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1969 B.G.A. General Regulations:

‘The only acceptable
camera is the Kodak
INSTAMATIC 25"

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, so 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 56/- (case only 12/3).

Kodak

‘Kodak’ and ‘Instamatic’ are rade marks.
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The Slingsby T.53 all metal, tandem, two-seater, high
performance glider for instruction at all levels.

The first post-fire T.53 has now been completed and the

opportunity has been taken to embody a number of detail

improvements. Reorganisation has enabled the quicker ser-

vicing of orders for instruments, spares and repair materials

and the capacity is currently available for repairs to dam-
aged aircraft.

Slingsby Aircraft Company Limited
Kirkbymoorside, Yorkshire, England.

Telephone: Kirkbymoorside 751/6
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START THINKING ABOUT MARFA!

By DICK JOHNSON

With the World Championships only twelve months away, we have
asked Dick Johnson — a well-known World Championship pilot
himself — to prepare these notes, which should be of interest to

prospective teams.

ARFA is located in semi-arid SW
Texas and is less than 70 km NW

of the Rio Grande River, which is the
US border with Mexico. The land is
characterized by rough, rocky and thinly-
vegetated mountains and high plateau
areas, separated by gently rolling brush
and grasscovered valleys. The mountain
tops are mostly 6,000-8,000 ft. ASL; the
valleys are about 3,000-5,000 ft. ASL in
elevation. The valley summer daily
highest temperatures average 90-100°F,
and the nightly lowest about 50-60°F.
The land is sparsely settled, except for
Marfa, and consists almost entirely of
large cattle and sheep ranches. Marfa is
the county seat of Presidio County and
is made up of homes, county government
buildings, a railroad station, hotels-
motels, business houses and restaurants,
Its population is approximately 3,000
persons. which is more than that popu-
lating the balance of Presidio County’s
3,877 sq. miles. Outside Marfa the
population density averages about one
human and 20 cattle per four square

kilometres of land area. Lack of water
and vegetation discourages large increases
in either.

But the arid land, which is poor for
the farmer and rancher, produces excel-
lent summertime thermals and high
cumulus cloud bases, which are very
attractive to glider pilots. Annual rain-
fall at Marfa is about 14 inches per year,
most of which normally falls during the
summer months from the not infrequent
afternoon and evening thunderstorms.
When the predominantly light southerly
winds are from the SW, dry air brought
in from the Mexican deserts produces
high — and usually strong — thermals.
Under these conditions the thermals will
be either cloudless or topped by small
cumulus at about 12,000-17,000 ft. ASL.
Climb rates of 500-1,000 ft/min, are
normal, and the best lift is found almost
invariably over the mountains, where,
occasionally, 1,500 ft/min. thermals are
encountered.

When the southerly circulation is from
the SE, unstable, moist air from the
Gulf of Mexico, 700 km. distant, is car-
ried into the normally arid Marfa area.
Thermals are again excellent under this
condition but thunderstorms form over
the mountains early in the day, fre-
quently stopping convection over large

Presidio County Airport — venue of the 1970 World Championships. (Photo by
R. H. Johnson)
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areas. Do not think a pilot is joking
when he asks the mel. man for the pre-
dicted winds at the 25,000-40,000 ft.
levels; he is asking for the predicted
drift direction of cu-nim clag blow-off
which may be encountered during the
day’s flying.

Marfa is situated close to the dividing
line that nominally separates the dry
desert air of the west and the moist
tropical maritime air normally swept up
over the central portion of Texas and the
US by a large stationary summertime
high pressure cell, which is usually
centred approximately over Bermuda,
3,600 km. to the east. The dividing line
between these two air masses is appro-
priately called the “dew point front™.
This air mass tion line is not
customarily carried on the weather maps
as a front because little or no weather
disturbances are normally associated with
it, the temperature differences across it
are small, and it is best identified by air
dew point measurements. Many consider
soaring conditions in the region of the
dew point front to be the best attainable
in the SW United States.

Flight planning is relatively easy when
the dry air predominates. '{'he convec-
tion will be principally over the mount-
ains, where it will start early, go to great
heights and generally continue almost
until sunset. Gliding down from these
high late thermals before darkness sets
in can be a problem and must be con-
sidered for safety reasons.

When the dew point front is to the
west of Marfa, a common occurrence in
recent years, flight planning can be diffi-
cult because of the large thunderstorms
which usually develop over moun-
tains. Again, convection is very strong
above the mountains, and it is not un-
usval for cu-nims to form there before
pilots are able to leave the valley-situa-
ted Championships site. A pilot may be
able to soar until sunset, provided that
he chooses the right courses, does his
planning well, and has a fair share of
luck, too. However, it is not uncommon
to find oneself caught by rain and cloud
cover, and having to land by mid-after-
noon.

The Championships site is Presidio
County Airport, located 15 km. SE of the
town of Marfa. It is a large ex-WW2
bomber training base constructed in
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about 1941. Almost all of its old military
buildings are gone now, but its multiple
7,500 ft. long paved runways and one
large 120 ft. by 210 ft. hangar still sur-
vive, showing some effects of their age.
A large concrete apron, approximately
500 ft. wide and 4,000 ft. long, exists in
front of; the hangar. This area is used
for the Championships take-offs, and
also as an alternative landing area after
the launches have been completed. Dur-
ing the launch period, tow-plane and re-
light glider landings are made on nearby
designated portions of the extensive long
paved runways, £YE
Because of Marfa's close proximity to
the desolate deserts of northern Mexico,
the Championships flying is performed
almost entirely in the areas to the north.
The basic competition area is that
bounded by a line from Marfa to Van
Horn Airport, 124 km. to the NW; to
Pecos Airport, 129 km. N of Marfa; and
to McCamey Airport, 183 km. NE of
Marfa. Fort Stockton Airport, 118 km.
NE of Marfa, is also a much-used turn-

ing point

“%xcallent highways join all of these
turn points, both with almost direct
routes with Marfa and with each other.



For this reason, the crew automobiles can
usually stay within radio range of their
pilots all day, and retrieves normally do
not take very long to accomplish.

The highways also can serve as land-
ing areas, when flying over bushy or
rocky terrain that offers no other suit-
able landing field. The highways in this
part of Texas are unique in that both
the cattle fences and telephone-electric
lines are set generally about 55 ft. out
from the centre of a 30 ft. wide roadway.
The brush usually has been cleared be-
tween the roadway and fences, or it is
low enough to pass under the wings of
a landing glider. Caution must be exer-
cised, however, because of regrettably
low visibility of the 5 ft. high slender
steel stakes which the highway depart-
ment places on the roadway shoulders
at each drainage culvert and at each
turn in the road. You cannot see them
until down to low altitude, and they can
do a large amount of damage to a glider’s
wing leading edges.

Road vehicular traffic is normally light
and presents no significant landing prob-
lem, provided that care and judgment
are used. Do not decide to land there
as a last-minute decision, but carefully

choose a suitable stretch of the road-
way, and allow sufficient altitude so that
you can wait for any oncoming road
traffic to clear before landing. The ex-
ception to the light vehicular road traffic
is the 130 km. stretch of major four-lane
transcontinental highway running be-
tween Van Horn and Pecos. Here it
would be rather risky to attempt a land-
ing on the roadway, especially on a
weekend, when traffic is heaviest.

Personally, I prefer to land off the
highways, if possible, and generally there
are suitable off-highway landing fields,
although in places they may be 8 or
16 km. apart. If low, one simply should
not leave the vicinity of the last good
landing place until one has sufficient alti-
tude to proceed on to the next. Airports
located approximately 20-60 km. apart
exist along each of the basic task legs,
and perhaps half of the away-from-
Marfa landings are normally made on
these. Happily, soaring pilots are seldom
low when flying there, so it is not often
that one must be concerned with hopping
from one landing area to the next.

The desert heat can be a problem to
visitors, especially those accustomed to
temperate and cold climates. The eleva-
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The basic competition area, as described on opposile page.
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A concise, lively account of the very latest in glider design,
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Provided that care and judgment are used, landings may be made on the broad
highways. (Photo by R. H, Johnson)

tion of the Championships site is almost
5,000 ft. ASL, so that the heat is not as
intense as it might be in lower desert
regions. The average daily highest tem-
perature at Marfa is about 90°F, al-
though it might scem hotter, because the
sun's strong rays are filtered only slightly
as it passes through the clear desert sky.
One can stay quite comfortable by
dressing lightly and keeping in the shade.
Glider rigging should be done prefer-
ably either in the evening or in the morn-
ing before the pilots’ meeting. Dark-
coloured wings can become too hot to
handle in the midday sun, and gloves
might be required.

Pilots and crews alike should take salt
tablets daily and drink plenty of water
to combat the effects of the heat on their
bodies. With the increased perspiration
in the hot, dry climate, the body’s
normal salt balance is depleted because
much of it is carried out as part of the
perspiration. Without an adequate salt
balance, the water one drinks will tend
to stay in the body’s bloodstream and
not be assimilated properly into the
muscle tissue, where it is nee

Salt tablets sometimes make the un-
accustomed nauseated, so it is good
practice to start taking thesc before
arnving at Marfa, Sunburn is another
danger to be guarded against, as a
couple of hours’ exposure on a light skin
can produce painful burns. Apply a sun-

tan lotion at least once a day to exposed
skin areas, fly with as little exposed to
the sun as possible, and wear coloured
glasses and a hat.

The most uncomfortable part of a
pilot's day is that from cockpit entry
until the take-off. The cockpit is heated
to almost oven-like temperatures —
approximately 130°F — and metal har-
ness fittings can be painful to touch.
Many install a sun umbrella over their
cockpits until just before take-off to keep
them cooler but, once in the air, a good
cockpit ventilation system will soon have
the pilot comfortable again, and the
generally dry air quickly evaporates
perspiration.

1f the thermals go high, cold can be
the pilot’s new problem. For this reason,
it is wise to wear light overalls or other
suitable garments, and not dash off for
a day in the sky dressed only with
sandals and shorts. At least a pint of
drinking water should be available to
the pilot as an in-flight supply, princi-
pally to replenish that lost through pers-
piration during the early portion of
flight. The organizers require an additi-
tional larger water supply to be carried
in all gliders, for emergency use should
a landing be made inadvertently in a
remote area. This is rarely needed, but
its presence aboard is comforling to
pilots and organizers alike when flying
over desert regions.
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GLIDER PILOTS’ MEDICAL STANDARDS

By PHILIP WILLS, VICE-PRESIDENT CIVV, Fal

AT a meeting of the General Council
of the Fédération Aéronautique
Internationale, held last November in
London, 1 proposed that their Medical
Committee should examine the possibility
of putting forward a case to ICAO for
a lowering of the medical standards at
present recommended for different cate-
ories of sporting aviation. The General
ncil expressed unanimous support.

I had hoped that the BGA would have
beecn able to write a supporting paper in
time for the next meetings of the FAI
Medical Committee and CIVV in early
March but, unfortunately, there was not
time. So, in order to avoid wasting pos-
sibly another yecar before the next
General Conference, in 1970, 1 wrote one
myself, and this was submitted to both
Committees. It has been endorsed, and
1 believe will now become FAI policy,
and will be recommended accordingly to
ICAO.

We may hope, therefore, that in due
course ICAO may relax some of their
current recommendations. In the light of
the facts now established, gliding bodies
in those countries where quite severe
standards are currently imposed should
surely be able to convince their authori-
ties that they may be relaxed.

In the ensuing month, I have been
able to complete further investigalions
— with the help of John Ellis and others
— and have further developed the case.
The following is, therefore, the paper
submitted to FAI brought up to date.

* - *

In regard to medical standards for
glider pilots, at the present time a large
discrepancy exists between nations. In
the UK and the USA, no official stan-
dards are imposed, whereas in many
European countries — and possibly else-
where — quite rigid standards are re-
quired officially.

Both in the UK and the USA, how-
ever, sufficient research has now been
done, and statistical evidence obtained,
on which to found an unanswerable case
in this matter.

The March, 1965, issue of Aerospace
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Medicine published a paper by Dr. R. L.
Wick, Flight Surgeon of the Research
Branch, Research and Education Divi-
sion, Office of Aviation Medicine, Federal
Aviation Agency, titled “A Five-year
History of Sailplane Accidents”. This
paper was re-published in the June, 1965,
1ssue of Soaring.

_ Extracts from this paper are recorded
in Appendix 1. It is based on a total of
12 fatal accidents and approximately 110
serious accidenis reported in the USA
over a period of five years,

In most countries — including the UK
— cerious glider accidents have to be
investigated by the official Ministerial
body concerned. In the UK, however, the
major responsibility for safety is dele-
gated to the British Gliding Association.

In the field of accidents, remedial
action can only be securely founded on
an analysis, not only of serious acci-
dents but of all accidents and near-acci-
dents (or incidents). This is because, after
an initial mistake or failure, it is often
pure chance whether a fatal, serious or
minor accident — or even no accident
at all — ensues. If, therefore, an incident
is reported, remedial action can often be
taken in time to prevent a repetition and
thus avoid a subsequent serious accident.
By achieving a high standard of self-
discipline amongst its pilot members, the
BGA has managed to get them to report
a much larger number of such minor
accidents and incidents than, probably,
in any other country in the world, and
thus can produce statistics more informa-

SMITH & JONES
CHARD, SOMERSET
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OVERHAULS
C's OF A
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tive and accurate than are available else-
where.

The following table shows the total
civilian launches carried out in the United
Kingdom over the 10 years 1959-1968
inclusive, and the number of accidents/
incidents reported and analysed each year.

Civil Launches Accidents/
on Club Sites Incidents

1959 121,196 90
1960 122,557 84
1961 139,826 70
1962 163,313 113
1963 152,676 79
1964 170,535 92
1965 183,527 98
1966 204,881 102
1967 195,610 106
1968 218,358 104
1,672,379 938

Of these 938, 180 accidents were

sufficiently serious to be legally report-
able. This is a good measure of the degree
by which the BGA analysis forms a
reliable basis for accident prevention
measures as compared with anpalysis
based on accidents officially reported.
Four of these accidents/incidents had
a conceivable medical causation, of which
two were suffered by pilots holding PPL’s,
with the official medical standard in-
volved, The medical deficiency discovered
in the other two accidents would not have
been detected in a PPL medical examina-
tion. (See Appendix 2.)

Dr. Wick’s paper concludes with the
words *. . . there is no evidence to
indicate that requiring (glider) pilots to
possess medical certificates would lower
the present accident rate.”

The BGA analysis of over 900 acci-
dents/incidents arising from over. 1.67
million flights gives a sufficiently large
stalistical base on which further to
strengthen this conclusion. There is now
positive evidence to show that the imposi-
ton of medical certificates for glider
pilots is unneccessary. Any such imposition
simply restricts development and ex-
pansion of gliding with no compensat-
ing reduction in the accident rate.

The tendency amongst Ministerial
Medical experts throughout the world is
to shut one’s eyes and dream up possible

medical causes of future accidents and
then to try and impose medical checks
and restrictions to avoid their possible
future occurrence.

The correct attitude, I submit, is the
reverses — to investigate and analyse
closely the actual occurrences over the
past ten years, and draw conclusions
from the facts thus revealed. These facts
are now virtually established — no medi-
cal certificate is necessary.

Unfortunately, this is not the end of
the problem. Hard as we try, neither
Ministries nor the public can be made
to realize that a sport involving the use
of the air is no different from one taking
place on the sea or on land. Although
no Ministry requires medical certificates
for underwater swimming, ski-ing or
mountaineering, the ordinary man takes
it for granted that some standard should
be required before a man is permitted to
fly. It would, in fact, be immensely more
sensible if medical standards were im-
posed for the issue of a car driving
licence,

Under pressure, the BGA has accord-
ingly been requiring certain minimal pro-
cedures, particularly for instructors and
pilots carrying passengers. It is currently
engaged in up-dating these requirements,
and 1 shall advise you of these in due
course,

Appendix 1

“The hazard which a sailplane presents
to persons on the ground is also one
which must be considered. The following
study covers a period of five years and,
although more glider flying has been
done during this period than during any
similar period in the past, there is no
incident which involved injury to any-
one on the ground. Property damage
during this five-year period was limited
to several telephone wires which were
inadvertently pulled down, a number of
fences — mostly in the vicinity of air-
port runways — which were also knocked
over, and one outhouse which had its
door knocked from its hinges when a
glider came to rest with the nose just
inside the doorway. The risk to persons
and property on the ground from sail-
plaining is apparently negligible. |

“It is significant that, for a training
flight in a powered airplane during early
phases of pre-solo training, one hour is
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used as a standard instruction period. A
student may make as few as one take-
off and one landing during that time,
particularly if airwork is practised during
the hour. In a sailplane, however, a flight
of ten minutes or less is common. There-
fore, per hour of flying, the number of
take-offs and landings is much higher in
the sailplanes. This is reflected in the
Civil Aeronautics Board figures for acci-
dent rates. Single-engine airplanes have
approximately 40 accidents per 100,000
flying hours, while for sailplanes the
rate is approximately 64. However,
fatality rates show a different relation-
ship. The rate for these is 3.41 and 2.56
respectively. In fact, the fatality rate for
sailplanes is lower than for any other
type of aircraft except multi-engine fixed-
wing airplanes, which have a rate of
approximately 2.05 per 100,000 flying
hours, Sailplanes are largely flown by
amateur pilots and multi-engine airplanes
generally are flown by professional
pilots. The trend seems to indicate that
sailplanes are far safer than any other
type of flying by amateur pilots.

“In view of the vicissitudes of sailplane
flying, a question arises concerning the
medical status of the individuals involved
in fatal accidents. As will be seen in
Table 1, most of the fatal accidents hap-
pened to pilots who did have medical
certificates. (Actual figure seven out of
12 accidents.) Post-mortem examinations
were performed on only two of the pilots
involved and neither of these revealed
any evidence which might point to
physical incapacitation on the part of
the pilot. Ample causes for the accidents
were demonstrated.

“In a recent letter sent to all airmen
in the United States, the Administrator
of the FAA pointed out that 68 per cent
of all accidents were caused by faulty
flying technique and 31 per cent were
caused by careless or reckless operation.
This leaves only 1 per cent of the acci-
dents which can be attributed to either
a mechanical failure or physical incapaci-
tation on the part of the aircraft or
pilot, respectively. Therefore, in the en-
tire five-year period only one would be
expected to have been a result of a
physical deficiency of the pilot. It is
doubtful if requiring physical examina-
tions of almost 1,000 pilots for those
five years would be worth the effort, since

it is by no means certain that the physical
examinations would have prevented the
one expected accident among glider
pilots. Furthermore, since we are really
speaking of the glider pilots without
physical examinations, the time period
could be extended to as long as 20 years.”

Appendix 2 .

During the period of 10 years, in which
over 1.67 million civil glider flights took
place in the UK — resulting in over
900 accident/incident reports — there
were four fatal accidents with a “medical”™
content.

The following table gives the details:—

Nature of Disease Medical Standard
1 Epilepsy PPL
2 Coronary artery ds.sesit)s;

3 Coronary artery disease
Service officer
4 Coronary artery discase
BGA declaration

In relation to Nos. 3 and 4, the evi-
dence available indicates that examina-
tions to PPL standard would not have
revealed either defect. In none of these
four cases can it be said that the medical
defect was the cerzain cause, but that it
was a probable or possible one.

In the classes of accidents/incidents
other than fatal accidents, there were no
reported cases indicating medical causa-
tion. This does not, of course, prove that
medical causation was entirely absent,
but simply that it was not detected.
However, any such cases must have been
very few,

“THE THEORY OF MODERN
CROSS COUNTRY GLIDING™

The most advanced book on the subject,
now available in English.

(Translated from German)

A MUST FOR EVERY SAILPLANE
PILOT £1.5.0. post paid
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N.I. Gliding Kiwi,
P.O. Box 487,
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THE HP-15

By DICK SCHREDER

Following the introduction in our last issue of two new Open Class
sailplanes — Nimbus and Sigma (under construction) — we now
present the latest development in Standard Class design,

W]TH the new Open Class sailplanes
going to 21 metres (British Sigma)
and 22 metres (German Nimbus and
SB-9), it appears that flying in this Class
may soon become as awkward and ex-
pensive as participating in the America’s
Cup Race and the pilot of limited means,
muscle and acquaintances is consequently
going to be forced to fly and compete in
machines of reasonable size, weight and
cost. The recent liberalization of Standard
Class Rules to permit retractable land-
ing-gear and fixed-hinge flaps now makes
it possible for designers to build simple,
low-cost sailplanes with outstanding per-
formance.

The HP-15 is probably the first sail-
plane to be designed to the new Standard
Class Rules, Its superior performance is
provided by an aspect ratio of 33:1,
with an all-metal wing of 15 m. span. The
high wing-loading of 8 Ib/sq, ft. at 600 Ib.
gross weight yields high-speed perform-
ance unobtainable hitherto in 15 m.
designs, The high aspect ratio and low
span-loading, combined with a new high
maximum lift aerofoil — Schreder 69 180
— with fixed-hinge flaps and drooping
ailerons, allow the HP-15 to circle at
normal speeds but at lower rates of sink
than those of most current Standard
Class sailplanes.

Construction of the 23.2 ft. long fuse-
lage and V-tail follows conventional HP-
11, 12 and 14 configurations, except that
the 1 inch square steel tubing cockpit
framing has been replaced by aluminium
tubing. The retractable landing-gear —
utilizing a 500 x 5 wheel — has hydraulic
shock-struts, and spring-loaded elevator
trim, together with anti-balancing tabs,
has been incorporated to provide adjust-
able control-stick loads. The tailwheel is
steerable for easy ground handling and
a flap-handle wheel brake is fitted. The
outstanding feature of the HP-15 is that
of its wing construction, in which all
bending loads are carried in very heavy,
rolled-to-contour wing skins. Each panel
contains only three ribs, a plastic lead-
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ing edge, two skins and two bent channel
spars; the normal interior structure is re-
placed by high quality ureathane foam
blocks, which completely fill the cavity
enclosed by skins and spars. Assembly
labour is thereby reduced drastically to
about that normally required to produce
a main spar.

The flaps are simple structures 4 ft.
long of bent aluminium sheet and tri-
angular prisms without framing, other
than a rib at each end. The flap panels
are attached with piano hinges to the
bottom of the rear spar and are driven
torsionally from the fuselage end. The
ailerons are of similar construction and
mounting, and are driven by push-pull
tubes supported by guides attached to
the aft sides of the rear spars; these tubes
are readily accessible by lowering the
flaps.

A very ingenious method of securing
the two wings together makes use of two
curved 1 inch diameter pins, which pass
through holes in interlocking fingers
riveted both to top and bottom skins
across the root of each wing panel. Flap
drive and attachment of wings to fuse-
lage is automatic when the wings are
brought together, The wing and tail fair-
ings are attached permanently to the
fuselage. Folding of the tail surfaces is
accomplished by pulling two Iower
spring-loaded tapered pins into detents.

Assembly and disassembly from or
into the trailer can be carried out in
under five minutes. The wings are sup-

rted on carts and the fuselage on a
dolly, all of which are on wheels and
engage automatically when pushed into
the trailer. The trailer is all aluminium,
designed for construction to be as simple
as possible and weighs 550 1b. completely
equipped with retractable tow-hitch,
lights and colour-coded, easily-connected,
quick-disconnecting  wiring  harness.
Wheels and tyres are matched to the
owner’s car.

Both the HP-15 and its trailer are
designed for easy assembly by the home



builder with only hand tools, drill, rivet
gun and air compressor, construction
time being estimated at 600 and 100 man
hours each. Kits will be made available
for both sailplane and trailer, priced at
$2,995 and $695 respectively,

Max. L/D ratio
Min, sink

45 at 47.7
1.6 ft/sec. at 39

L] L L

STANDARD CIRRUS :—The Schempp-
Hirth Standard Cirrus has recently been
test flown. The results in performance
and flying characteristics were fully up

Calenlated performance Knots (5 expectations and the construction of
Design speed 156 the moulds for fuselage and wings has
Max. speed, smooth air 130.2 been taken in hand at once so that
Max. speed, rough air 104.2 deliveries can commence at the end of
Max. speed, aero-tow 104.2 1969. The price, without instruments, will
Max. speed, winch/auto-tow 78.15 be DM 22,000, ex-works. We hope to
Stalling speed, no flap 39 include a pilot’s report on this machine
Stalling speed, full flap 303 and the HP-15 shortly.
HP-15 SPECIFICATIONS
Span 49.2 ft. Ailerons — fixed hinge +15°—5° flap match
Length 23.2 ft. Area — wing 75.0 sq. ft.
Height at tail 45 in. Area — flaps 124 sq. ft.
Cockpit width 42 in. Area — ailerons 4.6 sq. ft.
Cockpit height 33 in. Area — stabilizers 7.0 sq. ft.
Dihedral ek Area — elevators 5.0 sq. ft.
Incidence < I Weight — empty 330 Ib.
Twist 0° Weight — gross 600 1b
Taper ratio =% | Weight — wing panels 90 Ib
Flap — fixed hinge -+90°—5° Weight — fuselage and tail 150 Ib
HP-I5 4
{— |
= = o eee—

e ——E—
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WALK! RUN!

By JOHN NEILAN

RELEASE!

CRUNCH!!

To mark the 40th year of existence of the British Gliding Associa-
tion, we are publishing a series of personal reminiscences of the
earliest days of organized British gliding. John Neilan, who
eventually became a commercial pilot as well as a soaring expert,
here describes how he began, and his encounters with a character
who was extraordinary even by gliding standards.

MY first sight of gliding was the
demonstration arranged by the Scar-
borough Gliding Club in 1930, when
Robert Kronfeld and Carli Magersuppe
were launched on the cliff top at Scar-
borough, Castle Hill. It was spectacular,
for Magersuppe, who was launched ﬁrst.
got caught in the curlover, and ri

an aileron gap strip off on the -top
fence. He did, however, maintain con-
trol, and landed in the sea beside the
Mannc Drive, where he was rescued by
a fishing coble. Kronfeld was then
launched and, apparently realising that
this was a big mistake, managed to slew
round to the left before reaching the
edge, and finished up amongst his
frightened launching crew. I don’t know
what the general public thought of all

this, but I didn't class myself as one of
them, for I knew from the pages of The

Sailplane that gliding held out far greater
rewards for those few who could master
the air than just crashery in front of
crowds.

Later that year the Sunderland Glid-
ing Club was formed, mostly through
the energy and keenness of Don Hart-
ness, and we bought a Cramcraft Primary
glider from the Cramlington Aircraft
Co. An enthusiastic pilot from the New-
castle Aero Club became our instructor,
and I can well remember the form. A
pupil would be strapped on — not in
— and shown which way the controls
worked, a wingtip being waggled to simu-
late the expected response to movement
of stick and rudder bar. He would then
be launched. If we were lucky he slid
along the ground, but control of the
strength of the launch left something to

be desired. The nnlucky one would sud-

Slingsby Falcon of the type flown 13} miles from Harrogate by Mungo Buxton.
(Photo by A. E. Slater)
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At the first International
Contest in 1937 on

the Wasserkuppe.

John Neilan in the King
Kite, talking 1o

John Sproule, Joan Price
and Jill Lawrence.
(Photo by A. E. Slater)

denly find himself airborne, freeze on to
the stick, and stall. The musical twang
of breaking landing-wires would be fol-
lowed by the booming voice of the in-
structor: “Gather round, chaps, and I'll
tell you what he did wrong.” In due
course, after too many of these *“acci-
dents”, the few enthusiasts left told him
what he was doing wrong, and, inspired
by Lowe-Wylde, adopted auto-towing,
building a nacelle to enclose the pilet,
and fitting a pair of doughnut wheels.
In this way we began really to get
some self-taught gliding, but there were
so few of us left that we could not con-
tinue much longer. Our tow-car, inci-
dentally, was a Rolls-Royce converted
into what would now be called a pickup.
Petrol was about 1s, a gallon, or about
3d. a launch.

While studying at Newcastle, 1 man-
aged a few slides with an enthusiastic
group at South Shields, who had made
their own Primary from plans in an
American magazine. It was called the
Rhon Ranger and was quite a good
trainer, but we operated in a flat field,
and had to limit flights to about a
hundred yards.

Later I joined Eric Addyman, who
had formed the Harrogate Aircraft Club.
My first memory of him was at a demon-
stration at Saltersgate, on the moors be-
tween Whitlgy and Pickering, a lovely
place, but with a wicked northerly near-
gale blowing. Shortly after being
launched, he was tossed by a gust, which
caused him to leave the seat, his safety

belt — tummy type — sliding up the
front “gatepost”, if I may describe it so,
of his (Dickson?) Primary glider, so that
his feet came off the rudder bar, In the
subsequent serious crash he broke both
legs and practically severed his right
hand. About six months later, this amaz-
ingly tough man walked from Harrogate
to Askam-in-Furness, a distance of about
70 miles of hilly country, to watch the
BGA meeting there! The outstanding
flight of that meeting was a hill-soaring
distance of 13} miles by Mungo Buxton
in Slingsby’s Falcon.

Back in Harrogate again, Addyman
soon completed a light-wind soaring
machine of his own design, called the
Zephyr, similar to, but not the same as,
the Hols der Teufel type, and with this
he organised a series of expeditions to
explore many of the soarable hill sites
in Yorkshire and the Lake District.

I well remember cycling from my home
at Seaham, Co. Durham, to meet him
near Ingleby Greenhow, on the North
Yorkshire moors. There he was on the
road, by himself, with the Zephyr on an
open trailer. We tied the tow-bar to the
seat pillar of my bike and continued
walking towards the hill. Thankfully, we
were soon overtaken by a man driving
a horse and trap, and Addyman soon
had the trailer hitched to the step of the
trap for the long pull up the hill. This
was his normal method of getting his
machine about the country — one would
find it parked on the roadside with a
large notice saying “ Tow WANTED".
sometimes accompanied by a collecting
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EIIUEH PILOIS—keep in touch by using the
Q Q‘Bantam‘ two-way radiotelephone

PORTABLE — LIGHTWEIGHT — IDEAL FOR AIR-TO-GROUND COMMUNICATION

* Weight only 4 Ibs.

* Fully transistorised

*¥ High Performance

% Air Registration Board Approval
* Long Endurance

¥ Weather proof

PYE TELECOMMUNICATIONS LTD

CAMBRIDGE, ENGLAND.

TELEPHONE CAMBRIDGE 61222

TELEX 81166

192




Tk

An early primary glider — the Dagling, (Photo by A. E. Slater)

tin for contributions. Talk about operat-
ing on a shoe-string!

If 1 remember rightly, the club subs.
were 6d. per week, and those taking part
in expeditions took their own tents and
fodder. If enough spectators could not
be gathered together to form a launching
crew, he would soon manage to borrow
a horse from the nearest farm. The usual
form was for Addyman to be launched
from the top of a likely site, but I can’t
remember him ever landing back on top.
The next thing would be that the glider,
having landed in a field, would be seen
signalling by wing-wa,%gling. We had a
code of signals for such important mess-
ages as “I am going home”, “bring
grub”, “bring trailer”, “glider bust” and
“horse wanted”. It was very hard work,
but it was good fun and, although the
airborne time was often measured in
seconds, it must be remembered that,
awag _from Dunstable, then the Mecca
of British Gliding, there were very few
C pilots in those days. If the machine
were O.K. and the field big enough, the
helpers would be given slides or short
hops to reward them for their toil. I
think that in about two years I person-
ally achieved less than 5 minutes total

in the Zephyr. I didn't keep a log book
in those days.

I hope I have not given the impres-
sion that this was all wasted time and
effort. Addyman's enthusiasm for gliding,
and his energy and leadership, were an
inspiration to many young people. He
knew how to run a club at absolutely
minimal cost, and made an initiation to
gliding available thereby to many who
could not otherwise have afforded it. The
slowness of progress in those days was
really caused by the methods we had to
use, the bungy-launching of Primaries on
usually far-from-ideal sites, with the blind
leading the blind as far as instructional
know-how was concerned, The introduc-
tion of auto-towing, winch-launching and
two-seat trainers made a tremendous
difference by extending the time in the
air from mere seconds, and enabling the
instructor to correct fnults before they
led to crashery. It was only the very few
“natural” pilots, or those who could al-
ready fly aeroplanes, who achieved much
success with solo training methods, But
the struggle was worthwhile, particularly
for the friendships made during it, and
the hardships and frustrations must, I
suppose, have been good for the soul.
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TO JETTISON DISBELIEF

By “DUNSTABLIGHTER"

HERE'S one thing to be said for

meeting the rotor of a wave after a
smooth half-hour of soaring — it thaws
your feet out marvellously when you start
whacking ailerons and rudder in all direc-
tions at once. Mind you, I couldn't really
complain about the cold. I hadn't been
expecting any lift at all from a flight
which was to develop into the most
educational of my life.

The place was Portmoak, time — Sun-
day morning, 9th March, weather —
sunny, wind — N to NW at two knots
gusting five, and the prognosis — ther-
mals in the afternoon, perhaps.

At about 10 o'clock there was a long,
straggling queue of gliders waiting not to
take-off, since nobody believed that there
would be wave in such a wind, but a club
Capstan climbed away on aero-tow.
People watched it vaguely, waiting for
it to confirm our suspicions by landing
quickly. An SHK took off and then,
slowly, it dawned on pilots that the Cap-
stan wasn't coming down at all, Then the

The 17 metre ‘Hot Ship’ at a
realistic price

Write to:

DM 23.990 ex works

We have purchased a limited quota of machines for early
delivery and would welcome your enquiries. We would also
be pleased to let you fly our own Phoebus 17.

JOHN DELAFIELD or RICHARD FEAKES

SHK radioed back to say that it was at
3,400 ft, climbing steadily. Suddenly,
everybody wanted to take-off. I was
about fourth away in the Ka-6crk — vin-
tage 1964, a good year — and was waved
off at 2,500 ft. just downwind of the
Bishop. There was wave there, weak but
steady, coming off Bishop Hill itself, so
I worked it to 6,000 ft., my feet getting
colder and colder, until I lost it or it
petered out. I had noticed one or two
other machines making exploratory
forays towards the Ochills, a range of
potential wave-producers to the north-
west of Portmoak, but all had returned,
obviously without finding anything.
Aware of some puffs of thermal-in-
duced cumulus forming far below me, I
ventured upwind towards the steepest
looking part of the Ochills, arrived at
about 4,000 ft., and hunted around just
downwind of the summits. I found a very
weak wave, climbed a few hundred feet
somewhat lackadaisically, then decided to
head upwind north-west over the summit

DEBUS

HIGH
PERFORMANCE
SAILPLANE

clo Box S.G. 316, CHEIRON PRESS LIMITED |
5 CRAWFORD STREET, LONDON, W.1
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for no real reason—just bored. I passed
through the weak wave area, which was
as smooth as they say in the text-books,
then hit some severely turbulent lift as
rough as rotor is said to be in the text-
books. I bored on upwind through this,
expecting — still according to the text-
book — to hit a nice strong smooth wave
and wondering, meanwhile, why I hadn’t
passed through the sink of the rotor
before hitting the lift. 1 soon found out
why — after a short period of more or
Jess straight and level flight 1 hit the
sink, which was as rough as the lift. 1
didn’t like it, made a smart 180° turn to
the south, and sought the comfort of my
nice smooth wave while 1 tried to work
out what was wrong. The sequence of
smooth lift, turbulent lift and turbulent
sink was classic for a wave system —
but only if the wind were southerly and
not northerly. Perhaps it might be at this
height, and the whole thing could be a
secondary wave generated by a hill to
the south. The only possibility was
Benarty, just south of Portmoak, so 1
headed back there but found nothing.

Later, Ansgar Sambale, Portmoak’s
professional instructor, said that the
phenomenon could have been the result
of a wind-shear — Lesson One.

By this time, there were at least a
dozen gliders soaring in the Bishop's
wave at about 5,000 ft. I worked my
way up to them. Cumulus development
was quite marked by now, with shallow
puffs sprinkled over Scotland as though
somebody had splashed milk on a 4-mil-
lion map. A number of the gliders were
making big, waffly circles rather than
flying along a beat and, as I got near to
them, I found that the air was no longer
smooth, It was choppy, with little areas
of lift here and there — like any sum-
mer's day with thermals popping.

I pushed the idea out of my mind.
Ridiculous! We were way above any
thermal activity. Wandering about with
the rest of the mob, I marvelled at the
radio silence, so rare on a soarable day
in the south of England, and gained a
little height in the process, After a while,
I hit a very strong 4-6 knots up-current.
It felt just like a thermal. I chucked
disbelief out of the clear-vision pann;i:
stuffed the wing down, cranked the Ka-6
round in the core and we went up better
than we usually do back at Dunstable.

Soon there was a whole gaggle climbing
in the “thermal” while below, no doubt,
some of the poor little cumulus stuck at
3,000 fr. wondered why rhgy couldn’t
get as high as we, I broke off my climb
at 6,500 ft., feeling nice and warm in-
side — but very puzzled, Local opinion
was that the “thermals” were due to the
wave breaking up. Lesson Two — and
quite enough for one flight.

HOW HIGH CAN CU-NIMS GO ?
TO assess the likelihood of supersonic

airliners encountering cumulo-nim-
bus tops at their expected flying heights,
Arthur J. Kantor and Donald J. Gran-
tham (U.S. Air Force Research Labs,,
Cambridge, Mass) took daily records
over three years at 31 radar stations
whose 57-cm, radars could each detect
cloud peaks up to 70,000 ft. within a
100-mile radius.

Results were that, within 100 miles of
any point in Florida, one would expect
to find one cu-nim cloud extending to
over 33,000 ft. for 55% of the time; and
in the lower Mississippi Valley in July
and August, at least one cu-nim reaches
60,000 ft, for 4% of the time within a
radius of 100 miles.

Their frequency decreases northwards
and is greater on the east coast than the
west, The danger is not only from tur-
bulence but from cloud particles hitting
the leading edge of the wing at super-
sonic speeds.—Science Journal.

At a conference held in London some
years ago, reports were given of tropical
cu-nims very occasionally going up to
70,000 ft.

As to wave clouds, the rarely-scen
“mother-of-pearl clouds” are at an aver-
age height of 75,000 ft. AES

GLIDER MEETING IN BELGIUM

N 8th June, 1969, at Balen, the

largest centre for gliding in Belgium,
the Aero Club “Keiheuvel” is organizing
an air meeting and invites participation
by British pilots — particularly those
able to perform acrobatics. Those inter-
ested please notify the Secretary, Mons.
van den Nieuwenhuyzen, Peperstraat 11,
Retie, Belgium.
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Airtour CRP-8 Computer

high and low speed scale,

The construction of the CRP-B has been
reduced to the simplest possible method, very
light and very thin. It has been designed to
meet the requirements for the Glider Pilot and
Helicopter Pilot, both who require one hand
operation made possible by the wind arm. With

Accuracy to the highest standard. £1 19s. 6d.
A '

ey
fitie | r;vl

Airtour PT-4 Protractor

The Tricolore Instant Pro-
tractor is designed for quick
reference to glider heading
and plotting on topographical
charts, embodies nautical and
kilometer scales and quad-
rantal rule. This Protractor is
widely used and is especially
suitable for glider pilots. 10s.

KB-3 Glider Knee Board

Originally cesigned for the
World Championship, 1965,
They are now used extensively
for Glider Competition work
and cross country flights,
made of white P.V.C. with
valcro straps, pencil holders
and sharpeners supplied with
Glider Flight Log. £1 15s,

BRITISH MANUFACTURERS OF FLYING AND NAVIGATIONAL EQUIPMENT
AIRTOUR PRODUCTS - DISTRIBUTED BY AIR TOURING SHOPS LIMITED - ELSTREE AERODROME - BOREHAM
WOGOD - HERTFORDSHIRE. TELEPHONE: ELSTREE 4870
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ENTRIES OPEN CLASS

ENTRIES STANDARD/SPORT

NATIONALS CLASS NATIONALS
Lasham 17-26 May Dunstable 7-15 June
; H'cap. Comp. H'cap.
Cﬁ!:? Pilot(s) %p Sailplane No. Piloi(s) 9% Sail p!‘afte
12. Hood, L. S. 102 Olympia 463
4. Ka})n. W.A.H. 90 Dart 17 22. Zealley, T. S. 9% Ka-6E
9.Ellis, C. A. P. 100 Skylark 3 24. Williamson,J.S. 90 Dart 17r
10. Scott, P. M. 80 BS-1 26.St.Pierre, A.H. 96 Ka-6E
19. Burns, Anne 82 Cirrus 29. Gough, A. W. 82 ASW-15
20. Carrow, D. D. 90 Dart 17r 52. Williams, D. W. 100 Skylark 3
24, Plumb, F. A. 90 Dart 17r 68. Withall, C. L. 90 Dart 17r
25, Gough, A. W, 86 SHK £6. Staines, R. 96 Olympia 419
26. Waller, F. F. 9 Ka-6E 107. Cardiff, J. D. 106 Ka-8e
27. Greaves, C. M. 86 SHK 108. Atkinson, G. B. 90 Dart 17r
36. Watson, B.B.C. 98 Skylark 4 109. Zotov, D. V. 96 Ka-68
38. Williamson, J.S. 80 Diamant 18 10-Jeffries LR, _ 110 AS-K 13
40. Fitchett, B. 82 Cimus 116. Smith, N.W. 110 AS-K 13
44, Warminger, A.H, 78 Phoebus 17 133-Haie R J : 100 Skylark 3
g6 Dialletvt 3 Al Japcure V.G 9 Dart 178
6. Bird, M. 20 Dart.1n 151. Garrod, M.P. 82 AS-W 15
72. Evans, J. 96 Olympia 419 177, McMullin, T. A.
82. Jones, R. 82 Cirrus and Fairman, M. 96 Ka-6E
86. Hogg, H.J. 96 Olympia419  191. Somerville, A. 96 Ka-6E
87. Brownlow,J. B. 96 Olympia419 206, Goldsborough,
90. Marriot, S. H.C. 86 SHK 1.B. 112 Sky
102. Cousins, R. 90 Dart 17r 2222 {’_gbum, Dkw_ gg ?c?-lﬁark 4
108. Simpson, C. R. 90 Dart 17r - Harrison, K. A. E
150. Foot. R. A. 100 Skylark 3 264, Greaves, C. M. 96 Ka-6E
174. Goodhart, H.C. N. 86 SHK 282. Keogh. B. 96 Ka-6e
197. Ellis, J. J. 96 Ka-6E ;ég gc“{all. ;1- Wa 96 Ka-6e
202. Dimock, H.R. 80 Diamant 18 R TR, 10024 ek
260. Pozerskis, P. 82 Cirrus 345. Stevenson, J. N. 100 Ka-6¢cr
263. Austin, D. G. 96 Ka-6e 348. Goldney, P. and Oly. 463
264, P!.I.I'die. P. G. 96 Ka-6E Welsh.I. H 102
272. Cal'dl.ﬁ, ) 6 72 ASW-12 355. OI'ITI.C. H. Bl 100 Ka-6CR
301. Brook, G. F. 102 Olympia 463  356. Morrison,S. A.J. 100 Ka-6cr
329. Paddick. G. R. 90 Dart 17r 361. Burton, G. E. 90 Dart 17r
367. Burton, G. E, 86 SHK 368. Stanley, J. H, 98 Skylark 4
368. Hanson, D. F. 96 Ka-6E 379. Tanner, L.LE.N. 96 Ka-6e
379. Tanner, L.E. N. 96 Ka-6E ggg ghet‘::cr. .I'l. I\'i’ % Ezgz
389, Wilki o . Strachan, 1. W, a-6E
i o el TS 407, Livesay, M. H. 100 Skylark 3
415.Tull, V. F ; 420. Lane, P. D. 100
o 2 80 Diamant I8 4 K
427. Redman, S. J. 86 SHK 33.Shepherd, E.G. % Ka-6e
432, Innes, D. S. 86 SHK 436. Smith, M. J. 90 Dart 17r
454, Deane-Drummond,
454.1Ince, D, H. G. 96 Ka-6r A.J. 9 Ka-6e
457. Marlow, T., and 470, Brisbourne, R. 90 Dart 17r
Bellew,J,B. 96 Ka-6E 494. Watson, A. J. 96 Ka-6
470. Lovell, C. D. 90 Dart 17r Innes, D. S. 9 Ka-6E
477. Day, C. G. 90 Dart 17r 10, Scott. P, M.
Handicap in the Open Class applies only  Provisional entry list — correct as at
for Nationals Entry List purposes. Ist May.
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A WEEK AT WAIKERIE

By DAVID RYDER-TURNER

NO doubt many of you will have
noticed the advertisement in S & G
inserted occasionally by the Waikerie
Club; some, perhaps, will have wondered
what sort of show it is, way out in the
Colonies, but those who have scanned
the list of aircraft available would have
realized that this club is alive and up-
to-the-minute in its equipment. Even so,
I doubt if anyone whose experience is
limited to Europe would be prepared for
the conditions which exist in this part
of the world. Ground temperatures in
summer are high — frequently over the
century mark — and thermals abound,
with cloudbase level often at five, six and
even ten thousand feet. Close to the
Murray River lie the irrigation settle-
ments, with plantations of citrus fruits,
apricots, peaches, nectarines and the
ubiquitous grape but, far away from the
limits of irrigation, are league upon
league of huge flat paddocks with wheat
or sheep according to season and loca-
tion — no real problem for landing-out,
but a long hike to the nearest telephone
or road,

Having had a taste of gliding about
four years ago, I was anxious to come
to grips with it more fully, but the oppor-
tunity did not present itself until this
summer, when, urged by the Club’s ad-
vertisement, I made arrangements to join
the course at Waikerie from 13th to 18th
January. We have no gliding in Tas-
mania, where I live, so the trip involved
a journey each way of over 700 miles by
road, together with an overnight ferry
across Bass Strait. However, it was worth
it, as I managed to take in the last two
days of the National Championships at
Renmark, where 1 made the re-acquain-
tance of Richard and Mardi Gething and
other members of the Mildura Sunraysia
Club, first met four years ago. The gliders
assembled for the competitions
Libelles, Diamant, Cirrus and Foka, not
to mention a host of Ka-6's, Boomerangs
and others — were an eye-opener after
the Kookaburra and Ka-7 I had en-
countered previously. Richard introduced
me to Bob Rowe, President of the
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Waikerie Club, as well as my future
instructor. Although Bob was flying the
Libelle on the last day and was under-
standably busy, it is typical of him that
he should go to the trouble of organizing
a flight for me in the Club's Blanik,
which they had brought to the comps.

This was my first 1aste of real soar-
ing, Geoff. Horwood, of the Port Augusta
Club, took off, demonstrated the stability
of the Blanik, and then headed us into
4-5 m/sec. lift straight up to over
4,000 ft. We were amused to see a couple
of competing craft scratching around at
about 1,000 ft. less than a mile away; if
they had lifted their eyes from their
instrumenits the chums might have seen
the possibilities of joining us. After half-
an-hour we went down so that Peter
Martin could take advantage of the con-
ditions to get his 5 hours for the Silver
— which he did, sucking oranges, listen-
ing to his transistor and getting a numb
rump.

The final get-together and prize-giving
that night was huge fun. What with
Waikerie winning the Team Trophy and
John Rowe — Bob’s son — being Aus-
tralian Champion, the Club had brought
home the bacon yet again.

Quite a mixed group arrived at
Waikerie at the weckend for the course,
among them being Peter M., a Com-
mando officer from Singapore; Peter C.,
a Ph.D. student from Monash University;
Gordon, an electrical design engineer
from Hobart; Bruce, a research scientist;
Dick, a Roman Catholic priest from Wal-
gett, who has his power licence and many
hours in gliders, and who delighted all
of us with his humour and humanity;
and Wendy, who, with her father, Alec,
had flown down from Port Macquarie in
Alec's 1928 Klemm, which he had re-
stored himself — a wonderful old aircraft
with a most entertaining owner who, in
the cool of the evenings, would perform
the most outrageous things with his
plane. Finally, there was your scribe, a
46-year-old schoolmaster who should
have known better, but who takes com-
fort from the fact that Peter Scott also




started gliding at that age — although I
fear that that will be the limit of coinci-
dence.

Methods of instruction do not, I sup-
pose vary very much, but at Waikerie
they believe that it should be given in
high-performance aircraft like the Blanik,
that so much time should be spent in the
air, and that when a pupil is ready he
should progress to the single-seaters as
soon as possible. Launching is by aero-
tow to about 2,000 ft., so that, with the
prevailing conditions, flights are of a
reasonably long duration, thus giving
ample opportunity for the pupil to
settle down and to accustom himself to
the surroundings.

How I love that Blanik! Stable and of
excellent performance, it is a good type
to learn on and a lovely one to fly. My
two instructors, Bob Rowe and Bob
Martin, were a perfect complement to it
— tolerant, understanding, highly compe-
tent and good company. One afternoon
the Blanik had taken us up to about
10,000 ft. in nice steady lift of about
3 m/sec. “I'm tired of this going round
and round,” I said to Bob Rowe. “Let’s
go and have a look over the vineyards."
“Right,” said Bob, “straighten up on this
course and we'll have a look at Hardy’s.
Trim for about 50 . . . that's better . . .
now that's the vineyard by that cross-
road with the line of trees.” One couldn’t
help feeling relaxed and confident with
him, “See how the river channel winds
- .+ . you've got too much bank on , ..
that's better . . . these flats sometimes
give some good lift. There's the Boome-
rang in our thermal."” We discuss fruit-
growing, pesticides, gliding angles, wine-
making, World Championships, barbe-
Cues . . . yet never once did I feel that
Bob’s concentration on my flying was
ever lifted. The result was that when he
said to me one afternoon, *“Like to go
by yourself now?”, I felt absolutely no
Qualms but a quiet confidence that if
Bob felt that I could, then I could.

Only two of us, Bruce and myself,
were ab-initio, and consequently we stuck
to the Blanik, while the others graduated
into the single-seaters after a round of
check flights or more advanced instruc-
ton. Peter M. completed his Silver C
with an out-and-return to Renmark, and
then went off in the Boomerang to
Karawinna and return, which gave him

his Gold Distance and Diamond Goal.
Wendy got her Silver Height, while her
father managed his 5 hours Duration.
Gordon — who had his Silver C already
— graduated to the Standard Austria and
in the ten days he was there went on to
complete the Gold and his Diamond
Goal. With all the “jewellery” flashing
around, that was quite a week, the beer
flowing after flying had ceased for the
day.

The social side was not neglected, with
good company in the clubroom of an
evening and a splendid barbecue on the
Friday night — everything they do there,
they do exceedingly well and with gusto.
Two or three of us, Dick included, went
off one very hot afternoon — after fly-
ing — to the winery and there, at an
altitude of minus ten feet, in the cool
cellar, we sampled Rosé, Riesling and
Chablis. If ever we have the World
Championships in Australia, Waikerie is
the place.

On my last day, Saturday, I went solo
and that morning Bob sent me up with
David Schenke before checking me him-
self. David flies at weekends and is
highly — although constructively —
critical. He led me to understand that,
even if reasonably competent, my flying
was “rough” and horrible to watch, and
then proceeded to put me through the
hoop. It was salutary, timely and in the
best of humour.

That first solo was a flop. Aero-tow
to 2,000 ft. was the order and off we
went behind the Piper Pawnee. At
1,000 ft. bang! went the tow-rope at the
glider-end splice and there was yours
truly on his own to sort that little lot
out. Back to the airfield, into circuit and
land, feeling quite happy but cheated. It
was pointed out that with a winch launch
I'd have been at less than 1,000 ft., so
what was I complaining about? So off
we went again, with a proper launch this
time, a nice “burn” around for a short
while, then into circuit, land, put the air-
craft away for the evening and into the
I';ao; for the expected pushing out of the

t.

Next morning I set out for Melbourne
and Hobart, but the May school holiday
is organized already, the passage booked
and accommodation arranged. It's back
to Waikerie . . . and I wonder if T'll get
my Silver?
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WHAT’'S THE SCORE?

By C. E. WALLINGTON

N Sanpiane & GLIDING, Aug.-Sept.,

1968, Ann Welch suggested that FAI
(CIVV) will need to produce basic inter-
national rules and a scoring system for
future championships. There is no doubt
about the wisdom of this suggestion, but
what are the chances of any particular
system gaining international acceptance?

hy has the past 20 years nof led to a
universally acceptable version of the
basic system?

Let us have a look at some features of
the rules used in the last two world
championships.

A Soaring Exercise

On many a successful race day in
national and international champion-
ships, the speeds attained by pilots who
complete the course usually decrease in
approximately regular steps from the top
speed to the slowest speed. In a bi
championships with a large number o
pilots, the slowest few sometimes tend to
be very slow, but, broadly speaking, the
decrease in speed is approximately linear
over the range of positions from first to
almost last.

On a good soaring day the slowest
pilot to complete a course usually attains
an average speed through the air of about
55-659% of that of the fastest competitor.
On mediocre days th's percentage is
usually about 45-55%. So, for a paper
exercise, we can specify a field of com-
petitors by the number of competitors,
and the speeds through the air of the
fastest and the slowest, the intermediate
speeds being taken to decrease linearly
between these limits,

The average speed a pilot makes
through the air depends not only on his
skill but also on scoring conditions; a
world class pilot makes about 90 km/h.
through the air on a good soaring day,
but only about 40 km/h. in conditions
that are just good enough for a contest
day. To this speed through the air must
bc added the effect of the wind. So, if
we specify thermal soaring conditions as
the speed attainable by the fastest and
slowest pilots for a given duration, and
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specify a wind speed and direction, we
can calculate how fast and how far our
hypothetical competitors would go along
any set course — and calculate how many
points they would be awarded in any
given scoring system. Let us consider a
few examples.

ExampLE 1

Number of pilots . 50
Fastest speed through the air km/h. 80
Slowest speed through the air km/h. 40

Wind nil
Duration of soaring 6:14:00
Task: 500 km. race (open or closed
circuit).

In this example the fastest pilot lands
just short of the goal and the points on
the 1965 World Championship system
range from 1,000 to 468, as shown by
the straight line marked “500 km. 6.14"
in Fig. 1. If the duration of soaring had
been one minute longer the fastest pilot
would have reached the goal and gained
a bonus of 200 points. The graph of
points plotted against order of merit for
che dlay is labelled “500 km. 6.15" in

ig. 1.

Now consider a 120 km. race (open or
closed circuit) with the duration of ther-
mals limited to 1 hr. 29 mins. With the
same speed range of 80 to 40 km/h, and
no wind. no pilot would reach the goal,
but points on the 1965 system would
range from 1,000 to 332. Again, one
minute more soaring time would allow
one pilot to complete the course and

120 km & S00km Races Ne wind

Speed range B0 = 40 km/hr
1000,

POINTS

120 km 1.30

1965 rules &

o

50 th



gain a 200 point bonus. The points/posi-
tion graphs are shown with their appro-
priate labels in Fig. 1.

Of course, the durations of thermals
in this example have been chosen to illus-
trate the difference one minute can make
on the points curves, but it is perhaps
more interesting to note that the long
task is devalued by comparison with the
shorter course, the devaluation being
produced not by a lowering of the maxi-
mum points, but by raising the minimum.

It could be argued that, as the longer
task provides a more prolonged test of
competitors” skills, it should be given
more weight than the shorter task, i.e. it
should produce a bigger range of points.
On the other hand, it may be thought
that the limited time available on the
shorter task is a more exacting test. I
think that most pilots would agree with
the former argument, but, whichever view
prevails, this extra weight given to short
tasks by the scoring system was probably
not intended when the rules were written.

EXAMPLE 2

Number of pilots 50
Fastest speed through the air km/h. 90
Slowest speed through the air km/h 54
Wind 180 km/h. 30
Duration of soaring 4:00:00
Task: 300 km. race (a) down wind (b)
into wind.

In this example all pilots reach the
goal if it is downwind, but no one com-
pletes the course if it is into wind. Fig.
2 shows the points graphs for these two
tasks, using both the 1965 and 1968
World Championship rules.

Under the 1965 rules the downwind
race is virtually devalued because the

JSW CALCULATOR
suitable all Sailplanes
GRUNAU — CIRRUS
metric or knots
Flt.Lt. J. S. WILLIAMSON

c/o Box S.G. 318 Cheiron Press Ltd,,
5 Crawford Street, London W.1.

300 km Race Wind 30 km/hr

Speed range 90-54 km/hr
4 hours soaring available
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Tailwind

1958 :
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o
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8

e W Y N A |
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P

1965 / 1968 § POINTS

1st PLACE
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range of points is only from 1.000 to
643. Under the same rules the into wind
race completed by no one is worth nearly
twice as much to the leading pilots, the
range of points being from 1,000 to 314,
The 1968 World Championship rules
award better value to the downwind
race; these rules devalue the into wind
race because the average distance covered
by the competitors is only about half of
the set 300 km.

It is possible to devise arguments for
or against these products of the two sets
of rules, but the main point to note is
that differences in the calculated scores
are due entirely to the rules and the direc-
tion set for the course. As a group, our
hypothetical pilots fly in a very similar
manner to a group of real competitors.
In real competitions the average speed a
good pilot makes through the air depends
almost entirely on his own ability and
thermal soaring conditions; it does not
vary much, or in any systematic way,
with the wind over a route. Of course,
tailwinds or headwinds can raise or lower
both his cross-country speed and his
morale, but they do not make much
difference to his average speed through
the air. If we take this speed through the
air as a measure of a pilot’s soaring
efficiency, then, in these 300 km, race
examples, the group of pilots fly just as
efficiently up wind as they do down-

201



200 km Out & return

10001 - 4 hrs soaring available 100
=
' ——— 0073
- 2
il e U -
2 A [+
5004 P s 17Y
40 km/hr &n kmihr ™3
- headwin . tailwind
2 :
2 ?‘
un
8 L
0 Y 5'::[:2
4.3 PLACE
Fig. 3

wind, but the scoring scale used to
measure this efficiency obviously depends
on the choice of rules and the direction
the task setter chooses for the task,

EXAMPLE 3
Number of pilots
Fastest speed through the air km/h. 80
Slowest speed through the air km/h. 48
Wind 180° km/h. 40
Duration of soaring 4:00:00
Task: 200 km. out-and-return (a) first
leg into wind (b) first leg downwind.

These conditions represent moderate
to good thermal soaring, but only for a
limited period of 4 hours, Only 12 pilots
complete the task (a) or (b). In a real
contest this low number may indicate
that the task setters were optimistic, but
only a slight improvement in these condi-
tions, say, an extra 10 km/h. for the
speeds thro(:%h the air, together with
10 km/h. the wind speed and an
extra 30 minutes for the duration of ther-
mals, would allow about 80%, of the com-
petitors to complete the course. But we
need not digress on the problems of
weather forecasting and task setting,

The principal object of this example is
to illustrate how much the task setters’
choice of direction can affect the scores
of pilots who do not complete a task.

he full and broken lines in Fig. 3

trace the distribution of points for tasks
(a) and (b), using the 1965 and 1968

orld Championship rules. There is not
much difference between the results for
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the two sets of rules, but the direction
of the task makes a disconcertingly large
difference. In this pair of examples, the
50 pilots as a group fly with just the
same efficiency in one direction as
another, and this is not an unrealistic
postulate. But in task (a) these scoring
systems award competitors far fewer
?omts for the arduous into wind leg than
or the relatively easy return to base. In
fact the choice of tasks makes between
100 and 400 points difference to 65% of
the pilots.

The dotted line in Fig, 3 represents
the marks on the placing system I des-
cribed in SAlLPLANE & GLIDING, Aug.-
Sept., 1968, with the trivial difference that
marks are reckoned upwards from 0 for
the lowest place, instead of downwards
from 100 for top place. These marks for
tasks {a) and (b) are identical; it makes
no difference which direction is chosen
for the task.

ExAMPLE 4

If terrain and airspace regulations
allow, an out-and-return race is best
directed in a cross-wind rather than
along-wind direction. But wind directions
are not easy to predict with great
accuracy and when the wind speed is
greater than about 40 km/h. an error
or change in direction can produce un-
intended results, especially if it is coupled
with slight changes in soaring conditions.

200 xm Out & return

Speed range 80-48 km/hr
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To illustrate this let us consider the
following conditions:

Number of pilots . 50
Fastest speed through the air km/h. 80
Slowest speed through the air km/h. 48
Wind 090° km/h. 40
Duration of soaring 4:00:00

With these conditions a 200 km. out-
and-return cross-wind task could be com-
pleted by 509 of the pilots. The line
labelled “090/40 4 hr."” shows the resul-
tant 1965 World Championships plot of
points if such a task were set.

Now suppose that, instead of being
090° 40 km/h., the wind is (a) 060°
50 km/h, or 120° 50 km/h. This differ-
ence of 30° and 10 km/h, (about
5 knots) is not uncommon for a differ-
ence between a predicted and actual
wind. With these winds and all the other
factors in the example left unchanged, we
get the points curves labelled 060/50
4 hr.” and “120/50 4 hr.” in Fig. 4. The
difference between the two curves is be-
tween 100 and 400 points for 709% of the
competitors, The corresponding points
curves for the 1968 World Championship
rules are not shown in Fig. 4, as they
do] not differ very much from the 1965
rules.

If, as well as a wind change, the dura-
tion of soaring is cut down to 3 hours
instead of 4 hours, we get the two graphs
labelled "060/50 3 hr.” and *“120/50
3 br.” for the 1965 rules in Fig. 4. No
one completes the course in 3 hours
with a wind of 060° 50 km/h. or 120°
50 km/h. and the day is considered to be
devalued for the 060° wind., But, with
the 060° 50 km/h. wind, this devaluation
is in name only; with a range of 880
points between the first and the last ten
pilots, who do not score, this uncom-
Pleted task carries more weight than any
of the others in this set of examples,

The points curve under the 1968 rules
for 060° 50 km/h. wind and 3 hour soar-
ing duration is labelled in Fig. 4 as “1968
060/50 3 hr” In contrast to the 1965
rules, the 1968 system considerably de-
values the task in these conditions.

ExAMPLE §

A common sight in world or national
champmns]u_ps nowadays is to see an
array of gliders and pilots ready at a
launching grid waiting for the OTgZanisers

to give the signal for take-off, Multi-
lingual mutterings of, “What are they
waiting for?" filter through the grid, al-
though it is usuvally understood that
choosing the optimum time for a mass
start or a time for opening a starting
line is difficult. Local soaring conditions
and visibility must be good enough to
allow a large number of aircraft in the
air without an abnormally high risk of
collision. In practice this usually means
that some soaring time is lost, and even
with excellent organisation the lost time
may be anything between a few minutes
and several hours; the loss is not merely
a fault of organisation.

What effect can a loss of soaring time
have on the day's results? Let us have
a look at this set of examples:—
Number of pilots 50
Fastest speed through the air km/h. 80

Slowest speed through the air km/h. 40
Wind nil
Duration of soaring (a) 2:30:00
(b) 2:45:00
fc) 3:00:00
(d) 3:15:00
(e) 3:30:00
(f) 5:00:00
(g) 1:00:00

Task: 200 km. race (open or closed
circuit).

Fig. 5(i) shows the points curve for
these tasks under the 1965 World Cham-
pionship rules. The duration of soaring
times are marked alongside the curves
to which they apply. Fig. 5(ii) shows the
corresponding curves for the 1968 rules.

200 km race

1006,
Mo wind

vt POINTS
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CROSSFELL ELECTRIC
AUDIO
VARIOMETERS

Compact and
Inexpensive.

Used by the foremost
soaring pilots
since 1959.

EQUIP YOURSELF NOW.

Also available
without Audio.
Agents throughout the World.
Crossfell Variometers
10 Borrowdale Road,

Malvern, Worcs.,
England.

With the duration of 2 hr. 30 mins, for
soaring, only one pilot completes the
course. In the 1965 rules he gets a bonus
of 200 points, whereas in the 1968 rules
the day is devalued both in name and
in fact.

The more interesting curves are
those for soaring durations between
2 hr. 45 min. and 3 hr. 30 min. During
the interval of 45 minutes, which can
easily result from a delay in starting
rather than a variation of actual weather
conditions, approximately every 2 minute
delay in the starting t'me costs one more
pilot between about 150 and 250 points
on the 1965 system and slightly less
under the 1968 rules. The tailenders,
however, benefit from delay; their points
increase as the starting time is delayed.

Looking at the points curve for the
I hour and 5 hour soaring durations, we
see that, under the 1965 rules, what may
be the popular concept of a highly suc-
cessful race completed by all competitors
in times between 2 and 5 hours, is, in
fact, slightly less wvaluable than what
would probably be considered an unsatis-
factory hour in which pilots achieved
distances of between 40 and 80 km, only.

Notice, by the way, that the points
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curves using the 1965 system are almost
straight lines over the sectors covering
pilots who complete a course. Although
the 1965 rules use (speed) in the speed
marks formula, the usual range of speeds
these days is such that there is scarcely
any curvature in the speed marks graphs,
The (speed) term in the formula does
not serve much useful purpose other
than increase the range of points between
the fastest and the slowest s s — and
this could be done by a simpler and more
direct method.

With the 1968 rules, the 1 and 5 hour
soaring durations produce quite different
points graphs. The | hour limit yields a
considerably devalued day, but the 5 hour
duration, which allows all pilots to com-
plete the course, makes the contest day
a particularly valuable one, with points
decreasing rapidly from 1,000 to the
winner to 0 for the last ten places.

Acceptability of a Soaring System

The foregoing examples are a few of
about 500 examples for which ecalcula-
tions have been made using the 1965 and
1968 World Championship rules. They
are by no means freak examples; they
illustrate distinct characteristics of the
systems, Points curves have been calcu-
lated for more complicated situations, e.g.
examples in which soaring conditions
vary during a task from mediocre to
?ood then back to mediocre again, and
or examples where wind and soaring
conditions vary over a course, or where
a sharp wind and weather change moves

200km race

1000 4

POINTS

500+

1968 rules

Fig. 5 (ii)



across a course. But, although these more
complicated examples are interesting, the
simple situations are adequate for the
present discussion. .

In these uncomplicated examples, pilot
efficiency is represented by speed through
the air on a simple linear scale from
the fastest to the slowest and all pilots
have precisely the same duration of soar-
ing time available. In these simple cir-
cumstances, it should be hoped that the
graphs of points plotted against position
should reflect the simple linear scale of
efficiency, without being too semsitive to
the choice of rules or slight variations in
task, weather or organisational factors,
But this is not so, These factors can (and
in reality often do) affect the value of
a contest day more than is commonly
supposed. There is a sort of “snakes and
ladders” element about the current scor-
ing systems; if a pilot achieves X he
may ascend a points ladder to Y — but
he may also find that the elements or
organisers have virtually shifted the
board so that he slithers down a snake
to Z. Of course, any organisation is en-
titled to use whatever rules it wishes, and
it is up to pilots to fly according to these
rules. Complications and uncertainties
that arise by design or uninitentionally
can add excitement to the game, but
when they appear to bz unduly signifi-
cant, and perhaps unplanned, products of
local opinion, we must not expect any
particular version of the basic rules to
be universally acceptable.

Aims of a Scoring System

The reason why modern versions of the
current scoring systems are not converg-
ing towards a universally acceptable
system is that rules committees try to
build in a piecemeal way on a system
that was not designed to measure modern
techniques. Rules committees appear to
either meekly accept a system or ask
themselves: “What recent results of the
current basic system do we dislike, and
how can we modify the system to avoid
such results?”

If we are to arrive at international
agreement on rules we should start by
trying to pose and answer elementary
questions of principle. We must not ex-
pect complete agreement in detail, but
amongst the various views and opinions
throughout the gliding world there is

enough common ground to establish a
few principles — and we do not need
many guidelines to form a simple system.

The placing system that I have been
advocating is a logical outcome of simple
concepts, Evolution of the current points
system also points towards a ,E““"‘
system. In fact, only slight simplification
of the speed and distance marks and
devaluation formulae in the 1965 World
Championship rules is needed to make
the points system practically identical to
the placing system for high standard
tasks on good uncomplicated soaring
days. But experience and reasoning sug-
gest that the current points system can-
not be modified to cope in a generally
acceptable way with commonplace com-
plications associated with wind, weather
and organisational problems.

We could avoid these problems by be-
ing ultra-cautious in setting tasks, but we
should be trying to broaden, not restrict.
the ranges of tasks and weather that can
be used in a championship. This means
devising one or more scoring systems
that are universally acceptable for all
operational conditions.
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SWISS DIAMANT — WORLD’S

LEADING SAILPLANE

DIAMANT 16.5 DUTY FREE
Diamant 16.5 £2,500 approx. Glide angle 1.42 at 55 kts.
Diamant 18.  £3,050 approx. Glide angle 1.45 at 55 kts.
The superb finish and camber changing flaps give the highest
inter-thermal speeds plus the ability to climb with the best.
We were so sure of the superiority of DIAMANTS that we
reserved last year a large quota for delivery in early 1969.

Write for technical information, finance arrangements and
illustrated leaflet to the sole U.K. Agents:

THORPE AVIATION LIMITED, 15 Broadway, Peterborough. Tel. 68818

Appointed factory trained repairer and parts stockist:
JOHN HULME, Bottisham, Cambs,
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Flug -und Fahrzeugwerke AG, 9422 Altenrhein, Switzerland.
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AUSTRALIAN NATIONALS 1968-69

By C. E. WALLINGTON

"ONCE you have tasted the Murray
River you will always retum to
it, so I have been told by Australians
who live near this great waterway that
winds its way from the Snowy Mountains
through irrigated farmland, vineyards and
citrus groves to the Australian Bight. For
glider pilots here this is almost certainly
true, for a number of gliding clubs are
situated in this region, and several are
at sites suitable for the National Cham-
pionships., For the 1968-9 Championships
the site was Renmark, 100 miles ENE
of Adclaide. ;

This year there were 27 competing
gliders, with 48 pilots to fly them. Five
of the gliders were in the Open Class,
the remainder — mostly Boomerangs and
Ka-6's — were Standard Class. The drop
in numbers was due to several factors —
some of the Open Class gliders on order
had not been delivered, the pilot qualifi-
cations for entry had been raised, and
Renmark is a long way for pilots in
northern New South Wales and Queens-
land to come. y

In the Open Class were two Libelles
— one flown by Bob and John Rowe —
a Diamant, flown by Malcolm Jinks and
Bob Martin, a Cirrus delivered just one
week before the competitions and an
Austria SH.

After a practice week of unusually
windy conditions, the championship
opened on 28th December with a cere-
mony at which the Minister for Civil
Aviation praised gliding in general and
the Mayor of Renmark praised the local
Riverland oranges in particular. But this
did not take long and, at midday, launch-
ing started for a 200 km. out-and-return
race to Blanchetown, ESE of Renmark,
With dry thermals to 7,500 ft. in a warm
northerly wind of 12-15 kts. it was a
fairly easy day, all but two of the fleet
completing the course. John Rowe set

pace with an average of 90 km/hr.,
followed by Malcolm Jinks, with 83 km/
hr. In the Standard Class, Bill Simpson,
with 75 km/hr. in a Ka-6, was just half
a minute better than Derek Reid, flying
a Boomerang.
The next day showed only slight change

in the gencral weather pattern and John
Rowe again won the day, with 88 km/hr.
around a 321 km. triangle, John
Buchanon was first in the Standard Class,
with 70 km/hr. in a Boomerang. Although
all but four aircraft completed the course,
conditions were not all that easy. A
marked change of wind at 5,000 ft. had
distorted thermals and, although a few
thermals reached 7,000 ft., it was scarcely
worth trying to use them above 5,000 ft.

Approaching from the west was a
“cool change” — a sort of cold front
heralding a sudden change to cool south-
westerly winds. By 30th December it was
past Renmark and the south-westerlies
were strong. Dry thermals were plentiful
but very distorted and limited in depth
and even the pundits could not have
made much headway against or across
the wind, but to the north and north-east
of Renmark is a vast region of uninhabi-
ted scrub and semi-desert, so it was “no
task™ for today,

On the 3lst the strong wind was still
with us, but was now southerly and a
cross-wind race was set to Stonefield, site
of the Barossa Valley Club, 127 km. to
the WSW. But even this was too much
of a struggle. A number of pilots man-
aged to battle about 100 km. across a
25-30 kt. wind in very distorted thermals
to 5,000 ft., but a strengthening of this
wind along the western side of ths
Murray made the last 15-20 km. almost
impossible. However, Bob Rowe kept the
}‘:'Sjii:‘eric Club Libelle in front, with

m.
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Peter Hanneman
and Wally
Wallington deal
with the lask and
met. at briefing.

New Year’s Day saw a further decrease
in the wind, but with cold air and low
levels and a sharp inversion at 3,000 ft.
during the morning, only a short 165 km.
triangle, via Waikerie and Pata to the
south, was set. John Rowe came first
again, with 87 km/hr. In the Standard
Class, John Evans won the day, with
77 km/hr. in a Boomerang.

As in the previous championships, there
were two pilots for nearly all the gliders,
and the organisers had drawn up a
schedule of the days on which pilots were
to fly. If a pilot did not have a partner,
he could also fly on days which were
not scheduled for him, if he wished, and
if he gave 24 hours' notice of his inten-
tion.

The met. flight, which I made every
morning at 7 a.m., revealed a very sharp
inversion again on 2nd January. In the
chilly southerlies the temperature on the
ground was down to 66°F (19°C) and
it was pleasant to get up into the high
seventies at 3,000 ft. But, although ther-
mals were limited to 3,000 ft. until mid-
day, they then developed quickly to
9,000 fi., with patches of cumulus from
7,000 ft. Furthermore, the wind structure
was ideal for cloud streets. A 345 km.
triangle was set via Mildura to the east
and Alawoona to the south; the first leg
of the course was a long straight road for
90 miles, but the second leg cut across
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scrub country, It is advisable to have a
water supply in case of being forced to
risk a landing in such country, but on
this task conditions were so good that
pilots could fly safely right along the
course. Peter Hanneman, who won the
Standard Class day with 88 km/hr. in
his Foka 4, used a dry thermal street to
great advantage, while Bob Rowe, on a
parallel course just a mile or two away,
lost some time by getting too low.
Malcolm Jinks made 107 lun!hr in his
Diamant, to win the Open Class. This
would have beaten his own Australian
300 km, triangle record of 97 km/hr., but
the triangle was not of an official shape.

The next day's task was a 191 km. task
via Taplan, to the south-west, and
Waikerie. Although the general weather
situation had not changed much during
the past 24 hours, slight changes of detail
in winds and temperatures made it a
relatively difficult day and a low-level
inversion kept thermals down to about
2,500 ft. until mid-day. During the after-
noon thermals got up to 5,000 ft., but
there were big patches of dead air and
only 10 pilots completed the course.
G. Hayes brought his Libelle home to
win the Open Class with 73 km/hr,
while Derek Reid made 71 km/hr. to win
the Standard Class.

There was still no change on the 4th
January, and 15 pilots completed a




216 km. triangle via Morkalla and
Waikerie in times between 21 and 5 hours.
After making good speed along a cloud
street, John Rowe headed the ficld with
78 kmjhr., followed by Max Howland,
with 69 km/hr., in his Boomerang. This
was John's fourth contest day and his
fourth 1,000 points. He was the undis-
puted favourite for the Open Champion-
ship, but no one had a commanding lead
in the Standard Class. Lone Queensland
pilot Max Howland had chosen to fly on
every task so far and had maintained
a consistently high standard. John
Buchanon, Derek Reid, Peter Hanneman
and Mauri Bradney had also been con-
sistent in achieving high places on their
contest days.

The 5th January saw the same pattern
of south-westerly winds, with thermals
developing late and only to 5,000 ft.; the
set 200 km. triangle via Waikerie and
Alawoona was possible, but only just.
Four pilots completed it in times between
3% and 5% hours and P. Nicholls, flying
the Cirrus delivered the week before
the championships, was the only Open
Class pilot to get back. Max Howland,
Tommy Thompson — Australian Team
Manager for the World Comps. — and
Dick Deane all struggled gamely in their
Boomerangs, to be the only three Stan-
dard Class pilots to complete the course.

On 6th January it was just as well that
most non-flying pilots and crews were on
the airfield, because one of them dis-
covered that he, and not his partner al-
ready en route, was scheduled to fly. For-
tunately, a hasty radio call brought the
aircraft back at about VNE. and off it
went again with the right pilot. 1 won't
say who it was, but he went on to win
the day in the Standard Class in his

While John Rowe, winner of the Open
Class, talks to his wife, Beryl, his mother
holds the sunshade.

Foka 4 — well done, Peter. Malcolm
g]nks was back in form, to win the Open
ass.

The anticyclone which had been over
the Australian Bight was now moving
steadily north-east and 7th Japuary
brought deeper thermals. Some went up
to 9,000 ft, and were capped by isolated
puffs of cumulus. John Rowe earned his
fifth 1,000 points by completing the set
300 km. triangle via Lowaldie — to the
south — and Blanchetown at 88 km/hr.,
and all but two pilots got home; Derek
Il}!eid led the Standard Class, with 83 km/

I.

No task was set on 8th January, but
came the 9th, with another anticyclone
over the Bight. Thermals started late and
were limited to about 5,500 ft. after mid-

DERBYSHIRE AND LANCASHIRE GLIDING CLUB

MANY COURSES — ALL INCLUSIVE ”
Early Spting —

Hill top plateau in Peak District National Park ® Thermal,
wave and hill soaring for N.W. to S.E. on 3 mile westand 5 | ~°
mile south escarpments from field itself ® East wind soaring
from winch launch ® Wave worked to 15,000 it. so far @
Modern Fleet under constant review. Capstan, Swallows,
Ka 8, 463 @ Fine Winch Fleet ® Hitch Facilities.

— Late Aulumn,
Details sent with pleasure.
iand S
Full Bosrd in heated twin bunks, and
male and lemale bunkrooms (Week-

ends only al present in Winter).
< T cl Shd

c 4

Bar with real stmosphers.

for Syndicates and Solo Pilots,

VISITORS WELCOME ~ Temporary or Daily Membership

Phone or write for accommodation — nolice appreciated.

Telephone: TIDESWELL 207

GREAT HUCKLOW,
Nr. TIDESWELL, DERBYSHIRE.
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day. Another flat triangle was set, this
time 290 km. via Lake Cullulleraine —
half-way to Mildura — and Waikene,
Malcolm Jinks beat John Rowe by one
minute, to take the Open Class daily
prize, and the Standard Class was headed
by John Buchanon, who had to leave
with his wife on the next day to make
the 2.000-mile journey to his RAAF
station at Perth.

Navigation on all the tasks was very
easy. Visibility was always good and
pavigational features were big and un-
cluttered. Even a section of the State
border between Victoria and South
Australia really is a north-south straight
line — just as the map shows: on one
side of this section is unbroken scrub,
on the other are the cultivated fields of
South Australia. The newcomer must

not expect to find towns or villages at
each place name on the maps; he is just
as likely to discover one isolated home-
stead — and on landing he may possibly
find that the owners are away on their
Christmas holiday.

A competing pilot equipped to face the
sun at Renmark.

210

GLIDER FINANCE
Finance for your glider or aircralt pur-
chase can be arranged by telephone
or write to COLIN DONALD (B.G.A.

Instructor).

Burghley Finance Company Ltd.
15 Broadway, Peterborough,
Telephone: Peterborough 66191

On the last championship day the task
was twice around a 119 km. triangle via
Pata and Taplan. The main factor in
choosing such a course was to get the
day’s results completed in time for the
prize-giving ceremony at 6.30 p.m. Of
the half-a-dozen close contenders for the
Standard Class championship, Derek
Reid had now emerged as the likely
champion and he needed only to com-
plete the course in a reasonable time to
secure his crown. Dry thermals reached
up to 6,000 ft. but these were scattered:
finding the going not as fast as antici-
pated, many pilots returned from a few
miles out to make several fresh starts.
One of them was Derek Reid desperately
holding out at 800 ft. over the airfield
but it really was a dead patch of air and
soon he was down — then off on aero-
tow to start all over again. Hearing of
Derek’s bad luck by radio, Max How-
land took it easy, to make sure of com-
pleting the course; Derek’s first lap of
his second attempt was in good time, but
it was too late in the day to complete the
course. He landed 12 km. short of Ren-
mark, and dropped from a potential Ist
to 7th place in the final results.

On this last contest day the Open and
Standard Classes were won by Bob
Marlin in the Diamant and Dick Deane
in a Boomerang.

Moss Potter, who had directed opera-
tions very smoothly and efficiently during
the championships, rounded off his
splendid achievements by having dupli-
cated copies of the entire championship
results ready for all pilots at the prize-
giving. Sir Don Anderson, the Director-
General of Civil Aviation, presented the
prizes and John Rowe had his usual
problem of carrying an armload of




trophies, including, of course, the Open
Class championship prize. Waikerie
pilots did not get all the prizes, but Bob
and John Rowe won the team trophy,
The championship organisers could
relax with the knowledge that, with only
a few people, they had run a very
smooth and happy championships, the
48 competitors having flown 38,000 miles
in 1,240 hours. It was a warm, moonlit
night, with eating, drinking, music and

dancing — and a drive of several
hundred miles home the next day,
Final leading results

Open Class Final score
1. I. Rowe Libelle 999
2. P. Nicholls Cirrus 942
3. M. Jinks Diamant 911
4. R. Martin Diamant 891
5. R. Rowe Libelle 835
Standard Class Final score
1. M. Howland Boomerang 939
2. M. Bradney Ka-6 909
3. 1. Buchanon Boomerang 887
4. R. Deane Boomerang 881
5. P. Hanneman Foka 4 869
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LONDON GLIDING GLUB

Dunstable Downs, Bedfordshire.
Telephone: 058-2 63419
Situated at the foot of the Chiltern
hills, and within easy reach of
London and the Midlands by road
(just off the M1). The Club has a
comprehensive 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 throughout the
year. Resident instructors, catering
every day (weekends only in
winter), licensed bar, accommoda-
tion and other facilities. Visitors
welcome. Residential courses run

throughout the Summer.
For details of membership write to
the Manager (SG).

DORSET FLYING CLUB

We specialise in Soaring
Training.

Sea Breeze Front Flying a
Regular Occurrence,

Good Ridges.
Cloud Flying a Speciality.

Silver “C" to P.P.L, and
Towing.

Private Owners Welcome.

We will rig, launch and
retrieve you.

We are taking bookings for
our Two-seater Courses,

Training — Soaring
Instructors
from

5 days for 22 gns.

Book a Solo Sailplane for
your exclusive use for that
Silver Height or Distance
from £30.

WE FLY EVERY DAY

Compton Abbas Airfield,

Shaftesbury, Dorset.
Telephone: Fontmell Magna 328
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Airbrakes v. Spoilers

Generally speaking, the characteristics
of airbrakes are :(—

{a) They are speed-limiting (i.e. they can
be used to prevent the glider exceed-
ing its maximum permissible speed).

{b) They cause a pgreat increase in drag
and a small decrease in lift.

(c) They increase the stalling speed by
2 10 5 knots.

(d) They do not cause a change of trim.

Spoiler characteristics are :—

(1) Not speed-limiting.

(2) They cause a small increase in drag
and decrease in lift.

(3) They increase the stalling speed
slightly.

(4) They normally cause a nose-down
trim change when opened, and a
nose-up when closed.

Conversion from Spoilers to Brakes

The effect of the brakes should be
shown at altitude and the pupil told to
notice the decelerating efiect and the
amount that the nose has to be lowered
to maintain speed. The lack of trim
change (after nose-down effect in a
T-21, for example) should also be pointed
out. The pupil should then practise open-
ing and closing the brakes while keeping
the speed constant by lowering and rais-
ing the nose, as appropriate.

Approach Considerations

As with all types of instruction, it is
best to try to split up the functions of
the controls to simplify the pupil's task.
The best method for dealing with the
approach path is to think of the air-
brakes as controlling the rate of descent
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and the stick controlling the speed. If
the brakes are opened, the nose must be
lowered to maintain speed. This is in
sharp contrast to a T-21, where a back
pressure of the stick is required to
counter the nose-down trim change when
spoilers are opened. This, in fact, is how
most faulty approaches occur, with the
pupil failing to lower the nose, or even
raising it when airbrakes are opened,
thereby causing speed to drop to a
dangerous extent. The amount by which
the nose of a modern glider has to be
lowered when full brake is applied is
surprising to a new pupil and he will
tend not to keep the speed up.

Aiming Point Technique

In order to achieve a reasonable spot
landing, the f]:n_1p~il must be provided with
a method of judging where he is going
to touch down. The use of an aiming
point is as old as flying itself and has
worked very well.

For every approach there is a point
on the landing area which will maintain
a constant relationship with the approach
path of the glider. It will, in fact, appear
to be stationary, with the ground nearest
to the glider moving down below the
nose and the ground beyond the point,
and is the place where the glider would
strike the ground if there were no round
out. In practice, of course, the glider
rounds out and touches down a distance
beyond the aiming point determined by
the glider's speed over the ground.

To achieve a landing within a given
area, an aiming point must be selected
(a hedge, mark on the ground, perimeter
track, etc.) which will allow the glider



to be landed properly and still remain in
the area desired. Having selected the
point, the pilot must then use the air-
brakes to make it appear stationary in
relation to the approach path, the stick
being used to keep the speed right,

The sequence of events would be as
follows. The aiming point is selected on
the downwind leg or earlier. On the cross-
wind leg the glider is flown so that the
final turn position would cause an over-
shoot if brakes were not used. Before
the final turn is started the speed must
be increased and the glider retrimmed, If
the final turn has been made in the right
place, the aiming point will appear to be
drifting below the nose. The brakes are
now opened an arbitrary amount (as
experience is gained, the pilot will be
able to judge how much brake to use
from the start of the approach).

Following the opening of the brakes,
the nose is lowered to maintain speed.
After lowering the nose the aiming point
is observed to sce if it appears stationary.
If not, the brakes are used as appropri-
ate ("in" if the point is moving above
the nose and vice versa). Each time the
brakes are adjusted the stick must be
used to position the nose before check-
ing on the aiming point.

When the ground is getting close, the
brakes may, if desired, be moved to the
half-open position if more than half
brake is being used, If less than half,
maintain the position. This is to allow
more time for the round out and land-
ing. The round out is made normally
and the glider landed. During the round
out the brakes must not be moved, ex-
cept towards the closed position in the
case of a bad landing. They must not
be opened further as this, with an in-
experienced pilot, almost inevitably leads
to a heavy landing.

Full Brake Landings

If approaching into a restricted length
field, it is very useful to be able to
?[Pflronch with full airbrake, especially
if there are any tall obstructions on the
downwind boundary, The very steep
approach which full brake gives enables
quite tall trees to be cleared safely with-
out unduly lengthening the landing run.

The technique for using full brake is
the same as for a normal approach, ex-

cept that the round out must be made
closer to the ground because of the rapid
deceleration when the nose is raised with
full airbrake out. Because of this, an
extra 5 knots should be added to the
approach speed. This extra speed will
hardly affect the landing distance and
will greatly lessen the chances of a heavy
landing due to a high round out.

The Landing Run

After the glider is firmly on the
ground, the airbrakes should be fully
opened to give maximum drag. The stick
must be moved back until on the stop
to hold off the nose skid as long as pos-
sible to avoid wear and splitting of the
skid rubbers. If the absolute minimum
landing distance is required (running out
of field, etc.) then the skid can be rubbed
in gently easing forward on the stick. It
must be stressed that this procedure is
for emergency use only. Some care
should be exercised when moving the
stick back after touchdown, to avoid the
glider leaping into the air again.

ROGER NEAVES

WE HAVE
EVERYTHING

Come and have a look

We have a wide selection of books,
ties, car badges and other items
to cover the needs of all glider
pilots.

Qur salesroom is open 9.30 a.m.—
5.30 p.m. Monday — Friday.

Or write for a "What to Buy” leaflet
enclosing a stamped addressed en-
velope to!

The British Gliding
Association,
Artillery Mansions,
75, Victoria Street,
London, S.W.1.

pasl)
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The most Beautiful Sailplane in the World

..... and she’s not just a pretty face!

She has many fine features:
Superb all round performance
Easy to rig |
Low cost maintenance
Very comfortable cockpit |

|
One of the few glass-fibre sailplanes ,
with a C of A

Manufactured by Schempp-Hirth KG,
7312 Kirchheim Teck, W. Germany.

Your sole agent in U.K. for the ""CIRRUS" is:

SOUTHERN SAILPLANES, Thruxton Airfield, Andover,
Hants. Telephone : Weyhill 373
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ARGENTINIAN NATIONALS
Cordoba 18 — 31 January

Resumé of article by Dr. Wolfgang Gross in the April issue of Aerokurier

Translated by Rika Harwood

WITH the great variety in sailplane
performance, the championships
were scored on a handicap basis. All
retrieves were carried out by aero-tow
and with 51 pilots taking part this some-
times meant waiting for long hours in
the pampas.

The German party included Rudi
Lindner (Phoebus 15), Wolfgang Gross
{Vasama), and Reinhold Stuhr (Phoebus
17). Two pilots from Chile were towed
over the Andes, one of them, Carlos
Perez, in a Libelle 301.

The championships started on a sad
note. On the opening day, 21-year-old
Carlos Ruiz was to have aero-towed a
competitor from Buenos Aires to Cor-
doba. Early that morning. having been
warned about the ground mist, he took
off from Bolivar and, following a 360°
turn, hit a wingtip on the ground, burst
into flames and was killed. The competi-
tor in Buenos Aires had to withdraw his
entry as he could not get to Cordoba,

The weather in general was not out-
standing, some very difficult days being
encountered when either increasing winds
and/or thunderstorms made completion
of the tasks very difficult or impossible
for most pilots. On many days convec-
tion did not start until after one o'clock
and pilots often had to sit in the swelter-
ing sun waiting for launching to com-
mence.

The only “day of days™ occurred on
the 23rd January when, unfortunately,
four pilots were still awaiting retrieves
from the previous day's flying and so
the day had to become a rest day. The
task had been a [86-km. out-and-return
and all but three pilots had to land out
because of a massive thunderstorm. Only
Carlos Perez and Rogelio Berreta man-
aged to return, but with difficulty; flying
In pouring rain and heavy sink, they
came in from very low over the town.
When the rain had ceased nobody
believed it possible for anyone else to

get home. However, just behind and
above the hangars of the next-door Ser-
vice airfield a glider was suddenly spotted
and it only just managed to scrape in
and stopped short of the finish line by
about 200 m. The pilot, Reinhold Stuhr,
jumped out and with all his strength
tried to pull his Phoebus 17 by hand, in
the thunderladen heat, to get to the line.
The spectators cheered him on as if he
were a matador, but the organisers would
not allow anyone to help. At the line
he collapsed, utterly exhausted, and he
had to be carried away in an ambulance
— blue lights flashing and sirens blow-
ing — recovering only after an hour-
and-a-half of intensive medica] treatment.
Alas, his dramatic effort was to no
avail, He was told later that the rules
did not cover an arrival at the finish line
on foot! The bitter pill he had to swal-
low came the next day, when he realised
that after all this he had only managed
21st place for the day.

The most noteworthy performance
throughout the contest was by a talented
21-year-old, Roberto Rizzi; flying a very
old Sky he did extremely well to finish
in the first 10 places on 5 days, and
winning two of them. No doubt we shall
see his name crop up again.

On the 30th January a Std. Austria
made a false start and rolled into several
parked gliders, damaging Araoz's Foka:
because of this he was delayed for three
hours and lost all chance of finishing the
task, a 276 km. out-and-return, which
was completed by 46 of the 51 pilots.
He had already won two days and was
placed high on several others! Reinhold
Stuhr’s machine was also damaged by
the same accident and he had to with-
draw for the day. Rudi Lindner, after a
hard day’s flying, rolled up his sleeves
and helped with the repairs, which had
to be carried out in primitive conditions
and took all night. The temperature in
the shade was 104°F on this day.
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The very high temperatures of the last
few days were extremely exhausting,
especially for the European team from
Germany. In a way the pilots were quite
happy not to have to fly any more, al-
though the last day’s task was an excit-
ing 315 km. out-and-return. These were
the sort of weather conditions we had all
been waiting for and the best time was
by Carlos Perez, with 3:23:15. Roberto
Rizzi, however, won the day in the Sky.

Uwe Bocksch (Vasama) was the highest
placed Argentinian and thus became
National Champion. Perez, from Chile,
was the winner of the championships
and also took the Walter Georgii
Trophy.

The tasks were: Day | — 100 km. Tri-
angle. Day 2 — 204 km, Out-and-Rreturn.
Day 3 — 100 km. Triangle. Day 4 —
186 km. Out-and-Return. Day 5§ —
203 km. Triangle. Day 6 — 302 km, Tri-
angle. Day 7 — Twice 112 km. Out-and-
Return. Day 8 — 207 km. Out-and-
Return. Day 9 — 276 km. Out-and-
Return. Day 10 — 315 km. Out-and-
Return.

The first day was not a contest day, as
the rules required more than one Argen-

tinian pilot to complete the minimum
distance of 100 km. On this day only
Urbanic and Perez, of Chile, completed
the course. The final results given here
include the unofficial score for this day,
as during this contest the Walter Georgii
Trophy was at stake.

Final Leading Results

H’cap Points

Perez (Chile) 0.73 Libelle 301 9574
Urbanic 0.88 Ka-6Cr 8350
Lindner (Germ.) 0.75 Phoebus 15 8323
Bocksch 0.86 Vasama 7443
Hossinger 0.68 Phoebus 17 7338
Gross (Germ.) 0.86 Vasama 7318
Stuhr (Germ.) 0.68 Phoebus17 6911
Frene 0.72 HP-14 6753
Milani 0.88 Ka-6Cr 6724
Araoz 0.88 Foka 4 6691
The next Nationals will probably be

held at Pehuajo in early 1970 and will
be the final test for selecting the Argen-
tine for the World Championships at
Marfa' . - -

A group formed by Berretta is investi-
gating the possibility of offering to hold
the 1972 World Championships at
Pehuajo.

Telephone Marfow 5740

SCHEIBE FALKE

Two-seat motor glider, as used at Lasham for ab-
initio glider training and ordered by the BGA for
the National Coach.

Also SF-27m single-seat high performance sailplane
with retractable engine. See S&G April-May.

CRYSTAL ENGINEERING LTD.,
13 Pound Crescent, Marlow, Bucks.
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C I B A glues for gliders,

used exclusively by Britain's leading
glider manufacturers

AEROLITE® the only glue used by the RAF for woaoden airframes
AERODUX = resorcinol glues to withstand conditions of extreme exposure
ARALDITE » epoxy resins and adhesives for bonding metals, providing protective
coatings and for the production of glass cloth laminates, as in the
well known DIAMANT Sailplane made by Flug-und Fahrzeugwerke
AG, Switzerland.
®  Registered lrademarks

CIBA (A.R.L.) LIMITED DUXFORD CAMBRIDGE TELEPHONE: SAWSTON 2121
AP745
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WHY NOT AOSTA ?

ONLY one reason why not. The crazy
bureaucratic taradiddle of getting
an Italian licence to fly their club gliders
solo. I went out on the spur of the
moment, I'd booked in at Portmoak for
three weeks in March. My Broomstick
was optimistically equipped with oxygen.
A week after I should have gone, there
was still no let-up in the blizzards and
the roads up to the Mynd were still
packed with ice-hard snowdrifts. I
phoned Jack and he said, “If it starts to
thaw tomorrow, which it won't, vou
might get her off in ten days,” which
wasn't going to leave much of my holi-
day. So off I went to Aosta, with the
happy conviction that I could con my
way into a solo glider. I coaxed and

wheedled and nagged and oozed charm
and would happily have burst into tears
if it would have helped. When they got
it through to me that if a government
official turned up and found me cavort-
ing around the peaks solo, the profes-
sional CFI would be out on his ear, I
realised that I'd had it. I watched a three
Diamond type fight the same battle
(different tactics) and lose. He was very
good about it. To get the flaming licence
you have to send to the airport Aosta,
Italy, for a form. They ask for three
photos, one certified by the Air Attaché
at the Italian Embassy in London. Photo-
stat copies of all pages of your gliding
certificate. Your gliding certificate itself.
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Rhodo
Partridge

A medical certificate. Your CFI's signa-
ture, not to mention date and place of
birth, occupation, hours, aero-tows,
launches, types and club. Is it worth the
trouble? I'll tell you a bit about the fly-
ing and the prices and you can decide
for yourself.

The flying first, | suppose it's no good
writing an article for S & G and, when
it comes to describing the flying, saying
“words fail”, but after my first trip in
their Blanik, I went around in a daze
and words did fail. And they don’t often.

The Aosta Valley is in the mountains
north of Turin. It runs east-west for
about 30 miles and at the airfield it’s
about one-and-a-half miles wide; down
each side is a great steep wall of real
genuine mountains, up to 10,000 ft., and
more. First, little farms and villages, then
scrub, oak and birch, then pines and
recent snowfall, then no pines and the
eternal snowfields and dirty great jagged
bits of rock and glaciers. Either one side
or the other of the valley works, ridge
lift and thermal. Two metres most places
and you fly back and forth five or six
metres in the gullies and you turn tightly.
It's so smooth and easy that you have
a giddy feeling that it’s not you going
up, it's the mountain going down.
Cloudbase is normally above 10,000 ft.,
so in due course you are lifted clear of
the valley and there they are, all around
you. Those are genuine jagged peaks and
those eternal snowfields and Mont Blanc
and the Matterhorn and the whole lot
looking brighter and shinier than the
brightest, shiniest coloured posteard, and
you in the middle of it. your mouth
hanging open and your eyes bulging. Do
you wonder words fail? You can bumble
up and down side valleys — it's easy to
find your way back to the airfield. Signor
Balbis, the CFI, gave me a flight to show
me the place, swooping about between
the peaks. I'd never have dared to go
so close. We were joined by three eagles,
which looked enamel-bright against the



snow. Fascinating watching them doing
the swing-wing thing and turning up
their dark finger tips and generally show-
ing us how, then they dropped away
with a hair-raising burst of speed.

The club is annoyed and embarrassed
by the licence nonsense. All the Italian
clubs are. If you haven't got the licence
and they think you fly O.K., they will
provide you with a club member who
has a passenger-carrying rating and will
sit in the back and shut up. (If he gets
too cold and stamps his feet and you've
forgotten he's there, you think the wings
are coming off.) I found the staff quite
specially helpful and kind and they speak
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urgency and the airfield is closed all day
Monday.

Now for some facts and figures, This
is their fleet and there are two prices. I
give the prices in lire and when I was
there (March, "69) one got about 1,435
lire for £1. One price is for ordinary
days, the other for ‘festivo’ days. The
‘festivo® days are Saturday and Sunday
and a whole heavenly choir of unheard-of
Saints. T got caught out on a Thursday
by Saint Guiseppe.

Ordinary Festivo
Fleet per hour  per hour
2 Blaniks 2,400 ;
2 M-100 (solo) 600 1,500
I CVVE (two-scater) 1,500 3,000

1 Foka 3 2,000 2,500

Acro-tows to 600 metres, 1,800 lire;
to 1,000 metres, 2,800 lire.

As you see, the bargain is the solo
M-100 (old Ka-6 standard) at 600 lire an
hour About 8s. 6d.! The gliders are all
€quipped with oxygen and while I was
there no-one took a club solo machine
out, except on “festivo” days, and not
much then. It was dead tantalizing.

Of course, if you take your own glider
You have a site check and you're away.

There were about six visiting German
&lidcrs and two privately owned by Italian

ub members — a Diamant and an
Italian high-performance job like a
Foka 4. This latter has its identification
letters painted large and red down its
white fuselage and when 1 tell you that it
was called India dash Foxtrot Uniform
Charlie Kilo you can imagine the effect
it has on English-speaking visitors as it
sails proudly past on tow.

There are nice rustic little hotels
around in the villages, where you can get
bed and breakfast for 17s. 6d, and the
district is extremely beautiful and
characterful and peppered with castles
on crags and Roman bridges and arches
and theatres, and chair lifts to mountain
tops and super ski-ing. There is no club
social life. There's a classy and expen-
sive airport restaurant and a nice bar
but not that rather tatty, friendly atmos
with gossiping pilots, “and there I was
with my air brakes jammed”. I missed it.
They don’t seem to like you to work
much either. The gliders, which always
land on the runway, are retrieved back
to the launch point by paid staff in a
smart black saloon car and no one walks

4 .II"I'IJ

by the nose. I was never even allowed
to hold a wingtip. Maybe they were
being gallani, or perhaps they thought
I'd drop it. Restful, anyhow.

I haven't mentioned wave flying be-
cause it was only on early one morning
and they were so slow geiting started
that only a Ka-8 contacted and got
4,000 m. It is, of course, a famous wave
site and I'm told that the rotor is larger
and less fierce than at Fayence because
of the parallel ranges of mountains that
set it up. At Fayence you've got jumbled
mountains and you certainly get jumbled
rotor., iy

You need Bronze C and a bit of aero-
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tow experience to fly solo, but whatever
your standard you get super, words fail,
flying. I'm certainly going to try for that
Italian licence (it takes at least four
months to get it). I've got my eye on a
non-festivo M-100 at 8s. 6d. an hour.

INVITATION TO FINLAND

S stated in the Overseas News Sec-
tion, the Finnish National Cham-

pionships will be held this year from Ist
until 15th June, and British pilots will
be welcome to take part. The Secretary-
General now confirms this invitation,
adding :—

“In order to familiarize foreign glider
pilots with gliding conditions in Finland
and to obtain their opinions on the pos-
sibility of arranging larger international
competitions — maybe even the World
Gliding Championships in Finland in the
future — competitors are invited to our
1969 Championships, either Open or
Standard Class.™

Costs given by the Secretary-General
vary slightly from those stated in Over-
seas News:— Entry fee 100 FM, aero-
tows 10 FM, accommodation in club-
house 3 FM per night and two hot meals
5 FM. The site is 60 miles from Helsinki.
Write to := Juhani Horma, Poltinahontie
13 A 3, Himeenlinna, Finland.

TATE GALLERY 8740

THE
KRONFELD CLUB

BY the time you read this Newsletter
the Club will be resplendent in its
new wallpaper and everything spick and
span for the summer. It would seem,
too, that restoring the regular function
every Wednesday is slowly bringing mem-
bers back to the Club for a drink, an
interesting talk and a chat afterwards
with members of other clubs and
interests; which is, after all, the reason
for the Club. Our energetic tracker-down
of people to give us the evening talk is,
as ever, hard at work and she, Mae
Marven, would appreciate news of any-
one who could provide one of the talks.

Rosamund Hervey, who took over
from Mary Overton as membership
secretary in December, will, by the time
you read this, be in Hong Kong! For
the short time she was with us she did
much well-appreciated work. Who her

220

74 BASEMENT

ECCLESTON
SQUARE * Swi

relief is, at the time of writing, is un-
known, but we welcome her, or possibly

im.
The Nationals are upon us and the
results will be well advertised, but so
that other flights may not go unnoticed,
it would be of undoubted interest if
members could bring news of their clubs’
achievements in the previous week's fly-
ing, where the inter-club plates and pots
are, etc., for report at “Round the Clubs”
on Wednesdays, News from members
abroad would also be most welcmn}? 2
J. H. S

Diary of Lectures and Film Shows
Wednesdays at 8 pan.
June 4. Flying rseas, by Com-
mander Murray Hayes, R.N.
. 25. Reports on the Nationals.
July. See Kronfeld Club poster.



AVIATION ART SOCIETY

THE Kronfeld Aviation Art Society
Transatlantic Exhibition has been on
show at Heal's, of Tottenham Court
Road, W.1, from Ist until 14th May and
then was at Biggin Hill Air Fair from
15th until 18th May. It consists of some
25 paintings, depicting many of the
famous transatlantic attempts, and in-
cludes four showing the accomplishment
of the first successful non-stop crossing
hy Alcock and Brown. Included are
Gerald Coulson's “Spirit of St. Louis and
the Atlantic” — showing Lindbergh down
to 10 feet above the waves, six water
colours by John Blake of the Royal Aero
Club and John Stanley is exhibiting
“Alcock and Brown Approaching Ire-
land"”. The commemorative collection may
now be scen at the Club. The majority of
the paintings are for sale at prices rang-
ing from 10 to 175 guineas. All enquiries
should be addressed to Mrs. Yvonne Bon-
ham, 11 Great Spilmans, Dulwich, Lon-
don, S.E.22. Telephone 01-693 3033,

Y. CBi

Sailplane Sales & Exchanges

Present Stock includes:
SKYLARK 2B
Ka 6E & TRAILER

New & Used Instruments

ALTIMETERS As.l's
HORIZONS INVERTORS
PARACHUTES BAROGRAPHS

OTTFUR HOOKS
RECONDITIONED BY POST

PHOEBUS

Best high performance
buy for 1970

L/D 1 in 42 for
£2,520 ex works.

Order now for 1970 season

P. A. HEARNE, The Limes,
Wateringbury, Kent
Tel. Wateringbury 385

DONCASTER SAILPLANE SERVICES |
The Powered Glider Specialists

AGENTS FOR SCHEIBE

SAILPLANES

FALKE — 2-SEAT, POWERED
GLIDER

BERGFALKE lll — 2-SEAT

ADVANCED TRAINER

SF-27 High Performance Single
Seater with Wortmann Wings

SF-27M — POWERED SF-27

Stockists of “Winter”
Barographs

I

YORK ROAD, DONCASTER. Phone 0302-65381 “
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INTERNATIONAL GLIDING RECORDS (Correct as at 1.4.69)

& Single-Seaters
istance A. H. Parker (USA), 31,7.64, Sisu-1 e i . W L041. .
Height Gain P. F. Bikle (USA), 25.2.61, SES ?23—: o - & 44 llzlt;;‘ﬁ ‘|:1m
Absolute Altitude P, F. Bikle (USA), 25.2.61, SGS-123-¢ . £ % i 14,102 m
Goal Flight W. A. Scort (USA), 23.7.64, Ka-6cr -1 S 837.75 km
| & Return K. Striedieck (USA), 3.3.68, Ka-8s 767.02 km
100-km. Triangle  H, M. Linke (Germ') (in USA), 30.7.67, Libelle _ 135.66 km. /h
300-km. Triangle  A. Roehm (Germ.), 4.6.67, BS- X 138.30 km. fh.
500-km. Triangle M. Jackson (5. Africa), 28 12.67, B.I-] 135.52 km. /h.
Multi-Seaters
Distance 15 Kouzneisov and J. Barkhamov (USSR), 3.6.67, Blanik 921.95 km.
Height Gain 5. ke and J. T: (Poland). 5.11.66, Bocian 1,680 m.
Absolute Altitude L. Edgar and H K.hl!loﬂ.!l (USA). 19.3.52, PR-G 4 13489 m
Goal Flight P. A A, Opl ko (USSR), 24.4.64, Blanik 702.74 km
Goal & Return K. Keim and Buchmanu (Germ ), 28,12.67, Kranich 3 620.66 km.
100-km. Triangle S. Kluk and A. Wyrzanowski (Poland), 2.9.64, Bocian E 107,78 km. (h.
300-km. Triangle V. Tchouvikov and J. Logvin (USSR), 1,8.64, KAI-19 ., 92.56 km. [h.
500-km, Triangle Helmut and Heinz Sorg (Germ.) (in SA), 7.1.64, Ka-7 83,74 km. (h.
Single-Seaters (Women)
Distance Qlga Klepikova (USSR), 6.7.39, Rot Front 7 749.20 km.
Hcight Gain Anne Burns (GB) (in SA), 13.1.61, Skylark 38 9,119 m.
Absolute Altitude Betsy Woodward (USA), 14,4.55, PR-195 12,190.2 m.
Goal Flight Tamara Zaiganova (USSR), 29.7.66, A-15 731.60 km.
Goal & Return Yvonne Leeman (SA), 28.12.67, Phoebus 620.66 km,
100-km. Triangle Yvonne Leeman (SA), 4.1.66, BJ-2 < 110,19 km. (h.
300-km. Triangle Yvonne Leeman (SA), 14.1.66, BJ-2 5 = 106,18 km. (h.
500-km. Triangle Anne Burns (GB) (in SA), 25.12.63, Std. .\usma 103.33 km. (h.
Multi-Seaters (Women)
Distance T. Pavlova and L. Filomechkina (USSR), 3.6.67, Blanik .. 864286 km,
Height Gain A. Dankowska and M, Matelska (Poland), 17.10,67, Bodan 8,430 m.
Absolute Altitude A. Burns (GB) and J. Oesch (in USA), 5.1.67, 2-32 5 9519 m,
Goal Fli 1. Gorokhova and Z. Koslova (USSR), 3.6.67, Blanik 864,86 km.
Goal & Return P. Majewska and R. Sokolowska (Poland), 14,7.68, Bodan e 467.2 km.
100-km. Triangle Y. Leeman and M. Humarl (SA), 27.12.67, Kranich 3 90.95 km.[h.
300-km. Triangle 0. Manaf and V. 1 (USSR), 12.6 64, KA'I-IS 74,31 km. [h.
500-km. Triangle T, Zai and Lob (USSR), 29.5.68, Blanik 69.5 km./h,
SUBJECT TO HOMOLOGATION
INTERNATIONAL
Single-Seaters
Goal & Return B. Clifford (SA), 1.1.69, Libelle 15& approx. 784  km.
Tentative claim for homologation has been filed with the FAI for this flight.
D KINGDOM
i Single-Seaters
400-km. Triangle A. D, Pumell, 19,469, Cirrus approx. 659 km./h.
100-km. G1. Speed K. A. Harrison, 13.4.69, SHK approx. 129  km./h,
Multi-Seaters
km. Triangle  B.J. W nd H. Danicls, 20.4.69, Blanik .. .. .. 62.5 km./h.
100km, Triangle B J. Wit “ondt 1. Danicis, 19.4.69, Blank .. . 77" km./h.

New records have lo t.rmﬂfl 5}:': old ones by:

Distance

Heights
Triangles
Straight Goals

Conversion factors

Multiply km, by 0621 to get statute miles
3% Multiply km. by 0.54 to get nautical miles
2km./h. Multiply km. /h, by 0.539 to get knots
5km./h. Multiply km. /h. by 0.621 to get m.p.h.
Multiply metres by 3.28 to get feet

The Flying Committee has decided that all British National and United Kingdom records will be
officially recorded in metric units so as to fall in line with the FAL
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BRITISH NATIONAL RECORDS (Correct as at 1.4.69)

Single-Seaters
Distance P. D. Lane (in Germ.), 1.6.62, Skylark 3F
Height Gain G. J. Rondel, 18.6.60, Olympia 28 &
Absolute Altitude  H. C. N. Goodhart (in USA!. 12. sss, 123
Goﬁl Flight H. C. N. Goodhart. 10.5.59, Skylark
Goal & Return H. Warminger (in S. Africa), 13.1 66 Std. Austria
H. Warminger (in S. Afrl*a). 21.12 65 Std, Austria

300-km. Triangle

Pearson (in S. Afriza), 3.1.69, Cirrus
5p0-km. Triangle

A,
100-km, Triangle E.
Anne Burns (in S. Africa), 25.12.63, Std. Austria

Multi-Seaters
Distance L. Welch and F. G. Irving, 14.5.55, Eaglc ol
Height Gain R. P. Saundby and B. Roberts, 7.6.64, Blanik
Abso‘lute Altitude Anne Burns and Janie Oesch (in USA). 5 1 67 232 .
Goal Flight W. A. H. Kahn and J. S. Williamson, 12.4.58, El.aln:
Goal & Return A. H. Warminger and R. Tucker (in SA}. 4.1.69, 2-32

100-km. Triangle G. Camp and Delphine Gray-Fisk, 21.8.64, Eagle
300-km. Triangle A. H. Warminger and R. Tucker, 29.12.68, 2-32

sa-rle.s-m (Women)

Distance Anne Burns (in S. Africa), 31.1.61, Skylark 3»
Height Gain Anne Burns gin S. Africa), 13.1.61, Skylark 38
Absolute Altitude Anne Burns (in S. Africa), 13.1.61, Skylark 38
Goal Flight Ann Welch (in Poland), 20.6.61, Jaskolka g
Goal & Return Anne Burns (in S, Africa), 6,1.66, Std. Austria

100-km. Triangle Anne Burns (in S. Africa), 12.1.63, Skvlark 3s
300-km, Triangle Anne Burns (in 5. Africa), 31.12.65, Sid. Austria
500-km. Triangle Anne Burns (in 5. Africa), 25.12.63, Std. Austria

Multi-Seaters (Waome
Absolute Altitude Anne Burns and Janie Oesch (in USA'J 5 1.67, 2-32 .,

UNITED KINGDOM RECORDS (Correct l;;l 1.4.69)

gle-Seaters
Distance H. C. N. Goodhart, 10.5.59, Skylark 3
Height Gain G. J. Rondel, 18.6,60. Olympia 2n
Absolute Altitude  G. J. Rondel, 18.6,60, Olympia 2m
Goal Flight H. C. N, Goodhurt |0 5.59, Skylark < Jif

Goal & urn J. 5. Williamson, 30.8.64, Ohrrnpi 419 ..
100-km, Triangle G. E. Burton, 20.8.67, Darl TIR oy 3
200-km, Triangle J Firth, 20.8, 64 Skylark 3

i00-km. Triangle C. N. Goodhart, 25 6 ST. Skyhrk 3. e ! L
400-km. Triangle Atme Burns, 5.8.67, SHK " (see opposite page)
S00-km, Triangle D. B. James, 9.6.63, Diamant ls - 3 i 2
100-km. Gl. Speed M. Bird, 4.8.62, Skylark 3F X (soe opposite page)
200-km. GI. Speed 1. W. Strachan, 2.6.63, Skylark 4 . 5 r 23 =

300-km. GI. Speed  E. A. Moore, 27.5.57, Skylark 2 .
500-km. Gl. Speed H. C. N. Goodhart, 10.5,59, Skylark 3 .

Multi-Seaters
Distance L. Welch and F. G. Ir\rin 5 145 55. Eagle .
Height Gain R. P. Saundby and B 6.64, Blanik
Absolute Altitude R. P. Saundby and B. Roberts, ?66# Blanik
Goal Flight W. A. H. Kahn and J. S, wahamson. luss. Eagle'
Goal & Return F. A. 0. Gaze and Rmm";'! ., Eagle .
100-km. Triangle G. Camp and Delphine Gray-Fisk, 21 864 Ea.g!e (see opp p)
200-km, Triangle F. A. 0. Gaze and Rosemary Storey, 30.4.60, Eagle (lneoppp!
300-km, Triangle B. Willson and H. Dnmels. 15.5.66, Blanik i
100-km, GI, D. B. James and K. O'Riley, 27.5.57, Gull 2 .
200-km. Gl. Speed  J. S. Williamson and D. Kerridge, 9.4.55, Easlc -
J00-km, GL Speed W. A. H. Kahn and J. 5. Williamson, 12.4.58, Eaglc
. ingle-Seaters (Wn-m
Distance Annc Burns, 10.5, 59 Skylark 3B ..
Height Gain Anne Bumns, 10.5.59, Skylark 38 ..
Absolute Altitude Anne Burns, 10.5.59. Skylark 38 ..
Goal Flight Anne Burns, 12.4.58, Skylark 3» ..
Goal & Return Anne Burns, 26.5.63, Olympia 419

100-km. Triangle Anne Burns, 25.7.59, Skylark 38 ..

200-km. Triangle Anne Burns, 22.8.64, Std. A

300-km., Triangle Anne Burns, 28.6.66, SHK

400-km. Triangle Anne Burns, 5.8.67, SHK ..

5 . Gl. Speed Rika Harwood, 27.5.57. Olympia 28

]%km, Gl. Speed  Anne Burns, 2.6.63, Olympia 419
»-km. Gl. Speed  Anne Burns, 12.4.58, Skylark 3B ..
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GOLDEN RULES FOR RULES

By ANN WELCH

WHERE there are too many rules,
more time and energy may be
spent in learning them than in learning
about whatever it is that the rules are
in aid of. When this happens rules can
have the opposite effect to that intended,
since a person may end up less compe-
tent than he would have been without
any rules at all.

We live in an age of excessive rule
making and, taking together all the rules
we can break in our mormal lives, our
masters have achieved a situation when
it is no longer possible to know every
one of them. In addition, some rules, or
their presentation, are amb guous, which
creates further difficulty. But — apart
from this — there is a real danger that
too many rules actually increase the
hazards of life by reducing the need of
the individual to think for himself and
to develop his own judgment. It is quite
possible to reach a state where people
have learnt to depend on rules to such
an extent that they are no longer cap-
able of being responsible for themselves.
In some respects we are there already
— people kill themselves unnecessarily
every weekend to the bleats of safety
societies saying, “Be careful and obey
the rules.” They would be better saying,
“Learn to look after your own neck, no
one else will.”

In gliding we have remained remark-
ably free of rules, both state and home
made, and, generally, glider pilots have
a well-developed sense of responsibility
and self-discipline as a result. But even
with us the insidious canker is beginning
to spread, and new-rule makers must be
watched vigilantly to see that they do
not weaken the need for competence and
self-help. Some rules obviously are neces-
sary, for there are too many people
around doing too many things to have
Stone Age freedom, but they must be
good rules only.

To be of any value, a rule must comply
with certain conditions. If it does not
accord with all of them, it is better that
it should have only advisory status. A
rule should;—
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Be the best way of achieving the

object.

2. Place responsibility for compliance on
a single person, or body. (It should
not require shared or divided responsi-
bility.)

3. Be comprehensible (easy to under-
stand) and have an obvious reason.

4. Be enforcible by public opinion and

1by penalty or withdrawal of privi-

ege.

Be practical to administer (including

making it known).

6. Be applicable to everyone at whom
it is directed, without need for ex-
ceptions, exemptions and dispensa-
tions.

An example of a good rule is:—
“When two aircraft are approaching each
other, head-on or approximately so, each
shall alter course to its right.” It achieves
the object of avoiding unnecessary head-
on collisions, it is obeyed universally by
individual pilots and is administered by
the participants themselves, it is com-
prehensible, it is completely acceptable,
and is enforcible by law,

An example of a rule which fails the
test abysmally is :— “Members may not
fly if they have taken any intoxk:a:.inq
liquor within the previous eight hours.’
If the object is to stop the drunken pilot
it does not achieve it. The pilot who
will fly drunk probably does not care
about rules anyway, and is unlikely to
be in full command of his senses. Should
the occasion arise that a pilot “under the
influence” wants to fly, he will be pre-
vented from doing so only by the vigi-
lance of the duty instructor and other
members. This rule is comprehensible
only in words, and according to the letter
and is likely to be broken by the very
people expected to uphold it For
example, the Wednesday evening instruc-
tor falls out at the last moment, so the
CFI rings another competent instructor,
who agrees to take over, having com-
pletely forgotten that he had a beer with
his lunch, five hours before. It is im-
practical to administer (get pilots to sign
the book?). It is unenforcible by public
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opinion because it is unworkable, and
almost impossible for a club to enforce
since, should it find itself with a drunk
on its hands, he would defend himself
by proving that at Jeast one club officer
had technically broken the same rule.

Should a rule be required to add force
to the duty instructor’s vigilance — which
is the only safeguard — then it should
be something like: “It is the responsi-
bility of every member to abstain, prior
to flying, from any alcohol or drugs
which may in any way impair his judg-
ment or competence.” This may not be
such a black-and-white rule, but it puts
responsibility where it belongs — on the
pilot himself, it pgives the necessary
authority to the duty instructor, and it
removes the illogicality of one beer
74 hours before being wrong, but a
drunken orgy ending 8% hours previously
being all right.

In gliding we need, generally, three
sorts of rules :—

For operational safety (daily inspec-

tions);
For the maintenance of standards (e.g.
instructor ratings); and

PEEDWELL

AILPLANES

SHEPLEY LANE,
HAWK GREEN,
MARPLE,
CHESHIRE.
Postcode: SK& 7JW

Telephone: 061-427 2488

For competitions (e.g. maximum height

over start line).

In competitions, more rules are needed
than in the others because pilots want to
compare their proficiency directly, so a
comprehensive and unambiguous set of
regulations is required, with appropriate
penalties to make infringement not worth
while. But these rules must still fulfil the
basic rules for Rules. If they do not, the
results of the championships could de-
pend on the relative honesty of com-
petitors instead of the relative soaring
skill. For example, it is a sensible rule
to say that any competitor entering cloud
shall announce himself on the official
radio frequency and keep other pilots
informed of his whereabouts. But it is
not sensible to say that a pilot musr have
and carry a serviceable radio on every
flight, even if he has no blind flying in-
struments or there are no clouds. What
happens if pilot A declares that his radio
is u/s? The organisers can either ground
him or break their own rule and let him
fly. In the meantime pilot B, also with
an unserviceable radio, keeps quiet. It is
no answer for the organisers to check

You may think from our recent |
adverts that we only make the W
best trailers available today.
Well, we do, but we are also the
largest firm devoted to Glider
and Light Aircraft repair and
overhauls in the North and
Midlands.

Reasonable prices, efficient

———
e ——

service, and first class work.
li
e — e ——————————a
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all radios, because one can go wrong
immediately afterwards. This sort of
situation easily leads to suspicion and
unfairness. A better rule would be:—
“If a pilot is unable to announce his
entry into cloud on the official frequency
— and thereafter maintain intelligible
speech contact with other competing air-
craft in the area — he must keep com-
pletely clear of cloud.” If he breaks the
rule, it is true that he may not always
be found out but, if he is apprehended,
it is a clear case of infringement by him,
and the responsibility is not blurred by
checks or actions that the organisers may
or may not have taken.

Rules for operational safety and the
maintenance of standards provide a more
difficult problem. People are not com-
peting against each other, and have
different ideas of what is necessary.

Rules for the maintenance of standards
are seen in principle to be useful and
fair, but they must inevitably be a com-
promise between perfection and a level
which fails to achieve the desired results.
But, here again, they must fulfil the re-
quirements of a good rule, as, for
example, the BGA Airworthiness Regula-
tions do. While allowing people to work
on their own aircraft, and not being too
expensive, they achieve the standard of
safety intended. The paperwork is com-
prehensible, the administration straight-
forward and, if the aircraft is not up to
standard, a C of A is not granted. It may
be said that here lies a weakness, since
the Law does not prevent a person fly-
ing a glider without a C of A. Neverthe-
less, this rule is accepted and complied
with because clubs and pilots do not like
having possibly unserviceable aircraft on
their patch or in the air with them, and
because responsible people know that
anarchy inevitably leads to more restric-
tions. The BGA C of A rules work be-
cause they are obviously right and the
standard is pitched at a sensible level.

Perhaps the most difficult rules of all
to make and enforce are those dealing
with operational safety, since both con-
ditions and competence are variable. For
example, experienced pilots can fly
safely from a worse site than can in-
experienced ones; so, if you want to
make rules about sites, what do you do?
Th’: answer is that you do not make a
rule.
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PLANNING?

Why rack your brains to plan the perfect club
fleet when Alexander Schleicher’s have done
it {or you, From the first impressionable flight
in a glider to the day you seriously aspire to
the Weorld Championships. Alexander
Schleicher’s range of gliders provide a
complete and logical step by slep progres-
sion from the smooth and simple to the smooth
and sophisticated. Range of gliders include :

ASK 13 Robust and docile performance
two-seater lrainer.

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

K 6E High performance Standard Class
single-seater.

ASW 12 Super high performance Open
Class single-seater of fibre-glass sandwich
construction.

ASW 15 Standard high performance
single-seater designed for competitive flying.

ASK 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 malerials from
stock or short-term delivery.

Write for Brochure and Enquiries without
obligation to:

ALEXANDER SCHLEICHER

SEGELFLUGZEUGBAU

D-6416 Poppenhausen an der
Wasserkuppe, West Germany

or our agent

LONDON SAILPLANES LIMITED

c/o J. Jeffries, Dunstable Downs,
Bedfordshire




[ am sure that the greatest operational
safety in a sport like gliding comes with
the absolute minimum of rules, but with
the maximum of information and shared
experience. The few rules must be good
rules, with any poor rules ruthlessly
avoided. But everything else, all the good
ideas, the recommended practices, the
conventions (do not use a split pin twice,
etc.), should not be turned into rules.
The information should be made readily
available for all to use, and the reasons
explained to new pilots; but they should
not be rules to be learnt by rote, and
used instead of common sense.

BGA NEWS

Welcome !

We are pleased to welcome Gillian
Howe to the British Gliding Association
as Assistant Secretary. She is a member
of the Cotswold Gliding Club and, as you
may remember, won for her club a Ka-6g
in last year’s Wills’ Gliding Competition.
Gillian has her Bronze C and Silver
Height and is hoping to take an Instruc-
tors’ Course later this summer. Mean-
while, she's soaring a desk in Artillery
Mansions and trying not to look too
longingly at the cu. nims forming over
Victoria Street. We wish her a long and
happy stay.

Artificial Horizon Instruments with
Adjustable Pitch Datum Facility
ANY light fixed-wing aircraft are

. equipped with artificial horizon
Instruments in which the basic relation-
ship of the artificial horizon bar to the
reference aircraft symbol is adjustable by
the pilot. Misuse of this facility can
prove dangerous. The Air Registration

rd require the adjusting knob to be
made inoperative when such instruments
are fitted to all new types of aircraft
txceeding 6,000 1b. AUW submitted for
certification in the transport category. It
IS not considered practicable to insist on
the same requirement for all light air-
craft. It is, therefore, essential that pilots
should be aware of the dangers of mis-
use of the adjusting facility in flight.

If the horizon datum is altered, while
¥ing on instruments the pilot’s reference
Or corrective action is no longer valid

and the chances of a prompt. or even,
in extreme cases, a successful recovery
to normal flight are jeopardized.

The occasions when a pilot may be
tempted to adjust his horizon datum in
flight will usually occur during prolonged
turns, climbs and descents, or during
cruising flight, when there may be a gap
between the horizon bar and the refer-
ence aircraft. It is not considered that
such adjustments are either necessary or
advantageous to successful instrument
flying. In fact, it is a necessary adjunct
to good instrument flying that a pilot be-
comes familiar with the appropriate pitch
attitude of his aircraft in various phases
of flight. Any wvariation of the basic
reference will interfere with the acquisi-
tion of such knowledge.

It is, therefore, recommended that, in
fixed-wing aircraft fitted with artificial
horizon instruments which have a pitch
datum adjusting facility, the reference
aircraft symbol should be centred in the
instrument case before flight, regardless
of the position of the horizon bar, and
that no further adjustment should be
made during flight.

This information is issued by the Aero-
nautical Information Servic. — No. 14/
1969, of 3rd February, 1969 — and pub-
lished by the Board of Trade for informa-
tion, guidance and necessary action.

Annual Awards

At present, flights for BGA Annuoal
Awards cover twelve months from Ist
January until 31st December. In future,
they will cover the period Ist October
until 30th September, in order to coincide
with the BGA Financial Year.

For 1969, therefore, claims will cover
nine months only — from Ist January,
1969, until 30th September, 1969, (See
February/March issue of S & G for 1968
awards.)

Certificate Claims .

Now that we are again in the Soaring
Season, the BGA office will be inundated
with Silver, Gold and Diamond claims
— we hope, for this indicates the achieve-
ments of our movement.

Last season there were nearly 1,000
claim forms received but, horror of
horrors, nearly 30% had some error
which necessitated return to the pilot
with a query or a request for the regis:
tration fee.
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1t is hoped that instructors and official
observers, as well as pilots, will make
every endeavour to ensure that claims in
1969 are correctly completed and sub-
rfnitted with appropriate evidence and
ee.

Common errors were :—
(a) No fee or wrong fee (£1 per leg).
(b) ]f\io barograph trace. This is required

or :—
All legs of Gold and Diamond.
Silver height, unless claim is en-
dorsed by a specifically approved
Senior Observer.

Silver duration and distance, unless

flight is observed throughout or
claim is endorsed by a specifically
appointed Senior Official Observer.

(c) T;lo calibration chart. This is required

or ;—

Gold and Diamond height.

Silver height if gain is less than
3,800 ft,, except when claim is en-
dorsed by a specifically appointed
Senior Observer.

(d) No landing certificate or an incom-
plete one.

(e} No name and address of pilot claim-
ing (belr=vz it or not!).

(f) Gain ssown on barograph trace
different from gain entered on claim
form.

(g} No gliding certificate  number
entered. This sometimes causes diffi-
culties in tracing record cards.

(h) Certificate not forwarded when
claim completes Silver or Gold C.
Official Observers should not sign

forms unnl they are completed correctly
in every respect. and certainly should not
sign a blank claim form which is filled
in later.

Lilienthal Medal for 1968

The FAI has announced that the
Lilienthal Medal for 1968 has been
awarded to Alejo Williamson, of Chile.

Amendment to BGA Competition Race
Scoring

Previous Basis

For a number of years speed marks
have been awarded to race finishers in
the proportion of the square of their
speed to that of the winner. Squaring has
the effect of widening the separation be-
tween the marks of the faster finishers,
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but it is conszdered by many to be a com-
plicated device without any theoretical
justification. It also leads to a substantial
step between the slowest finisher and the
furthest non-finisher.

REVISED SCHEME

The BGA Executive Committee have
now approved a revised system of scor-
ing in which speed marks are allocated
directly in proportion to speed, spread-
ing the available speed marks propor-
tionately between the speeds of the fastest
and slowest finishers. Distance marks
will be scored as previously, The slowest
finisher will not get zero speed marks
but rather the maximum speed marks
divided by the number of finishers. (This
ensures, amongst other things, that there
is no anomaly when there is only one
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finisher and he is, therefore, both the
fastest and slowest finisher.)

JLLUSTRATIVE EXAMPLE

Out of 40 gliders, 20 finish, therefore
500 speed marks. Assume finishers’
speeds are spaced at equal intervals —
say 100 k/hr.,, 99 k/hr,, 98 k/hr, etc,
Jdown to 80 k/hr. for the slowest finisher.
Assume non-finishers are also equally
spaced, with the furthest only one yard
short of the finish and the worst pilot
scoring one-twentieth of total distance
marks. Graphically, the old and new
systems of marking may then be illus-
trated as follows:

MiNOR PoINTS

1. To avoid the leading pilots’ scores
being “squeezed-up” by an isolated
very slow finisher (who might even
do it deliberately), a bottom limit is
fixed at 609 of the winner's speed.
Below this all finishers will be marked
equally.

2. A further amendment is that the re-
maining ‘‘cut-off” — which previously
limited speed marks to a maximum of
700 — will be abolished. Thus, e.g..
if conditions are so good that 90%
finish, then distance marks will be
only 100,

T. S. ZEALLEY,
Chairman, Filying Commitlee

OBITUARY

BRUCE GILLIES

THE untimely death of Bruce Gillies
in a motor accident is a great loss to
gliding in New Zealand. A dynamic
personality, his sporting activities in-
cluded also mountaineering and ski-ing.
His interest in gliding commenced after
1 met him in 1953 and resulted in his
founding of the North Otago Gliding
Club, followed, in 1958, by the establish-
ment of the now famous gliding site at
Omara. He organized subsequently the
first gliding camp to be held at Mount
Cook and, soaring over the peaks which
he was accustomed to climbing, went on
to complete his third Diamond in Janu-
ary, 1965. Bruce's mountaineering
prowess was put to dramatic use in 1960,
when he co-ordinated the successful
operations to rescue Matthew Wills, who
had crashed in his glider on top of a
5,000 ft. mountain. er the last three
years his attention had turned to jet
boating and, as Secretary to G. T. Gillies
Ltd., he had completed recently a success-
ful visit to Canada to market a New
Zealand invention. Bruce Gillies will be
missed by many — in the realms of
sport and also by his business friends in
New Zealand and overseas. To his wife
and family we extend our sympathy.

S. H. GEORGESON

GLIDING CERTIFICATES

DIAMOND HEIGHT

No. Name Club 1968
3/88 G.A.Thomson U.S.A. 31.12
3/89 J. A. Evans Army 1.12

GOLD C HEIGHT
Name Club 1968
Mrs. Dorothy

Thomson U.S.A. 31.12
R.A. Cole Cranwell  1.1.69
R.J. M. Clement 661 G.S. 9269
B.D. Jackson Derby &

Lancs 25.2.69

No. Name 1968
2348 R. Jackson Clevelands 18.8
2349 P. R. Redshaw Lakes 7.4
2350 P. J. Dunmore Cranfield 18.8
2351 V. D, Vanson Southdown 6.4
2352 C. E. Hughes G 1.1.69
2353 M. J. Drybanski Cranweil 2.2.69
2354 M. J. Field endips 22.9.68
2355 R, Knight Heron 12.4.68
235% M. R. Emmett Airways 8.3.69
2357 D. G. Day Norfolk 30.3.69
2358 D. A. Vennard Bristol 2.4.69
2359 A. B. Webb Culdrose 7.4.69
2360 Lynn E, L, Brown London 3.4.69
2361 B, Wyman London 4.4.69
2362 R. L. Clemo Clevelands 4.4.69
2363 M. G. Throssell Essex H.4.69
2364 N. F. Cunningham Surrey/Hants. 8.4.69
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GLIDERS BEFORE 1914

By A. E. SLATER

HOW many gliders were built in
Britain in the early years of this
century? No doubt there were many
backyard builders whose efforts are lost
to history, but a surprising number —
approaching fifty — are listed, and many
of them illustrated, in a recent book,
“British Aircraft 1809-1914". Its author,
Peter Lewis, who was unknown to the
writer of this article when it began to be
prepared, has now — before it is finished
— joined the Editorial Staff of SAILPLANE
& GLIDING,

Naturally, gliders were scarce in the
nineteenth century, and not until 1908
did their recorded numbers begin to pick
up, coincident with the number of aero-
planes flying — or trying to fly — in
Europe. They reached a maximum of 13
in the year 1911, then faded away rapidly,
perhaps due to aeroplanes becoming
more reliable. Gliders were, in fact, re-
garded as useful preliminaries to powered
flight, and, with the exception of José
Weiss, only Percy Pilcher seems to have
set soaring flight as his ultimate goal.
Even this statement is not to be found
in history books, and I only heard it
from Jack Dewsbery after he had visited
the Bray family, on whose estate Pilcher
did much of his flying trials, They said

that the engine, which he was preparing
to install when he was killed, was to be
used to enable him to reach heights
where, he had observed, there were air
currents used by the birds for soaring.

The “1809" in the book’s title refers
to Sir George Cayley’s first glider, of
300 sq. ft. area, which made many glides
with inanimate ballast and occasional
short hops with human ballast. There
was a gap of 40 years from this to his
second glider, and his third, in 1853,
made the first real human glide known
to history, with Sir George's coachman
aboard.

Next, in chronological order, comes
F. H. Wenham, whose glider was a multi-
plane with five superimposed surfaces
divided spanwise into eight bays; a two-
view drawing is given.

Next come Pilcher's Bat and Beetle of
1895 and Hawk of 1896, after which we
enter the 20th Century.

The great Samuel F. Cody had, of
course, to try his hand at gliding; his
1905 biplane glider had “narrow-chord
diamond shaped ailerons mounted on
slim fins below the leading edges of the
lower wings™, and these functioned also as
elevators until a rear elevator was added,

Frederick Handley Page at the conirols of his glider at Barking, where it was tested
during 1908.
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Its span was S1 ft., the wings had an
enormous area of 807 sq ft, and empty
weight was 116 [b.

If Cody had lived, he would surely
have been a conspicuous figure in British
gliding when it revived in 1930, but what
would the BGA Technical Committee
have done about his bamboo main spars?

Now, after a two-year gap, we come
to 1908, with no fewer than six gliders.

Although J. W. Dunne, famous for
his tailless aeroplanes with swept-back
wings, started experimenting in 1900,
his first man-carrying glider. the D.3, a
swept-back biplane with rudders be-
tween the wing-tips, did not fly until
1908; one pilot rose to 15 ft. and another
flew 44 vyards and later crashed it
Dunne's ftrials, sponsored by the War
Office, were carried out secretly on an
out-of-the-way estate in Scotland, called
Blair Atholl, but spies soon got wind of
it; so, to make it difficult for them to
distinguish the machines from a distance,
this glider, like the aeroplanes, had its
wings camouflaged “in white stripes and
lincar patterns to break up the con-
tinuity , , ." Before this, a triplane glider,
to be called D.2, was projected by Dunne,

ut never built.

Other historic figures also come into
the picture this year. Handley Page pro-
duced a glider with a crescent-shaped
Wing, based on José Weiss's inherently
stable wing with wash-out of incidence
on the swept-back tips; but he seems to

Earliest of J. T, C. Moore-Brabazon's aircraft, his glider at Chelmsford in 1908.

have distrusted the inherency of the
stability, for he fixed a similar but
smaller wing in front to act as elevator.
There were no other controls!

Moore-Brabazon (later Lord Braba-
zon) had a biplane at Brooklands which
was so unsatisfactory that he removed
the engine and tried it as a glider, with
hardly better results.

Alec Ogilvie, a great friend of the
Wrights, who took part in Orville's 1911
soaring expedition, produced a quadru-
plane glider in 1908. Towed behind a
car, it had reached about 30 ft. when
the rope broke and “the builder's brother,
who was piloting, fell through the
wings."”

The Short-Wright glider was virtually
a motorless Wright aeroplane, Eustace
Short having seen Wilbur flying at Le
Mans. It flew well in the hands of Alec
Ogilvie and the Hon. C. S. Rolls.

As in the previous year, 1909 js repre-
sented by six gliders. Ogilvie is now fly-
ing a Clarke-Wright glider, built by
T. W. K. Clarke, of Kingston, and based
on the Wright brothers’ No. 3 glider of
1902. Ogilvie wanted to put in some
practice before taking delivery of a
Short-Wright aeroplane.

The Porte and Pirie biplane, which
ran down Portsdown Hill and then
pitched forward, throwing out its two
naval officer designers, has been illus-
trated in many history books. J. C. Porte
later designed flying-boats, and W. B.
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Pirie had a son who flew with the Cam-
bridge Gliding Club nearly 30 years later;
oddly enough, his father told him no-
thing about the Portsdown escapade
until Pirie Jnr. heard about it from
another source and made his father own
up.

This was the year in which Gordon
England made the first British soaring
flight, in a Weiss glider at Amberley
Down; it lasted 58 seconds. Twenty years
l&:;c‘l;L he became first chairman of the

The three Bush brothers were aged 17,
16 and 13 when they built the first of a
series of biplane gliders in 1909. It was
of ash and calico, doped with a paste
made from sago. No. 4 was built at
Cambridge by the eldest brother when
an undergraduate there in 1910. Suc-
cessive designs were based on Wright,
Curtiss and Farman types, and when they
finally built an aeroplane, it resembled
the Caudron.

In 1910 the number of known gliders
rose to seven. T. W, K. Clarke produced
a biplane which is now in the Science
Museum at South Kensington. We hear
of a Hampshire Aero Club, formed in

April, for which its president, Patrick Y.
Alexander, built a biplane without con-
trol surfaces; it was flown as a man-
lifting kite.

E. W. Twining, well-known as a model
maker, particularly of successful model
aeroplanes, which still sold well in 1920,
built a biplane glider in 1910. A versa-
tile character, he was later designing
stained-glass windows, and in the '39-45
war became a project draughtsman with
the Bristol Aeroplane Co.

A biplane glider designed by Charles
Lane was used in 1910 at Brooklands
“for instruction in gliding”, It was a
single-seater!

In 1911 Bristol comes into the news
again, with a “Bristol and West of
England Aero Club", to which its presi-
dent, Sir George White, presented a glider
of Wright type designed by G. H. Chal-
lenger and used “for primary training on
a hillside at Keynsham.”" A single-seater,
of course.

Another organization was the Conis-
borough and District Aero Society in
Yorkshire, The Shefficld Aero Club pre-
sented it with a 42 ft. span biplane glider,
but as it rose with a pilot to 20 ft. when

British Aircraft

1809 - 1914
PETER LEWIS

A great deal of matenal in this book is of interest
to all those connected with gliding.

BRITISH
AIRCRAFT
1809-1914

PETER LEWIS

‘This book presents for the first time individual
descriptions and histories of the different types of
aircraft designed and constructed in Great Britain
between 1809 and August 1914 ...an exceedingly
useful reference work,” Aircraft Engineering

83x5% ins. 576 pages 503 photographs 108 three-views 63s.

Please write for a free, illustrated brochure of all our aeronautical

titles to:

Putnam & Co Ltd. o sow STREET, w.c2.
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Walter Davies, of Dudley, Worcs., seated in his Glider No, 1.

pulled by hand into a light breeze, its
span was wisely reduced to 24 ft. before
using it for training. Two club members
then built a monoplane glider of
Demoiselle type.

Charterhouse School had a biplane
glider constructed by G. T. Cooper, who
then made another one at Edinburgh,
which he presented to the East of Scot-
land Aero Club,

Birmingham Aero Club built at least
three gliders in 1911—a monoplane and a
biplane, and another biplane, in which
either the upper wingtips or the lower
ones could be turned up for stability.

Among this year's gliders, numbering
more than a dozen, was also one designed
by Charles E. Dawson “for the use of
his wife, Gertrude Robins, the actress”,
whose name was painted on the wing.

Gliders begin to peter out but in 1912
a flimsy biplane was built by H. Beer
at  Cardiff, another biplane by F.
Woods at Fleetwood, and the Bush
brothers were still at it. A curious type
was the “annular” biplane of Cedric Lee
and G. Tilghman Richards — later to be
Curator of the Science Museum aero-
nautical collection and a member of the
first BGA Council. Tt was modelled on
their circular-wing aeroplane of 1910,
but in the photo of it flying at Kirby

nsdale, the top wing does not appear
to be a full circle.

In 1913 the Bristol and West of

ngland Aero Club acquired another
glider, Walter Davies, of Dudley, pro-

duced a second version of his 1911 type,
Windsor Model and Gliding Club built
two biplane gliders—in one of which they
hoped to install an engine—and that was
all. There are no entries for 1914; the
motors had the air to themselves.

Bristol Gliding Club

NYMPSFIELD, GLOUCESTER
We olfer excellent tharmal, hill and wave soaring at a
sile on the western edge of the Cotswolds, nesr Stroud.
Fleet includes Skylark I, Olympia, Swellow, Prefect and
Dual Tiaining Machines. Aero-lowing available.
Comfortable Clubhouse, liest-class Canteen, Bunkhouse
and .
Summer Gliding Holidays for ab-initic Non-Members.

Write to: BRISTOL GLIDING CLUB
NYMPSFIELD, Nr. STONEHOUSE, GLOS.
Telophone : ULEY 342

Gliderwork

i
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A
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==
G or A OVERHAULS AND REPAIRS

HUSBANDS BOSWORTH AIRFIELD
MR RUGEY WAERWIDS  TEL 3785
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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 witt to contarm with the stanméard class of USTIV, and is designed for performance
lights under any almaspheric condilions,
Wing span: 15 melies, Aspeet ratie: 18.5. Best gliding ralio: 34
Never exceed speed: 260 kilomalres per howr. Flying weight: 386 kilogrammes,

TWO-SEATER, BOCIAN

Due to ils many (light qualilies under varying {hermic conditions, Bocian is suilable fer
all types of performanca flights. The pifats’ ssals are in landem, and Uhere are coupled
control calumns, which make the glider ideal for basic Laining.

Wing span: 18 metres, Aspect ratin: 16.5. Best pliding ratio: 26

Never exceed speed: 200 kilometres pes hour. Flying waighl: 525 kilogrammes,

MOTOIMPORT

PRZEMYSLOWA 26, WARSAW,POLAND
Cables: Motorim, Warszawa. 7Te/: 28-50-71

Sole Agentin U.K.
NORCO AVIATION LIMITED
BURRELL ROAD, HAYWARDS HEATH, SUSSEX. 7e/: 51771
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CORRESPONDENCE

BRITISH GLIDERS AND THE TECHNICAL COMMITTEE
Dear Sir,

It is very sad (as admitted by the chairman of the Technical Committee) that only
six of 48 new C’s of A in 1968 were for British-built gliders. It is even more than

—it is stagge A
P 1nvolvem=n{uf'gr a number of years in training and competitive gliding on both
sides of the Atlantic has made it apparent that British gliding has suffered for some
time from a number of self-imposed handicaps. Among the technical ones are stiff
requirements for longitudinal stability, incipient spin characteristics and terminal
velocity limitation, together with a conservative and suspicious attitude to new
construction methods. ?ndeed, it is ironic that one who has been closely associated
with this policy for many vears, and has recently commented repeatedly on what he
considers are undesirable foreign gliders, should be the one to bemoan the end
result — that British gliders no longer have the gualities the clubs and competition

ilots want.

3 The BGA is in many ways an admirable organisation, enjoying a degree of
autonomy envied by gliding organisations throughout the World. Through instruc-
tional safety and technical committees, it has achieved a high standard of com-
petence and safety. but the restrictions imposed on individual and commercial develop-
ments have led to the present lamentable situation.

The heyday of British gliding was the era of the Sky and the Skylark 3. Further
development has been hindered by restrictive handling requirements and unimagina-
tive approaches to construction, in the absence of foreign designs to hand to act as a
stimulant. Young German designers, meanwhile, have gone ahead with advanced
concepts in aerodynamics and structures, and are once again in the lead.

Even one visit to a US National Contest cannot fail to impress one with the
number of home-built designs of excellent performance and rugged construction.
Thev have been exemplified by the Schreder designs which, while no longer in the
top rank, continue to be a powerful force in compstition because of their rugged-
ness and ability to land in small fields. Three years of owning an HP-14 have con-
vinced me that powerful flaps and all-metal construction are great assets. When
Slingsby were offered the HP-14 design. there seemed a chance of them recapturing
a leading position. Because of the difficulty of meeting the BGA requirement for
rapid extension of speed-limiting devices at high speed, together with various pieces
of bad luck, that chance now scems to have been lost. As implied by Mr. Hearne
(letters S & G Feb., 1969) the BGA must recognise that, if one persists with concepts
laid down 20 years ago, one cannot arrive at anything but a bad compromise.

The lengthy article on PIO’s (S & G, Feb. 1969) demonstrates that, according to
the diagram, the Dart would be considered unacceptable to T-33 (Shooting Star)
pilots, as far as longitudinal stability is concerned. The author also points out that
pilot response is much conditioned by learning. Since the Dart has been cited many
times as having superb handling, then clearly T-33 pilots are inadequately trained
for flying Darts, and further comparisons may not be meaningful.

No-one expects a PPL pilot to be competent to fly a large transport. Why should
we not expect glider pilots to require extra training before flying Diamants or HP-
1457 Perhaps an additional licence endorsement should be required.

Any new student is liable to produce PIO', even in a very stable aircraft. Since
most of us have initially experienced trouble on new types with very light control
Orces, I suspect that this may be the result of years of experience on very stable gliders.
Certainly, an instructor doing all his flying on a Capstan would not be happy
immediately in a Phoebus or HP-14, However, it is generally agreed among experi-
enced pilots that light control forces are very desirable in contest aircraft. True, such
'¥pes will be less pleasant in cloud than a Skylark, but, by lowering flap, stability is
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considerably increased, and the drag rises rapidly with speed, thus helping to damp
speed oscillations—and simple flaps don't ice up. !

It is time for critical self-appraisal and hard thinking, but it is not too late to
bemiﬁt from Continental advances and concepts. Let us hope that Sigma will be a
catalyst.

Ottawa, Canada Joun FIrRTH

FRANK IRVING COMMENTS : It is indeed remarkable how the onlooker, seeing the
current malaise in British glider construction, can instantly find a scapegoat — the
dreaded Technical Committee. : X

Most of Mr. Firth's assertions about the BGA Technical Committee display a lack
of background knowledge. Taking his list of “self-imposed handicaps” in order:

(a) Longitudinal stability requirements. These are no stiffer than those of
Ostiv or many another country. Our requirements (British Civil Airworthiness
Requirements, Section E) simply say that the aircraft shall have positive stick-free
stability, without specifying how much. If a machine has a small amount of stability,
C.G. aft, and—most important of all—if it feels satisfactory, we will accept it. I
quite agree that light control forces are generally desirable, and we have approved
a number of types which have light forces and are thought to be pleasant to fly, The
sort of difficulty which arose in the past is best illustrated by the Skylark 3. Due to the
effects of wing twist, this machine became markedly unstable at high speeds. In order
to achieve slight stability under these conditions, a spring was incorporated in the
elevator system, which then produced rather a lot of stability at low speeds. We
suggested an expedient which worked at the cost of a few shillings, admittedly at the
expense of heavy low-speed stick forces. What were the alternatives? Either a stiffening
of the outer wing (the repressive BGA putting up the cost and weight) or restricting the
minimum cockpit load (the repressive BGA producing silly placards). Mr. Firth may
recall that the Skylark 3F had a revised tailplane and elevator, to reduce the stick

THREE COUNTIES
AERO CLUB LIMITED

Blackbushe Airport, Camberley, Surrey

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

Special Courses for Glider Pilots to obtain
Private Pilot's Licence

Normal Courses for Private Pilot's Licence

Night Flying — Instrument Flying — RIT

Board of Trade Approved Courses 35 hours
Residential Courses available

Licensed Bar. Diners Club Credit Cards accepted.

C.F.l. Derek Johnson
YATELEY 3747 (Management) 2152 (Operations)
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forces. Who proposed it and did the aerodynamic sums? None other than the Chair-
man of the Technical Committee! : ’ :

Of course, the fact that OsTiv and other national requirements exist does not
pecessarily mean that other countries actually observe them. But nobody has yet
disproved my contention that good longitudinal characteristics can be provided with-
out any performance penalty. : : X 3

(b) Incipient spin characteristics. We do not claim to be infallible and, with the
advantage of hindsight, it is probably fair to say that the Capstan was delayed and had
jts performance reduced by objections to its stall and incipient spin characteristics by
a mixture of the Technical Committee and two Test Groups. But it would be difficult
to find any other glider of significant merit whose career has been blighted by applying
the requirements with excessive rigour. You can't have it both ways: in the case of the
Dart, we took the line that although it would spin pretty readily when stalled in a
turn, the spin could easily be stopped. We subsequently had comments from at least
two eminent competition pilots to the effect that we ought to have raised objections
to its behaviour,

I can also recall an occasion in 1951 when the Technical Committee rescued the
Sky from the oblivion to which ARB wished to consign it on account of a barely
detectable wing-drop at the stall.

(c) Terminal velocity limitations. Most folks, including ourselves, would now
agree that the strict application of the BCAR requirement is unnecessary, but the
brakes, or parachute, should limit the speed to VNE in a pretty steep dive. So far,
nobody has devised a really satisfactory requirement on these lines. Current practice
(see OsTIV requirements) is to think in terms of brakes which will limit the speed
to Vo (about 10% higher than VNE) in a vertical dive. In fact, the Dart only just
meets the latter requirement, but was nonetheless approved.

(d) Conservative and suspicious attitude to new construction methods. It is the
duty of the airworthiness authorities to exercise a reasonable degree of suspicion
about new construction methods until satisfactory means of demonstrating their integ-
rity have been evolved, On the other hand, can Mr. Firth quote any example of an
exciting new British glider being damned by the Technical Committee on account of
its novel structure? Or anybody else’s glider, for that matter? We are entirely happy to
accept any structure which can be demonstrated to be airworthy and, quite apart
from Sigma’s remarkable wing, there is at least one other novel development at
present in hand with our knowledge and approval. We accept German methods of
testing glass-fibre structures as adequate proof of their structural integrity and have
done so ever since the German tests were unveiled to OsTiv.

It should be remembered that several of the structural strength requirements of
BCAR are slightly less severe than those of OsTiv. Will we inhibit progress by
altering BCAR to correspond with OsTIv, as is quite likely to occur?

. The HP-14 is cited as an example of how the Technical Committee stifles enter-
EL"“{ It would be unkind to go into that story too far, but let me make the following
ints:
(i) The flaps are, without reservation, excellent approach aids.

(ii) The HP-14 was designed in a country where cloud flying is not permitted.

.. T.V., brakes are not thought necessary there,

(iii) The relatively small modification of fitting a tail parachute seems likely to

. overcome most of the problems.

(iv) The type has numerous other features which, in its original form, meant

that it probably did not meet the airworthiness requirements of any country.
. Let us not forget that a great deal of glider design and development in Germany
1S due to the activities of the Academic Flying Groups. This sort of work is only
Possible when the students are willing to devote a fair amount of time to it in a
€ourse spread over five or six years. In this counry, the taxpayer insists on a three-
Yle_ar degree course, and there simply isn't time for major projects, such as building
gl]thl's._ In such an environment, only way to get new gliders is to have highly
an?: essional people working on their design, either for money or in their spare time,

to have adequate capital to finance new methods of construction. So far (i.e.
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pre-Sigma) there has been a distinct lack of both requisites, and it is this, rather than
the imagined repressions of the BGA, which has Jed to a lack of good British designs.
Let Mr, Firth remember that Sigma's rather remarkable features have been largely
incited by the same people whom he accuses of an unprogressive outlook.

Finally, if he reads my article on P1O’s again, El; will find that most of his
remarks are already covered.

750 AND 1,000 KM. TRIANGLES?
Dear Sir,

I was rather surprised to read in the February/March, 1969, § & G that CVSM
(now CIVV, Ep.) have rcjected proposals for the official recognition of 750 km. and
1,000 km. triangle speed records, on the grounds that these would be possible in only
a few countries.

However, a quick glance through an atlas shows that “28 per cent rule™
1,000 km. triangles can be drawn within the bounds of Italy, France, West Germany,
Sweden, Rhodesia, the North Island of New Zealand, Texas State, and even the
United Kingdom, to list but a few. Admittedly, meteorological conditions may pre-
clude the completion of such a large triangle in many of these countries; but, by the
same token, the world speed records for 500 km,, 300 km., and even 100 km. triangles
are unlikely to be broken in, say. the United Kingdom. Such records will probably
always be the prerogative of South Africa, N. America and Central Eurasia; so why
not let them establish 750 km. and 1,000 km..triangles, whose eventual completion
can only add to the prestige of the gliding movement?

I am writing this beneath the Mediterranean sun in Cyprus, where the Crusaders
joint Service gliding club is well established. Any gliding types holiday-making here
are welcome to visit us at Kingsfield, Dhekelia, to sample some strong thermals, or
explore our regular daily sea breeze convergence zone.

RAF Akrotiri GORDON CaMP

RADIO LICENCES
Dear Sir,

When people come to renew their glider radio licence they might be horrified
to find that the fee was increased by 1509 from £1 to £2 10s. in October, 1968 (sce
S & G Feb. issue, page 27). As radio is becominﬁ mandatory for competition flying
and is likely to become more of a necessity in the future, a concerted protest now
might forestall further increases. I have written to my MP and if everyone concerned
does the same perhaps an impact will be made.

Halesowen, Worcs, MICHAEL RANDLE

; MOTOR GLIDER RECORDS
Dear Sir,

1 cannot resist pointing out the absurdity of the regulation for the UK Local
Speed Record (Motor Gliders), i.e., Best speed over 300 km. triangle using not more
than 5 litres of fuel, the record to commence at the start of the take-off roll (S & G,
April-May, p. 126). If not favoured with a hill start, one proceeds as follows:

Fill up with 5 litres of fuel, take-off and climb to 300 ft., switch off and circle,
Sink, Land. Top-up with fucl, take-off and climb to 300 ft., switch off and circle.
Sink. Land. Top-up with fuel . . . Continue until you get away.

Poor gliding! I foresee the day when motorless gliding — surely the most sub-
lime recreation of all time — will be banned because it is “safer” to have a motor;
gliding clubs will decay as wealthy private owners learn they can dispense with
communal launching facilities; airspace restrictions will grow as motor-gliders with
full radio facilities learn to live with them; and those of us who only ask for a
peaceful potter round the countryside, disturbing no-one, will be the cyclists of the
1980's — forbidden to use the motorways, sworn at by the motorists, and eternally
glancing over our shoulders to see what infernal machine is going to take a swipe
at us next. And the BGA is actually encouraging it.

Cambridge A. W. EDwWaARDS
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ANN WELCH cOMMENTS :— 1 think Anthony has been swept away on a wave
of depression — maybe due to the long winter; he attacks motor glider records,
wealthy private owners, airspace restrictions, and all other air users in the same
preath. He should not worry so much. Glider pilots will continue to cling to pure
exotic gliders, with the maximum possible freedom to use them, and will vigorously
defend gliding against both interference and dilution. Quite right — but a lot of
glider pilots want motor gliders, because they see them as the best way of getting
more soaring, or of training new pilots with less frustration. And this is quite right

-y The intention of the motor glider records is not — as Anthony implies — to have
a Jot of people stupidly hoisting themselves to only 300 ft., which no pilot in his
right mind would do anyway, but to improve the soaring performance of future motor
gliders. Only a small lfm)portinn of people are interested in going for records, and
those who are not will want the most efficient lightweight engine they can get, com-
bined with the highest performance glider they can lay their hands on. In the long
run, this will mean more high quality soaring.

POWERED GLIDING
Dear Sir,

1 sympathise with Chris. Riddell over the problem of the effect of the powered
glider on the togetherness in a gliding club. However, it has not been characteristic
of the movement to date that we have hidden behind a wall and thrown stones at
things of which we are afraid. Motor gliders will either succeed or fail and the result
will depend on whether they are found to offer positive advantages or not.

By banning them from competitions, we shall force owners to break away and
find their own amusements, thus weakening the movement at a vital time, when we
have to present a united front against the spread of controlled airspace and the pro-
liferation of airports around population centres.

Gliding is changing in many ways — more private owners, fewer instructors,
more controlled airspace, more aero-towing, hotter and expensive aircraft, etc. In
my view, self-launching gliders are part of this change and the effort must be towards
integration as opposed to heads in the sand.

Chris. is a good engineer and could easily devise a system where the motor could
be used only for the launch and could not be restarted until after a landing. There
1s already a barograph which records engine-on time over the normal trace, With
these safeguards there is no good reason why powered gliders should not compete on
equal terms.

... May I put in a plea also against further fragmentation of the movement:—
The answer to super-saturation is to start another club.” There are already too many
of these splinter groups operating unsuitable equipment on unsatisfactory sites. These
ofi-shoots are started normally for political as opposed to overcrowding reasons and
I would hate to encourage this. If overcrowding is a problem, then let us devise
better launching equipment and if this entails putting a motor in a two-seater, then
S0 be it. The outboard motor did not spell the end of sailing — as the pundits fore-
€ast — but has resulted in such an upsurge in popularity as has hardly even been ex-
Perienced in any other sport. Let’s keep this new child under our control and let it
sdlfggi?p the way we want. If we turn our backs we may, in a few years, get a nasty
Maidenhead, Berks. ROGER A. NEAVES

D . UK GLIDING RECORDS
ear Sir,

The separation of the Open and Standard Classes — both in performance and
l‘f“[ — appears likely to widen u? considerably in the future. Assuming that top-
ate pilots will be bred to fly the few Nimbus or Sigma gliders, then the UK and
a“:matlonal records should be put up which will show quite dramatic improvement
Nd will be totally out of reach of the humbler Standard Class pilot.

May T suggest that it might be worthwhile to establish a list of UK Standard
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Class records? A little analysis of past results could produce a list now, and no

doubt provide some incentive for those flying in this Class, General standards might

improve and with them the quality of pilot. Perhaps this idea might even be adopted

internationally in due course.

Chobham, Surrey A. J. DEANE-DRUMMOND
Tom ZeaLLEY COMMENTS :— ] think that this is a good idea. Has anyone else any

views on the suggestion?

AN EARLY SPOILERON SYSTEM
Dear Sir,

1 have followed with interest the spoiler-for-lateral-control discussions that have
appeared in the past two issues of S & G, and thought its readers might be
interested to hear such devices were included in the RJ-5 during its first year’s flight
season, in 1950.

This machine’s original lateral control system consisted of comparatively small-
span conventional ailerons, plus approximately four or five longitudinally hinged
spoiler plates that rotated to extend both above and below the airfoil's surface when
the up-moving aileron travel exceeded roughly half of its full travel. The scheme
worked fairly well in operation during the US Championships that year, but I
noticed 1 seldom used the half aileron throw needed to extend the spoiler plates.
When I did use sufficient control to activate the spoiler plates, some decrease in climb
performance was thought to exist, either real or imagined, and the sailplane’s handling
characteristics were not greatly improved by the spoileron action.

Subsequent sink rate performance tests showed the RJ-5 could achieve a maxi-
mum L/D of only 30.5 in its initial configuration. During the 1950-51 winter, its
spoilerons were removed, the canopy improved, and other small changes were made
which increased the measured L/D to 36.5. Lateral control was somewhat degraded
but still acceptable.

The spoileron design I used was regrettably not amenable to adequate sealing,
and therefore penalized the flight performanc even while they were fully retracted.
No doubt a good designer here could minimize this drag penalty, and perhaps the
control system complication will be worth the improvement gained in the perform-
ance of the controls.

Dallas, Texas R. H. Jonnson

B COMPETITION SCORING AND HANDICAPPING
r Sir,

I heartily agree with Gerry Burgess in his plea to stop squaring the speed in the
speed marks formula and use elapsed time instead of speed. (S & G, Dec., 1968-Jan.,
1969, p. 503.) In practice the range of speeds achieved by pilots who complete a
course is so small that the only practical effect of the (speed) is to determine the
range of speed marks, and this can be done much more effectively by a simpler
formula. Such a speed formula could also be coupled to a distance marks formula
to ensure that the bonus for completing a course was not unduly or unintentionally
large. As an example, we could use: i

=3
For pilots who complete the course. Points= 1000 x [l et | )X {n—)]
Ts—T¢" N-—1

For pilots who do not complete the course. Points= 1000 [I .= ] o [ D—Ds ]
h N—-1 DrF—Ds
where

T, D = The pilot's time taken to complete the course, or the distance he achieved.
Tr, DF = The best time or distance of the day.

Ts, Ds = The worst time or distance of the day.

n = Number of pilots who complete the course.

N = Number of pilots attempting the task.
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A devaluation factor can be tacked on to these formulae if required and there
can also be the usual minimum distance, X, for distance reckoning.

where E = fastest time to complete

Gerry Burgess's formula of marks =

the course and e = pilot's time to complete the course, will virtually devalue success-
ful races by comparison with poor days on which only mediocre distances are
achieved; for example, if all pilots complete a task, the day’s points will range from
1.000 to about 500 + 100, whereas on relatively poor days, when 023 a few pilots
reach the i;oal and the rest are strung out between about X and the goal, the range of
marks will be 1.000, or very nearly. Arguments can be put forward for or against
this virtual devaluation, but the main question here is: Is it an intentional or for-
tuitous product of the formula?

Of course, using the 1,000 Efe and associated distance formulae, the slowest
pilot to complete a course would always get more points if he landed just short of
the line, but Gerry has already pointed this out (S & G, Feb.-Mar., 1969, p. 69) and
has suggested an additional rule to cover this peculiarity. This additional rule does
not entirely remedy the situation, and it would complicate the scoring procedure, but
criticism of details should not obscure the basic sense of the main proposals. Argu-
ments about detail serve to illustrate the difficulties and pitfalls of devising speed
and distance formulae.

I have the impression that Gerry Burgess may like to see a placing system come
into force if it were not for the handicapping problem. But handicapping is no bar
to the placing system.

Handicaps can be applied at any phase of scoring; they can be applied to achieved
distances and times just as easily as they can be applied to ca ted points. The
effect of a handicapped distance being greater than the length of a course presents
no problem if all those who complete a course rank above those who do not, The
placing system merely deals with a given order of merit; it does not depend on

SOUTHDOWN AERO SERVICES LIMITED

offers YOU a complete gliding service whether your sailplane is
made of wood, metal or glass-fibre.

FOR SALE
Two beautifully built brand new Jodel D.9 Aircraft. Powered with 1500 c.c.
engines, £1,650 each.

One Kirby Kite 1, with 12 months C. of A, Packed in covered trailer. An
historic aircraft offered in excellent condition. £360.

Big stock of aircraft ply, instruments, aero-tow rope, etc. ete.
Send s.a.e. for price list.

Call in, write or phone —

KEN FRIPP

SOUTHDOWN AERO SERVICES LIMITED,
LASHAM AIRFIELD, ALTON, HAMPSHIRE,
Telephone: Herriard 395 or 0256-83 395

AGENTS FOR SLINGSBY AIRCRAFT Co. Ltd. IN SOUTHERN ENGLAND.
Stockists for all PZL Instruments and Equipment,
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how that order of merit was determined, I would hate to assess handicap factors,
but I know that the placing system can accept whatever factors are required.
Canberra, Australia C. E. WALLINGTON

GERRY BURGESS COMMENTS :— Wally will be interested to learn that the BGA
Scoring System introduced for 1969 competitions has eliminated speed s%ugnng and
eliminated the possibility of a large step in races between the slowest finisher and
a near non-finisher. Other details of the new system are that speed points are directly
proportional to percentage of finishers (e.g. if all finish there will be no distance
points). Also, race finishers whose speed is not at least 60% of the winmer's speed
will score zero speed points. With regard to Wally's last paragraph, my own feeling
is that it is inappropriate to employ a crude placing system in parallel with a
refined 29 step handicapped points scoring system, In addition, in any form of placing
system, with or without handicapping, there will always be a problem on days
when there are ties or, even worse, groups of near ties — see in particular Day |
in the 1968 Open Class Nationals at Husbands Bosworth. A placing system does,
however, cater very well for the days when, because of storms or other reasons,
there would be large gaps in points scored under a conventional scoring system.
It is this type of situation which reinforces my argument that we should have a
rule which says that in any task no glider will score less than (say) 909% of the

next fastest or next furthest glider. l

PARACHUTES

Dear Sir,

Last season’s series of airborne mishaps seem to have caused people to think
more carefully about the state of their parachutes.

The BGA Regulation F.12 states that “no glider shall enter cloud unless all its
occupants are wearing serviceable parachutes and have been instructed in their use™.

1 completely agree with this regulation. However, how many gliding instructors
are gualified to give advice on how to use a parachute? For example, if you are
forced to leave your glider in cloud, when should you pull the rip cord?

1 am in the RAF and fortunate in being easily able to obtain professional
advice on most aviation matters. However, could the BGA publish a guide based
on the experience obtained by pcople qualified to speak on this subject?

Cyprus. T. OuLps, CFI, Crusaders GL.C.

Id be sent to Cheiron Press Lid,, 5 Crawford Street, London,
Box numbers 6]- extra, Replies to Box .

Adverti: s, with e, sh
Wi (01-935 2814). Rate 1/6 a word. Minimuwm 21]-
numbers should be sent to the same address.

PROFESSIONALLY built closed

FOR SALE trailer, Rubery Owen axle, fittings for

BLANIK fusclage, O.K. except for rear
few feet Fin and Tailplane repairable.
Also damaged wings, one repairable
possibly both (aircraft was blown over).
Also 2 ASI's compasses, turn and slips.
PZL varios, Bendix J8's with invertors,
etc, Thorpe - Aviation, 15 Broadway,
Peterborough. Tel. Peterborough 68818.

DIAMANT 165 complete with trailer,
for sale together or separately. Would
consider exchange deal for less “com-
petition-bred” glider if in immaculate
condition. G. T. Collins, 31 Boscawen
Street, Truro. Telephone Truro 2887.
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Blanik, but should su't any other glider,
cost £325, will accept £175, very goou
condition. Thorpe Avwiation, 15 Broad-
way, Peterborough. Telephene Peter-
borough 68818.

BENDIX, J8 Artificial Horizon, recently
overhauled, £70. Box S.G. 320.

PIRAT 15 M new July, 1968, complete
instrument panel, £1,450 o.n.o. Olympia
463 ex-Standard Class national winner —
still a winner! Fully instrumented, trajler,
£1,100 o.n.0. Phillips, Clarence Hotel,
Tenby, Pembs. Tel.: 2705.




FOR SALE (Cont.)

+ 1001 Genuine Bargains interest everyonme! *

Huge stocks GOYERNMENT SURPLUS
CLOTHING AND EQUIPMENT. inc. flving
suits from 25s.; flving helmets, anoraks, out-
door clothing, camping, immense variety of
miscellaneous ex-Government cquipment. Ever
so uscful—you will be sure to find somcthing
vou need—and at a bargain price too! Send
TODAY for our 3D-page CATALOGUE—8d,
post free or please call at LAURENCE
CORNER, 62-64 Hampstead Rd., London,
N.W.1. 2 mins. Euston, Warren St. It will be
well worth while! Postal customers buy with
conﬁdencc-—(grompt despatch, refund goaran-
we. Dept SG.

SHACKLETON AVIATION LTD. are
Europe's largest aircraft dealers. We
always have a large supply of single-
and twin-engined aircraft from £650 up-
wards. Gliders, Cars, Aircraft taken in
part-exchange. Hire purchase available.
All enguiries welcome. Head office: 175
Piccadilly, London, W.l. 01-493 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.,, 15 Broadway, Peterborough.

SKYLARK 4, 1963, v.g. condition, prang
free, full instrument panel, parachute,
trailer. Wing mods. done, £1,400 o.n.o.
Apply Frank Pozerskis, 22 Kettering Rd.,
Isham, Northants, Tel. Day Kettering
5552, Evgs. Burton Latimer 2963.

OLYMPIA 2. Large canopy. Instru-
ments, ex-Art. Horizon, Cressfell Vario-
meter. C. of A. just completed. Private
OWner syndicate. Lightweight small trailer,
£700 o.n.0. £550 o.n.o. excluding trailer.

ers for Horizon and Crossfell would

considered. Redshaw, Netherclose,
Ireleth, Askam-in-Furness. Tel. Dalton-
in-Furness 2529,

DELECTABLE Dart 17r not tested to
dAcstruction. £1,500 o.n.o. J. C. Riddell,
h!‘dye House, Hollybush Green, Colling-
am, Wetherby, Yorks.

GENUINE recanditioned steel grey ex R.A.F. Flying
Overalls,

Smaller sizes up to
5 7' 50s. Larger
sizes up to 6' 3"
57s. 6d. p&p
ds, 6d.

Ex RLALF. Back or
Seat Type 24
panel nylon

Y parachutes,
Inspected and
repacked by
licensed skydiver.
£22 sach p & p
154, in UK

Ex R.AF. 8-day Aircraft clocks, brand new, 23" x 2§",
for panel mounting complete with screws £4 195, 6d,,
péhp I b6d.

Ex R.AF. Salely harnesses, known as “'I'" harnesses,
11** Blue Nylon adjustable webbing with instant quick
release, used bur in good condilion. Ideal for your
glider or car. £6 és. each p & p 3s. 6d.

Tarpaulin & Tent Manufacturing Co.
1013 Brixton Hill, London, 5.W.2. 01-674 0121/3

THAMES Valley Club Olympia 2. Panel
includes electric vario and horizon. £530
J. Wood, High Wycombe 28256.

SALE — Dart 17r. Basic Instruments
and Parachute. 300 hrs,, one owner. Sea-
son’s C. of A. Immaculate condition and
flying trim. £1,475 on.o. Alfred War-
mig%.r, 9 Bracondale, Norwich. Tel.
22876.

T218 and TUTOR, current C. of As,
Basic Instruments, £750 and £150 respec-
tively, o.n.o. Apply Secretary, Newcastle
and Teesside G.C., 22 Heythrop Drive,
Guisborough, Yorks.

Ka 6E, 1968, in excellent condition, only
40 flights, fully equipped (Dittel radio)
Lightweight open trailer, one owner,
$4,750. Details, H. Hollstein, 509 Lever-
kusen, Baltrum St. 4. Tel. 7-1881 Ger-
many.

OLYMPIA 2. Works No. 9. B.G.A. 5I5.

S SIC instruments. Rice trailer. £450

i.tm. Inspect weekends at Oxford Glid-
ng Club, Weston-on-the-Green, or phone
arsington 233.

DART 17r (No. 257) Quarter share avail-

able August 1969. Based Nympsfield.

Fully equipped. Malpas, Caltex, 29/30

g)gld Burlington Street, W.1. Tel. 01-437
76.
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FOR SALE (Cont.)

SKYLARK 3r, Competition No. 180. C.
of A. Excellent condition, maintained by
BGA Senior Inspector. No prangs. Birch
spar inserts. 650 hours, 350 launches.
Fully equipped, including transistorised
horizon, PZL and audio Crossfell, baro-
graph, oxygen and trailer. £1,250. Doug.
Jones, 24a Goldney Road. Clifton,
Bristol, 8.

SWALLOW £650, Skylark 2 £650, Sky-
lark 3F £1,050. All in good condition,
offers considered. Bill Dean, Pale Farm-
house, Chipperfield, Herts. Tel. Kings
g.aaé'ngley 3122, Office 01-606 8888, Ext.

Ka-7 front upper plexiglass canopy
moulding. Offers, bearing in mind import
duty, to TRGC, R.AF. Laarbruch,
BFPO 43.

SKYLARK 4. Mint condition, fully in-
strumented, new barograph and para-
chute, easy rigging with no lift trailer,
modified and C. of A. till February 1970.
Wilson, 9 Hartington Court, Hartington
Road, Chiswick, London, W.4.

KITE 1. Very good condition, low hours
for type. Open and closed canopies. Basic
instruments plus T/S and inclinometer.
£250 o.n.0. Box No. 5.G. 319.

M-100s High-performance Std. Class
sailplane, £750, Lightweight trailer, instru-
ments, parachute, barograph, etc., avail-
able extra. Hooper, Maiden Castle Farm,
Dorchester, Dorset. Tel. Dorchester 356.

SKYLARK 3B (3F canopy, adjustable
seat and rudder), C. of A. March, 1970,
offered with instruments and profes-
sionally built covered trailer, all in really
first class condition., Now flying at
Lasham (No. 21). Walker, “Touchdown”,
Crescent Close, Olivers Battery, Win-
chester. Price £1,150.

SWALLOW, low hours, excellent condi-

tion. must be sold immediately. A gift at

£675, incl. full inst. panel. Handley Page

I(:I'illding Club, Park Street, St. Albans.
erts.
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B.C.C. RADIOTELEPHONE. 12 volts
D.C. input. Five channels. Set up for
130.4 mc/s but crystals for 129.9 ms/s
available. 6 watts R.F. output. Complete
with matched car roof ground plane
antenna, detachable, Telephone High
Wycombe 28256.

TUTOR. Good condition. Flies regularly.
Spoilers and MOD 80. Offers to P. E.
Gillett, High Meddart, Ireleth, Askam-
in-Furness, Lancs.

OLYMPIA 28. One of the last three made
by Elliotts in 1962, Privately owned. Ex-
cellent condition, price including basic
instruments £750. Box No, S.G. 317.

Ka-6E Comp. No, 372. Full Panel, New
‘chute, Barograph, Fully automated
trailer. All perfect, C. of A. just com-
pleted and Import Duty paid. £1,875.
Thwaytes, 38 Weekes Road, Cleethorpes,
Lincs. Tel, 64086.

PETER CLIFFORD AVIATION LTD.
Blanik demonsirator with Tost belly hook
fitted and two sets of instruments including
PZL Varios £1,950 Duty Paid.

IDEAL LIGHTWEIGHT GLIDER TUG
Auster Mark |ll, Gipsy Major 1 engine, 450
hours remaining, full panel with Gyros,
glider towing hook, C. of A. August, 1969

£695
Oxford Airport, Kidlington, Oxford
Telephone: Kidlingten 4262

WANTED

DAMAGED Dart 17 (or SHK) wanted,
with sound mainspars. Details to Ripon
Motors, Palace Road, Ripon. Tel, 3874.

PAIR Tutor or T.31 wings. Reply Kings-
wood, 7 Grimsdyke Lodge, Hatfield
Road, St. Albans, Herts.

TRAILER for Dart 17r. Price and par-
ticulars to A, H. Warminger. 9 Bracon-
dale, Norwich. Tel. 22876.

WANTED damaged medium/high per-
formance sailplane. Must be repairable
proposition. Full details and price to
Box No. S5.G. 321.




e
Two PZL Varios, 5M/s £20 each
pZL Compensalors, £6 each
Friebe Vario, 1M/s £15
2 with Transistor
Benry M s £30
Altimeters Mk.19B. £10 Mk.14 £7

1. & 5. Ball type, operate on 12 volt, £8
Needle type £6. Transistor inverters for
all Horizens E12. (Ferranti Mk.6 £1_5}.
Electric Varios, 1 or 3 sec. response, in-
cluding audio, £30. Aircraft clocks, 2% in.
new £5. American standby compasses
23 ins. £8. P.V.C. adhesive tape, 25yd. x
1", 3/ roll.

Enguiries are invited for Air Data Compulors wilh
ihe following lealures: Eleciic Va.io wih 1, 2 or 4
sec. response: Audio with vaiiable set point; Elec-
tron c Polar Curve generation lor AR MASS readout;
Hlectronic Total Energy; R.O.C. Avemager; Single
Unit.

Soaring Instruments, 20 Rookery
Court, Marlow, Buckinghamshire
Telephone 4970

SITUATIONS VACANT

ASSISTANT Gliding Instructor required
for Summer season. B.G.A. Category
essential, PPL desirable. £18 p.w. accom-
modation provided. Apply Hon. Secre-
tary, Wycombe Gliding School, Wycombe
Air Park, Booker, Nr, Marlow, Bucks,
Tel. High Wycombe 29263.

GENERAL MANAGER — Lasham
Gliding Centre, Applications for the post
desirably should have a commercial back-
ground and the ability to control all
aspects of a large gliding centre. Salary
£2,000, with other benefits, Apply:
General Manager, Lasham Gliding
Society, Alton, Hants.

—

—

FINANCE
e,

FINANCE for your glider or aircraft
Purchase can be arranged by telephoning
O writing to Colin Donald (B.G.A.
Llﬁf Wiltst:vr)ia Bu(r’shley Ef‘irna:t:'c:a C:hmp'?‘n?

s roadway, Peterborough. lel,
Pelerborough 68813;3.

tor 1 will, of course, be understood that the British Gliding Association pt resp
‘¢ claims made by advertisers in *Sailplane and Gliding™.

INSURANCE

WE are experts in glider and aircraft in-
surance. Let us gquote you the lowest
rates with the most reliable companies,
Write to Peter Marlow, Marlow,
Gardner & Cooke, 170A Lincoln Road,
Peterborough. Telephone 68544,

PUBLICATIONS

“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.

SLOPE SOARING with a radio control
model sailplane is a fascinating pastime
and a typical phase of aeromodelling.
Read about this and other aeromodelling
subjects in Aeromodeller and Radio Con-
trol Models and Electronics, the world’s
leading magazines, published monthly,
pricc 2/6 each. Model & Allied Publica-
tions Ltd.,, 13-35 Bridge Street, Hemel
Hempstead, Herts.

Put yourself in the Picture. Buy AIR
PICTORIAL each month for the world
air view in pictures and features. Reports
and photos of aircraft and sailplanes,
military aviation news, spotters’ note-
book, etc. Price 2/6 from your newsagent.
For free specimen copy send 6d. in
stamps to Dept. S.G., Seymour Press Ltd.,
334 Brixton Road, London, S.W.9.

AUSTRALIAN GLIDING — Monthly
journal of the Gliding Federation of
Australia. Features a complete coverage
of the Australian scene. Subscription
54.20 Australian, £2.0,0 sterling or $4.75
U.S. and Canada, by International Money
Order. Also advise name and address
direct. Australian Gliding, Box 1650M,
G.P.O., Adelaide, South Australia 5001.

NEW ZEALAND: “Gliding Kiwi"
Official Gliding Magazine of the N.Z.
Gliding Association. Printed October and
alternate months., Write N.Z. Gliding
Kiwi, P.O. Box 487, Tauranga, New
Zealand. £1-4-0 sterling for year’s sub-
scription (inclusive of postage).

ibility

245



CLUB NEWS

SPRING was given a wonderful start with the unexpectedly magnificent weather
over Easter and enthusiastic reports came in quickly from the clubs, to show that
one and all had been making the most of the fine soaring conditions.

Copy and photographs for inclusion in the August-September issue should reach
me typed, double spaced, on foolscap paper, not later than 11th June and, for the
October-November issue, not later than 13th August. Please send news to me at
11 Great Spilmans. Dulwich, London, S.E.22. Telephone: 01-693 3033.

IMH: April, 1969.

BATH AND WILTS

HESE notes were delayed until the

very last minute in the hope that after
the wettest, coldest, longest and most
frustrating winter in the club’s history,
Easter weekend might produce something
worth writing about. It did just that!

Good Friday gave us some excellent
soaring, although the strong wind gave
some rough rides.

Easter Saturday proved very frustrat-
ing, when launching had to be abandoned
around 2 pm., owing to steadily in-
creasing strong winds, which eventually
reached 30 knots.

Sunday was much better again and
most solo members had a taste of soar-

i
ng-Easter Monday — Wahey! — times
when not an aircraft remained on the
ground. David Wright even had the
Grunau wound up to 6,500 ft. over Trow-
bridge.

Two conversations heard on R/T over
the weekend -—

Q.: Please just say yes or no.

A.: Yes or no!

Statement : Cloudbase has now gone
up to eight thousand.
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YvonnE BonHAM (MRS.),
Club News Editor

Reply : No, it's just that the earth has
dropped farther away.
K. N. s

BLACKPOOL

HERMALS didn’t arrive until the end

of March this year, but — when they
did — they were good ones. Ron Smith
got a Bronze leg on only his fourteenth
solo flight, and a fortnight later had an
hour at cloudbase, and arrived within
300 ft. of his Silver climb, Easter Sunday
produced a line of wind shadow thermals
alongside runway 08, with a blue sky
and an inversion at 3,500 ft. It was good
to see our four aircraft soaring simul-
taneously again and with cables waiting
for customers.

We made a display stand for a sports
exhibition in Blackburn, and won third
prize for our efforts, being beaten by a
complete pothole and a dry ski-run. This
gave timely publicity to our hill site pro-
posals, and was seen by several influen-
tial delegates to a Sports Councils Con-
ference. The newspapers also picked up
our application for Outline Planning Per-
mission and ran feature articles. One
gratifying result has been to confirm our




pelief that we would not go short of

membership enquiries. We have had far

re than we can cope with, and can

1ake on only solo pilots until we have

some more Instructors and can afford a
nd two-seater.

One of the young men whom we intro-
duced to flying, Mike Harris, is starting a
Commercial course at Perth, We hope
that he enjoys the life and thrives on it.

.

BRISTOL AND
GLOUCESTERSHIRE

T our AGM on 29th March, 1969, a
resolution was passed to the effect
that our Club shall in future be called
The Bristol and Gloucestershire Gliding
Club. We feel that this will create a
better impression as, after all, Nymps-
field is situated half-way between Bristol
and Gloucester, on the edge of the Cots-
“ wolds. In 1968 our launches were up by
300 on 1967 but total hours flown down,
due mainly to the wet season. However,
the weather this year has given us good
soaring conditions so far.

After five years of good service, Dick
Saunderson has passed the post of Secre-
tary to Eric Martin and we hope he con-
tinues Dick’s good work. Dennis Cor-
rick remains as Chairman and Guy
Harris as Treasurer.

The following awards were made at
the AGM for 1968 (—

Evening World Trophy for the best
gain of height to Jim Welster. Gain
9,700 ft. on 18.6.68.

Shaun de Salis Trophy for the best
closed circuit flight to Mike Harper.
Nympsfield - Forringdon Folley - Honey-
lg’%ugge-Nympsﬁeld at 35 km/hr. on

Guinness Trophy for the best flight in
a Club glider to Ted Aylett. Nympsfield
‘I‘Cg' ‘legndford. 93 km., Silver Distance,

Cyril Uwins Trophy for longest flight
tl?t ?gge Brahm, 264 km. to Perranporth,

Ladder Trophy to Mike Pope,
1,247 points,

Rex Young Cup to Tony Gillett for the

St ab-jnitio.

Congratulations to the above chaps.
N Western Regionals will be held at
NYmpsfield from 14th-22nd June this

year and we hope will be as successful
as in 1968. Mike Harper is in charge,
as before.

B. F. W.

COVENTRY

ON Saturday, 29th March, we held
our Annual General Meeting in the
Clubhouse, and our Establishment has
now been re-structured as follows:

President, Dr. Gregg: Vice-Presidents,
Mike Hunt and John Large; Chairman,
Bill Fay; Treasurer, Bill Grose; Secre-
tary, Adam Hepburn,

Qur accountant’s report, presented by
Mr. Les Harris, showed that it has been
a much tougher year, with ever-rising
costs of operating, allied to some pretty
rough weather — problems which seem
to be assailing all gliding clubs at this
time. Nevertheless, this challenge must
be faced, and the ultimate objective of
all members, new and old, must be greater
utilisation of our aircraft in the future,

Two Instructors' courses are being
held by the National Coach at Husbands
Bosworth during the weeks 24th May-
Ist June and 7th-15th June. Applications
for places, via the BGA, are welcome.

The Group Trophy, for the private
aircraft covering the most cross-country
miles in 1969, was presented at the AGM
to the Dart 17r syndicate 436.

In July, August and September, we
are holding aero-tow-only courses and,
if anyone feels like a pleasant week’s
holiday on one of these courses —
whether ab-initio or experienced — please
contact us. Se

CUMBERNAULD

AFTER a very quiet winter on the
flying side, owing to C of A work,
we are now back in business and look-
ing forward to a good season.

A number of our members have been
attending the SGU during January-
March and have benefited from hill soar-
ing and aero-tow experience.

Our Olympia 2B has now come out of
hiding and is available to suitably quali-
fied members. The best flight to date
this year was the Gold C height claim
of 13,200 ft. by the Club Secretary at
Portmoak, carried out on 30th March.

Our new bus winch is performing well

247



and many thanks go to Messrs. Surtees
& Co. (Unlimited) for the great work
over the last six to nine months.

1. G.

DERBYSHIRE AND LANCS
THIS has been a quiet period, disturbed

only by the sound of falling snow-
flakes and very, very occasionally by fly-
ing activities.

Allan, Jean and family were cut off a
couple of times for two or three days
and the road down to the hairpin was
blocked by a drift which covered the
tree tops. Eventually, Allan had to use
a tractor to get out and was helping a
local farmer by feeding sheep which
were cut off from the farm.

One spell of decent wave appeared
when the field could be used and Gail
Jackson and Trevor Appleby macde Silver
C climbs in the Oly. 463 and Ka-8 res-
pectively.

The Bedford winch has just had the
installation of its Dodge V8 completed,
and it sounds O.K.

Several members trekked north with
their machines — Ka-13, Olympia, Dart
— and, at the time of writing, were still
there; we hope that their Bishop-bash-
ing will be rewarding.

A schedule of social events for the
whole year has been produced, the next
event being a Cheese and Wine Party on
26th May.

The Annual General Meeting came
and went quietly, with no committee
changes. ¥R

DEVON AND SOMERSET
OUR winter plans for an additional

winch have been realised, Peter
Warren's efforts in this direction having
produced a diesel two-drum winch which,
after reconditioning, should prove a
useful addition to the existing winch and
tug.

Plans are also afoot regarding the
acquisition of a second two-seater, as the
demand for dual flying is at the moment
greater than that for club solo, most of
the Swallow pilots having graduated to
syndicate machines The latest syndicate
obtained a Skylark 4 and “wrote-off” a
car in towing it to North Hill, through
the trailer snaking and breaking the tow
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hitch at 30 m.p.h. Fortunately the crew
sustained only bruises and were more
than relieved that this accident — which
completely destroyed the car — had not
damaged the aircraft. This highlights the
importance of weight distribution and
correct balance in long trailers.

Courses for June, July and August are
almost fully booked, two of the weeks
being occupied by our old friends from
the University of Exeter and the Devon
Youth Associations. This year we shall
also welcome a contingent from the
Taunton Technical College. Two Task
Weeks have been organised for weeks
commencing 9th June and 25th August,
and crews from other clubs wishing to
participate should contact John Hancock,
2 St. Peter's Close, Horton, Ilminster,
Somerset. Exploration of the wave con-
dition, which arises when the wind is
ENE, is progressing and this, together
with ridge and thermal soaring, is offered
to visitors, who will be most welcome,

A.E.R H

DORSET (Tarrant Rushton)
ID-MAY sees our first “Task Week”
of this season at Tarrant Rushton,

from 17th until 26th, and, ever optimistic,
we hope for good weather and maximum
flying — all the gliders away, retrieve
crews hot-footing across country, run-
ways peopled only by Bermuda shorts
and floppy hats, and evenings in the Club-
house full of prodigal pilots with burnt
noses, spilling beer and bonhomie with
equal generosity.

We have a:rdcd an AS-K13 to our
club fleet, to assist with advanced train-
ing, and a newly-acquired Auster is
already showing the increased launch
rate we hoped for. Despite this, most of
the m? pilots shed a tear on the depar-
ture of the Tiger Moth. We are now well
equipped to supply the needs of the post-
solo pilots, who previously managed with
the two Swallows. The Tutor and T-21
are still giving sterling service to the ab-
initio.  pilots, and privately-owned
machines include a Skylark 2, Skylark 3,
two Darts, an Eagle two-seater, an
Olympia 463, two Olympia 28’s and a
Weihe.

An expedition — privately financed —
went forth to look for wave at Portmoak
and comprised Jack Harris, Graeme
Morris, Colin Street, Ron Tarling and




2 Tiley, together with two Skylarks.
5l:1‘il’ortun:tely. the wave took one look
at them and went to ground. However,
they returned — via Camphill — if not
in triumph, at least in their usual good
Spirits, having marginally failed to break
the world height record by 44,267 ft.

We extend our usual warm welcome to
all visitors who care to float in during
the summer season. o

ESSEX

HE weather this year has gone from
Tthermals and sunshine in January, to
snow, rain and low cloud in February
and March. The card tables in the Club-
house have never been so busy. We did,
however, have one marvellous weekend
in February — the only snag being that
we couldn't fly! The local squatters’
association chose that particular weekend
to hold a “demo” over the army’s un-
occupied married quarters on the air-
field. For some of us it meant the re-
discovering of a Sunday at home for the
first time in years.

Fortunately our social activities have
o some extent compensated for our lack
of flying. St. Valentine’s Day saw our
annual Dinner and Dance. Our sincere
thanks in this respect to Margaret and
Wally Kahn, Tom Zealley and his wife,
and last — but not least — John Jefiries.
Wally must surely be one of the finest
after-dinner speakers ever — we could
have listened to him all night.

Our competitions at Easter provided
two contest days, Mike Audritt winning
the senior class with a flight of 225 km.
along the task route from North Weald
o Exeter, via Bristol. Although very
few of the tasks were completed, two of
our members did Silver height, while
Mike Throssell did his Silver distance
on Friday and his height and duration
the following Tuesday! That must be one
Of the fastest Silver Cs on record. The
Weekend also provided some half-dozen

Tonze legs,

Nvate ownership is on the increase
— We now have two Diamant 18M’s to
SWell the ranks in the trailer park.
__-uring this comipg summer — if any
Wilhwc will not only have to do battle
i the thermals over North Weald,
WE also with the local Electricity Board,

© have plans for building a power

Ul

Wally Kahn speaking at the Essex Club’s
Dinner and Dance. (Photo by G. Mac-
Rae.)

line right across our main runway —
and some clubs have difficulty in having
electricity supplies laid on! However, we
can object officially and will do every-
thing possible in this direction.

If you should be flying cross-country
over our “patch” and happen to run out
of lift — drop in to see us; it will make
a change from power pilots coming in to
ask the way to Stapleford! We're just
next door to Epping and we'll be glad
to see you. Do remember, though, that
Red One airway is 2,700 ft. agl Eba;e ;{s

LAKES

WAVE and sun during Easter! Con-
sistent wave in an east wind has
kept the Club machines at around
10,000 ft. Our Gentleman’s Agreement
limiting Club machines to one hour per
flight has proved a strain to some
members.

The Auster has returned from a top-
end overhaul and is now smartly re-
painted. It will be put to good use this
summer.

Two brothers in the Club — Alf and
Gerry Sheppard — having been quietly
competing with each other for wire
launches, have both recently soloed in
the T-21. Fortunately for the Bar Secre-
tary, they did not both solo on the
same weekend.
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Some of our hard-earned cash is being
spent on radio equipment; the Club's
T-53 and Skylark 3F and Ground Control
Caravan will soon be operating on
130.4 Mc/s.

The Club's Chairman, Len Redshaw,
has arrived at Walney with a Dart 17r,
and we shall be watching its perform-
ance mountain soaring with great interest.

The Maintenance Committee have
been busy, so that we enler the new sea-
son with two serviceable winches and
three retrieve vehicles. We have regret-
fully decided to try and sell the hangar
and clubhouse at Tebay in Westmorland.
Since our move to Walney. five years
ago, the Tebay site has been used very
infrequently. Many of the difficulties in-
volved in operating on the fell side
proved impossible to overcome.

The five summer gliding courses are
nearly fully booked. We are, however,
looking for winch drivers for three of
the weeks.

PE.G.

LONDON

MARCH was a poor month for glid-
ing. and even the string of visitors
to Portmoak came away empty-handed
— at least, almost. Two Gold heights
were achieved, but most people did little
or no flying at all. At least the Scottish
hospitality was as good as ever!

April brought a real change in the
weather, Easter being particularly good.
Our first daily competitions proved to
be most successful, Carr Withall having
the honour of being the first winner. Un-
fortunately, the weather was not quite
good enough for a contest every day,
but at least it stirred a good deal more
enthusiasm than has been apparent in the

past.

JOHN HULME
Swaffham Road,

Tel. Bottisham 323
Cambs.
REPAIRS, A.R.B. WELDING,
C's of A, OVERHAULS.
T49 and T21B HIRE
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The Plate was collected the first time
this year by Keith Chard, flying his
Ka-6e. No doubt it will travel back and
forth throughout the summer, but in the
last couple of years it hasn’t travelled
so much as in the past — not due to
lack of interest, we hope!

Apart from a steady flow of Ka-6e's
into private ownership, two strangers
have appeared on the scene, A Weihe —
ex-Lasham, and a Nimbus — ex-Northern
Ireland. A Kite 1 is about to fly again,
S0 not everyone is interested in speed
performance flying only.

We have two extra staff this summer
on the flying side — Tom Harding, who
will be a resident tug pilot, and Geoff
Naylor, who will assist Mike Till and
Len Norman with instructing; these two
will help greatly in improving our week-
day and week-end facilities.

M.P.G.

MIDLAND

ON Saturday, 22nd March, we held
our Annual Dinner-Dance at the
Long Mynd Hotel. A hundred members
and friends enjoyed a splendid evening,
during which Mrs. Hardwick presented
the Club’s trophies for 1968, Mike Horan
won three — the Sheffield (best gain of
height), the Hardwick (best out-and-
return) and the Ladder. John Tolley won
the Neill Trophy (best ab-initio) and
Allen Parkinson the Maxam (Club
effort) for his supervision of the new
winch project. Jane Randle, who was
unable to be present, won the Siam
trophy for the longest flight from the
Long Mynd.

Next day, Bob Buerki and Mike Ray
showed their splendid 40-minute film of
the Club’s activities.

A week later, Jane Randle gave birth
to a daughter, Alison Jane — congratula-
tions to Mike and Jane.

(Easter, although fine and dry, brought
with it strong easterly winds. On Easter
Sunday, we were awakened by shouts of
“Wave” and there was indeed a text-
book lenticular over the valley. Louis
Rotter and Ron Miers, in a Club Ka-13,
contacted the wave and reached 6,500 ft.
asl. After Louis had landed, Gerry
Roberts and Keith Bull took the Ka-13
and, with the aid of a 1,600 ft. launch
from the new winch, also contacted the
wave and reached 7,500 ft, asl. Keith



Members of the Ouse Club handling their T-21 on the snow-covered runway ai
Rufforth. (Photo by K. Massey)

Mansell — with Bob Rice — took the
other Club Ka-13, missed the wave and
landed in the valley. Louis Rotter and
Cecil Mack, flying their own Ka-13, also
missed and landed at Clun.

We look forward hopefully to a better
season than last year, particularly during
the Whitsun and August Bank Holiday
weeks, when the Club will be open with
full facilities for visiting pilots,

K. R. M.

NORTHUMBRIA
AT the moment our flying field looks
more like a construction site than
one for gliding. Our hangar is almost
completed, the Army are still levelling
the west field and club members are
Ting a large area of gorse to enlarge

our landing area.

r Easter flying was limited by sea
activity, which pushed the good
fumulus ten miles past the site. leaving
I?"-'al soarers in weak conditions, Bill
uller gained his C the hard way, as he
Tut to fly by the seat of his pants in a
als Or without a variometer. Al Ivory
00 achieved his C, in the relative com-

"E of the Jaskolka.
ll‘aio‘r mid-July we have organised two
hop "8 Weeks for club members. We
P¢ to swell the ranks of the two

smallest “syndicates” on the field, operat-
ing the club Tutor and Jaskolka.

Y. R Gy
OUSE
HE Ouse Club has started its soaring
season in fine style. After a raw,
damp winter — when we managed,
nevertheless, to do a lot of flying! —
March showed promise and April fulfilled
it. That glorious Easter weekend, with
four days of intensive flying, was a real
tonic; many flights of over an hour were
logged and we experienced both wave
and thermals.

Margaret Edwards and John Rose got
their A and B; J. C. Dinsdale and Brett
Atkinson their Bronze C: Mike Wilson
and Kevin Atkinson their first leg of
Bronze C duration; S. Hunt his C dura-
tion and first and second Bronze C dura-
tions; John Rose went on to get his C
time; Keith Massey had over an hour
at 5,000 ft. in the Skylark, and Derek
Moore — committee member and an in-
structor — had an hour’s experience of
wave as early as 8th March, with Duncan
Russell, in the Capstan.

Ruth and Alistair Croft returned,
looking very brown, from their honey-
moon in Teneriffe and more fine work
has been done on the clubhouse. Our
new welding machine is saving hours of
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labour and snarls-up and the ladder
competition is off to a great start.

Our club has a high reputation for
friendliness and this year we are aiming
for maximum efficiency. More than half
of our members are soaring pilots —
many of them on the Skylark — and we
have another Skylark on order. Our
youngest member, at 15, is Angela Bur-
ton, daughter of Air Vice-Marshal Harry
Burton, CBE, DSO; she can fly only in
school holidays but shows great promise.

Ray Russell has built a super-duper
retrieve winch, the hangar has been re-
painted, all C’s of A have been done . . .
and we are all raring to get two miles
high and stay up all day! A. H.S.

PERKINS

ARTIALLY due to the weather and

partially due to the troubles of our
own making operating from a new grass
site, 1968 operationally was a financial
disaster. The future of the club in the
balance, a special meeting was called on
the 13th February to make the critical
decisions as to whether the club should
continue and — if so — from where?
It was the unanimous decision that we
should continue, be based at Postlands
Airfield, four miles north of Crowland,
Lincolnshire, and that the hangar — an
ex-RAF Blister type structure 60 ft. span
x 75 ft. long — be moved from its con-
crete pad at Spanhoe to a field some
30 miles to the NE; Haden Haresign and
Jack Lovell were duly elected Project Co-
ordinators.

What we hope is a Phoenix is rising
from the ashes! In the space of exactly
10 working days we had drawn up and
submitted site plans, had them approved
by our host, J. W. E. Banks, staked out
the new site, excavated, poured the con-
crete, and laid a consignment of railway
sleepers. The hangar was dismantled, the
sections — previously marked and coded
— were transported in nine lorry loads
over 500 miles round trip, were re-erected
and secured to the new concrete emplace-
ment, and a coat of paint was being
applied to the outer ¢ladding on schedule
on 30th March, despite the extremely
cold weather prevailing. Obviously, for
a project of this magnitude to be com-
pleted in such a short space of time, and
at a cost of approx. £40, it needs will-
ing hands too numerous to mention;
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however, three must be singled out, as
we are especially indebted to the brothers
Gordon and Tony Figg, who gave up
each Saturday and Sunday to work on
every aspect of the project, and to Reg.
Bradshaw, whose “know-how” on the
new foundations was invaluable.

On the flying side, Harry Feneley, who
tugged with the Tiger Moth for the last
three months of 1968, has joined us on
what we hope is a permanent basis, hav-
ing purchased the previously-syndicated
Beagle Terrier. In addition, we are
pleased to welcome back, with the advent
of aero-tow facilities, our old friend Phil.
Cracknell, with his privately owned Sky-
lark 4. Realising that an essential need
on our new site is tugging facilities, it
also necessitates a high-performance two-
seater being available, and a syndicate
has been formed in order to acquire one
at the earliest opportunity. High winds
kept us earthbound until Sunday, 13th
April when, during a brief lull, Haden
took the Skylark 2 up to 6,500 ft., clock-
ing 1 hr, 26 mins. on he first flight of the
season, before the weather clamped down
again. 3 ¥l

SOUTHDOWN

'HE decision to hold the AGM in our

new clubhouse proved well-founded,
as more members attended than at those
held in previous years at other venues.
Most retiring committee members were
re-elected, but this time they have been
given much pungently-constructive advice
rom the floor. It will be interesting to
see how many of these ideas are adopted.
~ The March gales provided superb fly-
ing at Firle, and the Easter weekend was
even better — a joyous mixture of ridge,
wave and thermic soaring producing the
year’s first crop of Silver legs. Five hours
were obtained by Bob Brenchley in the
Olympia and by Roger Coote and Jasper
Partington in the Swallow. From a bungey
launch, Jim Green flew to Tangmere for
his Silver distance, in the 460, and Jack
Sheperd successfully soloed in the T-21.
This is the first time for us that this air-
craft has been used instead of the Tutor
for first solos, Keith Mitchell also showed
the pioneering spirit by flick-rolling the
tow-car and trailer en route to Tangmere;
the trailer was scratched and Keith only
bgr:ésed but his new car was badly dam-
aged.




Three pilots successfully completed the
[nstructors’ course at Lasham, under the
gegis of the National Coach. What a
splendid course this is — tough, compre-
hensive and very enjoyable. These addi-
tional instructors may help us to clear
out waiting list, which now stands at
three months. A start has been made to

ovide a sheltered trailer park at the
foot of Bo-peep Hill. This should ease
the pressure on hangar space and pro-
vide room for the eagerly awaited Pirat
— now due early in May.

B. P. W.

STAFFORDSHIRE

THE Club AGM was held in February
and the following were elected :(—
Chairman, Neil Mackay; Vice-Chairman,
Ken Sherriff; Treasurer, Peter Felthouse
and Secretary, Norman Bartlett.

The retiring Chairman, Boris Clare,

stated in his report that, although we
were only twenty-second in size, we were
fifth in number of A and B certificates
and twelfth in the number of launches.
The Tiger operations had been at a loss
but had resulted in an increase of flying
time of about 65%. We hope to repeat
this progress again this coming year by
continuing our policy of traiming ab-
initios by means of aero-tows and by
hiring again another two-seater for this
summer,
_The prospect of losing the use of our
site. completely has — for the moment
~— lessened, so giving us further breath-
ing space to find an alternative site. One
of our prospective sites is being con-
sidered also as a possible site for a
prison on part of it — another case of
birds of a feather . . .

The Club’s finances, although not as
robust as our treasurer would like, are
N a reasonably good state and our assets
— In the way of aircraft totally owned
bY the club — are increasing annually.

lere 1s a move afoot to set up a
S¥ndicate to resuscitate a Tutor belong-
IRg to one of our members and to get
it flying again. This is mostly among the
:’Mcr members, who are looking forward
00 Bazing over the side of a completely
thm“ cockpit at the ground, say ten
drﬂusand feet below, whilst their toes

!.°P off from frostbite and their eyes are

Inded by the glare from the sun.

R. B. L.

SURREY AND HANTS

HE new Ka-8's have been well

received by all. A third Ka-8 is due
in May and we may order a fourth if
the pressure from early solo pilots causes
a jam when good early solo days co-
incide with five-hour and Silver distance
weather. Normally, first cross-countries
are done in Ka-8's.

9th March provided Mervyn Teather,
one of Lasham’s canteen assistants, with
his five hours in a club Skylark 4 — a
fine effort on a blue thermal day with an
inversion at 2.700 ft. agl.

The end of March and the Easter
weekend brought the first good weather
after a very poor early spring. The cross-
country season was opened on 28th March
by Hugh Hilditch taking his Cirrus on
an afternoon constitutional of 230 km.
via Dunstable and Bicester.

Talking of Dunstable, the Plate Saga
has begun. Keith Chard flew in on 28th
March to lay first claim for 1969. 3rd
April saw Chris Lovel]l up there sharpish
in a Club Dart to retrieve it but it hadn't
arrived from the Kronfeld Club — its
winter resting place. Just before he took
off to fly back, a certain Mr. Pozerskis
threatened to come after him and, sure
enough, in floated a Cirrus an hour after
Chris landed. Chris Garton tried to get
it back over Easter but conditions didn't
allow him to land and be sure of getting
back, so Dunstable can jolly well keep
the Plate for a bit — a waste of good
soaring weather.

It is with great regret to have to report
that Dr. Denis Wilks died suddenly at his
home on 4th May. Especially our Wed-
nesday members, who probably knew him
best, will be sorry to learn of this.

Our decpest sympathy goes to Mrs.
Biddy Wilks and her four sons. Lo

SWINDON
UR Tenth Annual Dinner and
Dance, at which the guest speaker
was the Mavor of Swindon, Alderman
Bown, was held at Blunsdon House Hotel
during February. The Club trophies
were presented by the Mayoress. Many
thanks are extended to our Social Secre-
tary, Christine Day, and to her willing
helpers for a most enjoyable evening.
Since our previous report we have
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lan Hobday, of Thames Valley, holds
aloft the Booker/Swindon Cup. (Photo
by 1. Wood)

acquired a new Chairman, Dr. David
Hart, who has tackled the job with great
energy and enthusiasm and we wish him
a happy term of office.

The season gol away to a good start
with lots of soaring during the Easter
weekend. Our T-21 has been replaced
with an ASK-13, which has proved to
be very popular, and the rest of the club
fleet consists now of a Swallow, Olympia
and Skylark 4.

Two new syndicates have been formed
recently, Gordon Gulliver, our Secretary,
and Graham Hinder now own a Ka-6,
and Bernie Keogh and John Bundy have
a Ka-6e. We wish Bernie much success
in competition flying this year.

G: <1,

THAMES VALLEY

ON Good Friday Ian Hobday, in Sky-
lark 113, and Shep Sheppard, in a
Ka-6g, both flew to Swindon Club and
Jan returned triumphant with the Booker/
Swindon Cup. Congratulations to Adrian
Waggennar, who completed a second
bronze leg in the Olympia on the same
day, and to Richard Saw, who went solo.
His brother, David, achieved 6,000 ft. on
his third Skylark flight and is still regret-
ting not carrying a barograph. We extend
a warm welcome to Kevin Jones, who
intends to build up his power flying
hours by tugging for us. The Easter Holi-
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day period provided some superb soar-
ing weather, except for Sunday, when the
wind was gusting in excess of 30 knots
and most gave up the struggle.

At the AGM the following were elec-
ted to serve on the Committee: Bill
Breakspeare, Bryan Latimer, Lyn
Greaves, Eric Baker, John Wood, Ken
Harris and Tim Chapman. Stephen Hope
has agreed to act as Master Pilot. Our
thanks to the retiring members, Dudley
Steynor and John Rouse.

Sqn. Ldr. J. A. Atkinson, RAF(Ret.),
is relinquishing his position as General
Manager and Secretary of the Lasham
Gliding Society Ltd., and is taking up a
similar appointment at Wycombe Air
Park (Booker Airfield), as General Man-
ager of Airways Aero Associations Litd.
(subsidiary of BOAC/BEA).

TRENT VALLEY

IGI Romrig, CFI for TVGC since

its birth in 1965, reluctantly ten-
dered his resignation during December,
1968, owing to the distance he has had
to travel since his move of residence to
Leicester. We were sorry to say farcwell
to Sigi, who had always worked hard
and enthusiastically for the Club and its
members. Again, we offer him our thanks
and sincere good wishes for the future.

We have been very fortunate to secure
the services of Mr. Jack Tarr as our new
resident CFL

With 1968 behind us, plans are laid
for 1969, which promises to be reward-
ing, both flying-achievement-wise and
financially. Having just completed the
purchase of an aircraft hangar — the
erection of which will fill most of our
“spare time" during the next few weeks
no doubt — to eliminate the early morn-
ing rigging which our present hangarage
had necessitated, we are confident that
our already high launch rate will show
improvement during 1969. Ray Parkin
and Vin Fillingham have been engaged
in a vigorous assistant instructor training
programme during the winter months
which should improve the situation even
further by spring.

The Club is also negotiating the pur-
chase of a new high-performance two-
seat aircraft for dual advanced training.
Delivery should be during April/May.

Owing to unfavourable weather condi-



ions, flving has been restricted to circuit
pashing during the past four weekends,
so most of our flying has been socially.
On 20th February we challenged our
colleagues from the Lincs Gliding Club
10 @ “custard-pie-throwing  fight”,
coupled with a supper dance, which
roved to be a great — if a little messy

— sUCCEsS.
P. V. H.

WESTCOTT

MALCOLM Lasson has joined the
list of solo pilots who have achieved
a loop in the Swallow and, despite in-
different weather, flying has countinued
most weekends. The Swallow has passed
jts C of A and was put to good use over
the Easter weekend, together with a T-21,
which has been obtained recently from
Booker by the Bicester syndicate for
operation by the Club.

Easter Monday saw the first aero-tow
at RPE Westcott, very kindly provided
by Richard Wade who -— together with
Roger Neaves — flew in for a visit in
their Tiger Moth.

B G

YORKSHIRE
FTER a terrible winter — both fly-
ing- and farmer-wise -— Detter

weather has reached us at last. We've
had some wonderful days, with thermals
galore being enjoyed by everyone who
could fly. It was one such day when we
were visited by the BBC TV unit, who
wanted to make a film for “Look North".
This turned out very well indeed.

The Club has started holding Day
Courses to help those interested in glid-
Ing to get a closer look for a small out-
lay; they are proving very popular and
Successful,

We are awaiting with great anticipation
the delivery of an SF 218 Falcon to one
o our members. As it will be the first

O-scater of this type in the country,
We]rc expecting great things.
sg"N Provin’s HP-14 — built by him-
S o should be in the air soon. After

the hard work Joe has put in he
ouserves some good flying weather to try

‘;he re5|i11ts. 5

ngratulations are due to Gwyneth
Sutton_. who recently completed her first

z‘\ﬁﬁérm a Ka-13 of which she is part-
P. M.

SERVICE NEWS g

BANNERDOWN

REGREI'FULLY. I must report that
our usual Scribe, Phil. Hutchings,
has been seriously ill of late and, as a
result, must give up — temporarily we
earnestly hope — flying with the club.
We shall certainly miss his usual contri-
bution of wise words and boundless
enthusiasm, even for a short while. As
our Flight Safety Officer, he has excelled
himself, and our Briefing Room is a
classic example of the thought and skill
i"};?'tl is Phil personified. Get well soon,

il.

The flying year for us started in
January, with the most beautiful winter
weather than I can remember. A good
deal of flying was done and a bit of
colour came back to our cheeks.

Appropriately, our first A and B
certificate was gained by Group Captain
Young, our new Station Commander, to
whom we extend a hearty welcome and
the hope that the acquaintance will be
a long and happy one. Brian Sowerby
also completed three excellent circuits
to become the second proud possesser of
a BGA certificate on that day. The new
mobile winch is all but ready for service
and will most certainly add to our per-
formance figures in the coming season
— thanks, Andy!

By the time this newsletter is in print,
Pat Cleeve and Sue Smith will have be-
come Mr. and Mrs., and we wish them
all the happiness in the world. At least
it will solve the argument as to who
owns the car!

A.H W.

FENLAND

TH the arrival of the better

weather, our more dormant mem-
bers are beginning to show themselves on
the field again. Despite bitterly cold
winds over the Easter period, we did very
well for hours and achievements and now
have several members trotting around
muttering about Silver distances. Chas.
Collier, our Treasurer, is one of these
and is eagerly awaiting the off. Heather
Slack and Pete Balmforth — our Secre-
tary — have completed also their two
bronze legs — flying tests yet to come,
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and John Foley has managed one and,
therefore, his C. Two of our “colonial
cousins” from the USAF — Ray Pessa
and Jay Langham — are also in the run-
ning, with two and one legs respectively.
We sent Bob Chatfield off on his Silver
distance but, unfortunately, the ground
rose to meet him too soon.

In commeon with other Service clubs,
our members come and go, and we are
pleased to welcome Chris Watson from
Bicester, together with his charming wife,
also Chris, which confuses things some-
what. Leaving us to carry out a course
is “Leaky”, to whom we extend our best
wishes and thanks for all the work he
has done.

WREKIN

OUR Easter Soaring Week was suc-
cessful from a soaring and cross-
country point of view, for Kevin Kiely
completed his Silver C with a distance
flight to Staverton, and the same distance
was flown by Peter Haig and Charles
Nightingale on the following day. Simon
Morrison, our CFIl, also added 42 miles
to our cross-country distance on a Gold
C attempt.

We have recently also sent three pilots
solo, three have gained their C certifi-

g
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cates, and two — Colin Dewhurst and
John Griffin — a Bronze leg each. At
the moment, our fleet consists of a T-21
and a Bocian for two-seater training, and
for solo pilots we have a Grunau 2 and
a Grunau 3, an Olympia 24, a Ka-8, a
Skylark 2 and a Ka-6e — all, pro tem,
in good trim.

C. B. B.}

CRUSADERS

O far, 1969 has been wetter and milder

than usual, but flying has continued
apace. During March, when the Club
operated every day, nine soaring certifi-
cates were gained in one day by various
members, and Chris Gildea and Barry
Voisey had Gold Height near-misses with
flights to just over 10,000 ft. A two-week
ab-initio course was held recently.

Olympia 401 pilots now work Nicosia
ATC with the club-purchased Pye radio
and they are looking forward to some
good cross-countries. The Nuffield Trust
has kindly granted us the cash for two
more radios, so Swallow pilots — and,
we hope later on, Ka-13 instructors and
pupils — will be able 1o have more ex-
tensive flights. Try as we might, though,
we cannot quite fit a feasible Gold
distance/Diamond goal triangle into this
island with the FAI flight termination
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requirements as they are. .
Three more Club stalwarts are leaving
Cyprus, tour expired; all started gliding
some three years ago here. We shall miss
Gerrv Cooper and Tim O'Donovan, who
would turn their hands to anything, and
we shall be cver grateful to John Scott
for putting the Club on a really sound
financial footing during his years as our
Treasurer. Good luck to all three of you
and your most helpful wives.
M. I O.

TWO RIVERS
(Laarbruch, Germany)

HIS year Two Rivers were the hosts

for the RAFG AGM, at which the
Club was acclaimed for its gliding
courses and some 5,000 launches.

In October a Vennebeck expedition
produced a total of 2 Silver C legs, 6
Bronze C and an A and B. Also, with
the CO's approval, it is hoped to hold

L S T e T

We should. be : plea

sed to receive news for thi

an ab-initio course during April or May
at the Wesel Club.

It was learnt, too, at a meeting of
RAFG GSA that our much esteemed
Leigh Hood has had his name submitted
for the British National Championships
this year,

On the aircraft side we said farewell
to our Ka-2 for the sake of purchasing
a Ka-13. Jeff Gregory has brought most
of the fleet on to top line during the
winter period, with the help of Jim
Porter, newly arrived from the UK.

As ever, we have our farewell brigade
— Jack Collins, CFI; Bruce Thompson,
Chairman; Pete Young, Vic Leighton,
Roger Lashley, Dave Prettlove and Terry
Brown. To the post of CFI,
Nowell is now well established and
Hoagy Carmichael is Chairman.

To the lads who have departed, thanks
for everything, and our wishes for the
best in the future. %

Prrutior S

s section from every country in

BB

the world where soaring is done—A. E. SLATER, Overseas News Edilor.

AUSTRALIA

GL]DING AT GAWLER—A duty visit
lo the Missile Range at Woomera
recently left me with the prospect of two
?Nfe weekends and a week to prepare
Or them. Questions of the Range staff,
Posed at the end of meetings, eventually
8ave me a contact at the Adelaide Soar-
g Club; 1 could have looked in the
p"!]‘,(ﬂgt yellow) pages, under “Clubs —
bu:dmg ", if 1 had had my wits about me,
contohad to do it the hard way. My
roact, the CFI, put me in touch with
'an Symonds, who passed my Adelaide
on the way out to the site and he

picked me up at 7.15 a.m. on the first
Saturday.

The Club have two Ka-T's, a Ka-6, a
Ka-8 and a Ka-13 flying at present on a
wartime strip with two runways at
Gawler, some 20 miles north of Adelaide.
I was at once made very welcome and
soon after arrival given a check in the
Ka-7. Unfortunately, a wind shift caused
me to get some 300 ft. only and to have
to land downwind on the other runway.
When all had been shifted round I got
another launch, this time to 1,000 ft,
and after that half-an-hour solo in the
same aircraft — just to get used to Aus-
tralian thermals. Next day I was con-
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yerted to the Ka-6, but after the sea
had passed through. !

1 was converted also to Australian
inology. CHAOTIC is used instead of
1cB, the mobile office is a piecart and

_. most mysterious of all — the tow-
car is a “ute”, which is short, it seems,
for uticon. No winch is used, but aero-
tows are the alternative to auto-tows. Ex-

riments are in hand to use nylon in

lace of wire for auto-towing but, so
ar, the peculiar launch characteristics
are proving troublesome.

Now, gliding seems to be much the
same basically wherever I have done it,
and | don't want to write a thermal-by-
thermal description of my subsequent fly-
ing at Gawler — it's all been written be-
fore to the point of tedium —but the one
thing which made it an outstanding ex-
perience for me was the incredible hospi-
tality. 1 was entertained nearly every night
by Club members in their homes and.
over the weekends on days on which I
did not go to glide, was taken sailing in
a catamaran, was shown the nature
reserves close-by, or taken to a GFA
meeting in Waikerie and generally made
to feel welcome.

1 think that there is a message here
for us. Do we do enough for visitors
from abroad to our gliding clubs? Per-
haps in a general way we do but, to our
visitors, I certainly intend to try harder
to repay the welcome I had.

R. BReTT-KNOWLES

AUSTRIA
REPARING For MARFA.—The pro-
posed team for next year's World
Championships spent their second train-
INg course at Zell am See during the last
Week of October, 1968, With excellent
soaring weather every day, they never-
theless had time for lectures by Harro
6dl, the present World Champion, Dr.
Schubert, who came 4th, and others.
GLIDING ScHOOLS.—At Aigen Alpine
hool in Ennstal, 6,376 hours were flown
(“’m 11,138 launches during 1968
568’ hrs. from 9978 in 1967), and
m'336 km. were covered in distance
ghts; 21 goal-and-returns of 500 km.
“'30%3 flown and 59 goal-and-returns of
km. Also 45 altitude flights of be-
gﬁen 4,000 and 6800 m. (13,123-
Viol0 ft) and 64 between 3-4,000 m.
ISitors numbered 1,005, including 648

foreigners, 607 of whom were Germans,
4 Americans, 3 South Africans and 3
British; 30 foreign groups brought their
own sailplanes.

At Spitzerberg. 66,406 hours have been
flown from 198,310 launches since the
school opened in 1956. Figures for 1968
were 5,658 hrs, from 15,256 launches.

NATIONAL CHAMPIONSHIPS will be held
at Mariazell from 21st May to 5th June.

Astrofiug

BELGIUM
FAyenceE—The usual winter cxpe-
dition to Fayence, in France, consist-
ing this time of a Bocian and Mucha,
accompanied by pilots Bert Zegels,
Michel Bluekens and M. Hochart, was
stopped at the French frontier on the
excuse of a new regulation requiring that
they should have given three weeks'
notice. After some telephoning and
several hours’ wait in the rain, they were
allowed to proceed; but they heard that
a Dutch team, after waiting there in vain
for 10 hours, decided to go to Innsbruck

instead.

On the first day, the Mistral blew, but
after a check flight by Bulekens, the only
tug pilot present refused to tow again
because the mid-day dinner hour was
approaching. Bluekens got his third Dia-
mond with 7,000 m. (23,000 ft.). Then
came more frustration, until M. Brocart,
the Chief, who had already straightened
out the frontier trouble by phone, turned
up and restored order, while Zegels re-
stored good relations.

Thereafter, 10 Belgian pilots contacted
the rotor and had a good time.

La Congquete de I'Air

EAST GERMANY

ATIONAL CHAMPIONSHIPS.—These will

be held at Neustadt-Clewe from
14th to 29th June. On the 14th, foreign
visitors (from Eastern Europe) carry out
training flights. Official opening is at
9 am. on the 15th; tasks from 15th to
27th are for speed; triangles, goal-and-
returns and goal flights. Three competi-
tors must reach 100 km. for it to be a
contest day. Final ceremony on 28th;
depart on 29th.

e decenfralised national contest is
for the highest aggregate points for a
pilot’s three best flights during the period
15th March to 31st August. There are
two classes: A, for machines with best
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gliding ratio exceeding 32:1, and B, for
ratios up to 32:1. Points are given for
both distance and speed in all but free
distance flights.

CERTIFICATES.—The latest list brings
Silver C’s to 1,365 and Gold C’s to 72.

Aerosport
FINLAND
A SURPRISING light phenomenon has
reappeared in the Finnish skies, The
phenomenon is the sun, which is little by
little wiping off the snow and winter and
building up wispy cu's to upset hard-
working glider pilots.

This year is going to be one of the
busiest in the history of the Finnish Aero-
nautical Association, which is the central
organization of Finnish sporting aviation.
The Association has its 50th anniversary,
and that is why we will have the FAI
General Meeting in July.

The most remarkable event of the
year, seen from the cockpit of a glider,
i1s going to be the Finnish Champion-
ships, to be held from Ist to 15th June
in Réyskidld. Riyskdld is the busiest
gliderport in Finland, and probably in
all Scandinavia, averaging 4,000 plus
launches during the 4-5 month season.
The field is located some 60 miles from
Helsinki and it is favoured by beautiful
Finnish scenery and good weather con-
ditions.

The organizers of the national con-
test, as well as all the gliding people in
Finland, would be very pleased to see
foreign pilots flying hors concours in this
meet. For the first time here in Finland
the scoring will be separate in Ou!l)en and
Standard Classes, even though the tasks
will be the same for both Classes. The
entry fee is 100 Finnish marks (approx.
£11), which includes ten aero-tows. The
accommodation can be arranged at
4 marks a day and meals are available
in the site's restaurant.

If you are willing to see the thousands
of lakes in Finland and have a fair com-
petition with the best Finnish pilots, wel-
come to Riyskild, If you are interested,
please contact Mr. Juhani Horma, whose
address is Poltinahontie 13 A 3, Himeen-
linna, Finland, as early as possible.

The other Finnish contest next sum-
mer will be from 2Ist-29th June in
Nummela, 30 miles west of Helsinki.
This is going to be a nine-day competi-
tion, in which handicapping, photo-
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graphic evidence and the most modern
tasks will be applied, Visitors are heartily
welcome also to this meet, organized by
the Triangle Squadron (a group of con-
test-oriented young glider pilots from
Helsinki) and Helsinki Aviation Associa-
tion. The “Nine Days in Nummela”™ will
be open either for individual pilots or
teams 0!5 two. And if you all'c in;[crested.
as we ho are, just let Mr. Jyri
Raivio kngsv by:i!:)re Ist June, His addreysns
is Koroistentie 6 a B 11, Helsinki 28,
Finland.
Hope to see you in Finnish contests
next season!
J. Rarmvio

FRANCE

LIDING CenTres in France number

98, according to the F.F.V.V.
(Fédération Francaise de Vol a Voile). A
table of memberships, divided into Under
22, Over 22 and Military, shows the
totals per centre to vary between 1 in
“C.J. Paris” (under 22) and 230 in
Limoges (88 under 22, 86 over 22, 56
military), In 1968, 1,024 elementary
certificates were gained, 641 of them by
pilots under 22; the total figure for 1967
was 1,011,

This year’s French Championships will
be held at Moulins from 26th July to
8th August, with 50-60 competitors,
divided into three Classes: (1) Open
Class, (2) Standard Class plus older Open
Class machines, (3) other machines of
poor performance. Regional Champion-
ships, lasting not more than 11 days each,
will be held from June to August.

A competition for two-seaters at
Poitiers from 2nd to 14th August, or-
ganized by the Aero Club de Poily, is
announced in Der Flieger but not in
Aviasport.

No dates are given for the Mountain
Soaring Rally at Vinon, but the Coupe
d'Europe at Angers comes in mid-July,
immediately after the Coupe Atlantique.

The Coupe Atlantique, held at Nantes
from 4th to 11th July, is open to both
single-seaters and two-seaters and to all
nations, up to a maximum of 30 entries.
The entry charge of 150 francs will be
partly refunded according to travelling
costs. Applications to: Centre de Vol a
Voile, Nantes, Aerodrome de Chateau-
Bougon, 44-Bouguenais. Tel.: 78-61-53.

Aviasport




NORWAY

LIDING has commenced again after

the winter started to loose its grip.
puring our traditional Easter camp at
Fagernes, 150 pilots from Sweden, Den-
mark and Norway hunted for Gold and
piamond heights, sharing about 25 sail-
planes and 6-7 tugs. Although the weather
was mixed, about 10 pilots exceeded the
3000 m. height gain, including yours
truly, who took the A-15 to 7,800 m.
(25,600 ft.) as.l. (barograph not calibrated

1), for a new Norwegian absolute and
eight gain record. The flight consisted
of a series of jumps between lift areas,
advancing about 40 km. north-west into
still more mountainous areas.

Besides wave-flying, numerous hours
were flown on hill lift and thermals. Al-
though our traditional competition,
“Valdresspritten™, wasn't completed this
year, we had one day of task flying (goal
out-and-return), where the winner, Stein
Frich, in a Vasama, covered the 54 km.
in 40 minutes, giving an average of
81 km/h. from release. His entire return
leg was carried out below 250 m. (820 ft.).
The A-15 took 6 mins. longer and Einar
Ronnestad, in the SH-1, took 1 hr.
12 mins., both playing safe a bit more.

British glider pilots are most welcome
to these Easter camps (qualifications,
Silver C level or equivalent, with aero-
tow rating), where gliding may be com-

ned with ski-ing upon the mountéin
plains, Requests should be sent well in
advance to the Norwegian Aero Club,
Karl Johans St. 18, Oslo 1, Norway.

any participants are booking in from
One year to the next, so a rather fast
fesponse is needed.
BIRGER W. BULUKIN
POLAND

INNER of the decentralised national

Bi competition for 1968 was Alfred

“‘ZL from Bydgoszcz. Jan Wroblewski

ﬂ%s World Champion), from the same

Wb, came 2nd, and the best woman

Ot, Adela Dankowska, holder of world
ds, achieved 10th place,

Aerosport

SOUTH AFRICA
EXT Cuamps.—The 1969-70 National
Bloe -nampionships will again be held at
:emfon}eln over the Christmas-New
ar holiday period, it was announced

at the end of the last Championships, by
Brigadier J. Gilliland, chairman of the
Aero Club of East Africa.

New CLuB—A gliding club has been
formed in Bloemfontein, with 16 people
signing on as foundation members. These
included several pilots.

Mcmbershi? of the club is limited to
20 persons for the present and each
member is expected to pay the sum of
R1.80 over a period of 12 months for the
purchase of two gliders — a single-seater
and a two-seater.

Three gliding instructors have been
appointed — John Pocock, Hennie Brink
and Armo Wende.

It was suggested that as many mem-
bers as possible should go to Goldfields
Gliding Club, Odendaalsrus, to get first-
hand experience.

Wings Over Africa

SWITZERLAND

YPE CERTIFICATE FOR DIAMANT 18.—

Switzerland’s Air Administration
Office has issued the official type certifi-
cate for the all-fibreglass sailplane
Diamant 18, All models of Diamant sail-
planes have thus been type-certificated in
Switzerland. Equivalent type certificates
in other countries, mainly in the US..
England, Australia, New Zealand and
Sweden, have been in process for some
time and are expected to be issued with-
in the next month.—Flug- und Fahr-
zeugwerke AG, Altenrhein.

WEST GERMANY

OMPANY PROMOTION.—A non-com-

mercial “Company for the promo-
tion of high-performance soaring”
(Gesellschaft zur Forschung des Leis-
tungssegelflugs) has been formed by
Giinter Cichon, of Bad Reichenall, three
times winner of the German decentralised
contest, and his brother, Dr. Josef
Cichon, of Munich. Its objects are (1) to
make high-performance sailplanes avail-
able, and (2) subsidies towards the cost
of hiring them, which would be 40 and
80 DM per day respectively (£4, £8) for
the Ka-6cr and Phoebus-C which they
have already acquired. These are fitted
with electric audio and total energy
variometers, MacCready ring, compass,
blind flying instruments, oxygen for 7-10
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hours, radio, barograph and parachute.
The Phoebus has also positon lights and
a static discharger. The object of the
company is to help gifted pilots who
otherwise would not be in a position to
fly high-performance machines. It is
planned to enlarge the aircraft park.
Luftsport

Brunswick's Latest. — Akaflieg
Braunschweig has produced a further
fibreglass development of the SB-8 with
a 22-metre span (72 ft. 2 in.), called SB-
9, with an enhanced performance. The
aspect ratio is 31.3 and wing thickness
13%. Wortmann sections are used. The
tail is T-shaped. Minimum speed
59 km/h.; minimum sink 1.45 m)'s at
72 km/h.; best gliding angle 1:48 at
85 km/h.; max speed 180 km/h.

The machine was iest-ﬂown for half
an hour on 23rd January. When circling
at 70-75 km/h. true speed, the bank was
30-40°, Schempp-Hirth brakes caused in-
creased upward bending of the wings,
which was convenient for landing, as
the wing-tips, when stationary, are only
70 em. (2 ft. 3¢ in.) from the ground.

Aerokurier

Thames Valley Gliding
Club

BOOKER

Whether experienced or inexperienced
you will enjcy the facilities offered at
Booker.

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

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

Restaurant and Bar open at all times.

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

THROW AWAY THE BATTERY

By R. W, SOMERSCALES

CLUBS using diesel-engined tractors
and/or winches may be interested
in our experience at the Upward Bound
Club with the Simms Type SS Spring
Starter.

The starter is an ingenious and prac-
tical solution to the sort of problems
that we, and [ think most gliding clubs,
experience in the starting up of cable
retrieving vehicles and winches, particu-
larly in the winter, when weekend only
operation is normal.

Starter batteries are expensive and vul-
nerable to misuse and neglect; they must
always be in good condition to survive
two weeks' inactivity following a rained-
off weekend.

In the case of diesel-engined winches
and tractors, where no other electrical
demands are present, it seems logical to
dispense with the electrical equipment.
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Maintenance is eliminated on the
dynamo, starter, battery and voltage
regulator, etc., and all can be thrown
away, with the exception of the dynamo,
which remains only as a convenient
means of adjusting the fan belt.

How does it work in practice? We

fitted a spring starter to our Fordson
Major tractor i fore the coldest weather
experienced this winter and, although

the tractor is far from young and healthy,
we have never failed to start up with
one or two opcrations from cold and
one operation of the starter when hot.

How does it operate? In simple terms
you wind a handle — detachable —
about twelve revolutions, the action of
which compresses a series of special steel
dished washers inside the starter. After
making sure that you are in neutral you
trip a lever. The energy stored in the




pressed washers is then released,
causing the starter drive to rotate and
u are away !
snags? Not many or serious. Tractor
drivers tend to leave the engine running
for longer pe-iods to save a “wind” and
the only requirement from the installa-
tion point of view is that there must be
clearance to wind the handle, but the
winder shaft is adjustable in relation to
the starter axis in increments of 8%

The starter will cope with diesel engines
up to one litre per cylinder to a maxi-
mum of six cylinders.

TECHNICAL DETAILS

Model SS. ...
Model SR. ... :
Engine capacity ...

Maximum Stored torque ...
Maximum winding handle torq
Number of teeth on pinion

Tooth form
Number of turns to fully wind ...
Weight
Cold starting to 32°F (0°C) ...
*As this is de
for further information.

CORNISH GLIDING & FLYING CLUB

Gliding courses in modern fleet from MAY
5th — B.G.A. categorised instructors — f{ine
soaring — lovely coastal airfield — ideal for
a different family holiday.
AERO-TOW COURSES AVAILABLE.
Details with pleasure from: The Course
Secretary, Cornish Gliding & Flying
Club, Trevellas Airfield, Perran-
porth, Cornwall.

Clockwise pinion rotation.
Anti-clockwise pinion rotation.

Up to one litre per cylinder

(61.02 cu. in.) to a max. of 6 cylinders,
70 Ib/ft. (9.674 m/kg.)

45 Ib/ft. (6.220 m[kg.)

11 or 13

8{]0 Fellows Stub Metric.

1

34 Ib. (15.42 kg.)
*Below 32°F with starting aids.

ndent on engine type and application, consult Simms Sales Division
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* Courses b

9-day Approved In
17th October and 31t October.
April —

launches,
'hv a S0KM. out and return om our ridgn!

Full details from:

Tel. Clldloek 307

Weekly Hoﬂdwy Courses for beginners and others:

Viaiting .hdel very welcome. Winch or aerotow

[ SR R o W ith | i bar

KENT GLIDING CLUB
Challock, N

Ashford, Kent

DO YOU ONLY WANT TO FLY AT
WEEKENDS ?

OF COURSE YOU DON'T!
with the

YORKSHIRE GLIDING CLUB
AT SUTTON BANK

it is possible to SOAR on any day of the
week, at any time of the year...as well
as the good thermal soaring conditions that
are to be found over the Vale of York in
the summer months. Excellent hill and
wave soaring in the lee of the Pennines
can be enjoyed during all months of the
year.

The club specialises in holiday courses for
beginners and in advanced courses . , , full-
time, professional instructors are employed.

Visitors from other clubs are welcome
launching by winch or aero-tow.

The Clubhouse is fully residential and is
of a very high standard. There is a licensed
bar and catering is provided for all
meals . . . centrally-heated bedrooms, each
with hot and cold water! Visitors can bring
their wives and families to Sution Bank
confidently knowing that they too will have
an enjoyable holiday.

The Club is ideally situated for exploring
the magnificent scenery of the North
Yorkshire National Park.

Modern Heet of training and high perfor-
mance sailplanes.

For more information write to:

The Secretary,

THE YORKSHIRE GLIDING CLUB,
SUTTON BANK, THIRSK,
YORKSHIRE.

Telephone: Sutton (Thirsk) 237
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'SCOTTISH BLIDING UNION

PORTMOAK, SCOTLANDWELL,
BY KINROSS
Telephone: Scotlandwell 234

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
details

ADVANCED BOOKINGS NECESSARY IN WRITING

WEST WALES
Withybush Airfield, Haverfordwest,
embrokeshire
The Club is cenirally situated for over 70 miles of
National Park coasthi ffoti 21 badchod snd

excellent facilities for open air holidays.
Gliding Holiday Courses apen any week during summer.
Launching from three runways by aulo-low and aeroc-low.
For the beginner, inslruction on side-by-side Slingsby
1-21 and solo on Pirate, Olympia 463 or Skylark i,
For the advanced, high performance Maining on
Capstan. Aerotows by Tugmailer. Scaring on N, E, W
and 5 lacing clitfs. Accommodation in fully licensed
residential Clubhouse, with male and female dormitories
with full interior sprung single beds.
lustrated brochure and details from Gliding Secrelary,
Flying Control, Tel, Haverfordwest 3665 or 3156 or
Tenby 2705.

BIDFORD-ON-AVON
Come lo Shakespeara’s counlty lor your 1969 Gliding
Haliday.

‘Weekly courses for beginners from April to Oclober.
Special courses have been arranged for the advanced
pilet.

Fully statfed modern residential clubhouse with licensed
bar.

We Iry to make your holiday semething fo remember.
Send lor free brochure for full details.

LASHAM

(NATIONAL GLIDING CENTRE)

Weekly elementary and advanced courses all year at inclusive rates. Modern

centrally-heated clubhouse, canteen and bar. Accommodation provided. Full

time professional instructors, with Derek Piggott as C.F.l., club solo an
two-seater flying every day, private owners welcome. /

Club Fleet for 1969
2 Capstans 2 ASK 13's
3 K8B's 2 Skylark IlIF's
3 Skylark IV's 2 Dart 17R’s

Expected May: two-seater motor-glider Scheibe Falke for training 1
purposes.

LASHAM GLIDING CENTRE, Nr. ALTON, HANTS. TEL. HERRIARD 270

LASHAM GLIDING SOCIETY
SURREY & HANTS GLIDING CLUB




GLIDE AHEAD WITH A ‘BLANIK’

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

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

WELL PROVEN—OVER ONE THOUSAND BUILT

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

OVERSEAS ENQUIRIES WELCOMED

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

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




