-
though I thought it was a little early for
A possible soaring flight, my hand was
forced because I had to assert my rights

according to the flying list. Another
member of the Oxford Club wished to
fly our Skylark 3F — a very desirable
machine.

The launch at 245 p.m. was to
1,100 ft, into the 15 knot wind coming
from 090°. After two-and-a-half minutes
I was down to 800 ft, and had com-
mitted myself to yet another circuit.
Wait! Here comes lift, I thought. It was
not very strong but there, and another
eight minutes saw me back at launch
height. By this time the airfield looked
quite distant and I thought I would have
to return, but gradually the lift improved
and I was able to settle down to some
local soaring with very poor visibility,
especially up sun,
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JOHN HULME
Swaffham Road,
Bottisham, Cambs.
Phone: 323

for

REPAIRS, C of A's, OVERHAULS,
T49 and T21B HIRE

After two good thermals to about
4,000 ft., I found myself between Bicester
and Upper Heyford looking for more
lift. At about 3,000 ft. flying straight
and level at minimum sink, I went
through a quite extensive area of smooth
weak lift for something like a minute.
Wave? I thought, and promptly dismissed
the idea, as this kind of thing would
never happen to me and had not hap-
pened to a club member in the decade
that the Oxford Club had operated at
Weston-on-the-Green. So [ carried on
looking for stronger lift and made tracks
for Bicester.

I started thermalling and spotted Dave
Roberts in the Olympia 463 downwind
of me and a lot higher also thermalling.
The lift continued and at about 4,000 ft.,
with about 14-2 knots the lift seemed
rather smooth so | turned approximately
crosswind on to 180° keeping a straight
course, Lift continued at 1-14 knots for
about three minutes and when it died 1
turned on to the reciprocal course fly-
ing again straight and level for about
six minutes. Was this it? Wave?

1 looked above me to see if there were
any lenticulars and there they were, al-
though to me they looked more like
streets of alto-cumulus and not the classic
smooth eyebrows one sees in the books.
1 estimated their height to be about
10,000 ft. The position of the cloud 1
was under corrected my tracks to 30°
and 210°, showing a veening of the wind
from east towards south. Subsequent
searching for best lift put me just up
wind of the centre line of the cloud, Lift
continued steadily and at maximum alti-
tude was found 1o be upwind of the
cloud. Eventually I was able to circle in
dead smooth lift with crystal clear visi-
bility above a ring of cumulus sitting
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on top of their thermals with a big hole
below me through which I could see the
runway at Upper Heyford, I presume the
ring of cumulus was surrounding the up-
going side of the wave which had lifted
me through the inversion.

Thoughts of Gold C height went
through my mind but lift died to zero at
7,300 ft., no great height for wave, It
was still possible to do ?nrxe. lazy circles
in zero sink. After landing examination
of the barograph trace showed an aver-
age of 75 feet per minute achieved rate
of climb, the maximum reading at one
time being 3 knots.

Several further attempts were made by
other gliders to contact by areo-tow
without success. Those aloft at the same
time as I, thought that they may have
flown through wave.

Study of the weather maps showed a
High over Scandinavia moving east with
low pressure coming in from south-west,
which would seem to account for the
wind shift.

Reports were received over the ground
radio from gliders at Lasham in wave at
8,000 ft. But wave from the south-east
— where does it come from ? How did it
get to Weston-on-the-Green ? Perhaps
the expert metcorologists could explain.
Ah well | What with 80 members in the
Club and one wave flight per ten years
per member it seems I shall have to
wait 800 years for another,

THROW AWAY
THE BRADS

By COLIN R. ELLIOTT

ONE of the most persistent and re-
curring problems which confront the
glider repair man, be he professional or
the normal club “Aircraft Member”, is
that of securing the repair patch while
the glue sets. The normal method is to
use brass tacks or “Brads™.

While “Aircraft Member” of the East
African Gliding Association, in Kenya, I
was introduced to a much simpler method
of tacking a patch. It is by means of a
Titan Tacker, a small, hand-operated,
powerful stapling machine, which does



not “curl” the staples as does a small
office machine, but *“shoots” them into
whatever requires fastening.

IT'he machine's magazine can hold 50-
60 staples which are the “chisel-pointed™
type, and is available at most large
siationers for approximately £5 10s,
cach, boxes of 3,000 staples being a few
shillings extra.

It has a two-position pressure regula-
tor on the operating handle which regu-
lates the depth of a staple insertion,
¢nabling it to be used on both hard or
soft materials. Also built into the head
is an adjustable slide which can be set
to put staples in at a regular and even
distance from an edge—very useful when
tacking ply on to a longeron, for
example. It is easily stripped for cleaning
and the one at Fenland has now been in
use for the past five years and is still in
perfect working condition,

Fhe machine can be used almost
universally in place of “Brads™ and the
speed of attaching even the largest panel
can be quite staggering. A staple a second
is more than possible with an in-
experienced user. If used through a tack-
ing strip, it leaves the smallest of pin-
pricks in the actual repair; an obvious
improvement on the normal tack. Once
they have served their purpose, the
staples are easily removed using a screw-
driver and a pair of pliers.

During re-covering, the machine is a
real boon as fabric can be lightly ten-
sioned and held with staples until the
securing solution has dried.

In addition to its obvious application
to glider repair, I have used it for:
iltaching notices to notice boards, attach-
ing maps to frames or even walls; hold-
ing Christmas decorations.

I am certain clubs will find even more
uses for the Tiran Tacker and 1 firmly
recommend it after eight years' practical
use as an essential club extra.

BGA 9.DAY INSTRUCTORS
COURSES

Vacancies 3rd Aug. at Wycombe Air
Park; 24th Aug. at Lasham; 7th Sept. at
Loventry; 21st Sept. at Yorkshire; 19th
Oct. at Wycombe Air Park. Course fee
£9 plus accommodation, food, temp.
membership, launch charges and time on
club aircraft. Applications (CFI's appro-
:'?glercwircd) to BGA as soon as pos-

Mending
and
Making

For TITAN
TACKERS and all
stapling and
fastening
equipment and
tools, consult
INDUSTRIAL
STAPLING &
PACKAGING
LIMITED,
GATEHOUSE
ROAD,
AYLESBURY,
Telephone 81341

N

331




FIELD STUDY COURSES

COURSE on “Weather and Bird

Movement” will be held at Dale
Fort Field Centre, Nr. Haverfordwest,
Pembrokeshire, from 18-25th September,
1968, under the direction of Kenneth
Williamson of the British Trust for
Ornithology and S. G. Cornford of the
Meteorological Research Flight.

A course on Meteorology will be held
at Marham Tarn Field Centre, Nr.
Settle, Yorks., from 4th-11th September.

Applications should be sent to the
Warden of the respective centre. The
all-in fee for a week is £11 10s., of which
£3 should be paid in advance as a book-
ing deposit (not returnable). Students and
staff of certain universities get £2 10s.
reduction.

A course on “Weather and Sailing™ at
Falmouth Sailing Centre from 7th-14th
September costs 184 gns. Applications to

Executive Secretary, Royal Meteoro-
logical Society, 49 Cromwell Road,
London, S.W.7.

YATES’ RECORD CLAIM
REJECTED

The SSA Contest Board has announced
regretfully that the world distance record
claim of 681 miles by James Yates has
had to be rejected. An apparent baro-
graph malfunction was such that the
barograph trace did not sufficiently
support the flight account to justify
homologation of the record. (See Second
1,000-km. Claimed In 2-32 Flown Solo.
S. & G. June issue, page 179.)

GLIDING CERTIFICATES

DIAMOND GAIN OF HEIGHT

No. Name Club 1968
3/74 H. F. Brown Four Counties 15.3
3/75 1. Shattock S. Wales 6.3
3/76 J. Cardiff London 6.3
3/77 K. A. Harrison E. Midlands 8.3

DIAMOND GOAL
No. Name Club 1968
2/248 D.V.Zotov  Moonrakers 12,4
21249 R.C. Stoddart Newcastle 7.4
2/250 R. Cousins Kent 124
2/251 M. Wilton-

Jones Fenland 22

2/252 1. B. Golds-

borough Yorkshire 74

GOLD C COMPLETE

No. Name Club 1968
189 W. Stachowiak London 4.10.67
190 M. Wilton-Jones Fenland 7.3
191 R.J. Smith London 144
192 1. B. Golds- Yorkshire 7.4

borough
193 R. Cousins Kent 12.4

GOLD C GAIN OF HEIGHT

Name Club 1968
C. J. Woodier Four Counties 6.3
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R.A. W. Tomlinson Four Counties 10.3

M. Hutchinson Airways 11.3
H. F. Brown Four Counties 6.3
R.J. Smith London 6.3
K. G. Wilkinson AFC 28.3
K. A. Harrison E. Midlands 8.3
R. Cousins Kent 9.8 (1967)
GOLD C DISTANCE
Name Club 1968
R. C. Stoddart Newcastle &
District 7.4
R. Cousins Kent 124
M. Wilton-Jones Fenland 22
R. J. Smith London 14.4
J. R. Goldsborough  Yorkshire 74
SILVER C COMPLETE
No. Name Club 1968
2164 R. A. W. Tom- Four Counties 10.3
linson
2165 H. Karney Coll. of Aero-
nautics 12.4
2166 P.J. Trenchard Swindon 124
2167 M. Valentine Midland 5.3
2168 P, D. Quilter Heron 6.4
2169 R.D.C.Hart Swindon 74
2170 M. L. Audritt  Essex 6.4
2171 T. E. Vines London 8.4
2172 H. A. Torode Imp, College 4.4



How to get “SAILPLANE AND GLIDING”

**Sailplane and Gliding" can be obiained in the U.K. at all Gliding Clubs, or send
30s. (post incl) for an Annuai Subscription to: The British Gliding Association, 75
Victoria Street, London, S.W.l. Single copies and most back issues are also available,
price 5s, (post incl). Enquiries regarding bulk orders of 12 or more copies, at wholesale
prices, should be made to The British Gll(ﬁng Association.

OVERSEAS AGENTS

AUSTRALIA : B. Rowe Waikerie, South Australia.

CANADA : T Beasley, Soaring Supplies, P.O. Box €21, St. Laurent 9
PQ (single copies ?0 c. or US. 54.00 mnuaiiy)

HOLLAND : J. Th van Eck, Fazantstraat 31, Maassluis, Postrekening 3230,
Abonnementsprijs Fl 14.50.

SWEDEN : Flyg Biblioteket, Ljungbygatan 8, Box 2, Ljungbyhed. Posigiro
44 10 00. (Pren. 21,75 Kr.)

U.S5.A:: Please apply direct to Brilish Gliding Association. Si

ingle ies
Ss. (post incl.) or 10s. annnally (70 cents or U.S. $4.00 annuaily),
(Personal cheques acceptable.)
OR : T. R. Beasléy, Soaring Supplies, 2727 Arizona Avenue, Rt. 6,
Yuma, Arizona 85364,
Red Leather Cloth Binder, taking 12 isswes (2 years: 18s. peostage 2s. from B.G.A.
Will also bind your B.G.A. Personal Pilot Logbooks.

2173 B.D. Holloway London 54 2202 (Not Issued)
2174 A.C. Watt Condor 9.4 2203 W. A. Miller No. 1 Gliding
2175 P, Cleeve Bannerdown 6.4 Centre 54
2176 W.1.C.Smith Essex 134 2204 R.Helme Bicester 254
2177 1. P. Hunt London 84 2205 M. C. Costin Coventry 204
2178 ]. D. Price Imp. College 124 2206 F. K. Jensen RAE Farn-
2179 R. A. Hardon Mendips 15.4 borough 15.5
2180 R. M. Dudley Heron 5.4 2207 J. A.Ellerbeck Heron 11.4
2181 F. W. Butler Heron 124 2208 Whittaker Moonrakers 244
2182 G.C.Johnson West Wales 173 2209 R.J. Pran Airways 264
2183 L. H. Esser Essex 124 2210 E. P. Affleck Midland 25.4
2184 T. A.S. Rosie Heron 5.4 2211 S.N.Hawley Derby & Lancs. 6.4
2185 R.J. Wilson Essex 64 2212 L.J.Norman London 264
2186 T. M. Braganza Bicester 124 2213 D.F.Greaves Thames
2187 1. A, Pringle Cambridge 12.4 Valley 25.4
2188 Mrs. A. Woolf Mendips 11.4 2214 T. M. Gormley Four Counties 24.4
3139 G. W. Turrell Dorset 144 2215 W. Harper Bristol 5.5
2190 A. B, Thomp- 2216 M.T.Carr Surrey &

son Two Rivers 12.4 Hants, 6.4
2191 V.R.Dubery RAE Farn- 2217 T. Marlow London 24
e borough 144 2218 E. H. Shore Devon &
:I'J‘-‘.. 1. Turner Heron 10.4 Somerset 5.5
2193 MissS.C. 2219 A.D. Duke Bristol 5.5
4 Wilson Heron 124 2220 M.E. Cole Airways 5.5
;194 G. C.Cameron Dorset 104 2221 D.E.Tomkins Imp. College 2.5
:’-19< E. Neve London 6.4 2222 C.M.C.Hodg- Surrey &
2196 N.C, Stagg Mocnrakers 27.4 son Hants, 26.4
2197 G, J. Vakkur Surrey 12.4 2223 L. Bleakin Cotswold 12.4
2198 B, W. Harris  London 94 2224 D.R. Bath Lands End 4.4
;_[99 A. Firmin Imp. College 114 2225 J.S. Astley Thames
*;m R.C.Salmon  Bicester 24.4 Valley 6.5
2201 M. Brown Fenland 43 2226 D.J. Wrathall Clevelands 14.4
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POLISH GLIDERS

FOR HAPPIER, SAFER GLIDING

HERE ARE JUST TWO GLIDERS—BOTH
DESIGNED FOR PERFORMANCE FLIGHTS
UNDER VARIOUS ATMOSPHERIC CONDITIONS.

SINGLE-SEATER, FOKA 4 is buitt to conform with the standerd class of OSTIV, and is designed fos performance
flights under vy aimespheric conditicns.
Wing spen: 15 metres, Aspeet ratie: 18.5. Best ghiding rafio: 34
Never exceed speed: 260 kilometres per hour. Flying weight: 386 hilegrammes,

TWO-SEATER, BOCIAN

Due 18 ils many (light qualiliss under varying Ubesmic canditions, Bacian is suitsble for
oll types of performence flights. The pilals’ saets are in landem, and there are coupied
contral columas, which maka the ghder ideal for basic lraining.

Wing span: 18 melres. Aspect ratio: 16.5, Bust piiding ratia: 26

Never exceed speed- 200 kilometras per bour. Flying weight: 525 kilogrammes.

MOTOIMPORT

PRZEMYSLOWA 26, WARSAW,POLAND
Cables: Motorim, Warszawa, 7el: 28-50-T1

Sole Agent in U.K.
NORCO AVIATION LIMITED
BURRELL ROAD, HAYWARDS HEATH, SUSSEX. 7el: 51171




OBITUARY

S. C. O'GRADY

STANDISH CONN O'GRADY took
an interest in gliding when one of
his students at King's College (now
Newcastle University) introduced him to
Newcastle Gliding Club in 1936.

He became a member and, as he had
over 2,000 hours flying experience, he
was asked to become CFlL He agreed
providing he had gliding certificates first.
He made a visit to Sutton Bank to
obtain his A, B, and C (in half-an-hour),
and obtained the British Silver C.

At the time of his enrolment the club
was winch-launching at Moot Law. O'G
suggested leaving the hill site and
recommended a flat site near the city. He
negotiated for Cramlington Aerodrome
(used in the 1914 war and then by the
Aero Club), with its large brick hangar
and a nine-roomed clubhouse. in which
we installed a resident steward. This was
the greatest turning-point in the club's

history, bringing it within 7 miles of the
city.

g flying from the club’s hill site at
Rothbury to Sutton Bank in April, 1938,
O'G made the first British club-to-club
flight; it was also the first local thunder-
storm flight.

He scoured Northumberland for hill
sites, and wused quantities of dynamite
blasting rocks at Hepburn Moor.

He was awarded the MM in the 1914
war and the AFC in the 1939 war, He
was affectionately known as “Old Og” in
both wars.

In September, 1939, he held an exalted
position on RAF recruiting, which
annoyed him because he was not flying.
Posted to Pretoria, he returned, and
pleaded with authority that unless he
could get into the fighting he could serve
the country better at the College. He got
his way about a year before the end of
hostilities—but went back to College.

In recent years O'G travelled a great
deal and spent the winters in the South
Seas. He died recently at 82.

A. P. MILLER

CORRESPONDENCE

VORTEX-RING NONSENSE

This subject has been discussed following a paper given by W. S. Hall at the
Royal Meterological Society on 20th March, 1963 (see Q.J.R. Met. Soc. page 394 of

Dear Sir,

1963),

The main conclusion is that theoreticians do not suggest that bubble thermals

with vortices occur when the wind is stronger than the thermals. Since a 5 knot
thermal is strong and a 5 knot wind is weak it follows that in the majority of cases
the wind will be stronger than the thermals and vortices will not be expected to form.
My recollection of the meeting was that the theoreticians were fairly thoroughly shot
down;_ however this is not apparent from the proceedings as they were not recorded
verbatim. To quote from the proceedings:

Professor R. S. Scorer: The only way to answer Dr. James' statements is to
refute them. If thermals are 300 fi1. wide gliders 1,000 fi. apart cannot be in the
Same thermal, not even “effectively”.

Pilots who have flown in recent competitions must have vivid experiences of 30
Or more sailplanes in the same thermal all climbing at much the same speed and
spaced fairly evenly over 1.000 ft. to 2,000 f1.

During the next few months, farmers will be burning off many square miles of
stubble and pilots must make up their own minds as to the shape of thermals on the
basis of their observations at that time.

In that connection the following quotation would seem to be appropriate :

.. "Believe nothing, no matter where you read it or who said it. No matter if 1 have
said it, unless it agrees with your own reason and your own common sense.” BUDHA.

Marlow, Bucks. Dr. BRENNIG JAMES.

335



ONE-DESIGN COMPETITIONS
Dear Sir,

Rika Harwood’s list of data on high-performance sailplanes and Nick Good-
hart’s companion article in the April-May issue of §. & G. were most illuminating.

It really is amazing that so many different really high-performance machines are
being produced. To me, this indicates that the gliding world is not directing develop-
ment of sailplanes along lines which will result in costs being controlled. Gliders are
being built much as cars were in the pre-Ford era and thus we pay through the nose
for what are virtually prototypes.

I understand that production costs of light-powered aircraft (including develop-
ment costs) vary with the number produced in the following manner: Taking a pro-
duction run of 100 as datum, it costs twice as much per aircraft if only 15 are pro-
duced, but only half as much if 1,000 are produced. Now the economies of scale of
glider production must be similar, though perhaps not quite so pronounced, so it
should be possible for a few standard designs to be produced very cheaply.

It might be argued that the Standard Class was intended to keep costs down.
For a time it was successful, particularly when the Ka-6 was first produced, but now
the importance of the class has been overshadowed because Standard Class machines
do not offer good performance for the money, compared with Open Class “exotics”.

The answer is surely one-design competitions on a world-wide basis, as yachis-
men have had for years. Could not the BGA start a movement for evolving one or
more basic designs which would be suitable for a variety of climates and could be
produced in large numbers? There seems to be less difference between machines
designed for cold “European type” climates and hotter ones, such as Texas and
Australia, than there was five years ago. particularly with the increasing popularity
of flaps, so is the time not ripe to stop the performance race and build what most
of us can afford?

Drysdale, Victoria, Australia. CHARLES Day.

POWERED GLIDING—THE “OPEN SESAME”
Dear Sir,

Derek Piggott's article on the Nelson Powered T-49 (5. & G., June/July) prompts
me to plead once more for those who, like me, cannot afford the time to glide under
the present club system or the money to be a private owner.

I visited a club for half a day recently to have a look at its newly-acquired Ka-
13, The weather wasn't very soarable and the Swallow completed a circuit as I
arrived. On the next launch the wire broke before the Ka-13 had even moved. This
was followed by a split tyre on the towing car and the ensuing chaos took just over
an hour to sort out. Whilst this was going on I took stock of the general situation.

Idle on the ground was £6,000 worth of gliding equipment in the shape of two
club machines, two private owner machines and their trailers, etc,, whilst several bods
struggled to repair about £100 worth of junk used for getting the sailplanes into the
air.

How right Ann Welch is when she says that the biggest bottleneck in gliding,
particularly training, is getting them off the ground.

How right Philip Wills is when he says that if the BGA opened the floodgates
of ex ion the movement would not be able 1o cope.

fessionalism is the anwer in part, but professionalism plus powered gliders is
the “Open Sesame” for the gliding movement as a whole.

Derek Piggott says that manufacturers don’t want to risk a new venture which
may have a limited market. To them I would say that the market is tremendous both
here and abroad and will almost certainly be scooped by the Germans. Many candi-
dates in the Wills Flying Training Scheme said they haven't tried to fly before be-
cause it is too expensive, What is needed is good flying-for-fun at about 30s. per hour,
and the powered glider can provide this.

The Nelson Powered T-49 seems to be a good start. The Falke is another. Chuck

336



away the ancient methods of launching. Leave them to the purists who don't want
their gliders contaminated with petrol. Throw away the idea of a light aircraft trainer
with “glider characteristics” which will drop like a stone the moment the power is
cut. Let us have a self-launching glider which will really glide. Then we can do ten
circuits an hour, every hour of the day. Then we can book our flying in advance, say.
an hour from 10 a.m. to 11 a.m. Any sort of flying from effect of controls to simu-
lated instrument flying.

The amount of hours flown by machines would be doubled, trebled, quadrupled,
squared, and incomes would rise accordingly. No more would sailplanes depreciate
quietly away in hangars all week long. They could fly every day with very few helpers
required and no extra equipment. A professional instructor could manage entirely on
his own for long periods and two instructors could have it cushie.

Many fields unsuitable for gliding at present would be usable by powered sail-
planes, especially with radio. Gliding courses would take on a new look. Those
floodgates of expansion could be opened wider each year until flying for the man-in-
the-street could be nearer a reality than ever before. Youth clubs, sports clubs.
works clubs, and clubs, could be brought into gliding because at last a member
could be offered more time in the air than he has to spend on the ground. His 10 gns.
membership would be money well spent.

With the profits which undoubtedly would come from this amount of flying a
towing aircraft could easily be purchased for the enthusiast who wants to fly un-
powered sailplanes. The clubs could still operate their high-performance sailplanes
without the heavy waste of time and effort on training circuits.

The British Gliding Association would still be justified in its name.

I am sure too many pundits are trying to keep gliding clean by not accepting the
need for a self-launching powered sailplane, This means that the amount of flying
will always be restricted by the continued use of launching methods which are in
themselves wasteful of time, manpower and money. A sailplane which isn’t flying is
wasting its time and costing money for nothing.

If gliding can be done at the £1 or £2 per hour which we have at present with
such dreadfully inefficient use of such expensive machines surely it can only reduce
the cost to add a motor and fly any time?

Come on now, BGA! Formulate a plan and policy for powered gliding and cut
out this wasted time on the ground. Persuade a manufacturer to design and build the
machine we need. It would do British gliding far more good than any project Sigma.

How many people want to fly?

The Wills Flying Training Scheme had 50,000 applicants in 1966, 141,000 in
1967 and 90,000 in 1968. That gives some idea of the potential.

I have 10 gns. subscription waiting and 30s. an hour for about 20 hours for any
club within reasonable distance which can offer me flying by appointment, That
leaves 89,999 other people you could approach this year.

Ipswich, Suffolk. PETER M, WARREN.

[The BGA is understood to be well aware of the potentialities described by Mr.
Warren. The Report for 1967 of its Powered Gliding Committee will be found on
page 115 of the April-May, 1968 issue. Eb.]

PROTECTIVE EYEWEAR

Dear Sir,

Pilots spend quite a lot of the time, both on the ground and in the air, scanning
;he sky for lift and aircraft. This surely imposes an unnatural eye-strain unless the
ight intensity is correctly reduced. Can we have some authoritative advice on the

st choice of protective eyewear for our purposes? 3

.. Incidentally, some pilots claim that polarising sunglasses help them recognise
lift—is this fact or folklore?

Malvern, Worcs. W. HARPER.
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FOR SALE

SHACKLETON AVIATION LTD. have
an excellent range of light aircraft avail-
able £350 upwards. Gliders, cars, air-
craft taken in part exchange. Hire pur-
chase available. Overseas enquiries wel-
comed. Head Office: 175 Piccadilly,
London, W.l. Telephone: Hyde Park
2448. Telex: 263975.

1963 FOKA, only 100 hours, British
C. of A. until July 1968. Complete with
instruments and trailer, £1.395. Hire pur-
chase terms available. Thorpe Aviation
Ltd., 177 Lincoln Road, Peterborough.

* 1001 Genoine Bargains i everyone! *
GOVERNMENT

CLOTHING AND EQUIPMENT, inc. flying
suits from 25s.; flving helmets, anaraks, outs
door clothing, ping, i i
miscellaneous ex-Governmenl equipment. Ever
$0 useful—you will be sure to find something
you need—and at a bargain price wo! Send
TODAY for our 30-page CATALOGUE—&d.
post free or please call at LAURENCE
CORNER. 6264 tead Rd., o
N.W.1. 2 mins. Euston, Warren 5t. Tt will be
well worth while! Postal cusiomers buy with

tee. Dept. SG.

patch, refund guaran-

BLANIK all-metal two-seater for sale,
complete with instruments, parachute,
and substantial well-built trailer. Less
than 80 hours. £2,000. Hire purchase
terms available. Thorpe Aviation Ltd.,
177 Lincoln Road, Peterborough.

GENUINE reconditioned steel grey ex-
RAF Flying Overalls. 47/6, postage
3/6. State height and chest measure-
ments. Huoge selection of camping equip-
ment, specialists in group camping. Tar-
paulin & Tent Mfg. Co., 101-3 Brixton
Hill, London, S.W.2. TULse Hill 0121.

GLIDER TRAILER, ex-Ministry, 2-
wheeled, internal measurements L. 28 ft.
W. 6 ft. 4 in,, H. 6 ft. 10 in, plus tail-
plane additional height. Beautiful con-
dition, £265, Details from: Agricultural
Vehicles, Boars Hill, Oxford. Tel. Ox-
ford 39600, Depot: Stanton Harcourt
;ts(;ad, Eynsham, Oxon. Tel. Eynsham
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TRAILERS, one suitable for Blanik
£225, one suitable for Swallow £95. Ron
Willett, 17 Faire Road, Glenfield, Lei-
cester. Tel. Leicester 871025.

RF-4 flown 34 hours total. £2,150 o.n.o.
Blanik 2 years old and closed lightweight
trailer. New C. of A. £1,850. S.HK.
closed trailer £250 o.n.o. Andy Gough.
Bicester 2501.

CAPSTAN and SWALLOW both with

C. of A. to year end. Good condition

and always professionally maintained,

for full details contact Bill Dean, Pale
Farmhouse, Chi field, Herts. Tel.
Eings Langley 3122, office 01-606 8888.
it 233,

OLYMPIA 2. Good condition with
trailer, instruments including PZL vario.
C. of A. till May 1969. £600. Nickolls, 4
g:lc;Gllege Drive, I{iseiey. Bedford. Risefey

PZL VARIQ as new, 5 metres per second
complete with PZL compensator £22,
Also Friebe ultra sensitive 1 metre per
second vario, as new, £20. G, E. Burton,
20 Rookery Court, Marlow, Bucks,

SKYLARK 3. Good condition (never
pranged) and first-class lightweight
trailer. Instruments include AS1, T. and
S., altimeter, E.2s, PZL vario. £1,050.
wing modified or £950 unmodified.
M. C. Fairman, 13 Beehive Green, Wel-
wyn Garden City, Herts. Tel. Welwyn
Garden 23083.

EAGLE T42C, 2 seater high perform-
ance. Just completed 10-year C. of A.
Perfect order. Actual holder of British
Out and Return Record. Complete with
enclosed trailer and basic instruments,
£1,350. Cheltenham 59140.

SHK, built in 1966, 140 flight hrs. condi-
tion as new, flown only privately, crash
free. Fully instrumented with radio set.
Closed transport wagon. Favourable
terms and conditions. DM 18,000 o.n.o.
inc, all accessories; exc. radio set. H. J.
Rédel, Berlin 47, (West) Neuk®dllner Str.
326. Germany, Tel. 601 89 39,



THERMAL EQUIPMENT LIMITED

158B Acre Road

Kingston-on-Thames, Surrevy.
Telephone: Kingston 1261

“WINTER"” Barographs
£50 9s. éd.

(UK. Import Duty, Packing and Pos! paid).
Delivery ex Works 5-6 weeks.

“SOARING”—official organ of the
Soaring Society of America. Edited by
Bennett Muir Rogers. Address: Box
66071, Los Angeles, California 90066,
USA. Subscription: $5.00 outside USA;
apply to your post office for a form.

NEW ZEALAND “Gliding Kiwi".
Official Gliding Magazine of the N.Z.
Gliding Association. Printed October
and alternate months. Write N.G. Glid-
ing Kiwi, P.O. Box 487, Tauranga, New
Zealand, £1.0.0 Sterling for year’s sub-
scription (inclusive of postage).

Electechniques (Radio  Telephone
Communications)  Selsley, Stroud.
Communication saves money, Air to
ground communication with recog-
nised Manufacturers’ equipment, eco-
nomically priced. Write for details.

SITUATIONS WANTED

INSTRUCTOR — 26, Single, with 8
years' administralive experience. Re-
quires permanent flying or admin. posi-
tion, Offers please. Box No, 5.G. 292,

SITUATIONS VACANT

SWALLOW. Low hours, full instru-
ments, excellent condition, £875 o.n.o.
Handley Page Gliding Club, Park Street,
St. Albans.

M-100s Standard class Sailplane complete
with instruments and lightweight trailer,
£1,250, Parachute, barograph, radio
available. Hooper, Maiden Castle Farm,
Dorchester, Dorset,

PIK 16c VASAMA 1966. Excellent con-
ditions, one private owner (G/D 1-34),
150 flights with 350 hours, fully instru-
mented; with radio and many extras.
closed lightweight trailer with or with-
out instruments. £1,600 o.n.0. Otto Ren-
ner, 5 Kdln-Ossendorf, Margarethastr, 41.
Tel, 727456.

PUBLICATIONS

SLOPE SOARING with a radio control
model] sailplane is a fascinating pastime
and a typical phase of aeromodelling,
Read about this and other acromodelling
subjects in 4eromodeller and Radio Con-
{ml Models and Electronics, the world's
cading magazines, published monthly,
price 2/6 each. Model Acronautical Press

Ltd.,, 13-35 Bri
steadl, Herts. ridge Street, Hemel Hemp-

WANTED experienced Glider repairer,
Good working conditions and wages for
skilled man. Breeze Light Aircraft Ltd.,
Higher Valley Workshop, Dunkeswell
Honiton, Devon.

FINANCE

FINANCE for your glider or aircraft
purchase can be arranged by telephoning
or writing to Colin Donald (B.G.A.
Instructor), Burghley Finance Company
Ltd., 50 Burghley Road, Peterborough.
Ring Peterborough 5787.

WANTED

GOOD BAROGRAPH required. Offers
to: W, Bryan Swales, Stone Hall, Stock-
ton Road, Thirsk.

WANTED SKYLARK 2, CURRENT
C. of A., preferably with trailer. Full
panel preferred. Box No. 5.G. 293.

PERSONAL

SURVEY YOUR LIFE ASSURANCE
Glider pilot—Life Assurance Consultant
will gladly advise pundits.

Tel. Wilcox at London NATional 4811.

fo:’ T M, of course, be understood that the British Gliding Association
e claims made by advertisers in "“Sailplane and Gliding™.

ibility

! occept resp
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HILST some have been away flying in the Nationals or at the World Gliding

Championships, those left behind have been making good use of the excellent
thermals. There are reports of many 300-km. and Diamond achievements from
clubs all over the country. We are very short of photographs for reproduction in
this section, so if you have anything suitable please do send it along, but do not
forget to include in the caption the names of all those included in the photograph.
News for inclusion in the October-November issue should reach me, typed double
spaced on foolscap sheets, by the 14th August and that for the December-January
issue by the 16th October. Please note my new address: 11 Great Spilmans, Dulwich,

London, S.E.21. Telephone 01-693 3033.
15th June

ALBATROSS

THE foot-and-mouth epidemic forced
us to cease operations from Novem-
ber, 1967, until March, 1968. Only one
journey was made to the site over this
period, and this will long be remem-
bered. Having purchased a load of steel
roof trusses from a demolished Army
barracks, we set out to move them on
an articulated vehicle to the gliding site,
where they will form part of the hangar
roof. The load was 13 feet 8 inches wide,
and we were assured by the police escort
that the streets of this particular Devon-
shire town near our site were all at least
14 feet wide, although we ourselves had
expressed doubts, Unfortunately, we did
not have a tape measure at hand, and it
was only when the load jammed firmly
in a narrow street that the local police
conceded our point. It was two hours
before the load could be extricated,
leaving behind a Devon town well aware
that gliding types spend more time on
the ground than in the air.

During our enforced exile, we moved
cur faithful T-31 to Dunkeswell, and
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YvonNE BonHAM (MRS.),
Club News Editor

Westward Aviation were kind enough to
offer airfield facilities to the band of
die-hards who were prepared to travel
the 70-odd miles in order to fly. It was
certainly well worth the trip to achieve
launches of well over 1,000 ft. from the
large airfield, with additional thermal
activity on a number of particularly
good days.

It was with renewed enthusiasm that
we launched CFI Tony Edwards in the
Prefect on its first flight, and the solo
pilots licked their lips as he soared it to
over 1,200 ft. and treated us to a dis-
play of its aerobatic capabilitiesl_;

BATH AND WILTS

ANOTHER glider has appeared in
our midst, this time in the shape of
a brand new Bocian le. Purchased by
a syndicate, which has very graciously
allowed the club to use it, the aircraft is
proving very popular, and is an ideal
stepping stone from the basic spoilered
T-21c 1o the Swallow, which we use in
our first solos.



Geoff Bailey notched up another
~first™ when he became the first member
wholly trained by the club to achieve
2 Gold C distance to a declared goal at
Great Yarmouth. Flying the Ka-6 he
completed the flight in just over four
hours. His wife also achieved a first by
driving a car and trailer, at dead of
night, through a very narrow shopping
arcade prohibited to cars and motor-

e K.MSS.

CAMBRIDGE

AUL BETHELL-FOX died on the 8th
P July, 1968. Paul was not, in the con-
ventional sense, one of the big names of
gliding. For one thing, 40-odd is a late
start, For another, his first reaction to a
control column was to treat it like the
ash tiller of the big Hilliard sloops in
which he spent his youth. He learnt
delicacy with gliders soon enough, but
he took a grip of the Cambridge Gliding
Club like one of those tillers and never
let go. In his short gliding life, he became
a brilliant instructor because of his sense
of urgency, his enthusiasm and his
personal magnetism. He talked continuoal
sense to anyone who would listen, both
in and out of instructors’ meetings. He
encouraged the timid and stamped on the
conceited. And, always, whatever the job,
he worked.

A few years ago, I received an excited
leiter from my wife's grandfather in New-
foundland. He had just seen gliding for
the first time in a Rank “Look at Life”
film—Sailing the Sky. Paul alone was
responsible for the fact that that film was
made. In this way, he gave gliding a free
advertisement whose enduring value has
been repeatedly proved by the delighted
comments of non-gliding people who have
SeeDﬂoth’

1S personal qualities matter, ex-

cﬁPt to those who were fond of him? I
think they do. The complete harmony in
our syndicate from first to last shows that
E‘ja*e. can be engendered not only by the
a'-gauve and submissive, but also—and in
hl"t"‘""’ Positive way—by a positive, fiery
fire t;‘!w gentle man, as he was. His own
35 IS own compelling energy, burnt
orie Up in the end, Most people, and 1 am
sS00 of thcm' wOUId say that 47 is far too

n. I wonder if Paul thought so.

LIONEL ALEXANDER

CORNISH

EORGE COLLINS stood down as
CFl in February, having filled the
post for nine of the club’s eleven years
of operation. As the club won both a
Wills Swallow and the Perfect Trophy
last year he can now streak around the
sky in his sparkling new Diamant with
the satisfaction of a job well done. We
are very grateful to him. Ernie Hayman,
who has taken over, has been well
trained by several years as deputy.
There are now two privately-owned
tugs on the airfield and these, together
with the club Tiger, have benefited both
training and cross-country flying. You
may remember that we have a cliff-top
site and like to think that our ultra-
maritime climate makes thermal soaring
harder here than in those places where
things go up with a whoosh and you
can get Silver height in clear air.
There is also a persistent gaggle of
463 pilots who think nothing of making
two Silver C distance attempts a day.
One of them, Dave (Sandy) Collins,
landed on a beach, was promptly towed
off it and on his way again. Bill Lewis,
flying the old Avia, which now has
nearly as many legs as a centipede, made
use of a sea breeze front to be the first
to get Silver C distance this year. Bill
has done it all before but he is going
to register it this time!
JEK.

COVENTRY

THE highlight of recent cross-countries
was our Capstan's trip to Camphill,
captained by Messrs. Chris Falconridge
and John Large. This all started on a
rather dubious day when Chris, having
jokingly suggested a trip to Camphill,
was challenged to attempt this amid
much laughter and promises of free
beer, We must admit to a certain
amount of inner mirth when we heard
about the expressions on the Camp-
hillites’ faces as our Capstan descended
out of the murk to reclaim the Trophy,
everything there being grounded due to
poor flying conditions!

We are cxpecling a boomerang re-
venge flight in a Tutor any day, and
anxiously scan the skies—the Troph
being permanently locked in our thief-
proof safe!
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Peter Partridge very nearly became
the new UK 100-km. speed record-
holder when he went to King's Lynn in
what seemed an unbelievably short time,
but he missed the record by no more
than three seconds.

Diamonds for 300-kms. goal have
been logged in the past few weeks b
Keith Nurcombe, Loun Frank and Biflr
Fay, Keith going to Morpeth, the latter
two to Winchester Cathedral and return.

Finally, our Deg:ty Tugmaster, Nick
Manley, seems to suffering from split
affections, as he is now, more often than
not, to be scen popping over the
site in a hired R.F.4 from Leicester East.
The obvious pleasure Nick derives from
these flights seems to be infiltrating into
other minds, and there are rumours of
more PPL’s and RF4 and 5 syndi-
cates,

B.F.

CUMBERNAULD

FTER a slow start due to weather

and C. of A.’s ably carried out by
Russell Brown and his team, we are
beginning to log quite a number of
launches. May was not a good month,
with a number of poor weekends with
rain and easterly winds.

On one good blue thermal day Roy
Surtees obtained his C with a 17-minute
trip in the Prefect without the use of a
variometer. Another course is planned
for late June.

A number of members are venturing
away to other clubs to obtain the chance
of hill soaring and well-known faces
will be turning up at Sutton Bank, the
Mynd and Camphill. -

DEVON AND SOMERSET

THE soaring season always triggers off
new and more sophisticated sail-
planes and it looks as though the club
Ka-6E which arrived on site the week
before Whitsun will be followed at
least two more syndicate-owned ¢ of
this type.

An interesting test was carried out by
two of our senior pilots who fiew the
new Ka-6E and the Olympia 463 respec-
tively almost in formation on a
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“scratchy” afternoon for nearly an hour
in order to compare performances. If
vou want to know the answer, come and
visit us at North Hill, as more and more
friends are doing. We are getting to be
quite a staging post on the Gold and
Diamond road to the west

Some colleagues from Southdown
brought their Ka-13 and spent a week
with us in May and rumour has it that
they wish to repeat the performance,
which we take as a compliment, For our
part, we enjo their company.

Work on the hangar and workshop
proceeds albeit slowly and Ted Hayter
and Chris Slade spent most of the Whit-
sun holiday erecting what must be the
tallest windsock iole in the country.

The Tiger Moth is back on duty after
a major overhaul, so that we are now
all set for the busiest period of the year.
Social activities have also been well
maintained by supper ies at the
Carlton in Honiton and a soirée at Mike
and Barbara Fairclough’s house.

A.E.RH.

DERBY AND LANCASHIRE

TED NEIGHBOUR has been putting
the grass mower he acquired to good
use and the grass is shorter now.

The Coventry club took back the tan-
kard recently when ‘Capstan’ landed at
Camphill on the Saturday, and a 17r on
the Sunday, We also welcomed a Bocian
syndicate for the weekend, George
Whittaker is in hospital for a week or
two after bending the Skylark 2. Bob
Frith was to fly this in the Northern
Comps, 29th June to 7th July, and is
now without a charger. Ken Gregory
attempted his S5-hr. *hill sauat” in the
Zlin Krajanick “Mam Tor"”, but ended
in the bottom field (it knows its own
way down!). Peter Boneham managed

5 hrs. in the afternoom in the Wills
Swallow.
Reg Warren, ex-Lasham, has been

appointed Technical Officer and the
bond store is now so neat that we can-
not find anything!

Hangar packing trolleys have been
built 4 la Portmoak, and have met a
mixed reception because of their initial
inability to carry Capstans. A new,
beautiful, tubular, independently-sprung
cable spreader trolley is under construc-



tion—Lotus look out. . . . On the winch
front, the driver protection on our ex-

.nsive Tost winch is being improved—
shades of Securicor, and the twin-drum
Thornyeroft is back in action,

A sniff of wave Sent Allan Beckitt
heading for the cast wind slopes of Mam
Tor in the 17r. The wind changed,
though, and he came home by car and

trailer.
R.H.

DONCASTER

THE club has now replaced the Sky-
lark 2, lost in an accident on Easter
Sunday, with Tommy Smith’s Olympia
460, rebuilt and much modified, and
now wearing competition No, 118, Only
three days after its arrival, Andy Mec-
Phaden got Silver C distance with a
flicht to Grimsby.

As was reported previously, Doncas-
ter Airport is being reopened as a centre
for light aviation and gliding, organised
on similar lines to the Wycombe Air
Park at Booker.

The operating company, South York-
shire Airport (Doncaster) Ltd., of which
Doncaster Gliding Club is a shareholder,
15 anticipating the granting of a licence
by mid-June. Runway headings are
23/05 and 15/33, and glider take-offs
and landings will be restricted to the
arcas east of 23/05, and south of 15/33.
No radio is at present available,

Ihe reopening of the airport was
celebr?tcd by an Air Show organised by
the Tiger Club, which opened with dis-
plays put on by Doncaster Gliding Club
in wh:ch’some of our instructors, flying
the Blanik, K-13 and RF. 4, attempted
lo outdo each other.

R.P.H.

DORSET

LTHOUGH there hasn't been much
= sound from Dorset for a while, we
“¥e nevertheless been very busy.
andhe club has five gliders at present,
o there are a further eight privately
1 ned gliders operating. shortly to in-
c Uéie another Dart 15,
Tcr:-rle-_m the season, Gill Turrell and
Arthy Inee completed Silver C's and

ur Parrott and Tom Webster gained

Silver legs (not literally!). Seven pupils
have gone solo, including Vince Haslam,
Paul Thomas, Tony England and Mike
Brown.

We have just completed another suc-
cessful Task Week, despite a mixed bag
of weather. During the week ab-initio
pilots Rosemary Boas, Ross Guymer (a
visitor from Australia), and Jeff Jackman
went solo; and Ted Andrew and Colin
Street completed their Silver C's.

The new kitchen built last summer
suddenly acquired some “haute cuisine
touches, i.e., knives and forks; plus an
enormous and beautiful blue and white
dresser.

Jim Tudgey has completed three years
as our CFI and Allen Palmer has taken
on the job this season. Our Club Ladder,
which is run parallel to the National
Ladder, is well looked after by Robin
Strange; and finally, our social committee
is working hard. Our last social occasion
was a Tramps and Vamps Ball, and we
will shortly be holding a Barn Dance and
Caelid.

S.P.

KENT

WE have had some good days these
last two months, especially at
weekends for a change.

Unfortunately, there are no first solos
to report as we have had to restrict
flying whilst the Swallow and Skylark 4
are out of action,

Qur most cheering news was Ron
Cousins’ achievement in the Dart 17
competition at Lasham in May, coming
cighth and beating many established
pundits,

Again cross-countries have been on
the increase such that Firle and Redhill
are now regular “milk runs” and our
local 102-km, triangle via West Malling
and Mountfield Reservoir has already
been covered three times. On 1st June
Ray Hatton flew his Skylark 4 north-
wards across the Thames, finally land-
ing near Stevenage — only the second
time in the club’s period at Challock
that this northbound route has been
used., Congratulations to Brian Foster,
who, on the same day, completed his
Silver C with a 70-km. flight to Redhill.

Sunday, 9th June, was our most active
day yet with four flights to Redhill (one
an out-and-return) and two flights to the
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SOUTHDOWN AERO SERVICES LIMITED
offers YOU a complete gliding service

Our workshops guarantee first class C's. of A. and repairs carried

out by a highly skilled team under ideal conditions.

Our gliding shop now carries a complete range of the best instru-
ments and equipment, as well as all the “bits and pieces” you are
bound to want—and it's open at weekends.

Our experts are always ready to help solve your problem.

Call in, write or phone—
KEN FRIPP
Southdown Aero Services Ltd.
Lasham Airfield, Alton, Hants.
Telephone Herriard 359 or 0256-83 359
AGENTS FOR SLINGSBY SAILPLANES LTD., IN SOUTHERN ENGLAND.
Stockists for all PZL Instruments and Equipment.

FOURNIER
RF.4D

Sole Agents:

SPORTAIR AVIATION LIMITED

LUTON AIRPORT, LUTON, BEDFORDSHIRE
Telephone: LUTON 29684

RF5 Also at: STAPLEFORD AERODROME
Orders for delivery Nr. ROMFORD, ESSEX
1962 now taken Telephone: STAPLEFORD 341
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3 down club at Firle, one of the
SO @y the Capstan with Richard
pitman and Leslie Masson as P.l and
p.2, who have now set the pace for the
new two-seater cup, Tony Carr got a
surprise  Silver height from Redhill,
having driven there to retrieve his Ka-6
after Bob Graves' flight in it from Chal-
k.

g t“\)\4’4:: arec now regularly doing double
acrotows with single-seaters when con-
ditions permit as, apart from the finan-
cial gain to both club and pilots, they
also clear thg:sedqucue quickly when
roperly organised.

properly Org MH.

LINCOLNSHIRE

UNE in Lincolnshire seems to have

brought some reliable soaring weather
after a series of “working weekends".

We have bad our share of C certifi-
cates and a few bronze legs since the
last time of putting pen to paper, and
hope to improve the record even fur-
ther in the current season with perhaps
a few Silver C's and Gold C's just to
colour our pilot achievement board a
little.

The club is still welcoming a steady
flow of new members and three separate
training weeks have been arranged this
year so that our trainees may obtain the
benefits of concentrated instruction both
in the air and in the lecture room.

A telephone has now been installed
in our club premises, so if you aviators
want to be officially observed whilst
turning in ocur vicinity, make a note:
Lincolnshire Gliding Club, Bardney Air-
field. Telephone Bardney 328. RSO

MIDLAND

THE weather has not been too kind to
us this season although there have
been some days of the right calibre. Par-
licularly noteworthy was Sunday, 9th
une, when Mike Horan completed his
Gold C with a 300-km. triangle Mynd-
Edgehﬂl-Usk-Mynd. On the same day
Stephen Wills did a 200-km. triangle and
Ane Randle a 100-km. triangle.
ur ab-initio pilots have been making
£00d progress with a fair crop of first
solos mncluding Gordon Pemberton who

went solo on a Saturday and did his C
flight on the next day, very nearly getting
a Silver height gain.

For the middle fortnight in June we
were pleased to welcome the members of
the Cambridge University G.C. for their
usual mid-season visit,

A number of our instructors and
potential instructors have either been or
are booked to go on instructors’ courses.
Congratulations to Mike Valentine on
gaining a full rating in April.

With effect from the beginning of May,
Ernie Ainscough was appointed as CFI
to succeed Keith Mansell who for the
time being will act as Deputy CFL

K.RM.

NEWCASTLE AND TEESSIDE

WE were all very sorry to learn
recently of the death of our Vice-
President, S. C. O'Grady, or “0O'G" as
he was affectionately known, We shall
never forget him toiling up the hill to
Carlton on his scooter loaded to the
top of the perspex screen. He was
known throughout the gliding move-
ment, but will be sorely missed par-
ticularly by this club. which he has con-
tinuously helped ever since its inception,

Once more the season of fine weather
and thermals is with us. The sun has
been shining, and the thermals are
tempting us aloft. Several members of
the club arranged to stay at Carlton for
the week following Whitsun. Mick
Martin and Frank Farrow went solo and
golin Richardson completed his Bronze

A state of turmoil exists in the club-
house, with extensive modifications
being undertaken under the jurisdiction
of the clubhouse committee. We hope
eventually to be able to cook and dine
away from the lounge.

We have several new members
recently to whom we extend a warm
welcome. One or two have shown in-
terest in the workshops as well as flying.
We have been able to repair and com-
pletely overhaul our burnt tractor, and
moves are afoot to finish another winch,
and then allow our faithful 32-seater
“Duplicate™ bus to have a well-earned
rest and recuperation.

N.M.L
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NORFOLK

Instructors Keith Panton (left) and Graham Ashworth (2nd left) ran a youth course

for the Norfolk Education Committee in June. (Photo by Peter M. Warren, Ipswich.)

NORTHUMBRIA

THE badge collecting season is off to
a golden start. On 20th April three
members managed to contact the oft
seen but out of reach Pennine leec wave
system by thermalling up from a winch
launch. CFI Dave Wilson climbed to
12,500 ft. for the third time in the Eagle.
John Greenwell, with a maximum height
of 13,300 ft., pioneered a new means for
Silver duration by sitting out the five
hours at two miles up in a Skylark 2,
Both collected Gold height.

When the site is levelled and aero-
tows are available such flights should
become the norm. However, at the
moment the combination of the site
levelling and east winds has reduced
the flying of early soloists to practising
smal] field landings in the T21.

Seven members in two parties visited
Sutton Bank in May and June. The first
group basked in the sun of an anti-
cyclone and consumed large quantities
of beer, the second group had better
luck with the weather and piled up the
hours. Vic Lawson collected Silver dis-
tance for a flight to Flamborough. Ao
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OUSE

NDICATIVE of the enthusiasm of the

Ouse club was the attendance at the
Annual General Meeting. It was a case
of standing-room only for late-comers.
Considering that many of our members
come from a wide area of this vast
county of Yorkshire—from Beverley and
Hull in the east to Halifax and Hudders-
field in the west—the attendance was
magnificent,

Officials elected were: Chairman,
Major Alan Simpson; Hon. Secretary,
Eric Rogers; Hon. Treasurer, Richard
Boddy: Committee: Brett Atkinson
(Leeds), Derek Moore (York), James
Purves (York). James Wilfred Coulsey
was re-elected CFI, coupled with the
warm thanks of all members for his
dedicated work for gliding.

Glowing tributes were paid to James
Park and Ronald Taylor, handing over
their jobs as Chairman and Hon. Secre-
tary respectively. As the new Chairman,
Alan Simpson, said, “The present high
status of the club is due, in no small
measure, to their devoted work.” He
also paid tribute to the work of Brett
Atkinson, formerly Social Chairman,



now Executive Officer, and his remark-
able organising ability; and to Richard
Boddy, who combined financial flair
with _instructional expertise—to the
apparent advantage of both!

We are now revelling in summer sun-
shine. We fly almost from dawn to dusk.
Flying takes precedence over all, but
we have a busy social programme; we
are improving our clubhouse, we are
planning for our winter gliding—and for
our gliding week in Austria next July.

A.HS.

PERKINS

FLYING deep in the heart of Fen
country from Postland Airfield com-
menced on 28th April, with what we
hope was a good omen, as the un-
believers  witnessed  beautiful  *'cu”
positively bubbling from th's extremely
flat but varied landscape.

Ten aero-tow Skylark flights were
made, seven were thermal flights, but as
only one aircraft was available these were
restricted to one-hour duration.

An operational analysis of the first six
weeks' working from Postlands Airfield
with our T-21s and Skylark have en-
abled us to make a fair assessment of
the site possibilities, and we have found
it has far greater thermal soaring poten-
tial than was originally anticipated.
Very low release heights have hampered
us, but realising our problem, our host
gave usmpemission to drive a path some
300 yards long across the wheatfield at
the end of the S.W. runway so we could
get a longer run.

. It is worth mentioning our local soar-
Ing duration and height records from
Postlands from winch launches to date:
Sunday, 2nd June, saw Reg Bradshaw
Cruising round the area at 7,300 ft. in
the Skylark to record a 10S-minute
glght duration time. The following
unnr(é::)y;; ﬂ'}e 9th J‘lmclzj;;m:i SBaqu and

, ¢loc minutes,
:gpk the T-21B to 4,500 ft. Doug Phy-

120 meanwhile declared Feltwell his
goal, boarded the Skylark and sailed
IBlo wind towards his target. The baro-
f"‘iph recording 5,200 ft., he landed

cre 2 hours 15 minutes later.

JV.L.

SCOTTISH

MORE Portmoak pilots have stretched
their wings to cross-country and
Silver C requirements have been ful-
filled. Two who have newly made the
grade are Alan Cameron, who chose the
*milk run” to Condor, Arbroath, whilst
Bob Rothnie headed south-west. We are
currently encouraging outward-bound
enthusiasts by setting tasks for the week-
ends of June.

The weather at Whitsun was rather
unco-operative, but there was the day
when Andrew Thorburn and Roger
Constable landed in the same field; and
the occasion when Bill Lawson touched
down in “Baby Doll” whilst his crew
and the farmer arrived simultaneously
at the gate to meet him.

A recent week’s instruction for poten-
tial instructors has proved very satisfac-
tory and we have another four gradu-
ates to add to our list of mentors.

Congratulations to Bruce Marshall
and Pamela on their engagement.

M.B.R.

SOUTH WALES

UR CFI obtained his Diamond C

by a climb to 1,800 ft. at Port-
moak, Adrian Thomas “overshot” on
his first cross-country to land at RAF
Strubby—303 km. away—well done!

A lot of interest is being shown by
the gliding world in our Black Mountain
site at Langmore, which is at the plan-
ning stage at the moment. We have onl
flown there once, but all being weIK
regular launching could start this
autumn,

Photographs and plans of this superb
2,600-ft. mountain ridge are available on
request. Wave fever is running very high
and already one member’s fwo-year-old
son greeted his father's return from the
office with, “Look, Daddy, wave
clouds!"—they were too! =

STAFFORDSHIRE

EACH year, some time before Whitsun,
the club holds a weck's gliding
course for club members, the exact date
being chosen by Chairman Boris Clare,
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GLIDER FINANCE
Finance for your glider or aircraft pur-
chase can be arranged by telephone
or wrile to COLIN DONALD (B.G.A.

Instructor).

Burghley Finance Company Ltd.
177 LINCOLN ROAD,

PETERBOROUGH
Telephone : Peterborough 68818

who is the organising genius, This pro-
duced a weck of excellent weather, as
the following results show: Barry Ward
and Ken Sherriff did their five hours—
in thermals (none of this easy hill lift
stufl}—and Ken also got his Silver C
gain of height. George Von Bradsky got
his C and his two Bronze C legs from
three successive launches. Frank Town-
send did a 32-mile out-and-return in the
club Boomerang competition, which is
for a real boomerang presented to the
club by Gordon Hudson—a former
club instructor who has emigrated to
Tasmania. Also obtained were four
Bronze C legs, one Silver C gain of
height and two A and B certificates,

Christine Townsend is doing a valient
job on the airfield in a trailer, making
tea, coffee, bacon butties or what have
you for hungry and thirsty glider
pilots.

A visitor to the club from the Ouse
Gliding Club was given the first dual
aero-tow on a murky day, and was
rather surprised to eventually find him-
self being landed at a farm five miles
from the airfield. The instructor con-
cerned, who is fairly new to the club,
was rather relieved to find that he was
keeping up a tradition of the instructors
to get themselves lost at least once at

Meir.
R:B.L.

SURREY AND HANTS

CROSS-COUNTRY flying has con-
tinued unabated and the total dist-
ance flown on flights from Lasham air-
field so far this year is over 23,000 km.
(excluding distance flown during the Dart
competition). Of this total some 8,000
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km. has been done in Surrey Club owned
gliders and the Hilditch/Horridge/Pur-
nell SHK has done over 3,000 km.

The longest flight so far this year was
a 400-km. declared triangle by Purnell
in the SHK and he has also climbed to
over 10,000 ft. on two successive days.
The best climb so far was to over
17,000 fr. by A. J. Burton in a club Dart,
and a Capstan has been to over 10,000 ft.

The club is taking a large expedition
to Portmoak for two weeks in October
so we hope that those who have got their
distance during the season will be able to
get their height in comfort.

W.J.D.

WEST WALES

AUSTER unserviceability is our prob-
lem. We broke a prop and the new
one fitted cracked after three hours' use,
The Pirate should have arrived by the
time you read these notes and we are
all cagerly awaiting it.

We have had four solos in the last
month, which should help to fill up the
single-seater list, as this is rather short

at present,
1.D.O.

ontact Ralph Jones
for details of the 1968
World Championship
winning “CIRRUS",

Southern Sailplanes
Thruxton Airfield,
Andover,

Hampshire.

Telephone: Weyhill 373

Glider and Light Aircraft
repairs and overhauls.



CHILTERNS

N expedition to Sutton Bank in
IX April resulted in seven Silver C legs
heine achieved. Joan Maltby attempted
4 five hours in thermal out of Benson
hut ran into the “clutching hand” after
2% hours.

“in May, flving was very restricted
owing to bad weather at weekends. We
arc hoping to catch up on these lost
hours with mid-week evening flying. This,
of course, is always subject to the oper-
ational requirements on the airfield.

After much lobbying and assistance
irom the Station Commander (Group
Captain C. L. Godwin, AFC) it is hoped
that auto-tows will become a regular
fealure in the near future.

The Group Captain and Wing Com-
mander “Ops” (Wing Commander A. J.
Whitlock, OBE) are both very active
members and would appear to be having
a personal competition for achieve-
ments, the Group Captain being slightly
in the lead at the time of going to press
with one Bronze C leg.

F.G.L.

EAST MIDLANDS

HE season has been progressing very

well and from both the soaring and
training aspect it looks like being a
record year. The weather, of course, has
been excellent, but on the other hand,
our new F 100 tow cars have been able
1o launch us without the fumbles we
€xperienced  with  winches; and con-
sequently we have been able to make
2ood use of the weather.
. lan Strachan and Jack Harrison flew
In the Sport Class Nationals and did
‘?xn‘cmt_:ly well, Tan coming first and
qc!\ ninth, Back at Swinderby our suc-
€ess at task flying has not been quite as
fﬂf‘r'n mSe}:rera[_ 30?-km. ﬁtcoscd circuit
£ WCMpls have just failed, the latest being
?c”‘l” CFI, Dick Feakes, who landed a
1 W miles short of the airfield on the
ast leg of a 300-km. attempt.

1.D.

TWO RIVERS
(RAF Laarbruch)

OUR absence from these pages has
been caused by intense activity, At
Easter we had a task weekend, which
was run as a “Mini Comp”, the other
service clubs in Germany and the local
German clubs being invited to partici-
pate.

In all, ten aircraft assembled on Good
Friday and were split into two lcagues
by pilot qualifications: League 1 (Silver
C), League 2 (Non-Silver C). The com-
petition was run under BGA handicaps
and scoring, the mysteries of which take
a little explaining to newcomers to com-
petitions, especially when they are Ger-
man and you speak practically no
German!

The tasks for the three competition
days were:

League 1
Day 1. Out-and-return Beek, 155 km.
Day 2. Triangle Kempen-Wesel-Laar-
bruch, 100 km.
Day 3. Distance along line Laarbruch,
Berk-sur-Mer, 355 km, (max.).

League 2

Day 1. Race to Beek, 78 km,

Day 2. Free Distance.

Day 3. Distance: Laarbruch, turning
point Eindhoven (Holland), then along
line through Liege.

Day one was notable for the fact that
Beek, described by the task-setter, after
chatting to the gliding club there, as a
“small town airfield with a gliding club”,
turned out to be Zuid Limberg Airport.

Day two was noteworthy for the fact
that the club Chairman, Wing Comman-
der Bruce Thompson, flying a Swallow
in League 2, had to be rescued from
the guardroom at RNAF Vokel, where
he had been detained as an undesirable
alien.

Day three the Phoebus reached Berk-
sur-Mer and the Meise reached St. Omer
(310 km.), which, when the handicap
was applied, put him in the middle of
the English Channel!

The final first three placings in the
leagues were:

League 1
1. Abladen (Phoebus), Aspeden.
2. Young (Ka-6), Two Rivers.
3. Hannen (Meise), Kleve.
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League 2
1. Pretlove (Skylark 2), Two Rivers.
2. Thompson (Swallow), Two Rivers.
3. Baker/Scarfe (Swallow), Phoenix,

In the two weeks following the Mini
Comps a camp was run at the Nijmegen
club’s airfield at Malden. Unfortunately
the good weather did not continue and
as a result the camp was notable for its
A's & B's and aircraft conversions rather
than soaring achievements.

Finally, during the Whit weekend,
while the UK dailies were telling us that
the Nationals had been rained off, the
club was enjoying excellent soaring.
Peter Young took one of the Swallows
to Berk-sur-Mer for a Gold C distance,
while Mick Terry surveyed the local
countryside for 5% hours from the cock-
pit of the Skylark to gain his Silver C

duration.
M.C.R.

WREKIN

THE April soaring week was a success,
Thanks go to John Prince for doing
all the tugging. Chas Nightingale and
“Scotty” Haig both gained their Bronze
C’s, Chris Joslyn gained one leg of his
and has since completed it and also
gained his Silver C height and distance.

The Long Mynd people paid us a visit
during the soaring week when their
ridge was not working and from reports
seemed to enjoy themselves. We were
pleased to see them and have since then
made one or two return visits to the
Mynd.

Sunday, 9th June, was a really good
day for us, Colin Dewhurst gained his
C, “Mac”™ McLean gained both Bronze
C legs and his Silver C height and
“Scotty” Haig gained his Silver C height.
All these trips were done in the Grunau
2, The Bocian disappeared shortly after
11 oclock and was not seen or heard of
until 7.30 when it reappeared over Cos-
ford. It had flown from Cosford to
Ternhill, where it was landed. After
doing some local soaring it flew on to
Mere, where it again did a few more
local soaring trips before it was aero-
towed to within sighting distance of Cos-
ford and released to return to its home
base.

C.B.B.P.H.
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OVERSEAS

HIS section has had to be curtailed

owing to the Editor being away at

the World Championships at Leszno, but

we hope to make up for it next time, ana

meanwhile news is still sought from
every country where soaring is done.

BELGIUM

§ last year, the “Journeces de Gand”
are to be held at the aerodrome
St, Denis-Westrem, and pilots from all
countries are invited. The dates of the
competition are 10th to 18th August in-
clusive and the programme is as follows:
_ Friday, 9th August: traditional recep-
tion at 12 noon and cocktails at 20.00
hours,
Saturday, 10th 17th:
competition days.
Saturday, 17th August: closing dinner.
Sunday, 18th August; prize-giving at
[1.00 hours.
The rules will be sent shortly and will
be similar to those of previous years.
. Pacco. Director,
Roval Aero Club of Belgium.

to Saturday,

HOLLAND

HE thermal season started extremely
early this year, with the result that

several notable flights of gold and
diamond distance were made into France
and Germany.

Apart from the Nationals, four suc-
cessful one-day contests were held:
1. Teuge, 14th April: Task—OQOut-and-
Return to Borkenberge, 202 km. Com-
pleted by three of the 14 contestants, and
won by Jaap van Steinfoorn, 44 km/h.
2. Eindhoven, 27th April {(Victor Boin):
This is traditionally a free distance con-
test. There were 56 competitors, which
included 14 from Belgium. Dick Reparon
won with a distance of 345 km.
3. Gilze Rijen, 4th May: Task—Out-
and-Return to Grave, 120 km. Only two
succeeded in reaching the turning-point
and the day was won by Hans Fernhout.
4. Malden, Ist June (Golden Venturi):
Task—155-km. Triangle. completed by



|4 of the 23 contestants, and won by
Gerrit Jan Ordelman 67.5 km/h. ;
Dick Teuling and P, L. Cornelisse in
Ka-7 set up a new two-seater record for
100-km. triangle at a speed of 61.2 km/h.

at this comtest. .
J. Tn. v. E.

SOUTH AFRICA

HE 1968/9 South African National
Gliding Championships, to be held

frem 27th December, 1968, to 11th Janu-
ary. 1969, at Tempe Airfield, Bloem-
fontein, will be limited to 35 entries. A
third of these will be accepted from over-
seas pilots. : y

The system of “shared” flying which
operated in past championships is to be
maodified. The flying is divided into
“Championships” days alternating with
“Competition” days. The Championships
days, based on one man flying one glider,
will provide the Open Class, Standard
Class and Handicap Champions. “Com-
petition™ days will be open to any pilot,
provided he or she flies a sailplane form-
ally entered in the Championships, and
cach day will be a separate event for
which a trophy will be awarded. Shared
flying is not, of course, compulsory;
single entries will be accepted.

Dormitory-type accommodation at St.
Andrew College is available at R.3 per
person per day, bed, breakfast and dinner
(£1 15s.. 54.20).

Enquiries to Wesley Shields, ¢/o Aero
Club of South Africa, P.O. Box 2312,
Johannesburg, Republic of South Africa.

WESLEY SHIELDS

CORNISH GLIDING & FLYING CLUB
TREVELLAS AIRFIELD,
PERRANPORTH, CORNWALL
Gliding courses in modern fleet from
May 27th — B.G.A. categorised in-
structors—fine soaring— lovely coastal
airfield — ideal for a different family
holiday.

Details with pleasure from: JUNE DANIEL
20 Bosvean Gardens, Truro.

The Derbyshire and Lancashire

GLIDING CLUB

Camphill, Great Hucklow, Nr, Tideswell,
Derbyshire
The Club has three dual control gliders and offers elemen-
tary, intermediale and high performance facilitios and
training. Private Owners catered for. The comiornable Club
House, Dormitories and Canteen are under the care of a
Resident Steward and Stewardess. At Camphill there are
all those things which make the complete Gliding Club.
‘Wrile to the Secretary lor details of Membership and
Summor Courses,

Telephone Tideswell 207

Devon & Somerset Gliding Club Ltd.,
North Hill, Broadhembury,
Heniten, Devon
1968 Holiday Gliding Courses [up to solo
standard) 15 Gns. per 5 day courses.
“Junior League Weeks” [for “solo" pilots)
5 Gns. plus launch and soaring fees. Better
than ever al our new site, Thermal, Ridge
and Wave soaring.

Apply Course Sec., 2 St Peters Close, Horlon,
Illminster, Somerset,

Bristol Gliding Club

NYMPSFIELD, GLOUCESTER

We offor excollont thermal, hill and wave soafing af 3

Yile on the western edge of the Cotswolds, Near Stroud.

Flest includes Skylark I, Olympia, Swailow, Profect and
Dual Training Machines, Aerolowi ilabl

Comtartable Clubhouse, first-class Cantesn, Bunkhouse

and Bar.
Summar Gliding Helidays for ab-initio Non-Members.

Write fo. BRISTOL GLIDING CLUB

NYMPSFIELD, Nr. STONEMOUSE, GLOS.
Telephane: ULEY 342

P e

HOLIDAY COURSES FOR BEGINNERS
AND OTHERS
One week or more, April to mid-October
Professional instructors
Modern residential Clubhouse. Licensed Bar
Excellent thermal and ridge soaring in
beautilul open countryside
For full details send S.A.E. to:
KENT GLIDING CLUB

CHALLOCK, ASHFORD, KENT
Telephone: Challock 307
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MIDLAND GLIDING CLUB

The Long Mynd, Shropshire
Tel. Linley 206
Ab initio training
Advanced instruction
Ridge soaring thermals, wave flying
Excellent residential clubhouse
Good food Bar
RESIDENTIAL SUMMER COURSES
Write to H. Hilton,
22 Landsdowne Cres., Baystan Hill,
Shropshire.

— —_—
— ——
— —
— —

LONDON GLIDING CLUB
Dunstable Downs, Bedfordshire
Telephone: OLU 2 63419

Situated at the foot of the Chiltern hills, and
within easy reach of London and the Midlands
by road (just off M1). The Club has a compre-
hensive fleet of dual and solo aircraft, reliable
launching equipment including four tugs. This
famous site has plentiful thermals in summer,
and hill soaring with favourable winds. Four
permanent instructors, catering every day,
licensed bar, accommodation and other facili-
ties. Visitors welcome.

TRAINING FLIGHTS?

QOur three superb, modern Kal3 two-sealers
are rarely on the ground, and in support are
three other fraining fwo-seaters.

COURSES

Training courses have now begun, Write now
to the Manager (SG) at the Club for details of
wvacancies during 1968.

SCOTTISH GLIDING UNION

PORTMOAK, SCOTLANDWELL,
BY KINROSS
Telephone: Scotlandwell 243

THE WAVE SITE

Excellent Hill, Thermal and Wave
Soaring in beautiful surroundings

Comfortable Clubrooms, excellent
bedroom accommaodation, full
catering and bar

Seven days per week
Balanced Club Fleet
Resident Instructor
Aero Tow Facilities

COURSES FOR BEGINNERS
AND OTHERS
JUNE TO SEPTEMBER

Visitors and visiting aircraft welcome

Write to the Secretary for further
detalls

ADVANCED BOOKINGS NECESSARY IN WRITING




Thames Valley Gliding
Club

BOOKER

Whether experienced or inexperienced
vou will enjoy the facilities offered at
Booker.

Training on Kaz machines followed by
Olympias and early conversion to our
skylark 3g's.

The efficient all aerotow operation at
Booker coupled with the many gliders
available offers a unique service to
members throughout the year, both
midweek and weekends.

Restaurant and Bar open at all times.

Write for details or better still visit us
at WYCOMBE AIR PARK, BOOKER,
Nr. HIGH WYCOMBE, BUCKS.

WEST WALES
Withybush Aifield, Haverfordwest,
Pembrokeshire
The Club is centrally sitvated for over 70 miles of
National Pack I Hari erfibebnlNerigaty

excellen! facililies for ofen air holidays,
Gliding Holiday Courses open any week during summer,
L hing from three vs by suto-tow and sero-tow,
For the beginner, ‘nshruclion on side-by-side Slingsby
T-21 and solo on Puste, Olympia 453 or Skylark I

For the ad d, high perf nce ining on
Capstan, Aerc-tows by Tugmaster, Soating on N, E, W
and S facing cliffs. Acc dation in fully B d

residential Clubhouse, with male and lemale dormilories
wilh full interior sprung single beds.
Nlustiated beochure and delails from Gliding Secratary,
Flying Control, Tel. Haveriordwest 3665 or 3156 or
Tenby 2705.

Yorkshire Gliding Club (Pty) Limited
SUTTON BANK : THIRSK : YORKS

Visit one of the oldest Gliding Clubs in the country.
We are delighted lo exltend our facilities lo members
of other clubs,

‘We oifer:

A magnificent tidge with soaring from Scuth to MNorth
West. Excellen! Wave and Thermal cenditions.
Large modern clubhouse with full-time domestic staif.
Good selection of solo machines.

Advanced Iwo-testers with professional instructors.

We look lorward to your visil.
Ring Sutton (Thirsk] 237.

Surrey and Hants Gliding Club

announces that its fleet now comprises

TWO DART 17R’s

THREE SKYLARK 4's
TWO SKYLARK 3’s

TWO SKYLARK 2's

The Surrey and Hants Gliding Club welcomes new members who are already
solo pilots of Skylark standard. Train 1o this standard in the Lasham Gliding
Society’s School. Write to the Secretary for membership details of the Club
or the Society, or better still pay a visit to Lasham and see for yourself the

unrivalled facilities we offer.

The Secretary, Lasham Gliding Centre, Nr. Alten, Hants
Herriard 270

LASHAM GLIDING CENTRE




GLIDE AHEAD WITH A ‘BLANIK’

HOLDER OF THE U.K. TWO-SEAT HEIGHT RECORD

% Unsurpassed two-seat performance
* Fully aerobatic —Flies equally well inverted
* Corrosion proof all metal manufacture — Low maintenance cosis
% High launches achieved through low drag and weight (Empty 650 Ibs.)
* Perfect for all training especially insirument flying
* All purpose sailplane —ideal for club or syndicale
% Winch belly hook now fitted

WELL PROVEN—-OVER ONE THOUSAND BUILT

Delivered UK. £2,275 Duty £270
(including instruments) (if applicable)
IMMEDIATE DELIVERY H.P. FINANCE ARRANGED

OVERSEAS ENQUIRIES WELCOMED

Distributor for UK., Eire and Canada:
Peter Clifford Aviation Limited, Oxford Airport, Kidlington, Oxford.
Tel. Kidlington 4262 Cables: Cliffair, Oxford

Sole Exporter for Czechoslovak Aviation Products:
Omnipol Limited, Washingtonova 11, Prague 1, Czechoslovakia.






