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DEESIDE WAVES —AN INITIAL SURVEY

By ALAN MIDDLETON

On November 2, 1972, John Monleith (USA) and Mike Mahon
(GB) broke the multi-seater UK absolute and gain of height
records by flying a Capstan from Aboyne to 7,620m (approx
25,000ft), gain 6,705.6m (subject to homologation). The two
reports below, by Alan Middleton, CFl, who was granled the
1970 Churchill Award to investigale waves at Aboyne, and

Mike Garrod, whose long

search for high wave flights culmi-

nated in a flight to nearly 23,000ft at Aboyne last year, will
give a good idea of the existing possibilities.

ITUATED some 30 miles inland
from Aberdeen, the Deeside Gliding
Club's site at Aboyne on the north bank
of the River Dee is almost completely
surrounded by highland, thereby being
in an ideal position to investigate waves
in different airstreams. The Grampian
Mountains consist of a highland plateau
with an average altitude of 2,000ft,
topped by groups of higher mountains
rising to over 4, , and deeply dis-
sected by fault and glacial action. The
Dee valley is an example of the latter.
As airmasses tend to be typical of their
direction, which is easy to establish, wave
!&ystems also are classified by wind
irection, and it has been discovered that
their reproduceability is very noticeable
but far from complete.

NATURE OF WAVES

Waves at Deeside occur in every month
of the year, though more frequently in
the periods March-April and September-
October, and often in spells of 3-4 days.
The normal vertical extent of waves is
between 6,000 and 12,000ft; higher climbs
should become more common as ex-
perience is gained. Weaker systems of
the “evening thermal” wvariety, on the
other hand, might produce lift to only
2,000ft and last half an hour.

The lower limit of smooth wave is in-
dicated by the height of the stable layer
—usually an inversion between 2,000ft
and 5,000ft. Below this is an airmass
whose turbulence is severe and peculiar
to wave, probably, a mixture of wind
shear and rotor, though the latter is not
distinct at all, Instead of “cobblestone™
turbulence, it resembles a series of
“karate chops™ which spreads the dust
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(and anything else) around the cockpit!
Lift and sink can be very strong but frag-
mented; it is worth delaying release till
(a) 500ft are gained in continuous lift,
(b) smooth lift is encountered, or (c)
cloudbase is reached.

Wind directions in the turbulent layer
might be quite different from the upper
wind, especially below 1,000ft. First,
the lower wind tends to align with the
valley, so that with a strong upper cross-
wind surface winds are light and westerly.
Such conditions aggravate the turbulence
from ground to wave level. Moreover,
the upper wind will occasionally
“break through™ to the surface, present-
ing problems to aircraft on or near the
ground. Secondly, due to the rotor
motion of the turbulent layer, surface
winds are light or reversed under the
crest, strong and “true” wunder the
trough. These effects are more noticeable
when the wavelength is increasing, and
can be predicted by the position of the
wave clouds.

Cloud formations associated with wave
can build up extremely rapidly. Gaps
are not to be trusted and the importance
of knowing one'’s position is especially




pronounced when much of the ground
ig:ynlandal;le }aand Iuninhal:n'te-d ; ({‘Ihhcrwis_e

ovide ideal signposts to the posi-
tion gg lift which can then be worked
as ridge, under the same rules. Under
conditions of no cloud, or when well
above it, however, other techniques have
to be used.

TECHNIQUE

As wave formations in this area quite
often produce isolated patches of lift,
not necessarily straight nor obviously
related to any particular lee slope, a
centering technigue has to depend on
variometer readings alone.

Consider first a fairly narrow region
of weak lift with no cloud indication,
and a light (about 10kt) wind. On enter-
ing the region of lift, one commences a
gentle turn towards the wind. When the
reading starts to decrease, the direction
of turn is reversed and continued till lift
is again increasing, whereupon the glider
is flown in a straight line. The exact
position of maximum lift is noted if the
ground is visible and close enough to
obtain a landmark. As the lift decreases,
it is assumed that the glider is leaving the
lift at the downwind edge, and therefore
a turn is commenced back towards the
wind and the lift, whence the procedure
is repeated till the end of the beat.

A tighter turn into wind avoids drift-
ing from the region. If the points of
maximum lift have been noted, it may
be ible to use these, but the area
might have moved relative to the ground,
in which case the zig-zag procedure
should be maintained. The advantages of
this method are: (a) the alignment of the
beat may be determined without any
cloud or topographical aid; (b) the shape
of the region may be plotted as the track
will follow any corners; (c) the glider
will follow any movement of the lift; (d)
the flight may be confined to the best lift.

The same principle is employed when
the wind approaches flying s , but it

mes more important to be aware of
the wind speed and direction, as these
will affect the ability to stay within the
boundaries of lift. If a 40kt wind is
producing an area of good lift, one can
use, say, Skt lift as the threshold of the
area to be explored. The first beat is
made directly into wind, as nearly as
can be determined by monitoring drift.

On this occasion, as there is no perceiv-
able forward motion, airs is in-
creased to provide this, to perhaps 55kts.
This beat into wind may take quite some
time.

One then needs to turn some 50° only
to travel downwind with a crosswind
component; airspeed is kept at 55kis, As
before, the turn towards the wind is made
as soon as the lift decreases. Again wind
direction and strength are determined as
these usually change with the ascent, re-
quiring a change in airspeed. Whenever
stronger lift is experienced, it is used as a
new threshold for turns. Obviously, with
wind speeds greater than stall speed, it
is possible to “hover” in the best lift.

WAVE DISTRIBUTIONS

The north wind (about 330°-360°) has
been seen to produce three distinct
patterns of wave over Deeside, usually
well marked with low lenticulars or
cloud edges. The first occurs when the
wave!entgth is long, whereupon the waves
extend for many miles east and west in
true classical fashion. The one over
Deeside is a secondary or tertiary wave,
and therefore moves several miles under
atmospheric changes. As the region of
lift can be five miles wide, however, it
is still easy to contact. This wave has
been soared to 13,000ft and is probably
the best for cross-countries.

More commonly, however, north
waves can be related to local highland
features. Orographic cloud forms on or
above the high ground south of the Dee,
closely following the contours. Lift in
front of this is characteristically wave,
and extends to at least 7,000ft. Atmos-
pheric changes affect the strength and
extent of lift, but not its position, which
is %ed I]i_]kﬁ ridge lift.

he whole wave system can disappear
rapidly and completely, although the
third system, from Morven, might
persist. As Morven is only 14 miles in
width, so is its wave pattern; but lift is
weak and usually reaches 3,000ft, except
when the secondary wave coincides with
the “Dee valley™ wave. In this case the
secondary is stronger than the primary,
and provides up to 10kts lift to 12,000?:.
When there is a slight westerly com-
ponent, waves which align N-S can form
off the edge of the plateau, and an L-
shaped cloud is produced,
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The effects of Morven are noticeable
in the north-west wind (290°-330°) but
waves in this direction are subject to a
lot of interference from ranges farther
upwind, so that the net result at Deeside
is one of several patcHes of lift with
no cloud formation, prone to move,
appear and disappear in a fashion which
so far defies classification, but not
several successful climbs, including one
to 17,000ft.

In contrast, westerlies produce a
primary wave at the lee side of Morven
and Culblean whose characteristics are
strong lift, fixed location and variable
cloud, and is known to exceed 20,000ft
on occasions.

With the wind from the south-west, as
with northerlies, there are three different

atterns which are nearly always shown

cloud, Regular parallel waves are not
infrequent, but their source is unknown
and as many as six may pass overhead
in the course of a day. More often, waves
in this wind form a complicated pattern
of lift distribution. It is sometimes un-
varying for a day and areas of lift are
then found to exist in crescent-shaped
beats 2-5 miles long, in which climbs of
4kts have been abandoned at 15,000ft.
The third pattern is one which exists over
the Dee valley only, and is stationary. As
cloud in those conditions has closed in
completely on several occasions, climbs
have been limited to 5,000ft.

Southerly winds are not common at
Aboyne, but waves have occurred in
these winds. Being light, they produce
weak lift to about 6,000ft and distinct
isolated rotors, sometimes with cloud. In
summer, as the wind backs after a day
of thermals, wave occurs without cloud
for about an hour before the wind dies
out completely.

South-easterlies, on the other hand,
have produced wave to 12,000ft, although
only once in five years; waves from t
east amd north-east have yet to be con-
tacted.

CONCLUSIONS

In an attempt to explain the different
patterns of waves, certain basic para-
meters have to be considered, Foremost
is the wavelength, which has been
observed to be between two and 20 miles
on different occasions. Then one has to
establish, wherever possible, which topo-

graphical feature or features are trigger-
ing the wave system,

Within the distributions described one
can discern systems which are triggered
by (a) the lee slope of a plateau: (b) an
isolated mountain peak; (¢) a single
valley, and (d) probably the windward
side of an upland region. Assuming these
four features as independent sources of
wave, then it is possible that the selection
of the source depends on the wavelength
of the airstream. which has no connec-
tion with relief. Thus the airstream with
a long wavelength might be triggered
by the upwind edge of the highland and
remain unaffected by features whose
width is much less than the wavelength.
This would explain the regular, parallel
waves experienced in both northerly and
south-westerly winds; the passage of
severa] waves suggests the source is well
upwind and the wavelength is increasing.

As for condition (b), waves off the
peak of Morven are pronounced by their
position and cross-wind extent; they
occur when the wavelength is between
two and four miles. What was initially
considered to be the primary wave cff
Morven with longer wavelength has been
noticed to extend over the top of the
mountain to the upwind side.

Since there are many such peaks,
swondao? waves often coincide with the
effect another, making the overall
pattern very complicated and sensitive to
small changes in wavelength. Such con-
ditions are especially evident in winds
from the northwest and southwest.

Waves which follow the contours of a
valley are further complicated by the
fact that they are “trapped”. Any atmos-
pheric effect which would tend to dis-
place the wave therefore destroys it
instead; hence perhaps the rapid filling-in
of cloud as previously described. The
wavelength in these conditions has not
yet been ascertained.

The true “lee” wave off the downwind
edge of a highland mass can presumably
exist with any wavelength, but Deeside,
being in the middle of highland, does not
experience the normal phenomena of
parallel primary, secondary, and tertiary
waves obviously related to a lee slope.

FURTHER INVESTIGATIONS

This attempt to classify and explain
various patterns of wave which exist over
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a mountainous area compares them with
only the simplest of factors—the relief
and wavelength. The latter is a_complex
function of lapse rates and wind velo-
cities, but is frequently determinable by
the glider pilot, and hence is a more
practical parameter to use. The variation
with height of tem ture and wind
velocity, however, will determine whether
waves occur or not and might give further
information to triggering features. Besides
an effort to confirm the theories pre-
sented, further investigations will include

a collection of such data, which is not
given sufficiently frequently nor from the
place in question by eteorological
Office tephigrams.

The ability to predict the positions of
waves over mountainous regions will
greatly enhance the possibility of safe
cross-country flying, provided that the
knowledge of cloud formation is similarly
complete.

ith landing-fields at a premium, one
necds to know where one’s next wave is
coming from!

IN SEARCH OF ELYSIAN WAVE

By MIKE GARROD

MONG the conversation one hears

at the bar, mixed with the “how-
idunits”, one may sometimes catch a
more plaintive note—a tale of hard luck
and frustration, It may emanate from
any class of pilot, ranging from the
chap who has flown for two years and
never climbed in a thermal, to the pundit
who didn’t quite make it to the top in
the Nationals.

The particular cross in the gliding
world which I've had to bear is an extra-
ordinary ability to miss every wave day
at Dunstable for 22 years—at least, with
the exception of one day, but then the
variometer was disconnected!

Now I'm the first to admit that flying
in cumulobumpus cloud is a bit hair-
raising, especially that bit near the top
when one decides it is time to “get the
hell out of it.” Disorientation, turbulence
and icing make level flying well nigh
impossible, and the rattle of hail or a
flash of lightning is enough to make me
call it a day! Way back in 1958 a vener-
able, stable old Sky got me a Gold
height in a matter of minutes, but sub-
sequent attempts to achieve a Diamond
gain in a Grunau in Africa, and in a
463 in England, proved both hazardous
and unsuccessful. For want of a suitable
metaphor, there are easier ways of
skinning a cat, and it is hardly surprising
that a search began for that Elysian,
smooth, clear air wave which would get
me to my goal.
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You would have thought that a Met
man, armed with the tools of his trade,
would soon find what he was looking
for—but not this one! It was as if the
spell cast by repeated failures at Dun-
stable to find our own wave was to
occur wherever I went!

First of all it was Fayence. Twice in
fact, and it cost quite a lot of money.
This is a favourite spot for Diamond
hunters from all over Europe—indeed,
too popular! Too many gliders, not
enough tugs, somewhat primitive accom-
modation and food, and last and by no
means least, wave as elusive as the
chamois, convinced me that the south of
France was altogether far too chancy.

Somewhat lighter in pocket, my eyes
turned inevitably to home Eastura, and
after some rumination decided that
Portmoak seemed to offer reasonable
chance of success. However, that cross
was just as heavy, and after two visits
of a fortnight apiece, failed to find any
lift worth calling wave. Was it really
worth having a third try?

Well, it just had to happen sometime!
March 1968 was a vintage year, and the
wine had been flowing for a week when 1
arrived. Numerous Golds and Diamonds
had been done, and the flood continued
for a further five days. For once my
luck came up, and my first ever wave
flight took me, after five long hours, to
over 18,000ft in my Dart 17.

Having savoured the pleasures of
smooth flight, it was natural to want to



The Elysian heights above Aboyne

experience it again; but as a “flat site”
pilot one had to go elsewhere. And just
where was the major question. What site
offered the best chance of wave flying
in the British Isles in a randomly chosen
fortnight? My fessional vocation
suggested a spot of research, and though
somewhat inconclusive, I decided to try
Portmoak again in March 1969,

Success? Not on your life! Easterly
winds, driving snow and no flying! We
were lucky to escape south again, tail
between legs, without being smowbound
until midsummer.

A favourite site of mine is Sutton
Bank. Not for its wave prospects, but
for its delightful scenery, superb hill
soaring, excellent weekday facilities and
Yorkshire hospitality. Waves do occur,
but not for this wave-starved pilot! If
Neptune rules the waves of the air as
well, he must have been lauq,hing the day
I returned south, painting lenticulars in
the sky above the Al. Two more recent
visits however, revealed where and how
to contact waves in this area, starting

Photo: M. P. Garrod

with Gormire Lake (like something out
of Pilgrim’s Progress) and across to the
foothiﬁle;l of the Pennines near Dishforth
and Ripon (The Gates of Heaven). The
frequency of the right type of weather,
however, makes a chance of wave in a
ten-day visit very tenuous indeed.

It was during 1971 that rumours
filtered south from a new area of Scot-
land, Escaping Sassenachs told wondrous
tales of wave in any wind direction, and
far better conditions than at Portmoak.
Could this really be true? March 18, 1972,
saw my partner, Bob Smith, and I setting
off on the great trek northwards for 500
miles—up the M1 and onto the M6, past
Carlisle, famed for its Helm Wind (but
oh so rare!), through Edinburgh (trust us
to pick a Rugger International event at
Murrayfield!), on past Kinross and Port-
moak (deep in thick, unflyable industrial
haze) to Perth, and then into the
mountains and over the Devils Elbow.
Descending between the snow capped
peaks my gaze was drawn towards a
small, but highly significant thin cloud
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above the mountains, like a sentinel
beckoning us towards our goal—Aboyne.
The Deeside club is a newcomer, and
still with it's teething troubles. However,
its small membership is very keen and
determined. The airfield is alongside the
river Dee, some 30 miles west of Aber-
deen, and in the eastern foothills of the
Grampians. All launches are by aerotow,
as winching proved dangerous for passing
motorists on the A93. The surface of the
field was still rather rough, and flying
operations somewhat interrupted at in-
tervals by cows going to a waterhole.
Days one and two produced nothing
to satisfy us wave hunters, and oxygen
masks remained undonned, oxygen
cylinders fully charged. Two more hope-
ful groups turned up, fugitives from
even less promising regions to the south.
While we slept on the third night there
was a light fall of rain, and the wind
picked up from the northwest.
Five-to-seven in the morning. Switch
on radio to track down weather forecast,
but Scottish version doesn’t appear to
reach Aboyne. Might just as well stagger

out of bed and have a butchers—good
grief! ' y

No, it wasn’t my back, painful as it
is! Lenticulars, rosy pink lenticulars!
Talk about a sight for sore eyes! “Hey!
Wake up you chaps, today’s the day!”
Mad scramble, down to airfield, waken
resident on site, kind tug pilot, rig gliders,
and the first is away by 8.30am. By the
end of the day we have all exceeded
10,000 and some up to 18.,000ft.

Day four, however, was the day.
Classic lenticulars, both low and high
level, resulting in two Diamond height
gains, For my part a site record high of
close on 23,000ft. Days five and six were
almost as good, by which time we'd been
down to the local blacksmith to get our
oxygen bottles refilled. Even with the
wind in the south the waves were almost
as good.

e weather turned colder, and snow
began to fall. Time to head south. Do
high waves occur in all directions at
Aboyne? 1 couldn't prove it myself, but
I know it's the best site 1've come across
yet. Anyone know a better one?

SCHEIBE TANDEM
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THE UNFAIRNESS SIDE OF CONTESTS

By ANN WELCH

GLIDING championships are gener-
ally remarkably free from regulation
infringements, which is presumably why
little serious thought has been given to
the subject of appropriate penalties, With,
however, the inc sophistication of
championships—and their high cost to
competitors—there is a need to look into
action which should be taken in the
event of failure to abide by the rules.

The difficulty is to decide, for example,
how to weight dangerous flying, or the
carrying of forbidden equipment, in rela-
tion to the taking of an incorrect turn
point photograph. A further difficulty is
that of obtaiming evidence that is con-
clusive in, for example, a case of alleged
airspace infringement.

In the past the absence of guidance in
these matters has often resulted in the
guilty going free, and a minor technical
error being punished out of all propor-
tion to the magnitude of the offence.

The following is an attempt to ration-
alise this “unfairness” side of champion-
ships. It is based on a grouping of types
of infringement or failure to mm;:’!g. on
the deliberateness or otherwise the
error, and on the grades of pznalty which
may be imposed, It is unlikely that any
two directors or stewards will think
sufficiently alike to impose an identical
penalty for any given misdemeanour, but
the existence of a simple process by
which the “quality” of the failure may
be assessed in relation to its ‘‘cost”
should help to achieve a more balanced
result as far as the pilot is concerned.

Types of infringement or failure to

comply

la) Dangerous or hazardous flying in-
cluding airspace infringement.

1b) Cheating, falsification, use of for-
bidden equipment, elc.

lc) Failure to comply with the require-
ments, as occurs with photographic
evidence.

Degrees of failure or infringement

2a) Those which are inadvertent,

2b) Those resulting from taking a
chance, perhaps inadmissably.

2c) Those which are deliberate.

Types of action or penalty

3a) Wriiten warning.

3b) Deduction of points.

3c¢) Temporary or permanent disqualifi-
cation.

In this last group is the new concept
of a formal written warning. It would
normally be given in the case of a first
offence which had been assessed as in-
advertent. It could also be used in more
serious cases where the evidence, al-
though strong, was inconclusive. The
receipt of a written warning would mean
that no subsequent offence of a similar
nature could be considered as inadvertent,
and would therefore carry some penalty,

SERIOUS CASES

In serious cases where the only lack
was conclusive evidence (eg, controlled
airspace infringement) the issue of a
written warning would mean that in any
subsequent occurrence of a similar nature
the infringement could be considered to
be deliberate. It would, of course, be
possible and indeed reasonable, to in-
clude in the written warning an indica-
tion of the likely penalty for a subsequent
similar offence, or any other comment
considered appropriate.

If it is apparent that as the result of
an incident the perpetrator should suffer
a deduction of points, it may be difficult
to decide the size of the deduction. It is
not particularly desirable to publish a
“scale of charges™ since this will simply
result in some pilots deciding that it will
pay to infringe the regulations and accept
the scheduled reduction in their score. In
f:llct they would be stupid to do anything
eisc.

In cases involving technical failure to
comply with the requirements, such as
errors in turn point photography, the
points penalty should not be large, per-
haps 10-75 points (out of the maximum
of 1,000). It should however, be larger
than any gain in points which would
result from committing the error.

Turn point photography is a subject
still requiring thought about the pro-
cedures involved, but specially in terms
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of the responsibility of the organisers to
make it easy for the pilot to achieve the
required pictures. They have to appreci-
ate that the purpose of the champion-
ships is to find the best soaring pilot,
not the best dphotographer.

The procedures used, therefore, should
a) assist and encourage the pilot to take
his photographs from the correct posi-
tion and of the correct point; b) allow
him reasonable room for inadvertent
positioning error—although possibly with
some small point deductions; ¢) make it
clear that if this marginal region is ex-
ceeded. the pilot will be considered to
have not reached the turn point.

To me, it is not logical to make a big
deduction of points for turn point photo-
graphy problems. Either the pilot reached
the point following the set procedures,
but for one reason or another did it a bit
wrong. or he did not reach the point
within the tolerances laid down. In the
first instance he should be docked a
number of points consistent with the
extent of the error, and in the second
case he should be scored as not having
reached the point.

With misdemeanours in either the dan-

SAILPLANE AND ENGINEERING
SERVICES LIMITED

Hoimfield Road, Buxton
Derbyshire
Adjoining AS53

Ring Buxton 4365 NOW

C’s of A REPAIRS
REFINISHING

LIBELLE TRAILERS, FUSELAGE
TROLLEYS, RUDDER LOCKS,
WING COVERS

ALUMINIUM STEEL TUBE
TRAILERS FOR ALL TYPES

FIRST CLASS WORK AT THE
RIGHT PRICE
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gerous flying or “cheating” categories, if
the seriousness is such that a written
warning is insufficient—or has already
been given—the points which could be
deducted could, and should, be much
larger in range; say 50-1,000. This range
is wide enough to just knock a pilot from
the podium at one end of the scale to
effectively putting him into a permanent
bottom or near bottom position at the
other. (A 1.000 point deduction early in
a championships could even give a nega-
tive score for a day or so.) It is impos-
sible to suggest sample deductions as each
case has to be judged on the situation
and circumstances at the time.

At the severe, 1,000 point, deduction
end of the range it may be difficult to
decide, eg, in a case of thoroughly dan-
gerous flying, whether it would not be
better in the interests of the other pilots
to disqualify the offender. But disqualifi-
cation, particularly in World Champion-
ships where it could effectively send
home a single-entry country, is a really
last resort penalty. It has never been used
in World Championships—it has not
been necessary even to consider it.

The two big and ever present prob-
lems are really to decide the degree of
deliberateness or otherwise of an inci-
dent, and to decide whether the evidence
is sufficient or not. A false landing certifi-
cate, for example, could be the result of
bribery by the pilot, or it could equally
be that the pilot accepted the local's
statement of his position in good faith—
and they did not know where they were
either; this, believe it or not, has hap-

pened.

Fortunately, gliding championships,
from World right through to Regionals,
are wonderfully free from any form of
deliberate acts of rule infringement.
There are some occasions in which a
pilot chances his arm—eg, convincing
himself that he is fiying safely in a
crowded thermal when he is not—but
almost all infringement incidents are
basically inadvertent. Championships are
a sophisticated operation with a high
stress content and it is not difficult to
make a mistake. This is why it is im-

rtant to try to rationalise the whole
infringement and failure-to-comply situ-
ation so that pilots do not get Yandcd
with the wrong-sized penalty for the
WIONg reason.



Happy New Year to you all from the BGA
....and now that it is quite firmly 1973,
be sure to have your GLIDING CALENDAR.
We still have some for sale,sfeaturing superb
black and white detailed cut-away drawings
of six British built gliders, For an original,
informative and decorative calendar, order
yours now. £1+10p postage & packing = this
could be your last chance to keep abreast
of this year !

COMING SOON . .. two new books from
your favourite authors . . .

“Free as a Bird" by Philip Wills
This book covers Philip Wills" experiences
in gliding, ATA and BEA, and also describes
the development of gliding over 40 years.
Published at £3.75 by John Murray and
fully illustrated.

“pilots’ Weather” by Ann Welch
This fully illustrated book is intended 1o be
informative and useful to aclive pilots who
do not have the benefit of navigational aids.
Also published by John Murray and will
cost £4.25.

WATCH THIS SPACE FOR PUBLICATION

DATES AND THE AVAILABILITY DETAILS

Full details of all sales items from the BGA.,
Artillery Mansions, 75 Victoria St., London S.W.1

VHF Radio-telephones £50
Crystal controlled receivers £35
Magnetic mobile aerials £8.50

RADIO COMMUNICATIONS
(Guernsey) LTD.,

St. Sampsons, Guernsey, C.l.
Telephone 44666

Gllderwor-k
CofA UVERHAULS and REPAIRS

Glover. senior inspector

= L

Husbands Bosworth Airfield, Near Rugby
Tel: Husbands Bosworth 375

KEEP DOWN THE COST
OF FLYING

Insure with

Mowbray Vale
Insurance Brokers

Ring Carol Taylor at
Thirsk 23018

or write to
48a Market Place
Thirsk, Yorkshire

All classes of Insurance
transacted

SPORTAIR FLYING CLUB

we train pilots on the
FOURNIER RF-5 (2 seater) and
FOURNIER RF-4 (single seater)

With over two years experience of
training ab initio pilots on these
exciting aircraft, we can confidently
promise any glider pilot a simple
conversion to a full Private Pilot's
Licence.

We are open seven days a week and
have a full time staff, good social
facilities and a fleet of seventeen
aircraft including trainers, tourers
and a fully aerobatic Stampe.

Local accommodation for visitors can
be arranged,

Write or telephone for full detalls

SPORTAIRFLYING CLUB LIMITED
BIGGIN HILL AIRFIELD, KENT

Telephone BIGGIN HILL 4545
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SOUTHERN SAILPLANES

Sole U.K. Agents for Schempp-Hirth sailplanes
World Championships winning Nimbus 2
Top Standard Class glider — Standard Cirrus — new version
now even better
Best value for money — Open Class Cirrus
Contact us for detajls

If you damage your glass glider this year, bring it to us for repair. We can
carry out any repairs and restore the finish to its original state. This also
applies to wood and metal gliders.

C.A.A. approved welding services available.

We have a vacancy for a skilled man to repair gliders, preferably a pilot.
80p per hour, 3 weeks holiday a year, plus Public Holidays. Non-contributory
sickness and accident scheme. 42% hour week, no Saturdays. Overtime
avai.able. Pilots can take time off mid-week to glide on an hour for hour basis.

Southern Sailplanes, Membury Airfield, Lambourn, Berks.
Telephone Lambourn 774 and 399 evenings: Hungerford 2058

YORKSHIRE SAILPLANES LTD

NORTH'S LARGEST GLIDER REPAIRERS
(Just off the A1)

Have now moved to larger premises and offer:—

% Increased workshop space
* Speedier service

AGENTS FOR

PILATUS B4

All metal 15m. glider
(Demonstrator now available for inspection and flying)

For all your gliding club requirements contact:
Gerry Kemp or Jim Beck, Melmerby 391
or write: YORKSHIRE SAILPLANES LTD
MELMERBY INDUSTRIAL ESTATE
GREEN LANE, MELMERBY, YORKSHIRE
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The GrasshOPPer and the square

MOST prangs are sordid affairs. Even
after both the glider and the pilot
have recovered from the physical and
mental indignities inflicted upon them,
there are unpleasant aftermaths. These
range from groundings and “back on the
two-seaters” from the CFI through dirty
looks from your partners to the total
recall of the traumatic experience neces-
sary when you fill out the BGA accident
report form.

I was a hero after I made my first prang.
It was while I was still at school. Although
there was an unpleasant aspect to the
affair, it was limited to one individual's
unfavourable reaction. The headmaster's
cani (which effect was reduced by
secreting ‘On being a bird" at an appro-
priate place in my school uniform) was
more than compensated for by the adula-
tion accorded to me by 600 of my fellows,

The Combined Cadet Force of the
school had an RAF section, which was
similar to an ATC unit. I initially joined
it as an insurance against being drafted
into the Army when I was called up to
do my National Service. I associated the
Army with digging trenches in the pouring
rain and thunder-boxes echoing round
some remote valley in Wales. The real

\\ A /
“me”, I felt, would only find its true
expression up in the clouds, a place all
my masters agreed was my natural class-
time habitat.

When I joined the RAF section, it was
newly formed. We were thus a very keen
buncp of lads. One of the brighter ones
—he's probably a successful industrial
Spy now—managed to get hold of the
document which specified what a cadet
force was entitled to in the way of equip-
ment. Among the many fascinating items
available was a Primary glider—not
inappropriately named the Grasshopper.

George
Locke

We persuaded our CO that we couldn’t
justifiably be called an RAF section if we
didn't have at least the beginning of a
genuine squadron of aircraft. In due
course it arrived—two wings, a tail, a
connecting bit of framework as a fuse-
lage, a mass of tangled cable to hold it
all together, a tripod to balance it on
and a bungey to launch it by.

Our efforts to rig the thin
cry from the speed and efficiency with
which my syndicate slips the SHK
together when I'm not around.

One cadet would hold the rigging
booklet in one hand and read sonorously
from it while we all listened, each with
a different bit of cable in our hands. Then,
when he'd finished, he'd cry, like Olivier
reading Richard IlI, “Get on with jt!"
We'd all nod, then rush around with our
bits of cable, tripping over each other
and knocking holes in the fabric. By the
time the Grasshopper was fully rigged
and the cadet I/C winding had finished
his chore of tautening the cables, it was
U/S. A week would be spent getting the
poor thing back into shape.

When we finally rigged it successfully
and mounted it on its tripod it wouldn’t
always respond to its controls for the
wing balancing exercises. I recall that
there was never any wind on those occa-
sions, which indicates a lack of direction
somewhere in the corridors of power.

Still, as far as I was concerned, playing
with the Grasshopper was a lot better than
the alternative—cricket. 1 personally had
a deep aversion to this form of maso-
chism masquerading as a game. [ never
seemed to survive at the bat long enough
to do more than acquire one or two

were a far
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bruises, and in the field I was always
placed either a yard from the most menac-
ing batsman or right on the boundary,
There, my afternoons would consist of
a very long walk from one side of the
field to the other every time six balls had
been bowled. The walks were made even
longer by having to skirt a certain hal-
lowed square of virgin turf, reserved for
school cricket matches.

The school field was quite big enough
to enable us to avoid this landing hazard
when the time came for the Grasshopper
to make ground slides. Bg' this time, I,
along with a number of other cadets, had
managed to get my A & B certificates on
a course run by an ATC gliding school.

The Grasshopper was basically designed
for ground sl and low hops to be
carried out without danger to limb or
structure in the hands of the inexperi-
enced. In order to prevent a loop being
made straight off the bungey, the manu-
facturer had made it possible to insert
a pin which would lock any fore and aft
movement of the control column. The
manufacturer and cadet force hierarchy
didn’t think the possibility of an inadver-
tent flick roll or pirouectte was so likely,
however, so they left the roll and yaw
controls alone, When we did our ground
slides, our CO always placed the elevator
locking pin in position carefully, As a
result, nobody achieved a hop, low or
otherwise. For me, a fully qualified
A & B pilot with three genuine solo flights
to heights exceeding 600ft, the prospect
of just slidir;&g a few yards along the ground
was a bit off.

So when my turn came to have my
ground slide, I craftily removed the
locking pin and stuck it in my pocket. 1
got strapped aboard, and while the other
cadets were gathering up the bungey and
spacing themselves out along it, I day-
dreamed of a magnificent high hop, I
would catch a thermal at its apex, soar to
cloud-base, and, inspired by ‘On being
a bird' (our Bible in those days), glide
off to that hated public school, Eton. I
would arrive in the middle of a cere-
monial occasion. All the little darlings
would be lined up bedecked in toppers
and tails. I would glide along their ranks
with consummate skill, artistically knock-
ing off each topper with the wingtip before
making a perfect landing . . .

“Wake up!”
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The other cadets were already marching
away from me like Peter Scott’s ducks
positioning themselves for a V-formation
take-off. E'[‘hc bungey tightened. The
cadets strained and strained, Sweat began
to bead on their foreheads. I let them
suffer a long time (for interrupting my
day-dream) before saying “Let go” to the
chap holding us back. As the bungey
whiiked me forward, I yanked the stick
back. . . .

“Well, sir.” I told the headmaster after-
wards, "I think that locking pin must
have fallen out. And a gust of wind must
have lifted one wing. And, well, I'm very
sorry, but I couldn’t stop it from crashing
on to the cricket square, sir. But it wasn’t
really a crash, sir. After all, any landing
you can walk away from is a perfect
landinﬁ; isn't it, sir?" Nervous titter.

Swish !

But the rest of the school thought it
was a perfect landing—even the 1st eleven,
whose bowlers made excellent use of the
rut I gouged out of the square—and I'm
all for democracy.
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LIFE WITH THE

By RICHARD H. JOHNSON

MY first engagement with the ASW-17
occurred in March of 1972, and 1
was frankly apprehensive. The big beauty
had just arnved in Houston the day
before, and Rudy Mozer had quickly
plucked it from its container and brought
it to Grand Prairie, Texas, where a num-
ber of interested pilots were gathered to
evaluate the elegant machine.

The first assembly was not impressive.
New paint had made a tight fit of the
parts, and the combination of new, in-
sufficiently clean, fittings and the un-
familiarity with assembly procedures re-
sulted in some frustration. The inner
wing panels weigh about 220lbs each,
and this by itself is manageable. But with
no wing support stands and the long
delay in completing the main pin inser-
tions, the first impressions were not
favourable.

Finally, the assembly was completed,
and the new sailplane looked immensely
proud and beautiful. Its vertical tail ap-
peared  somewhat disproportionately
large, but by experience I knew it was
necessary if good flying qualities were to
be achieved with the large span 20m
wing. The wings, though only 4.5in deep
at the spar roots, showed surprisingly
little droop while on the ground. This, 1
understand, is due to the wing spar design
in which the spar’s glass fibres are spread
in a wide monococque form comprising
the exterior skins of the wing inner

SAILPLANE & MOTOR GLIDER N'

ASW-17

panels. This stressed skin spar construc-
tion apparently avoids the wave-at-the-
spar shrinkage problem that is common
with conventional constructed spar glass

wings.

The slender aft fuselage tail boom is
graceful, but at first glance it does mot
appear sitrong enough to support the
large rudder. Again, the first impression
did not prove to be accurate, and the
slender aft fuselage showed a surprising
amount of stifflness. This is derived from
the two-skin sandwich fuselage construc-
tion used where the inner and outer skins
are separated by a quarter of an inch
of a unique hexcell-type sandwich
material.

Next to the slender fuselage boom and
generous vertical tail, 1 was most im-
pressed by the remarkably sensible hori-
zontal tail design. It has a 2.9m span,
which 1 know would provide good longi-
tudinal stability. In addition, the fixed
stabiliser portion comprised by far the
major portion of the surface. and this by
design would provide comfortable and
safe high speed handling qualities, which
some recent designs lack. ’

The fuselage has a distinctly pointed
nose designed by Gerhard Waibel to
maximise low drag laminar flow. When
I later suggested to Gerhard the possi-
bility of cutting a hole in the tip of this
clegant nose to install a rain and ice
resistant pitot, he was concerned that a
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significant amount of laminar flow would
be lost. The shoulder-high wing location
is aerodynamically efficient and reduces
fuselage interference effects such that no
noticeable wing root airflow separation
occurs while thermalling.

1 have always considered the Slingsby
Skylark 4 to have the best cockpit of any
sailplane 1 have ever flown, and the
ASW-1T's is almost that good. It has a
comfortable 24in width, adequate length
for all but the tallest pilots, and a well-
shaped seat contoured to fit the pilot's
important posterior surfaces. The pilot
is semi-reclined to about the same degree
as in the Skylark, and the visibility from
the pilot’s seat is quite good.

The landing gear handle is located on
the left side of the cockpit, as it should
be, but unfortunately a pilot with even
average arm length will hit his elbow
against an aft cockpit fairing protuber-
ance just before the wheel is fully re-
tracted. After I learned to compensate by
leaning to the right and holding my
elbow close to my side, 1 had no further
trouble with this. I understand that newer
models will have the gear handle placed
about two inches farther forward. which
will correct this problem. The other
somewhat minor cockpit problem was
the location of the wheel brake actua-
tion “T" handle, which was on the right
side of the cockpit. This necessitated
changing hands on the control stick to
actuate the brake when completing a
landing. This also, I understand, is being
remounted on the left side of the cockpit.

The control stick is comfortably located
and remarkably free to move, consider-
ing that the stick not only provides the
normal aileron motions, but also differ-
ential movement to the wing flaps. This
flap-plus-aileron  movement  provides
superior lateral control, compared to
other long-span machines, during the
critical take-off roll. The wings on the
20m machines are unmistakably heavier
and more difficult to control than those
of the 15m and 18m gliders, and all help
possible is needed here. The most com-
mon error which a pilot inexperienced
with long-span sailplane flaps makes is
that of making the initial take-off ground
roll with the flaps in other than the full
up position. They should remain in that
position until good lateral control at
about 30kts airspeed is reached, and only
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then be placed to take-off position. Re-
versing the procedure during crosswind
landings also works well.

The first take-off went better than I
expected. As anticipated, the inertia of
the long heavy wings was much more
significant than any sailplane I had pre-
viously flown. A good sense of anticipa-
tion for lateral control requirements is
needed if one is to avoid wing-tip drag-
ging during take-off and landings. Lift-off
was made al about 42kts airspsed and
the tow was accomplished with unex-
pected ease. The big tail combined with
the well-balanced lateral control system
no doubt contributed greatly to the good
tow characteristics.

After release, wings-level flight was
investigated. Longitudinal stability was
excellent, and the trim airspeed appeared
to be about 54kts. Sink rate was remark-
ably low at that airspeed, and the glide
ratio obviously very high, Increasing the
airspeed to 80kts did not increase the
sink rate to a large degree, and the
apparent flatness of the glide angle gave
credence to the advertised outstanding
high speed performance.

SINK RATE LOW

Next, the low speed range was tried,
At 40kts both the sink rate and cockpit
noise levels were very low, and the con-
trol systems responded quite adequately.
This airspeed is near that for the
advertised minimum sink rate of 97ft/
min.

Reducing the airspeed still further
necessitated a definite back pressure on
the control stick to accomplish—further
evidence of fine longitudinal stability.
Minimum speed in the unballasted con-
dition 1 was flying was about 35kts.
Light buffet was present near minimum
airspeed. The stall was remarkably gentle
for this class of sailplane and was simi-
lar to that of the excellent Skylark 4.

In subsequent tests of rolling man-
oeuvres it was apparent again that the
wings were long and carrying a stout
spar. It takes close to eight seconds to
reverse a 45° banked turn when flying at
about 45kts airspeed. This relatively %ow
roll rate will probably disturb those used
to shorter and lighter wings, but in time
one gets used to it. Adverse yaw during
rolls is comparatively light, and keeping



the yaw string centred was considerably
easier than with my HP-13. Again, the
big rudder seems to be the key.

It was well before noon still, but weak
early spring thermals were rising to
about 2,000ft agl, so naturally 1 banked
the big bird up and circled to regain lost
altitude. Though banked for normal
thermalling the ASW-17 maintained its
low sink rate, and it climbed beautifully
despite its comparatively heavy 6.11b/ft?
wing loading. Before long other sail-
planes were joining me in the thermals,
and 1 was able to determine that its ex-
cellent thermal ability was really there
and not just in my imagination. A rever-
sal of turn direction while thermalling is
somewhat difficult and time consuming
because of the inertia of the big wings,
and | found it best to avoid that man-
oeuvre if at all possible.

FIRST LANDING

After having flown the ship 2% hours
on this my initial flight, and knowing
others were waiting to try it, I reluctantly
returned to the airstrip for a landing. The
gear came down easily, and the flaps
were set to their —9° landing position.
Being unfamiliar with the ship, 1 kept
the airspeed at about 55kts during the
approach. There is no tail parachute on
the ASW-17, but large airbrakes extend
from both the upper and lower surfaces
of the wing and these provide moder-
ately good glide path control. A high
steep approach into a short field is not
possible because its weight and cleanli-
ness carries its airspeed to excessively
high levels to permit reasonable ground
roll distances. Instead, a moderately
shallow approach must be performed so
that the airbrakes can keep the airspeed
at the desired approach value. The for-
ward visibility is excellent during ap-
proach and landing, but once on the
ground it does take more braking to get
stop, in a short distance than with a
smaller, lighter sailplane.

Flying the ASW-17 was an expsrience,
but not love at first sight for me. Its fly-
ing characteristics took time to get used
to, and its trailer and our assembly pro-
cedure needed improvements. A month
later I called Rudy to ask if it would be
possible to fly the 17 some more during
our Region 10 Southern contest in May.
I was scheduled to fly one during the

coming World Championships in Yugo-
slavia, and [ needed more practice.
Rudy’s 17 was in Wichita being fitted
with a new trailer, and he generously
consented to my using his magnificent
bird provided that Roy LeCrone could
get the new trailer completed in time.
Roy just did and Curt McNay kindly
towed it down to Dallas the evening
before the contest started.

_The weather was good and my ASW-17
flights numbers two through six were all
good for 1,000 points each during the
5-day contest. The machine was clearly
superior, and I knew it was not really a

comparison of piloting abilities.
During the area distance task, a 28
nautical mile final glide in a light cross-
wind to an airport goal with only 3.500ft
of altitude loss really impressed me
(achieved L/D=48). 1 was also impressed
when my two-man crew was able to
assemble the 17 unassisted while 1 was
attending the pilots’ meeting. Their only
support equipment consisted of the new
LeCrone trailer and one saw horse.

After the contest Rudy kindly allowed
me to keep his machine for an additional
two weekends of practice before leaving
for Yuposlavia. The club glider-port
where 1 divide my time between instruct-
ing and practice flying is at Heath, Texas,
20 miles east of Dallas. We have no
towplanes there and our only means of
launching is by auto-tow. This gave me
a chance to evaluate the 17 under new
conditions,

On all the three days 1 flew the 17,
the weather was hot and the winds near
calm. This, combined with the moder-
ately far forward tow hook location on
Rudy's 17, did not allow me to climb to
more than 600 to 800ft before the tow
car reached the field's end. On each day
1 found 1 could quite easily climb away
from these relatively low tow heights,
thanks to the flat glide angle and marvel-
lous climb characteristics of the 17.

On the last day I did not find lift after
tow until I was down to 250ft and about
to turn in to a landing. The relative ease
with which I could get the big machine
to climb at this altitude amazed me.
Gerhard Waibel later told me that Rudy's
17 had the forward under-the-instrument-
panel tow hook position intended for
aerotow, and that he was surprised that
I did at all well auto-towing with it
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Ignorance was bliss here. The German 17
I flew in Yugoslavia did have the tow
hook installed farther aft on the bulk-
head just behind the pilot’s seat, which
is the normal combination auto/winch/
aero-tow hook location. 1 did not get a
chance to fly this machine on anything
but aerotow while in Europe, but it did
aerotow almost as well as Rudy's

By now I had logged nine flights and
46 hours in his machine (serial num-
ber 2), and 1 felt moderately well pre-
pared to start the formal practice period
for the World Championships in Yugo-
slavia, The ASW-17 the factory had
arranged for me to fly was a real beauty.
It was serial number 7, and bore the
contest letters AS, for the firm’s founder,
Alexander Schleicher. It was impeccably
equipped with radio, artificial horizon,
Althaus, electric vario and oxygen by its
gracious owner, Edgar Kremer, test pilot
and Director of Development at
Schleicher’s.

Two flights from the Wasserkupps fol-
lowed by six more at Hahnweide and
Saulgau in Germany preceded our team’s
journey to Vrsac, Yugoslavia. The flights
in Germany put the machine to an un-
usual test. The thermals contained rela-
tively large numbers of small insects
that we would call gnats here but call
mosquitoes in Germany. They would
deposit themselves on the leading edges
of all the glider surfaces at a fairly con-
stant rate during flight, such that one
could almost log his flight time by count-
ing the number of splattered insects per
unit of span on the wing leading edges.
These affected everyone's performance,
but appeared to degrade the thin ASW-17
airfoil less than the thicker winged
machines.

INSECTS AND AIRFOIL

According to Waibel, there are two
reasons for this, One is that the thin air-
foils are basically less affected by surface
roughness, and the second is that such an
airfoil will naturally impact fewer insects
in a given time because of its sharper
nose and thinner profile. Insects gener-
ally are not so populous in our USA
thermals, and do not present much threat
to our laminar wing performance. How-
ever, raindrops affect the airflows in
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much the same way, so the performance
of the 17 is likely to be better than with
most oiher machines in that environment.

During subsequent flying in Yugo-
slavia, 1 had many occasions to fly in
clond and rain, but never had a good
chance for observing comparative per-
formance with the wings wet. The 17
flew well in cloud, principally because
of its good stability and docile stall
characteristics. Because of these charac-
teristics. Gerhard Waibel calls the 17 his
“grmdfather‘s ship”! 1 pretty much agree
with Gerhard's evaluation, but I think
the grandfather should be current and
proficient with his K-6 or Skylark before
he flies the 17.

In summary, after flying the ASW-17
for 145 hours, I feel it is a safe and
superb machine, and well worth the
40,000DM price. The more I fly it, the
better I like it. My own will be out of
the moulds this winter, and 1 find myself
anxious to start flying it. My 17-year-old
son Nels, having recently completed his
Diamond Badge in our family Skylark 4,
is now talking about record attempts
when he gets checked-out in Dad’s 17.

THE CONQUEST
OF THE AIR

Frank Howard and
Bill Gunston

The most magnificent illustrated
history of flight ever published,
ranging from China in the third
millenium BC to Concorde.

‘The best of the historical studies so
far on the subject. LS

'‘One of the top three aviation books

ever published.' BEA Magazine
640 illus, 80 in colour

£7.50

ELEK

54-58 Caledonian Road,
London N1 SRN




BG-135 ACROSS COUNTRY

By DAVID INCE

PRIDAY, August 11: The sprawl of
Luton and Dunstable below—a clas-
sic fair-weather cumulus sky above—
the end of an exhilarating fight for speed
over 200kms of cracking thermals—the
altimeter unwinding—the finish line
ahead and in the bag. BG-135 was about
to win her first race and 1 was nearing
the end of a two-competition partnership
with a really splendid little aircraft.

Five weeks and 12 contest days earlier
at Compton Abbas there had been much
comment and some sympathl\:‘; “13.5m in
UK conditions! Lead sled! rd luck!",
and so on. But they were wrong. as one
already knew from performance measure-
ments earlier in the year at Lasham.

BG-135 has already been fully de-
scribed in S&G, but how does she appear
to the compelition or cross-country
pilot?

Starting with the trailer. The manu-
facturers have produced an interesting
circular section design in welded steel-
tube and light-alloy skinning. Thanks to
the 13.5m wing it is short, light and
highly manoeuvrable. With fully auto-
mated fittings, a medification which Birm-
ingham Guild is now working on, the
production version should be ideal. Not
least, the circular cross-section enables
the driver to see any vehicles behind the
trailer.

The wings and fuselage are light and
very easy to handle, although 12 loose

in the top (ai-meray) league

pins and the same number of safety pins
on the prototype required careful rig-
Fing and derigging if one was to avoid
osing something vital. On production
aircraft this situation will be much im-
proved. ‘In hub’ wing fuselage pins will
allow the tips to be rested on the ground
and rigging will be easier and simpler
than an Olympia 463 or K-GE.

The cockpit is very generous in width
with low sides and a good all-round view,
The seat pan, back and rudder pedals
are all adjustable gi\.lfingnae wide choice of
position and reach. tailed changes
now in hand to improve demisting and
thigh support, to increase the instrument
panel area and to reduce internal reflec-
tion should result in a very comfortable
and well laid out cockpit. The room for
stowage behind the seat is also quite
remarkable. There appears to be suffi-
cient room for barograph, radio and
batteries, not to mention shoes and even
a change of clothing if so desired!

There was some distortion in the pro-
totype canopy. However, the manufac-
turers expect the mouldings from pro-
duction jigs to be much improved. Pro-
duction canopies will be extended fur-
ther aft for improved visibility and will
be attached to a stiffer tubular frame.

The fact that one felt perfectly at
home in a contest with only 40 minutes
of previous soaring is some measure of
the excellent handling characteristics.
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Further, that the aircraft was lying in
fourth place after four days of widely
variable soaring conditions should dispel
any doubts about its cross-country par-
formance.

Indeed BG-135 proved to be an excel-
lent thermalling atrcraft under all condi-
tions. High and late in the day in weak
wide thermals, circling gently at 30kts, it
holds its own remarkably well against the
Skylark 3 and at 55kts on the glide there
appears to be no difference between them,
although at higher speeds BG-135 is
obviously better.

On strong thermal days the light con-
trol forces, very positive trim and good
manoeuvrability combine to show the
aircraft at its best, Thermals are entered
rapidly and easily, winding in at 45kts
with a satisfying onset of positive g
accompanied by the ‘tin canning' of
metal skins. Exit from thermals is a simi-
larly economical and satisfying man-
oeuvre. Under these conditions BG-135
seems to be on a par with the K-6g and
there were certainly complaints at Dun-
stable from K-6 pilots who were unable
to shake it off.

In spite of its manoeuvrability, the
BG-135, once trimmed into a thermal,
can be flown almost hands off. For this
reason, as two climbs to nearly 10.000ft
demonstrated, it is the easiest of aircraft
to fly in cloud. It is possible while circling
blind in slight to moderate turbulence to
sort out one’s maps or indulge in similar
distracting activities without any difficulty
whatsoever. Perhaps most important of
all is the confidence which the BG-135
gives when scraping low down: The rela-
tive ease with which it can be man-
oeuvred to track and hold narrow shift-
ing cores, the fact that the rate of sink

seems to go up much less abruptly than
on many other modern aircraft if it is
flown too slowly, the very docile stalling
characteristics and last but not least, the
knowledge of very effective airbrakes if
one does come unstuck. Ventilation, too,
is noticeably good under these somewhat
sweatmaking conditions!

Radio fitting proved to be a problem,
and one which must be solved. Pilot and
crew contrived to break a number of
Bantam telescopic aerials on the proto-
type and to suffer line crossing and re-
trieving fumbles which were both irritat-
ing and inefficient. Perhaps a slot aerial
in the belly or a whip aerial on the
centre section fairing? Over to the ex-
perts for this one. d

Coming back to the airbrakes, these
are a particularly satisfactory feature.
Surprisingly for trailing edge flaps hinged
at approximately 50% chord, and unlike
those fitted to the Vampire and early
LS-1s, they are extremely powerful. They
also produce no apparent change in
trim or lift coefficient. With the addi-
tional benefits of a large wheel brake
outlandings present no problem and quite
small fields can be tackled with con-
fidence and safety. y }

Pat Moore has written previously in
S&G that the main aim was to produce
a miniature general purpose sailplane
having a performance of the order of
the best of the outgoing Standard Class
machines at an appreciately lower size
and weight. For its design team, for Len
Suter and Birmingham Guild who built
the prototype and who are now putting
it into production, BG-135 has hand-
somely achieved that first objective. That
win on Friday, August 11, 1972, should
be the first of many.

H-101 Salto: Slingsby Sailplanes is now rakbz
The glider is produced by the firm Start Fiug of Seulgau, West Germany and was designed by
Ursula Hinle. For further details see S&G Jume, 1971, p202
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Mu-27 VARIABLE
GEOMETRY SAILPLANE

AMONG the projects ctIrrently in hand
at Akaflieg Miinchen ts the 22m span
Mii-27 two-seater,

As the GA drawing shows, its flap
system enables the sailplane to fall under
the heading “variable geometry”: Both
the wing area and profile data can be
changed in flight, with an increase in
wi% area of just over 35%,

e report in Der Flieger (December
1972) does not state how far the work
on this machine has advanced or when it
is due to fly, but one of the photos in
the report shows the negative mould for
the fuselage.

Technical data available

Span (m) e
Wing section FX-67-VC-170/136
T s T
spect Ratio 1o
All-up weight (kg) 700
Min smk at “kmfh (m/ec) 0.56
Stalling Speed (km(h) 60
Glide ratio at 105km/h qa7:1

Mii-27 GA
‘l’h‘&'b’ﬁl‘

Model h
’mr-;r ?D:r'
Flieger)

35m SAILPLANE?

LUDWIG BOLKOW, of the MBB firm
in  Germany (Messerschmitt-Bélkow-
Blohm), addressing a meeting of aviation
journalists, deplored the cessation of
production of the Phoebus series, which
was due to shortage of money. But,
according to Lufisport, Ludwug Bolkow
“awakened a glimmer of hope” with the
words: “Perhaps in three years' time, if
once again we have the money, maybe
we will once more produce a sailplane,
But then one with 35 metres span—or
w."

MANUEL HAWK FLIES

THE first flight of the Manuel Hawk
(S&G April, 1970, p106) home-built light
wind soaring sailplane took place at
Cranfield on November 25, piloted by
Howard Torode. Initial handhng trials
indicate that the sail had adequate
stability and control in all respects apart
from a shortage of rudder power.

The machme had been built by William
Manuel during his retirement; it was his
fourth sailplane design and the first since
1935, and was completed in 1970. How-
ever, as no stressing details had been
available, it had undergone extensive
structural investigations at Cranfield.

Technical dala

n {m) 12.8
ng section, FX 61-184
Wing Area (m2) 14.07
Entoty weldht (kg) 134,58
All up weight (ki)‘s) 290.6
Glide ratio (at 38 26:1
Stalling speed (kis) 31




THE BGA APPROVED
INSTRUCTORS’ COURSE

By JOHN HEATH

IN previous years the recommended
syllabus to be covered by the student
instructor before attending the course
has been issued on receipt of a firm
booking. This means that someone who
applied within two weeks of the course
had very little time to cover the syllabus
while someone who applied months be-
forehand had a great deal of time.

The wvarying standards of general
knowledge amongst students during the
1972 season would seem to substantiate
the above. Some students had obviously
burned the midnight oil learning facets
of the subjects to be covered which were
far too deep for the average instructor
and pupil pilot while others had barely
scratched the surface.

All this results in a certain amount of
difficulty for the National Coach, who
finds himself having to pitch his subject
for discussion at an intermediate level
which might be above the grasp of some
initially and below the ability of others,
A totally unsatisfactory situation and one
that 1 hope will be partially, if not com-
pletely. resolved prior to the 1973 secason.

Pre-instructor training can be sub-
divided into the following sections: a)
flying; b) airmanship; ¢) general know-
ledge; d) basics of instructing.

a) Flying This must be accurate and
one's aim must be to improve on accur-
acy. Occasionally one needs to fgnvery
accurately, eg, in an emergency. of
course needs to be able to give accurate
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demonstrations; a fluctuating airspeed
during a turn or on an approach may
give a pupil the impression that this is
an acceptable tolerance and of course
this is not so. An accurate demonstration
of _s]peed control not only shows the
pupil that it can be done but also gives
him something to aim for. Student in-
structors shouPd aim for speed control to
within +1kt in calm conditions and
+2kts in moderate wind with associated
turbulence; they should be able to
achieve this even in a glider in which
they are out of practice.

bg Airmanship One aspect of airman-
ship in which most pilots are below stan-
dard is awareness and acceptance of the
fact that others are using the same piece
of sky. Lookout must be stressed and in
fact over-emphasised if an adequate stan-
dard of airmanship is to be passed on to
the pupil.

Student instructors should appreciate
that the object of the exercise is to influ-
ence suitably the pupil pilot and one
can really only do this effectively by
example. It should be realised that the
five hours flying aimed at during the
course will probably not cradicate estab-
lished habits in the student instructor,
such as poor lookout, etc. Your aim
should be to eradicate deficiencies prior
to coming on the course.

c) General knowledge The course aims
for 40 hours of ground instruction and
covers the following subjects:



PRINCIPLES OF FLIGHT Full understand-
ing of:
la, Aerofoils
Ib, Lift and Drag  _
le, Forces acting during flight
1d, Turning
le, Stalling
1f, Spinning
lg, Loading
2a, Effects of controls—axes
2b, Further effects of controls
2¢, Stability

References:
Elementary Gliding
Gliding
Theory of Flight for Glider Pilots
BLAC Manual of Flying & Ground
Training

3a, Flight limitations

Reference:
New Soaring Pilot

MEeTeoroLOGY Full understanding of :
la, The atmosphere (pressure distri-
bution, heat absorption, air den-
sity. humidity, latent heat, adia-

batic processes, lapse rate)

Ib, Stability and instability (convec-
tion condensation levels, cloud
formation)

lc, Wind related to horizontal varia-
tions of pressure (Buys Ballots
Law, surface wind, geostrophic
wind, gradient wind, surface fric-
tion, sea breeze, katabatic and
anabatic wind, Féhn wind, gusts,
squalls, air masses

Id, Iecing and ice accretion (super
cooled water droplets, hoar frost,
rime ice, clear ice, rain ice, dangers
of airframe icing, types of cloud
and associated icing

le, Fronts (warm, cold, occluded,
frontal characteristics)

If, Synoptic charts (basic understand-
ing, weather station information,
forecasting, general weather)

lg, Gliding aspects—wave, hill lift,
soaring

References:

Meteorology Simpli

Know the W«athﬁﬁcd
Meteorology for Glider Pilots
The Weather Guide

NAVIGATION
la, Maps and charts (latitude, longi-
Mercator projection, Lam-
bert projection scales, conven-
tional signs)
Ib, Cross-country flying —effect of
wind on track and ground speed
e, Field landings
, Compass—deviation and variation,
turning and acceleration errors
2b, Vector triangles
References:

Gliding
Flight Briefing for Pilots Vol 4
Pilot Navigation

InsTRUMENTS Full understanding of con-
struction and principles of :

la, ASI

1b, Altimeter

le, Variometer

Id, Turn and slip

le, Artificial horizon

2a, Errors

2b, Over/under-reading — causes and
effects

References:
Gliding
New Soaring Pilot

AIRMANSHIP [ GENERAL
I, Air Law
2, Ground handling, all aspects
3, Awareness, constructive ideas on
safetyaccident precautions, etc

References:

Laws and Rules for Glider Pilots
Flying Training in Gliders
Aeromedicine for Aviators

Should the preceding information on
general knowledge requirements look
rather frightening, the student instructor
ought to appreciate that an acceptable
level of knowledge can be reached with-
out too much difficulty. Any lack of
understanding prior to the course will
certainly be clarified during it, and if at
that stage some aspects are still causing
trouble, then don’t worry unduly. It is
uncommon for a student to fail the
course on this count alone, Although it
is true to say that background know-
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ledge facilitates explanation and demon-
stration, there is such a thing as blinding
pupils with science. Consequently, one
should aim for sufficient technical
knowledge to satisfy most pupils at
their various levels.
d) Basics of instructing The student in-
structor is required to be articulate and
enthusiastic and CFIs should make every
effort to stimulate their student instruc-
tors to improve their ability to com-
municate and to be aware that the rate of
rogress varies from pupil to pupil,
owever, each pupil pilot must be
made to feel that he is all-important.
Pupil pilots should be encouraged to
participate actively in all exercises and
the habit of self-criticism should be cul-
tivated. Questions should be posed by
the student instructor requiring thought
from the pupil pilot on all aspects of
the exercises in question, Better results
are achieved in this fashion rather than
by the instructor just making statements.
_ Use should be made of aids to instruct-
ing. eg, models, blackboard, ' diagrams,
aircraft, etc, and preparation beforehand

can result in a very stimulating ses-
sion. The ability to gauge audience re-
sponse must be cultivated otherwise one
may find very blank faces after a fairly
comprehensive lecture which probably
should have been pitched at a lower
level. Analyse as you go along and if
required amend accordingly.

Student instructors would be well ad-
vised to become involved in passenger
flying, at the discretion of the CFI, which
will promote the ability to talk without a
loss in either flying skill or judgment.
Further involvement in basic ground in-
struction for pupil pilots will lay the
foundations on which the instructors’
course can build. Attending bi-monthly
¢lub instructor meetings as an observer
only can be very informative and illumi-
nating and generally promotes under-
standing: a quality much desired in any
instructor.

I sincerely hope that the preceding
information will help to clarify suggested
pre-instructors’ course requirements and
perhaps remove concern from prospec-
tive course candidates.

£2.16 post free for an annual

Gliding Association

OVERSEAS AGENTS

How to get “SAILPLANE & GLIDING"”

“Sailplane & Gliding' can be obtained in the UK ar all Gliding Clubs. or send
subscription to:
Victoria Street, London SWIH 0JB. Single copies. including post }6p. Enquiries regarding
bulk orders of 12 copies or more, at wholesale prices, should be made to the British

British Gliding Association, 75

CANADA: I B Beul% Soaring Supplies, PO Box 621, St Laurent 379
(MTL) PQ. (Single copies US 51.00 or 56.00 annually.)

HOLLAND: I.Th van Eck, Noordvliet 6, Maassluis.

SWEDEN: Flyg Biblioteket, GPO Box 2, $-260 70 Ljungbyhed.

USA: Please apply direct to British Gliding Association. Payable in
cither Sterling or Dollars (See Canada). International Money
Orders preferred.

AUSTRALTA:

Pzter Hanneman, Soaring Imports Pty Ltd, 11 Cranbrook Place,
Illawong. NSW2232.

Red Leather Cloth Binder, taking 12 issmes (twe vears): £1.00 plus 10p postage.
Will also bind your BGA Personal Pilot Logbooks,
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Nl AR Sy = 1asaac il
COBB-SLATER INSTRUMENT CO. LTD.

Write for details of Introductory Offer

Sole Manufacturers of: 1
Cook Compasses Cosim Variometers
|
Cosim Audio Units Irving Venturies |
I Multi-Pipe Connectors Water Traps i
Barographs Calibrated Total Energy Units

New Cosim Audio Unit works with PZL, Cosim or Electric Varios

Leaftets from;
‘COSIM* WORKS -+ DARLEY DALE - MATLOCK
Derbyshire DE4 2GG Telephone: Darley Dale 2344/5

e
.

London Sailplanes Ltd.
Tring Road, Dunstable, Beds. Tel: Dunstable 62068

U.K. Agents for Tost and A. Schleicher
have a large range of spares and exchange service items.
Open Monday to Saturday @ a.m. to 6 p.m.

A.R.B. welding and re-sprays
Repairs to wood, glass fibre and steel tube machines
Grade A Sitka Spruce and Baltic Pine machined to size
G.L.1 Birch Ply from 0.8 to 3.0mm. thick
Control Cables made up and proof loaded
Aero Tyres, Tubes and Wheels
Fabric and dope Titanine, Cellon and Rhodius, most colours in stock
Glass Cloth, laminating resins and microballoons
Aerolite, Aerodux and Araldite adhesives

Instruments, P.Z.L., Cook, Winter. etc. plus surplus Altimeters and
Turn and Slip Indicators

Barograph and A.S.l. Calibration
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CROSSFELL ELECTRIC
AUDIO
VARIOMETERS

FAST
COMPACT
EFFICIENT

Electric Variometers
proved over ten years.

Available with or without
Audio.
Agents throughout the World.
Crossfell Varlometqrs
8 Fraser Close,
Malvern, Worcs.,
England.

Solid State Glider Radio Telephones,
single channel, 130.4 MHZ. £49.50

Car Radio Telephones, re-conditioned,
£45. One free Magnetic Antenna
when 2 sets ordered simultaneously.

Send for detalls

Electechniques, Selsley,
Stroud, Glos.

Tel. 045-36-3129

CHILTERN SAILPLANES LTD.

C's of A, Wood, Glassfibre and
steeltube repairs

Instrumenting, resprays, trailers, etc.
overhauls

Senior inspection Approval, Dave Paton
300 Luton Road, Dunstable, LU5 4LF
Tel. Home: Dunstable (0582) 64472

Works: Eaton Bray (0525) 220131

GLIDER RE-PAINTS
First-class workmanship
Reasonable prices
Seven day service

Contact:—

Southward Garage (Retford) Ltd.
Nottinghamshire

Telephone: Retford 2841

BRIAN WEARE

Clapper Lane, Honiton
Devon EX14 8QQ

Phone: Honiton 2940

Glider - Motor Glider - C of A's
and repairs

TRAILERS

JOHN HULME

Tunbridge Lane, Bottisham
Cambridge CB5 9DU
Telephone: Cambridge 811323

Wood, Metal and
Fibreglass Repairs
L ]

Spares and Materials
[ ]

Trailers

UK Repair Agent for Diamant
and Phoebus Sailplanes
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HOW MUCH

BALLAST?

By FRANK IRVING

Figure [

VERY morning at Vrsac, the crews

gathered around the water taps with
their polythene jerricans like village
women going to the well with their
buckets, and exchanged gossip in much
the same fashion. Eventually, a daily
total of five tons of water was poured
into the gliders—mostly into the ballast
tanks, some into the bottom of the cock-
pits. In general, the idea was to obtain
the maximum take-off weight, regardless
of theoretical considerations like pla-
carded max all-up weights. At Dunstable,
something similar was to be seen on a
reduced scale.

So far as one can see, the current
philosophy is to fill one’s ballast tanks
to the bung before take-off, keeping it on
board if conditions seem reasonably good
and dumping the lot if they become
marginal. There are, admittedly, some
excuses for this crude technique: State-
ments of max permitted AUW with
ballast are sometimes rather inscrutable
and it is not always practicable to fly
with partly-filled tanks. But how much
ballast do we really want?

A by-product of Sigma was Nick
Goodhart’s splendid computer r}:rogram-
me for calculating sailplane performance
in  thermals having various velocity
profiles (Refs 1 and 2). For the present
purposes, and by way of illustration, let
us confine ourselves to thermals having
parabolic velocity profiles (Fig 1) and
fixed-geometry Standard Class gliders.
Consider such a machine with a given
aspect ratio and all-up weight, using
thermals of a given core strength and
radius. Then the computer will work out

]
E e
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the radius of turn, forward speed and rate
of sink through the air such that the rate
of climb is a maximum. From this rate
of climb, it will then calculate the aver-
age cross-country speed.

calculations have been carried
out for a wide range of aspect ratios and
weights so that, for given thermal con-
ditions, it is possible to find the optimum
weight for a given aspect ratio to give
the maximum cross-country speed. From
the pilot’s point of view, the most suit-
able presentation of these figures is a
plot of optimum weight against achieved
rate of climb (assuming he employs the
optimum circling technique) at the
optimum weight.

For the present purpose, only the re-
sults corresponding to an aspect ralio
of 20 are considered, this representing a
fairly typical Standard Class glider. In
Fig 2, each line is a plot of the type
described above, derived by considering
thermals of various core strengths and a
constant radius. Plots corresponding to
radii of 4C0, 500 and 700ft are shown.

There is no point in displaying a plot
for 300ft radius thermals since all the
optimum weights are lower than are
currentlﬂ practicable. Likewise, for 1000ft
radius thermals, optimum weights are so
high (mostly over 900Ib) that common

sense suggests that this is an impractical
situation except in a few favoured
countries. Also shown are lines at

W = 5601b (a likely minimum AUW for
a 15m sailplane) and W = 6501b (a likely
maximum AUW without ballast). The
characteristics of the gliders as inserted
into the computations were typical of
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the current generation of glass-fibre
machines. Two features of this diagram
are immediately apparent:

(i) Above a certain rate of climb, the
ballast required increases rapidly as the
rate of climb improves. For example, if
the sailplane is being flown at its
“normal” max AUW of 6501b in 500ft
radius thermals, no ballast should be
carried until the rate of climb exceeds
3.7kts. But the optimum weight for a Skt
climb rate is 770lb, ie, with 120lb of
ballast. Note that the figure for the climb
rate corresponds to the weight with
ballast: This is not the same as noting
a 5kt climb without the ballast and con-
cluding that 120lb ballast is required.
{ii) The amount of ballast is quite
sensitive to thermal radius. Optimum
weights for a 5kt climb rate are 640lb in
narrow thermals (400ft radius) and 900lb
in wide thermals (700ft radius).

In practice, there is a severe snag; the
pilot doesn’t know the therma] radius—
which is, in any case, a pretty fictitious
quantity. The only quantity associated
with thermal size which he can judge,
and then only rather vaguely, is the angle
of bank at what he thinks to be the opti-
mum climbing condition.

Under the assumed conditions, the
computer kindly provides the optimum
bank angle which gives the maximum
rate of climb for a sailplane of a given
weight in a thermal having a certain
core strength and radius. So, at various
points along the lines in Fig 2, we could

b Thermal radius o
(e
sk A R
w
a o

= = = ,\@
o B =
S5k i _ 8
2t
= / 25 e

; ~ — - —{, «-Thermal core strength
£a (knots)
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Optimum W(Ib) for max X-C speed

Figure 2
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insert the appropriate bank angles. This
would lead to a very confusing diagram,
but a more meaningful plot is shown in
Fig 3.

For a constant optimum weight line in
Fig 2 (eg, 650Ib), one can find the maxi-
mum rate of climb and optimum angle
of bank at each thermal radius. Hence
one can show the relationship between
these two quantities for each chosen
value of the optimum weight, Increasing
optimum weights give lines lying further
towards the top left-hand corner of the
diagram. So, if one is flying at an all-up
weight of 650lb and if the max rate of
climb is about 3{kts, achieved at an
angle of bank of 40°, conditions are
about optimum. A higher rate of climb
achieved at the same angle of bank, or
the same rate of climb at a lower angle
of bank suggests that one ought to be
carrying ballast.

Similar lines can be inserted for higher
weights. For example, Fig 3 also shows
a line for W = 770lb, the max LBA
(German airworthiness authority) figure
for the Libelle. As we have previously
noted, the amount of ballast required in-
creases very rapidly as the rate of climb
improves, so the two lines in Fig 3 are
quite close together. At this juncture, it
should be said that Fig 3 is not a parti-
cularly accurate plot since it involves two
stages of interpolation. The difference in
optimum bank angle for a given climb
rate between the two lines in Fig 3 is
small—about 2°. This is too small a
difference for the pilot to be able to
judge, even if he thinks he is indulging
in precisely the best circling technique.
In any case, his bank angle will not nor-
mally be very steady. So, while he can



judge—to some extent—whether he ought
to be carrying some ballast, he cannot
readily estimate how much. In any case,
is accurate ballasting important in real
life? .

From the computer results, we can
deduce the effect of departures in weight
from the optimum, for a given thermal
strength and radius, If we plot these
figures in the manner of Fig 4, the re-
sults depend somewhat on the properties
of the thermal but they all follow a very
similar trend, indicated by the plotted
curve.

Empirically, and in round figures, the
trend indicated by Fig 4 corresponds to
the following expression;

Percentage loss in speed
=50 (6W W}
where

W=optimum all-up weight

SW=error in all-up weight relative to

the optimum,
both expressed in consistent units (lb or
kp).

For example, if we are flying at 7501b
AUW when the optimum AUW is 6501b,
S§W=100lb and the loss in average speed
will be 50(100/650;*=1.2¢%,.

So, one concludes that the effect of
flyving at the incorrect weight is very
small unless one is operating under ex-
treme conditions. For example, in ther-
mals of 700ft radius with a core strength
of 10kts, the optimum AUW is about
1,050lb. So flying at an AUW of 6501b
would give a loss of about 7%, in average
speed.

Under more normal conditions, the
effect of departures from the optimum
weight is likely to be insignificant com-
pared with the effect of errors in piloting
technique, So, using ballast on the all-or-
nothing basis is as good a method as any.

The obvious corollary to these
thoughts is: Why bother with ballast
anyway? If the machine has provision
for carrying ballast equivalent to 20%
of its unballasted AUW, this will give
a 2°% improvement in average speed
under the appropriate conditions. But it
seems doubtful whether any Jesser
amount of ballast is really worth having.
On the other hand, if one wants to get
the best out of really strong conditions,
the machine should have provision for a
very large amount of ballast, say 50%
or more of its unballasted AUW,

average
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CONCLUSIONS

1) A rough guide as to whether ballast
should be retained is given by Fig 3.
2) The effect of errors of the order of
100Ib in AUW, relative to the optimum
figure for the prevailing conditions, is

very small under most conditions.

3) If the sailplane has provision for carry-
ing ballast equal to about 20% of its
unballasted AUW, this is probably
only just worth having under the most
favourable conditions.

4) If the sailplane is to operate at its
optimum weight over a wide range of
thermal conditions, it should have pro-
vision for carrying a very Jarge amount
of ballast.

Warnings All of the above is based on
theoretical calculations. These assume a
realistic sailplane, a perfect piloting
technique and very idealised thermals.
The conclusions are no more reliable
than the initial assumptions.

When pouring in water ballast, many
pilots simply fill the tanks, regardless of
maximum AUW limitations. The above
considerations suggest that there is no
significant performance advantage 10 be
gained by exceeding the placarded AUW.
There may be a significant financial dis-
advantage if an accident occurs when the
machine is being flown outside its C of A
limitations. Admittedly, flying with
partially-filled tanks may lead to prob-
lems such as sloshing, which suggests
that a more sophisticated design of ballast
conlainer is required.
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Reference is made above to the LBA
(German airworthiness authority) figure
of 7701b as the max AUW of the Libelle
with ballast. This has not yet been agreed
by the BGA Technical Committee al-
though it is actively being considered.

Finally, all of the figures quoted above
refer to a typical unflapped Standard
Class sailplane. They will be somewhat
different for the big ships with flaps,
although the trend shown in Fig 4 is
likely to be rather similar.
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GLIDER “BUMPING RACES”

By R. C. STAFFORD ALLEN

WHY do people glide? Some 1 sup-
pose do it for the chance of get-
ting a record, some for the purpose of
gaining badges and some for the chance
to get into the National Team. If you
are one of these you need read no fur-
ther; this is not for you.

1 have a sneaking suspicion that most
folk glide for one reason only, and that
is the pure fun of flying and 1 number
myself unashamedly among this happy
band. Although there is no doubt that
cross-country flying in gliders is the most
entertaining form of gliding it suffers
from the snag that only too often the
glider has got to be retrieved, and organ-
ising the retrieve is always a source of
worry and trouble.

Now the only form of cross-country
flying that can be indulged in without the
worry of the retrieve is competition fly-
ing because all the organising of the re-
trieve is taken off the pilot’s shoulders
and he is free to fly and to try to do as
well as he can, with no thought for the
bother that he is giving his willing crew.

Nationals used to be enormous fun
some years ago. The whole set-up was
very informal and lighthearted, and the
emphasis was on the fun of flying. Now-
adays there seems to have crept in a
rather cut-throat, rat-race attitude which
has taken a lot of the fun out of the
flying. It would be such glorious fun if
it was not for the scoring!

Would it not be possible to have a
competition where there was no scoring?
1 admit that this would seem to be a
trifle contradictory, but is it as silly as it
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sounds? Perhaps we would have to
arrange some sort of scoring, but we
could at least make sure that this was
not the be-all and end-all of the contest.

My idea is that one could arrange a
flying week of competitions in which the
emphasis was on fun, and fun alone, and
1 think that this might well take the form
of a sort of “Bumping Race”. Before
anyone goes mad and starts talking about
safety, let me make quite clear what I
mean. A Bumping Race is normally a
rowing race in which a lot of boats start
at different places in a river simultane-
ously and the aim of the race is to catch
up the boat ahead and bump (gently)
into it. Next day the boat that has
bumped the boat ahead, starts in front
of it. and by this means it can climb its
way up to the head of the river over a
period of a week.

Right, to work this in gliding terms we
would need the co-operation of about
six clubs for a week. Preferably they
would be six clubs spaced round a large
circuit in the middle of the country. The
entry would be split up into six separate
lots and each lot would be detailed to
start from one of these clubs. The task
every day would be the same; to fly
round the course (the polygon formed
by the six clubs) as far as possible. A
glider which started from club A would
not start from club A next ‘morning.
Even if it made no effective flight, it
would launch from club B the next day.
If it flew from club A, reached club B,
flew on past club C and landed half-way
between clubs C and D, it would have



two ‘runs’ in the bag, and would trailer
on to club D for the launch next day. It
would, of course, be possible to score a
‘home run'—that is, a full circuit of the
course in one day, or even more than a
‘home run’,

Each club would have to be able to
launch about six or seven gliders by
aero-tow each morning. Some days there
would be more and some days fewer, but
this could easily be sorted out in the
evening by sending a tug over to the
club with the biggest gaggle of gliders
from the club which had the fewest.

I admit the sleeping arrangements
would be a problem but if everybody
carried sleeping bags, plus a toothbrush
in the case of those with indigenous
chompers, all that would be neceded
u;agld be a capacious bunkhouse per
club.

1 feel that the fun value of such a com-
petition would be wvery high. Also 1
have the suspicion that the public rela-
tions aspect would be quite valuable. The
Press might well be persuaded to take
an interest, and when you consider that
the round-the-country cycling races send
everybody mad in France, it is quite
possible that the populace in this coun-
ir)'l might be induced to respond simi-
arly.

1 know that you have got to arrange
some sort of scoring, but 1 refuse to be
dragged into this. I will leave it to the
experts, and, similarly, you can work out
the handicapping for yourself if you
want to. I couldn’t care less; all 1 want
to do is to have some really enjoyable
flying, and perhaps indulge in a tour of
the country by glider. Who knows, it
might even brush up my navigation.

GENERAL & BGA NEWS

PARTICIPATION BY FOREIGNERS
IN BRITISH COMPETITIONS

FOREIGNERS will be permitted to com-
pete in British regional competitions as
full entrants, the BGA Executive Com-
mittee agreed at its meeting on Decem-
ber 6, 1972. Their positions in the results
sheets would, however, be discounted
for rating Eurposes. All full entrants to
the British National Championships
must be of British nationality, however;
foreigners will only be permitted to enter
hors concours.

“British nationality” is defined by the
Committee as follows: “The person in
question must hold a British passport or
be principally resident in the UK and
paying income tax to the UK.”

It was also agreed that certain ap-
proved foreign competitions should be
ranked as of equal standing with a
British regionals when the Nationals
Entry List for the following year was
prepared, to enable pilots to compste
abroad without jeopardising their place
on the entry list. For the time being. only
two are approved; those held at Angers
and Hahnweide. These would be subject
to periodic review.

A modified system for compiling the
entry list for the British National Cham-
pionships was agreed by the Executive
Committee at its meeting on January 3,
1973; details of this system are being
circulated.

NO ALL-CORRECT ENTRIES
TO CHRISTMAS
COMPETITION

NO all-correct entries were received to
our competition in which pilots were in-
vited to identify a dozen well-known
liding personalities from their “C” certi-
cate photographs (S&G December,
p500). Several identified 11 out of 12
corrcctlz; oddly enough they were all
fooled by the same photograph, lettered
“A’, which depicts Ken Wilkinson, im-
mediate past chairman of the BGA, at a
tender age.

The first envelope opened with 11 cor-
rect entries contained two entries from
separate pilots, both of whom identified
the same number of people. John Dela-
field and Dickie Feakes will therefore
have to fight it out to decide who keeps
British Gliders and Sailplanes and who
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keeps the consolation prize of Where No
Birds Fly.

The 12 personalities were: A) Ken Wil-
kinson: B) Ann Welch; C) Chris Simpson;
D) Bill Scull; E) Ralph Jones; F) Jack
Harrison; G) Henry Doktor; H) Naomi
Christy; 1) John Cardiff; J) George
Burton; K) Doug Bridson; L) Tom
Bradbury.

NEW S&G EDITOR APPOINTED

MRS GILLIAN BRYCE-SMITH has
been appointed editor of Saliplane &
Gliding, starting with the issue for April/
May, 1973. She will be working mainly
from her home address: 281 Queen
Edith’s Way, Cambridge, telephone num-
ber Cambridge 47725.

Dr Alan E. Slater and Mrs Rika Har-
wood remain in their present capacities.

Mrs Bryce-Smith writes: “In jour-
nalism more years than I like to admit,
11 of which were spent as woman’s
editor of the Cambridge Evening News.
In recent years 1 have been a free-lance
journalist and since the mid-1950s a
camp-follower of the gliding world. I'm
one of those gliding-conditioned wives
who loiter about on airfields ready to
dash off with a trailer when husbands
land short of those elusive Gold C
distances!

“My husband, a member of the Cam-
bridge University Gliding Club, has
trained his family well. Our seven-year-
old son and younger daughter share his
abddilflion and already are filling their log

ooks.”

JOHN DELAFIELD AND
ANGELA SMITH
SET RECORDS

JOHN DELAFIELD and Angela Smith
set times for a number of new British
National records and one feminine world
record in South Africa during December.

Details are as follows:

John Delafield, Kestrel 19, December
20, 1972, 500km triangle, 118.95km/h.
This flight was superseded on December
21, in the same machine, by Delafield
with a speed for the triangle of
121.28km /h.

Angela Smith, machine and date not
known, 300km triangle feminine British
National record, 102.5km/h.
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the Rhodesian
Photo: McGeorge

Angela Smith at briefing at

nationals recently

Angela Smith, machine and date not
known, 500km triangle feminine British
National and World records. 108.9km/h.
(All subject to homologation.)

Angela is the daughter of Dan Smith,
a mainstay of the London Gliding Club
during the earlier post-war years and
CFI for many vears. She started to glide
i the early “sixties and entered her first
competition in 1969, at Booker, where
she finished ecighth with a K-6E. At the
same competition in 1970, she set up a
new feminine United Kingdom out-and-
return record of 303km. She worked for
a short time in the BGA office and.
later, at BLAC before going to South
Africa for a “three-month trip” late in
1971, In addition to participating in the
South African Championships this year,
she flew in the Rhodesian contest in
October. 1972, :



THE 1974 WORLD CHAMPIONSHIPS

THE British team pilots—George Burton, John Delafield, Bernard Fitchett
and John Williamson—will be trying hard to break the existing UK 200km
triangle record this year. Given a reasonable summer it is likely the present
record of 74.7km/h, held by John Williamson, will be well and truly beaten.
Concentrating on this task should be useful practice as it looks as though flying
really fast is what the '74 World Championships are going to be all about.

Soaring conditions at Waikerie, a small fruit-growing town on the Murray
river, are likely to be superb, though we have been warned not to expect
thermals to 10,000ft every day! The area surrounding the airfield is semi-arid.
flat plain country but 50 or so miles to the west is the southern end of the
Flinders Range—Ilovely country with huge fields where if you have to make
an outlanding your worst problem is to find a telephone. However, north of
Waikerie and just outside the promised contest area, is real frontier country:
Hundreds of miles of semi-desert scrub where it is impossible to land without
damage unless you can find a salt pan or clearing of some kind. No-one has yet
flown a glider across this territory from Waikerie and made it to Broken Hill,
Gold C distance away.

It all sounds very exciting but a long way away, particularly as during
the next 12 months we have to find a forbidding amount of money to enable
Britain to be properly represented with a full tecam and with gliders that will
give us the best chance ofwinning. We are therefore launching

71 The 9
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(on the theory that we have to
raise enough money to get every-
one out to Australia and back
where they started!). Team mem-
bers and crews will be contribut-
ing around £2,000 but, as BGA
general funds are not available for
world championship events, we
are still faced with raising the
largest sum of money from jiding
enthusiasts since Britain first en-
tered world contests.

We are plotting various schemes
that will make giving almost a
pleasure (more news of these in
the next issue of S&G) but in the
meantime Boomerang Fund repre-
sentatives are being appointed in
clubs all over the country to or-
ganise local money-making activi-
ties. And if you are thinking to
yourself that world championships

have nothing to do with the kind
of gliding you do at your club—
take another look at the machines
at your site: The Dart, for ex-
ample, or the Skylark 3 or 4, not
to mention the K-6 and the vener-
able Olympia, They are all ex-
amples of the tremendous stimulus
sailplane development gets when-
ever a world championships is
held and they are all gliders that
have given thousands of pilots
countless hours of enjoyment—
simply flying for fun.
PS. If you want to see the Team
in action come to the BGA annual
dinner and dance on March 10
when they will be challenging all-
comers in an indoor boomerang
throwing contest. We understand
Brennig James is training hard!
ROGER BARRETT, Team Manager.

33



LIGHT AVIATION WEATHER
SERVICE

A GENERAL aviation weather forecast
service has been introduced for a trial
period to determine the usefulness to and
demand from pilots of short range light
aircraft operating at altitudes below
10.000ft asl in UK airspace. It will pro-
vide pre-recorded weather forecasts for
designated areas in the UK and Conti-
nental areas on the fringe of the English
Channel.

A proforma on which the forecast can
be written is available from the British
Light Aviation Centre, Artillery Man-
sions, 75 Victoria Street, London, SWI,
and the forecasts can be obtained by
telephoning as follows: For areas lying
approximately north of a line running
from Bristol to the Wash, Broughton
863686 or West Drayton 42513; areas
south of that line, West Drayton 42291
or Broughton 863636,

Areas north of Carlisle and Newecastle
are not included in the trial service.

NEW ASSOCIATE MEMBER CLUB

THE Kirknewton Gliding Club, at pre-
sent based at Ritchie Camp, Kirknewton,
Midlothian (Secretary: R. D. Carswell,
Esq, 11 Ainslie Place, Edinburgh EH3
6AJ), has been approved as an associate
club member of the BGA. The category
of the Glasgow & West of Scotland
club has, at its own request, been
changed from full membership to that of
associate membership.

NEW YEAR'S HONOURS

PETER SCOTT, a BGA vice-president,:

received a knighthood in the 1973 New
Year’s Honours list. Sqn Ldr Tan Stra-
chan, an RAF pilot, received a Queen's
Commendation for Flying and Acting
Flt Lt Walter Hutchinson, officer com-
manding 632 Gliding School at Ternhill,
an MBE.

PTERODACTYLS AND T-53's
ON THE AIR

DR GEORGE WHITFIELD, of the
University of Reading, described his
work in determining how pteranodon
flew and lived (S&G, December 1971,
p452) on BBC 1 television on Thursday,
December 7, The programme, one of a
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series on animal design, first discussed
the gliding flight of mammals such as the
flying squirrels before moving on to the
pterodactyls, and included some gliding
sequences with Dr Whitfield at the con-
trols of a T-53.

GLIDING CERTIFICATES

THREE DIAMONDS
25 L. S. Poulton (in Australia) 27.11
DIAMOND DISTANCE
1/44 L. S. Poulton {in Australia) 2711
DIAMOND HEIGHT
3/150 R. P. Saundby Bicester 30.10
3/151 W. W. Dickson Bicester 30.10
3/152 A. S. Miller Fenland 30.10
3/153 5. A. Harris Fenland 2
3/154 R.C. R. Chesters London (in Austria) 6.6
3/155 R.J. Kerr Dceside 30.10
3/156 C. W. S, Goodman Wrekin 8.6
3/157 ). R. Momeith Bicester 29.10
DIAMOND GOAL
2/433  A. B. Milne SGU 1.5
GOLD C DISTANCE
A. B, Milne SGU 1.5
GOLD C HEIGHT
1. R. Bissett Deeside 24.8
G. ]. Dorward Bristol /Glos 29.10
S. P. P. Thomas South Wales 22.10
W, W. Dickson Bicester 25.10
A. 5. Miller Fenland 25.10
M. E. Brook Anglia 25.10
F. Cairns Fenland 25.10
5. Richardson Fenland 25.10
R.J. Amor Fenland 29.10
1. D. Peck Fenland 2.11
S. A. Harris Fenland 2.11
M. F. M. Hardy Eagle 27.11
J. M. C. Manson Chilterns 6.11
C. B. Cogger Chilterns 6.11
E. R. Du South Wales 22.10
M. A. Clarke Eagle 27.10
K. R. Aldridge Bristol/Glos 23.10
E. J. Lambert Coventry 25.11
M. J. Dean Anglia 25.10
R. J. Cunningham Dorset F/C 23.11
G. H. N. Mealing Bath/Wilts 22.10
R. C. R. Chesters London (in Austria) 6.6
A. Johnson ide 25.11
1. S. Ruskiewicz Polish AFA 2.12
N. Johns Bristol{ Glos 23/10
M. A. Gates Surrey {Hants 20/10
GOLD C COMPLETE
334 W. W, Dickson Bicester 25.10
335 ). M. C. Manson Chilterns 6.11
336 E. R. Duffin South Wales 22.10
337 A. B. Milne SGU 1.5
338 K. R. Aldridge Bristol [ Glos 23.10
339 R. C. R. Chesters London 6.6
SILVER C
3274 R. B. Hayden Essex 10.9
3275 D. P. While Crusaders 157
3276 F.J.N. Elis Cornish 10.8
3277 P.S. W Two Rivers 24.9
3278 C. F. Wilson Yorkshire 5.7
279 Curol Brookes Midland 11.8
3280 M. Taylor-Beasley Bath/Wilts 39



John Thorne (recently of Compton Abbas) is offering his
Rallye Minerva Glider Tug (220 hp) for Gliding
Competitions, Task Weeks, Wave Soaring and as a
Replacement for your Unserviceable Aircraft.

This superb Aircraft is available by the Day, Week, or
Month at very reasonable rates.

Do not be caught out by the new heavy Sailplanes with
water ballast, USE A 220 hp TUG.
Book now for your Camp and Task Week by writing to
J. S. Thorne, The Bothy,
Crawley Court Gardens,
Crawley, Nr. Winchester, Hants.

UK. Rallye Agent for
Glider Towing Aircraft

—

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

Silver C conversion from £62
Normal Courses for Private Pilot's Licence
| Night Flying — Instrument Flying — RIT
Frasca Flight Simulator
Board of Trade Approved Courses 35 hours
Residential Courses available
Licensed Bar. Diners Club Credit Cards accepted
Barclaycards accepted
C.F.l. Derek Johnson
l YATELEY 3747 (Management) 2152 (Operations}

— =
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g Aireraft Launches Hours Cross- | Flying Courses Membership
g 1 SOy |- -y Ctvkm|  Days Ay
Q
A . r i ;.g a g [ Bk
& £ = 5 5 S 4 = = E |ES
= ® = o = ) = 5 S B 3 N | S=
GLIDING CLUB (SERVICE) 3.8 3 B G 3 B | ®EE |8 3, B s g i
Albatross I 1 1 384 123 37\l 261 4] 10
Angus 2 1 1 4572 433 91 27 54 7 8
Avro I 3514 359 1s| 32 113 7 | 7
Bath'& Wilts (1970/71) 2.0 " NG elvatny 728 2630 | 83| 5l 89| S 9
Blackpool & Fylde Tl &1 D¢ 3680 S IRz gl S SRkl ATIS Sy ol AN
Brisiol & Glos y L ) W B 2138 3438 | 236| 133| 18 186 30 | 55
Buckminster 2 I 4 1559 266 660 56| 23 1 6 40| 2 1
Burton & Derby 2 4 2047 687 1078 | 109, 49 li=87 |1 s |2
Cambridge U 20 &'a 9 - nlivos 2260 9805 | 237| 137 9| 49| 202) 10 | 42
Cornish il 4914 971 1110 | 196! 58| 23| 151 | 66| 8 [ 23
Cotswald 3 ! ] 4069 ~ 672 1000 | 83 48 100 | 10 19
Coventry 3 3 21 3| 6158 P 2445 10376 | 202 82| 23| 163 | 273 18 | 43
C.1.T. (Cmnﬁ,m ¢ sy 4lesE 731 2900 891 4
Deeside 1 1 1 2 2| 1106 300 415 | 100 960 | 204 | 140 421 4
Derby & Lanes 47 SR 778 t625 | ) [ 60| 130| 24 144 195} S | 97
Devon & Somerel T 1419 1635 190/ S1| 8| | M7 13| 29
Doncaster & Dist I & 3 9 2| 4601 | 1387 | 1106 | 517\ 1667 | 185 105| 7| 70 145 11 | 83
Dorsct FC & Av Cent b 302 &oad s 1614 20 | 100 [ 1| 5
Dorsel 2 2 N 2| asmo 981 2140 | 106] 53 z‘ 18] 1401 13 | 169
Dumjries & Dist 2 gl vy L | 23| 12| 1| Mo} 33 2| 6
Fumm Eagles L1 100 VI 4T 402 290 | 66| 37 601 4
Ess o L T i T 1430 4366 | 101 38 | 183| 6 | 214
Essex & Suflolk O T S o 571 66 43| 2| 14| 62| 2
Glamorgan 1 700 1 261 1
Glasgow & W Of Scot e s e 1 i e o] S P L SR R N R T
Hambleions e S 5729 940 153| 86 IR 6
High Easter 8 2 52 30 11 b i) A
Highland 12 2230 308 273 | 104 34 22 IS 1
Inkpen RN L R | 3 61 14 48! 3 2
Islay okl e D i) LY 8 152 3 e Y e S5 LE| lm |iS
Kent 3 P Ay TG 1674 1448 | 251 31| 32| 320 | 17318 | 40
Lakes 2 1 4 1| 206 414 1000 | 115| 25! 6| 4 47| 8 ok
Lasham Ghdi‘ng Saciely EERTE 77 3 | 24206 | 8555 | 4038 |1624 100 | 411 | 225
Imperial College 31 634 508 3350 | 135] 0| 2 11| 68} 4/ 2
Polish A.F.A. (1970/1) k3.3 380 270 2900 30 10
Surrey & Hanis 10 4985 2389 12480 323
Scout Association ¥ | | 2500 260 | 460 o - AN _
Lincolnshire 3 1 3 1| 1%0 P} 195§ (0| 40 2 B Rk R
London 4 5 47 2 |14368 5732 251 180( 16| 161 | 382| 16 | 52
Midland <RI T 1 14553 2697 1363 21| 373 | 179 69
Milfield (The Borders) o 1644 117 B0 sob e ST SOn | SRl s s 1
Newcastle & Teesside (1970/1) e 1456 | 246 150 | oL| 66/ 3| 30/ 634 2| 10
Norfolk 1S S Y 3274 | 824 356 | 251| 320 | 11z| 19 2| 16| 98] 7| 18
Northumbria 2 2 13 1| &710 1088 1200 | 175| 58| 20| 130 96] 12 4
TR " T 5 162 520 | 97( 64 12
| — I ey iad " x
Ouse o o N L M 279 f:ar- - 109 14| 33
Oxford 2 2 i | 2664 639 2068 88 = - 1_'5 g i 8
Poterhorough & Spalding I 1 6 2 1447 394 200 75| 63 3 18 52 3 14
Rotherham & Dist 2 1 2 | 1701 156 170 781 261 k]| 2 10
Secottish Gliding 'Union 1 4 4 18 2| 9812 1025 3847 | 434 800 | 328| 203| 24| 175 | 200\ 17 46
Southdown ) S 3691 835 128 | 106 | 127 18 | 41
SouthWales B 146 3537 412 530 | 93| 52| 2| 12| 102) 6| 8
Siafjordshire B L2y 2787 282 52| 96| 401 1| 18] 63| s
Swindon 2 RN sl 3634 800 8279 | 187| 133| 67| 7 1
Trent Valle R R 540 1000 | 106 63 4 3
Ulster & Shoris S B et T 343 | 418 | 184| 350 | 87| 42| 451 5
U Of Aston In B'ham 1 1 997 1712 521 8] 35| 3 ESISA TGN [ I
U Of Glasgow & S'clyde | 2 892 47 411 12 231 1
U pward Bound Trust 4 1 2935 267 80 76| 31 |Continuous| 25
Vale Of Neath | 2 | 927 120 41 15 64| 4| 10
Welland 2 450 63 200 161 10 5
West Wales 1 2 1024 736 145 | 344 188 20| 18| 74| 36| 1 | 83
Wolds = i1 4274 384 135 | 132] 46 62 & |10
Worcestershire 1 | 3 1 2] 4873 1698 967 | R71| 1660 | 242| 102 20| 301 | 120| 9 5
Wycombe Gliding School 18| 95| ¢
Albrways 1, L & 3| 'aan'| 592|278 | 366 180 | 20
Thames Valley al T O 6705 | 798 | 3554 | 324 h 201 20 |
Yorkshire I 1 2 20 2 7498 | 2000 | 800 | SI0| 600 | 282 47| 18 | 150| I83| & | 28
Cisavia
Aqui'a o SR - 1613 158 65 25| S 4
RAE Farnborough > %3 1 3108 442 692 701 5 2
RAE Pershore 1 P 1500 110 77| 30 7] 13 4
CIVILIAN TOTALS 13 125 136 487 52 1267966 18258 | 62915 /6035 | 88748 1763413273 460 3171 |6548| 457 |I
AGA Kestrel Fogoasg 4300 824 7218 | 74| 43 4z 32
South West Disi 4 4 4 1| 3745 586 3495 87| 1 1 10 3. 2
RAFGSA  Anglia - % A 1|i2ees 677 1158 | 108| 46 Sy 2 5
 Bannerdown 22 4356 765 1200 | 73] 14 60 5
.| Bicester g sl 3 /14705 | 2054 | S518 | 736| 4800 | 233| 110 | 10 | 150 [ S00( S0
" Chilterns 733 1| 4112 680 2025 | 98| 45 84| 6
Clevelunds 3 5 J 2| 8000 1600 5000 | 1601 90| 8 50| 130| 10
Cranwell—RAF Coll Bl e 3776 547 435 | 102 38 50| s 3
1. . East Midlands 1 3 N 4106 526 821 1 500 60 2
1 | =" Fenland s e e ol [V 903 1214 { 121] 30 L <7slsrer]y &
I | Four Counties 2 4 1 4706 1317 383 | 116 TI | 80| 4
. Fulmar 2 | 1 2573 343 444 | 16| 40 | 52" 2 9
Humber 38 -k 4522 713 633 | 84| 43 65| 5| 10
Mendips 2 1 3553 408 635 | 160| 78 2 2001 451 1
Wrekin S Y 834 096 | 153| 70 65| 5
RNGSA Culdrose 2 =0 Sl 51| 319 616 1106 | 85| 29| 2| 23| 85| 5 +
Heron LI e T o | 722 802 | 97| 48 108) 8
Portsmouth Naval 1 3 2 1 2] 3456 510 493 | 240 61 | 126 21 12508 7 2
¥ Thunderers (1970/1) 2. .3 601 45 40| 15 50
SERVICE TOTAL | 2 46 63 23 16 |85652 | 2564 | 18297 | 976 | 35977 |2033| 865| 25| 261|1783| 138 | 43
SERVICE & CIVILIAN TOTAL 15 171 199 510 68 | 353618 20822 | 81212 (7011 | 124725 | 9667 | 4138 | 485 | 3432|8331 | 505 |1447
OVERSEAS  Eagle (Army Germany) (1970/1) T 0 - 760 | 91| 37 | e 1o
Phoenix (RAF Germany) % 4859 749 60| 94l 37 1| 8| =
Two Rivers (RAF Germany) Tl 10266 1574 6361 | 149] 60| 1| 10 71| 9| 8
L Crusaders (RAF Cyprus) (1970/1) 3 A 1 | 5080 932 1910 | 141| 1| 3| 24| s6| 5 |
¢ OVERSEAS TOTAL 9 I8 2 | 24172 4015 8931 | 475| 23§| 5| 42| 239| 24 | 8
ATC 1 Centre—28 Schools 791 60342 §00 W S|
Key: MG=Moior gliders; 2§=Two-seaters; 1S=Single-searers; PO=Privately owned
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“SEA BREEZE”
OVER CENTRAL
ENGLAND

By ALAN DIVER

ON Sunday, June 13, 1971, during
the Sports and Club Class National
Gliding Championships at Husbands
Bosworth in Leicestershire, the com-
petitors had to fly into an almost ideal
example of what Wally Wallington calls
a Pseudo-Sea Breeze Front in his book
“Meteorology for glider pilots”, Thus,
the front was observed by most of the
field. Some, recognising it for what it
was, used it successfully, while others,

delving into the depths of the front in
an e ort to gain the necessary photo-
graph of the turning point, Oundle

church, plummetted to the ground. The
result was a first class set of eye-
witness accounts of the front.

METEOROLOGICAL SITUATION

Figure 1 shows the synoptic situation
at 06.00GMT on June 13, 1971.

Most readers will be familiar with
the mechanism of the normal sea breeze.

Figure 1

In the case of the pseudo sea-breeze
situation relatively rapid heating will
occur in the clear air on the south side
of the stratus/fog edge, while cool, dense
air will remain to the north of the front
where the sun’s radiation cannot pene-

FRONT

Thrapston
AREA OF BL! THERMALS.
WITH ONLY /WISPS OF
CUMUALUS

Figure 2
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trate to the ground. Thus the stratus/
fog edge acts like the coastline in the
normal sea hreeze situation.

EYE-WITNESS ACCOUNTS

The frontal position is shown for
approximately 1230GMT. It is worthy
of note that, judging from pilot reports
of cloud and lift, the front was com-
posed of several “loops” or “folds”. It
would appear, from the reports of
vigorous lift and turbulence just south-
west of Oundle church, that the warm
air enclosed in one of the loops might
well have been lifted off the surface by
the colder air on either side. The surface
wind was a variable southerly to the
south of the front, but a definite north-
easterly to the north of the front.

Most gliders found good thermals
after being dropped from the tug—and
climbed normally. From their positions
near the start line the edge of the frontal
cloud could be readily seen by the pilots.
Various “probing” attempts were made
into the front, but in general their air-
craft were forced to make some sort of
“dog-leg” track to the church.

The cross-section shown in figure 3
illustrates and summarises eye-witness
accounts of the part of the track lettered
A B C in figure 2. One pilot flying from
position G (figure 3) found 6kt lift

over the nose of the front and also
observed the typical “curtain clouds™
ahead of him. He ascended in cloud to
5,500ft. The cloud step was well defined
on both loops. Under the step steady
lift of 3 to 6 kts was found.

Approaching Oundle church several
pilots found strong lift (10kt or
more) and ascents in cloud were made
to as high as 10,000ft, though the lift
was found to be very turbulent between
6,000 and 8,000ft. This strong lift near
Oundle church is very interesting. It was
probably due to a greater degree of in-
stability being realised here than else-
where in the warm air which might have
been due to the warm air being lifted off
the surface by the undercutting colder
air from both sides of a loop, or to the
warm air in this area being heated under
the clear skies rather more than else-
where (fossibly for some local topo-
graphical reason) before being lifted by
the undercutting colder air, or to a com-
bination of both effects,

The representative tephigram ascents
are re| uced in figure 4 and show the
instability produced. Some pilots who
found the strong lift used the height
gained to take their photographs and
then returned to re-utilise the lift before
heading towards the second turning point,
Olney church. The cloud broke on the
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second leg just after Thrapston and little
difficulty was found in completing the
task.

It is worth mentioning that one
Coventry Gliding Club member, who
took off after the competition aircraft
were clear of the airfield, found a steady
2kt lift over the frontal nose and *rid
soared” one of the protruding loops for
over an hour. This flight is reminiscent
of the conditions found by Keith Nur-
combe during his flight from Husbands
Bosworth to the Wattisham area, an
account of which was published in S&G,
August-September 1966.

CONCLUSION

Glider pilots can make long, relatively
easy, cross-country flights along the
fringes of cloud sheets in pseudo sea
breeze situations. The area of lift will
be well marked by the sea breeze cloud
formation.

My thanks to all the competitors who
talked to me about the front, and par-
ticularly to Jack Harrison, Pete Saundby
and John Cadman, who were “grilled”
more than most.

Alan Diver, of the Maeteorological
Office, was one of the forecasters at the
Sport|Club Class Nationals in 1971.

paper charts, packing and postage 63p.

WINTER BAROGRAPHS

Order now for that Gold ‘C" or Diamond Task. Height range to choice, 6, 8, 10 or
12 km. £59.00 complete with 50 aluminium foils, packing and postage 63p. Motor
Glider model, to record engine on/off. £68.00 complete with 50 aluminium foils or

THERMAL EQUIPMENT LIMITED
Lasham Airfield, Alton, Hampshire. Tel: Herriard 359 or 0256-83 359
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THE FIRST
18 MONTHS

By GERRY LEECH J

DURING my first 18 months of
gliding, 1 have been asked on several
occasions, as 1 am sure have many others,
the questions: How much? How long?
etc. This has prompted me to draw up
the following table, as a rough guide to
anyone who may be interested. It is in-
tended merely as a note of one fairly
average gcrson‘s experience with no
previous flying expericnce. Most of the
early flying was performed at weekends,
up to three launches on some days, and
with no long breaks—ie, no more than
two weeks without flying.

The first six months were t in
K-7's launched by aerotow; the club then
acquired a Falke which was introduced
into the training programme and proved
very su ul, especially during incle-
ment weather conditions and for certain
cXercises.

I feel that January was a particularly
zood time to start as the initial ma-
nocuvring difficultics were being over-
come as the weather became more soar-
able. A very good spring and summer
also moved progress along fairly rapidly.
For one short spell during the nitial
training, I remember feeling rather
despondent at not being able to master
the aerotow, but that was the only black
spot in an otherwise smooth progress to
first solo.

Is progress affected by the size of the
¢club? With no experience of other clubs
this is impossible to answer with any
degree of certainty; but presumably the
larger the membership, the larger the
fleet. The number of two-seaters and
number of instructors to man them must
have a great bearing on progress. At
my own particular club we were very
fortunate in that there was rarely a time
when an instructor was not available;
even in mid-winter, there were usuall
one or two spare to take over as eac
one froze solid and had to be stood in
a corner to thaw out.

Our other tremendous asset is a com-
pletely dedicated CFI who is always
eager to be flying, and to have as many
aircraft in the air as possible at every
moment and in all weathers. A CFI who
appears to live only to fly and to teach
others to appreciate the same pleasures
he so obviously derives from gliding;
who has enough enthusiasm to tug, sit
in the back seat of a glider and fly the
Falke all at the same time and who has
the aptitude to encourage signs of enter-
prise and initiative when they show them-
selves.

The cost? Cha vary so much from
club to club that it is impossible to give
any guide on this subject. Those shown
in the table are fairly low, 1 believe,
compared with others. Also to these must
be added the annual membership, in our
case £15, and the initial joining fee, £7.

It would be interesting to know how
this brief summary compares with flying
from a purely winch site.

Date Time Na of Event Hours Hours Cum
lapse laumches Pl cost
1971 (months)  (cumul) (ewm) feum} %
Jan — 1 First flight — i 2
Apr 11 wks 20 General training _— 5 B
May 15 wks 33 General training — 8 a4
May 15 wks 34 First solo 3 8 45
May 4 37 C duration 1% 9 48
Jun 5 50 Bronze leg (9th solo) 4 In 71
July 6 54 2nd Bronze leg (13th solo) 7 10 80
Aug 6t 66 15t flight in single-scater (Skylark 1) 9% 11 100
Sept 5 &1 Silver duration 23 13 131
Oct 9 89 Bronze C 24 15 1
Rc}_cz 1 108 Ist flizht K-6 28 17k 173
Jan 12 112 Ist wave flight 29 18 183
‘\\1[" 15 131 st cross-country S3km 43 19 2
bl 16 141 Passenger check 50 21 240
May 16 143 Ist winch ride 50 214 241
Tul,v 17 161 Silver distance 56 2 265
uly 18 162 Silver height: Silver complete 58 22 268




PIRAT 15m 1:33.2 glide angle. Price delivered Booker Airfield,
Marlow, Bucks. with full set of instruments excluding
altimeter. £2,447, Quick delivery,

COBRA 15 15m sailplane. Winner of many international competitions.
1:38 glide angle. Price delivered U.K. with full set of in-
struments excluding altimeter. £3,078. Quick delivery.
Demonstrations now available. Write for details.

BOCIAN IE  Two-seater. Price delivered Booker Airfield £2,390
Quick delivery.

Trailers for above from £370 (low profile)
A few aircraft available for delivery before V.A.T.
Write or phone for details.

Polish Tug Aircraft WILGA 35. Full British C of A now granted. Very
cheap to operate. Price on application. Delivery 3 months.

Full range of PZL Instruments in stock.

For full details contact John Strugnell at:
DALTRADE LTD., 110 Cannon Street, London, E.C.4
Telephone 01-623 5464 or evenings Bourne End 23458
Sole Exporters — Pezetel, 4a Czestochowska Street, Warsaw, Poland
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Please send news and exchange copies of journals to the Overseas Editor's new
address: A. E. StaTer, 7 Highworth Avenue, Cambridge CB4 2BQ, England.

THE GERMAN ALPINE GLIDING SCHOOL

By P. G. HARDIE-BICK

HE Deutsche Alpensegelflugschule

(DASSU) near Unterwossen is the
regional centre for Bavaria and is sub-
stantially responsible for ab-initio train-
ing in the province. Training is also
carried out at clubs but it seems to be
generally accepted that the way to get
a pre-cross-country licence, issued by the
Government. incidentally, is to attend a
fortnight's course at one of the country’s
four provincial centres.

At Unterwossen the setting is moun-
tainous. The strip, narrow though com-
fortably long, is dominated by steep
mountain slopes. One can expzrience
here most of the conditions encountered
in mountain soaring within easy gliding
distance of the airfield,

Christian Gad, during one of my visits
to Germany in 1971, first pointed out the
enchanting opportunities offered by the
soaring conditions in the northern part
of the Alps. I had reached the end of a
lour of duty in central Africa and having
a long leave period ahead, I resolved to
fry an Alpine soaring holiday at Unter-
wossen for at least a part of the time.
It has been my experience that family
life and gliding mix like oil and water,
Particularly with young children around.
I'he tentative arrangement made at Unter-
Wossen was, for this reason. for the
relatively short period of two weeks

initially. It must be something of a record
that my own family actually spent five
weeks at Unterwossen. This feat was
possible, I think, by a subtle combina-
tion of the hospitality of the Miillers at
Pension Stanislaus, who also provided an
indoor swimming pool and two ponies in
a field nearby, and a remarkable pattern
of weather conditions. Thus on some
days, although it was just flyable, I was

Unterwdssen (gliders facing east)

G. Hardie-Bick
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able to declare and carry out famil oul-
ing programmes without a pang o
science or a sidelong glance at the a:r-
field. These not altogether unimportant
features made the infrastructure of the
gliding holiday viable for the whole
family.

The arrangements at DASSU are effi-
cient but they are carried out in an un-
obtrusive informal fashion. Thus on my
arrival from Malawi, my medical certifi-
cate from the PPL I held in that country
was accepted together with the motor-
glider certificate and my 18-year-old
Silver C. I was given three check flights,
a circuit, a cable break practice and a
short soaring flight on the slope before
being sent off solo for local soaring. The
cable break practice provided most in-
terest because it is always taught at the
critical height, too high to land straight
ahead and too low to make a comfort-
able circuit. The resulting manoeuvre, in
the narrow airfield operating three paral-
lel launching and landing paths, is called
a “Bayerncurve” and consists of a kind
of procedure turn to arrive back on the
launch path going the other way.

The importance of this manoeuvre be-
came evident later on when two earl gf
solo pilots managed to clash wings hal
way down the strip when one of them

wandered a little too far over into the
normal landing area after a cable break.
The noise and the resulting chaos re-
minded me of two knights in armour
charging each other on the jousting field.
Fortunately neither pilot suffered any
injury but the accident put two machines
out of the flight line for at least a month.

The fleet’s supply of K-8's dwindled
during my first two weeks as a result of
the incident described above and another
outlanding prang on a Silver C attempt.
I had therefore to transfer myself to the
L-Spatz brigade. This is a delightfully
sensitive little machine with not much

enetration and it seemed rather cruel to

oad my vast bulk into such a small air-
craft. However, it served me well and 1
became acquainted with the valley and
all the mountains within five or 10 miles
of Unterwdssen,

I learned the part about not flying too
slowly in the hill lift which tends to die
out rather suddenly, leaving one longing
for more aileron control to turn out into
the wvalley for room to build up speed
again. I also learned about the paradox
of mountain flying, that it is almost all
done close to the ground or to the rocky
crags once above the tree line—and about
searching for thermals in the mountains
by keeping to the sunny side of the
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valleys and hunting close to the hillsides.
In addition to all this, I practised increas-
ing my thermalling performance to reach
a maximum rate of climb for the condi-
tions prevailing. In all this 1 was en-
couraged by Gerd Riedel, the chief in-
structor, who assured me that 1 would
not stand a chance of getting round
300km without getting most of my basic
manoeuvres up to a reasonable standard
of efficiency.

After a week or so of charging round
the valley in the L-Spatz, 1 discovered
that my aerotow experience was oo
ancient to qualify me for solo tows at
Unterwdssen. So 1 had to begin to
accumulate the five dual aerotows neces-
sary to qualify before 1 could gzt myself
launched into the normal cross-country
thermal before midday. 1 felt rather fed
up with this rather routine chore, but 1
saw the reason for their insistance on it
on my second solo tow, by which time I
had transferred to the SF-27.

1 had been told frequently how rough
Alpine acrotows could be, but nothing in
fact prepares you entirely for such an
experience. I had a new tug pilot whom
| had not seen before and who I suppose,
looking in his rear view mirror, saw a
sleek yellow aircraft with a pilot of some
cxperience in it. Anyway, whatever he
saw or didn't see, that day he decided to
ro up the mountain the quick way. This
consisted of the normal course out to
the Chiemsee side of the hill and then,
instead of retracing our track and flying
sedately up the ridge, he turned into the
valley formed by the two main ridges
and flew up into the funnel.

1 suppose I will find the techniques to
use in such circumstances to make pro-
tress smoother, but I must confess that,
without a horizon and enduring turbu-
lence created by the combination of
thermal and hill lift, I had my hand on
the release more than once. The Super
Cub seemed unaffected by my somewhat
erratic following manoeuvres but I was
greatly relieved when the turbulent lift
shot us straight over the ridge near to
the summit of the mountain with 600ft
10 spare.

The use of motor gliders has been fully
developed at DASSU and the ab initio
course used them for circuit training,
cach pupil being given about 25 circuits
and landings in Falke 258's before trans-

ferring back to gliders again for com-
pletion of his pre-solo stage. The first few
flights of the course are also given on
pure gliders. High utilisation was being
achieved by the two Falkes at Unter-
wossen and 1 was assured that they had
obtained an average of 800 hours flying
a year on each of them.

I used the Falke to begin to find my
way about in the mountains and 1 think
anyone visiting the Alps for the first
time should spend a few hours route
finding and generally getting to know the
area. There is so much to learn about
the mountains not easily conveyed on a
map that the whole process can be
speeded up tremendously by some on-
the-spot demonstrations by an experi-
enced instructor. 1 flew to Bockstein, a
turning point for the commonest 300km
triangle, to see how the track would look
from a glider. It was clear that some of
the leaps from one ridge to another
might be rather dodgy but once one
knew where the regular thermals could
be found at different times of day, the
tasks were probably not too difficult. 1
feel that more use should be made of
motorgliders, particularly in mountain-
ous country, for route exploration.

The chance which might have gained
me a real opportunity to attempt a
300km fiight, did not occur, although I
once got as far as a genuine declaration.
After much excitement, map preparation
and photographs for the official observer,
a whole gaggle of gliders was aerotowed
to the mountain top in great style. How-
ever, within an hour, despite the optimis-
tic weather forecasts, all but one of us
were back on the ground again and the
one remaining airborne was hill soaring
on the home slope. Nevertheless, it was
great fun to go gliding in the mountains
and I can recommend it wholcheartedly
to all my friends.

The total bill for 254 hours was about
£120. Falke time (44 hours) cost about
£5.50 per hour. Gliding between £2 and
£3 per hour, getting cheaper if one
stayed up more than an hour. Ab initio
courses cost about £55 for 10-14 flying
days. However, as these are conducted
mainly in German, it would be essential
for pupils to be reasonably fluent Ger-
man speakers. Address: 8211 Unter-
wossen, Chiemgau/Oberbagem.
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Salishury G.C. site at Warren Hills

NIMBUS 2 DOMINATES RHODESIAN
CHAMPIONSHIPS

IM BIGGS of South Africa and his

new Nimbus 2 dominated the 12
consecutive contest days of the Rhode-
sian Nationals, held at Warren Springs,
near Salisbury, from October 9 to 20. He
won 11 out of the 12 days in the Open
Class and finished nearly 3,000 points
ahead of the Open runner-up, Ba
Turner (Libelle). Ted Pearson (Std Clrrll-.lrss
won the Standard Class, with Dick
Bradley (Std Austria SH-1) second.

This year the entry of 19 sailplanes was
the highest in the history of the Rhode-
sian championships, reports Jenny Small.
Nine of these came from Johannesburg,
and one from Cape Town.

The weather prior to the champion-
ships was neither seasonal nor encourag-
ing, but the sun made its appearance just
in time to dry the ground before the
start.

The contest period in ifs earlier stages
was plagued with thunderstorms, neces-
sitating at times very large deviations
from track in order to complete the
tasks, which were the same for both
Open and Standard machines. It was not
record-breaking weather, although:
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On the second day, after Tim Biggs
had completed the 200km out-and-
return, he “set off on a 100km triangle
record attempt. Unfortunately, his time
of 44 minutes was not good enough to
improve his own record,”

On the fourth day, “one nameless pilot
managed with incalculable cunning to get
on the wrong side of the storm front to
find himself at 11,000ft 20 miles out of
Warren Hills and unable to penetrate the
storm. He was forced to make an ignomi-
nous full-brake descent into the nearest
field to avoid being blown even further
away from the airfield”.

On the seventh day, a 300km triangle,
“the only drop out was Johnny Batters-
hill who wandered a little off course on
the second leg. He didn’t realise his error
until he saw the Kariba Dam, a mere
100 miles west of the turn point. He was
extremely lucky to find the only airfield
in the midst of what can only be de-
scribed as trackless jungle abounding in
natoral life. At this point, his luck
deserted him. The mission which kept
the airfield was one of the ‘dry’ order
and Johnny Livingstone Battershill spent



an agonising 36 hours awaiting alcoholic
sustenance.”

On the ninth day, “'all the competitors
completed the task except Dick Bradley
who literally nearly burnt his boats when
he arrived very low at a grass fire which
refused to support him. Luckily, an
adjacent main road made a suitable run-
way.”

On the tenth day, “the task set was the
notorious run of 312km to Unniati power
station and back. Notorious because if
you stay on track the country is rough,
with no landmarks or civilisation. Most
pilots had turned when the plaintive cry
was heard. This year, Dave Murchie in
the BJ-4 was the luckless soul. When
asked to give landmarks the best he
could find were some hills in the distance
and a small lake below. Well, Alf
Thompson (contest organiser) said later,
vou ¢an go almost anywhere in Rhodesia
and see hills in the distance and a lake
somewhere below. However, the story
had a happy ending, and Dave was
eventually shepherded home with the
co-operation of Salisbury Radar. Later,
Dave’s ego returned and he produced a
photograph of a vast area of bush sur-
rounding a lake and asked if it could be
identified for distance points.”

Tasks: 1, 103km triangle; 2, 205km
out-and-return; 3, 31lkm triangle; 4,
212km triangle; 5, 210km triangle; 6,
227km triang%le: 7, 30lkm triangle; 8,
103km triangle; 9, 236km out-and-return;
10, 312km triangle; 11, 311km triangle;
12, 100km triangle.

Final leading results, Open: Tim Biggs
(Nimbus 2), 11995; 2, Barry Turner
{Libelle), 9063; 3, Dave Murchie (BI-4),
8105; 4, Rod Yelland (BS-1), 7906.

Standard: Ted Pearson (Std Cirrus),
9127; 2, Dick Bradley (Std Austria SHI),
7795; 3, Ian Robertson (K-6E), 7344; 4,
Jack Hartley (Phoebus), 6945.

EXCEPTIONAL WEATHER IN
DENMARK

DENMARK had quite extraordinarily
tood soaring weather in the late summer
and autumn of 1972, according to Lufr-
spart. For instance, on September 5,
near Kalundberg in Seeland, Gunnar
Nielsen, aged 63 (brother of international
pilot Ejvind Nielsen), achieved Gold C

hei&ltnwithom going into cloud, gaining
3.2 on a climb to 3,525m (12,303ft).
The flight was “possible only throungh
the burning-off of fields™.

Then, on Sept 24, Allan Johansen flew
510km in an LS-1 from Arnborg in
Denmark to Kassel in Germany.

On Sept 23, a new gliding centre at
Gorlose, 30km NE of Copenhagen, was
officially opened, one oFe the visitors
being Goran Ax, Open Class World
Champion. The centre has been under
construction over the last few years at a
cost of about £35,000.

CANADIAN AIRSPACE FOR
WAVE FLYING

AN airspace reservation for gliders was
specially granted for a wave camp at
Cowley, Alberta, last September by the
Canadian Ministry of Transport, after a
consultation with Ministry officials by
Dave Tustin, Chairman of the Airspace
Committee of the Soaring Association
of Canada.

When comments have been gathered in
from all the various agencies involved, it
is hoped that the outcome will be such
that the reservation will become perma-
nent and can be requested on the spur of
the moment by contacting Calgary ATC.
Thus, comments Mr Tustin in Free
Flight, “We have won ‘round one’ and 1
am confident that, with perseverance on
our part, and with continued under-
standing of the unique requirements of
our sport by the MoT, we will eventu-
ally be granted unlimited use of the
upper airspace.”

BIG CHOPPER IS WATCHING YOU

IN the newspaper Frankfurter Rundschau
pilot Klaus Piotowski describes how he
has been hunting sailplanes which climb
above the 1,500m limit allowed in the
region around Frankfurt-am-Main. In a
few days, he says, he found four exceed-
ing the permitted maximum. He tele-
phoned the gliding centre at Gelnhausen
and they said: “They could not have
been our pilots™. But they were: the re-
Fjstration markings could be identified
rom the helicopter (Aerokurier).
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1972 AT ZELL
AM SEE

By RICHARD FORTESCUE

HE 1972 summer at Zell was not its

best from the gliding point of view.
but it was not as disappointing as in the
UK. The bsst cross-country days were
May 23 and June 7, on each of which
six 500km flights were completed. In all,
there were ]gﬂights of this distance, 11
being for Diamond distance claims. On
June 14, a 600km triangle was completed
(while your scribe was struggling to get
back to the site from 125km out!) and
on July 5 a 600km out-and-return was
achieved.

Unusually for the summer, Diamond
height was obtainable on June 6 and
June 11; Ralph Chesters from the
London Gliding Club getting- the best
height of all. Since the release has to be
at about 5.000ft asl, a Diamond climb
means quite a while on oxygen. At the
more usual time of the vear, the wave
was Diamond-worthy again on October

7.

In all, 193 flying days gave 8,491 aero-
tows and 7.179 hours of glider flying,
There were 22 Diamond legs, compared
with 13 Silvers.

800km ALPINE OUT-AND-RETURN

Giinter Cichon is reported in Aero-
kurier to have flown an out-and-return
of 809km on the “super-day™ of May 23.
He flew a 17m Phoebus from Lanzen,
190km east of Zell am See, to a turning
point in the Vozalberg. near the Swiss
border, and back. Earlier record flights
using the sites at Zell and Aigen had to
include long sections over the Swiss Alps.
The fast section from Aigen to the Arl-
berg and back can still be used with the
more easterly start and finish, and it
would be flown at a good time of day.
On this particular day conditions de-
teriorated early in the west and Cichon's
choice of site was particularly valuable.
It seems almost certain that a 1,000km
Alpine out-and-return will be flown
within the next year or two. (Platypus
please note; the Alps are a lot closer than
the Appalachians!)
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SCOTLANDWELL CARAVAN SITE

Only ¥2 mile from Portmoak Gliding
Club. Ideally situated for touring,
swimming, golf & fishing. Modern

toilet block with showers.
Hot water free,
6 & 4 Berth Caravans for hire
on site
Tents & Tourers welcomed

D. L. Paterson, The Well Garage, Scotlandwell,
Kinross-shire Tel: Scotlandwel| 289

HANNA REITSCH “WOMAN
PILOT OF THE YEAR"

HANNA REITSCH, former leading
German woman glider pilot and later
test pilot for many forms of aircraft,
completed a month’s lecture tour of the
United States by being declared “Woman
Pilot of the Year” by the American
Society of Experimental Test Pilots. At
Los Angeles, before an audience of 1,700,
including test pilots, astronauts and
others, she showed films of her indoor
helicopter flight in the Deutschland Halle
in Berlin, and of war-time test flights,
and received an Honorary Fellowship
Award.

Her autobiography, Fliegen mein Leben,
published in 1951 (and in English trans-
lation as The Skv My Kingdom in 1955),
is again being marketed in Germany,
with autographed copies available from
Aerokurier, which, in its review of the
book, expresses disappointment that it
has not been brought up to date.

BRAZILIAN CHAMPIONSHIPS

LAST year’s Brazilian National Cham-
pionships were held in Ribeiro Preto
and only got going after four days of
bad weather, as is “normal” in our
sport, comments Aviacion e Astronautica
which adds that information about the
meeting was “fragmentaria”. In Class A,
George Miinch won with an SB-5;
Ekkehard Schubert was 2nd and José
liton Gomez 3rd, each with an Urupema.
In Class B Joel Santos Costa was Ist and
Paulo Roberto Garcia 2nd, each with a
Grunau; 3rd was Fernando da Cruz
Souza Pinto. Eight tasks were flown,



EUROPEAN PILOTS EXCEL AT
SOUTH AFRICAN NATIONALS

FOR many years, South Africa has
been recognised as a thermal speed
soaring country second to none, and an
increasing number of European pilots go
there each year to compete in the
Nationals (held at Tempe airfield, Bloem-
fontein) and to crack some of their
national records.

British pilots have always enjoyed an
ample measure of success, and the
championships period, from December
|17 to January 5, has provided a bumper
crop of records.

John Delafield, who will represent
Britain in the 1974 World Champion-
ships, broke the British National 500km
triangle record on two consecutive days
with his Kestrel 19, and Angela Smith
broke the feminine British National 300
and 500 km triangle records, in the pro-
cess setting a new feminine World record
for the 500km triangle (further details
on p32).

The championships was divided into
two parts, The first, the team champion-
ships (run on the same lines as the Ger-
man Hahnweide contest) was held from
December 21 to 28. This handicapped
competition produced the following lead-
ing results: 1, O. Schauble (West Ger-
many). Std Cirrus; 2, F. Ragot (France),
Kestrel 19; 4, Con Greaves (UK), Std
Cirrus; 6, Angela Smith (UK), Libelle
301; 7, R. Feakes (UK), Kestrel 19.

1 Open and Standard Class cham-
pionships was held from December 29
lo January 5, and achieved seven con-
lest days. The same tasks were set for
both Open and Standard Classes. There
were 38 competitors, of whom a third
were Europeans. Representing Britain
were John Delafield in the Open (Kestrel
19) and Andy Gough in the Standard
(5td Cirrus).

Delafield came second. in the Open,
behind S. H. Heiriss of South Africa,
flying an ASW-17. Gough finished in
Gth place in the Standard class, which
was won by Schauble.

Final leading results, Open: S. H.
Heiriss (South Africa), ASW-17, 6248;
2, I. Delafield (Great Britain), Kestrel 19,
6067; 3, O. Schauble (West Germany),

Std Cirrus, 5211; 4, T. Biggs (South
Africa), Nimbus 2, 5122,

Standard: 1, O. Schauble (West Ger-
many), Std Cirrus, 6372; 2, R. Clifford
(South Africa), ASW-15, 5934: 3, B.
Gantenbrink (West Germanyl). Std Cir-
rus, 5703; 4, G. Gebauer (West Ger-
many), LS-1c, 5530.

Note: All competitors were first scored
for placings in the Open class; then re-
vised scores were worked out for those
flying Standard class machines for the
Standard class contest.

LOW COUNTRIES
GLIDING MAGAZINE

ARY CEELEN of Holland, who for
some years has been the editor of the
Eindhoven Aero Club’s club magazine
Q-mulus, has relinguished this post and
is introducing a new bi-monthly maga-
zine under the name Planeur which is
aimed to establish a sound news service
for sporting aviation in the Beneclux
countries.

CANADIAN
CHAMPIONSHIPS, 1972

THE 1972 Canadian National Champion-
ships was held at Rockton Gliderport in
late July, with 22 contestants (including
four from the USA). There were seven
tasks from July 25 to 31 (217km triangle,
two 106km out-and-returns, a 300km
triangle, a Cat's Cradle with six turning
points, a 253km triangle and a 129km
out-and-return). The last three days were
washed out by rain. Jim Carpenter
(Libelle H-301) won with 5418 points
and Hal Wentworth (Std Cirrus) second
with 5225.

The 1973 Nationals will be held at
Winnipeg over 11 days, probably begin-
ning on July 4. but possibly later.

A regional championship, the first to
be held in Canada, was held at Clares-
holm airport, 60 miles south of Calgary,
over seven days from July 9 to 15.
Eleven pilots entered with nine sailplanes,
Dave Marsden (HP-14) winning with
3988 points from the seven contest days
(Free Flight).
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DENMARK TO IGNORE
OPEN CLASS

AFTER 1974, Danish glider pilots are
expected to take part in international
contests only in the Standard Class. Per
Weishaupt, writing in Luftsport, states
that the 1973 and 1974 National Cham-
pionships will be held in a “Free Class”
(consisting of Open and glass-fibre Stan-
dard classes) and Club Class, the defini-
tion of which will be regulated otherwise
than by price, After that, there will be
only Standard and Club Class contests.
At a recent meeting of the Nordic
Gliding Associations (Denmark, Finland,
Sweden and Norway), it was decided to
hold the next Nordic Championships in
1974. In all these Nordic countries,
Weishaupt says, interest in the Open
Class is waning, and they agreed on a
wider promotion of the Club Class.

PAIR-FLYING WITH A MODEL

SIEGFRIED KIER, who finished sixth
in last year’s Austrian National Cham-
pionships, describes in Flugsport-Zeitung
how he was helped to climb out of a
“witches’ cauldron™ (Hexenkessel) near
Lienz where he got stuck after rounding
two turning points on a triangular race.
He was battling for every metre of height
when suddenly he noticed a radio-con=
trolled model sailplane at the same
altitude as himself. With its help he was
just able to hold his height in the slope
wind. Soon, however, it ame evident
that an expert model flier was at work
here, who indicated the slopes towards
which he should steer. And behold, he
writes, this outstanding teamwork bore
fruit and together they climbed 300m
(1,000ft). So, after two hours’ delay, he
was able to proceed on course to the
finishing point.

NEARLY HALF FRENCH ACCIDENTS
DUE TO FIELD LANDINGS

ALTHOUGH 72 new gliders came into
service in France during 1971, 20 gliders
were written off.

The largest category of accidents,
accounting for 42% of a total of about
130, were due to outlandings, and in-
cluded one fatality. The principal causes
were bad choice of fields, choosing the
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field too late and changing one's choice
too late. Bad landings on or outside the
airfield accounted for 32.5% and bad
launches for 6.5%. “Weather” accounted
for 3.99% and illness for 2.6%; there were
two cases of the latter, both apparently
due to fatigue. Among the remainder
were two spins, two aerial collisions, one
due to hitting a slope and one due to
blocked controls. Tug accidents averaged
one per 34,031 tows (Aviaspors).

SOARING IN SOUTH
AMERICA — COLOMBIA

A SMALL but very active gliding club
operates from Guaymaral airfield, near
Bogota, Colombia, reports Edward Smith.
The site lies on a plain at 8,500ft asl
about 45 minutes’ drive from Bogota,
and there are 2,000ft soarable ridges on
either side of the field. Conditions are
very good, with strong thermals and wave
as well as the ridge.

The club owns a K-13 and a Schweizer
2-22, and there are a syndicate-owned
K-6E and an Austria SH-1. A K-8 is at
present under repair. Launching is
carried out by aerotowing (two Super
Cubs are available) and the club com-
prises 20-30 active members.

Several 300km flights have been
achieved by the K-6E and SH-1. The
plain in which the site and Bogota lie
is sufficiently large to accommodate
these, but as it is surrounded by the
generally unlandable Andes, more
ambitious flights have not as yet been
made because of the few landing areas
available. Long flights would have to be
made at high altitudes (making oxygen a
necessity) and by hopping from airfield
to airfield.

NEW INN, PEMBRIDGE
(Nr. Shobdon Airfield)

Fully residential 14th century
Inn set in delightful
surroundings in the county of
Herefordshire

Telephone Pembridge 427




NEWS FROM SOUTH WEST AFRICA

THE first Blanik in South West Africa
has arrived at the Bitterwasser centre,
110 miles SE of Windhoek. Being all-
metal, it has shown itself specially suited
to the climate, so that the club at Osona,
just outside Windhoek, is thinking of
setting one and selling its K-7.

~ An Easter camp at Osona was spoilt
ty rain, and the “pan” (a dried-up lake
bed) in which Bitterwasser is situated has
filled up with water,

When the gliding season re-opens in
October, Bitterwasser expects to get
visitors from far and wide—they have
already come from Germany and Colom-
bia. The owner is Peter Kayssler, Bitter-
wasser, PO Rehoboth Station, South
West Africa, and his winch will launch
you to 3,000ft (Wings over Africa).

NEW AUSTRIAN ALPINE CENTRE

AN airfield has been established specially
suited to those who are new to moun-
tain flying at Scharnstein in Upper
Austria, 12 miles east of Gminden/
Traunsee. Tugs and charter sailplanes
for hire are laid on. The approach from
the Salzburg-Vienna motorway by the
Vorchdorf exit avoids crossing any
Alpine pass. The airfield has excellent
thermal conditions and motor-gliders are
welcome (Aerokurier),

THIS IS GLIDING . ..

“SATURDAY afternoon was a mostly
overcast day with some north-west wind.
This was the day in which all pilots new
lo the area were given a local check in
the oxygen-equipped Blanik. Little lift
was evident, being of a thermal type not
associated with the clouds.

“Indeed, the areas of lift were marked
by a transparent cloud of ice crystals,
almost as if the rising air condensed
straight into ice spicules. With Reg
Moore, 1 explored these, and with the
lowering sun shining through breaks in
the higher cloud cover, the sky around
us was filled with horizontal lances of
light, The nearest crystals flashing past
appeared as elongated streaks and those
turther away moved slower and slower,
and the distant specks drifted slowly by.

“Reg and ] were spellbound by this
sight of the whole sky in liquid motion
around us, Towards the sun, but below
the horizon, was a narrow slash of
vertical light, reflecting from the ice
crystals and travelling along with us.
This intensified to a glaringly bright
mock sun a similar distance below the
horizon to that of the sun above.”

Extract from *“The weather factory,
Kosciusko” by Barry Wrenford, an
account of a wave camp in Australia
?;l‘;:zhshed in Australian Gliding, April

OBITUARIES

GERALD ONSLOW SMITH

TI-[E sudden death of Gerry Smith on
November 11 at the age of 66 years
severs one of the few remaining links
with the commencement of gliding in
the North Midlands, The exploits of the
Golden Wren team in the early "thirties
read more like fantasy than fact.

Gerry joined the Matlock Gliding Club
in 1930 and had his first ground slide in
an open Primary on June 22. After much
frustration, inseparable from learning to
glide in those days, he obtained his “A™
certificate (No 192) on August 30, 1931,
There was little future for him with the
Matlock club and its single Primary and,
together with Louis Slater, he joined the
London Gliding Club in September 1931.
Louis, from Matlock, used to pick up
Gerry in Derby on a Sunday momning
and together they would hot-foot it down
to Dunstable in a bull-nose Morris, a
round trip of 300 miles, for the chance
of a bungey launch in an open Primary,
After completing their training at Dun-
stable, they came to another dead end.
They solved this by constructing the
Golden Wren, modifying the design as
they went along. Louis said that they
sawed up the whole lot from one tree.

It seems incredible today to think that
the Golden Wren was completed in I8
months, test-flown with only a bungey-
launch to six feet and taken straight to
Sutton Bank to take part in the National
gliding contests the following week.
R. G. Robertson, the third member of
the team, won the toss and had the first
flight and Gerry and Louis celebrated the
successful outcome by flinging their arms
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THE TECHNOLOGY AND
SCIENCE OF
MOTORLESS FLIGHT

Copies of the 370-page Proceedings of
the International Symposium held at
M.LT. in October 1972 are now avail-
able, at $6.00* postage paid from:

MITSA Proceedings,
Bldg. N52-395,
M.IT.
Cambridge, Mass. 02139, U.S.A.

o~

*or 250p

PEEDWELL
AILPLANES

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

A.RB., B.G.A, PFA. Approved

ALL METAL TRAILERS FOR
ALL TYPES

Telephone: 061-427 2488

YORKSHIRE SAILPLANES LTD

announce the

Y.S.53 SOVEREIGN

All metal two-seater
(A development of the Slingsby T.53)

Deliveries commencing April 1973

For details contact

Gerry Kemp or Jim Beck, Melmerby 391

MELMERBY INDUSTRIAL ESTATE
GREEN LANE, MELMERBY, YORKSHIRE
(2 miles N.E. of Ripon)
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round one another. “It flies! It flies!™
shouted Gerry. It did, indeed!

Up to the outbreak of war, he was the
outstanding pilot at Camphill and en-
joyed an international reputation. He was
a member of the British team at the
international competitions at the Wasser-
kuppe in July, 1937,

An engineer by profession. he was em-
ploved at Rolls-Royce, engaged on ex-
perimental installations of propellers and
engines. Many a Spitfire pilot would
have cause to be grateful to Gerry and
his fellow engineers for the heroic work
they did on installing the constant speed
and variable pitch propellers while the
Battle of Britain was at its height.

To recount the exploits of the ecarly
days, which now seem so far away, does
little to recall the man. Those of us who
knew him will remember him best for
his puckish humour, his enormous en-
thusiasm and the delicate skill with which
he tackled any job requiring the use of
tools, and not least, for the sudden
flashes of simulated tempsr, instantly
belied by the twinkle in this eye. He was
one of the props on which our club at
Camphill was built. Let us hope that his
name will not be too easily forgotten.

BERNARD THOMAS

| BOOK REVIEW

GEORGE NUNN

THE death occurred on Friday, January
5, 1973, at his home in Cornwall, of
Flight  Lieutenant George  Nunn,
RAFVR(T), aged 60.

Flight Lieutenant Nunn joined the Air
Training Corps gliding movement soon
after it was formed in 1941 as a civilian
instructor. He was one of the few who
helped get the movement going in those
difficult times. For many years he in-
structed in the solo method of training
at RAF Kidbrook, Gravesend, West
Malling and Detling. He was commis-
sioned in the Royal Air Force Volunteer
Training Branch in 1943, and served with
Nos 141 and 615 Gliding Schools at
Detling and Kenley, and was Officer
Commanding of the latter for some 10
years.,

During his command at Kenley he was
responsible for starting air experience
flying which enabled young Cadets under
the age of I6 to take part in gliding
activities, For over 25 years, ge
Nunn devoted all his leisure time to
gliding with the Air Cadets and will be
remembered by many for his pleasant
and unselfish ways.

A. W. WaTsoN

Stuttgarter Profilkatalog I (Measurements in the Laminar Wind Tunnel of
the Institute for Aerodynamics and Gas Dynamics of the University of
Stuttgart, 1962-1972) by D. ALTHAUS. Published by the Institute. Price
DMB9. 386 pages, A4.
THIS splendid compilation is another of those fundamental documents like Abbott
and von Doenhoff’s book and NACA Tech Note 1945, which are quite essential
lo anybody who contemplates glider aerodynamics. For a long time to come, well-
thumbed copies will be at the elbow of every glider-designer in the world.

It is, of course, written in German but there are relatively few words and an
awful lot of diagrams and graphs, most of which are self-explanatory to readers with
4 reasonable knowledge of aerodynamics. The conventions of German symbolism
Mmay not be entirely familiar to English or American readers, but a list of contents,
115 IIT! sl?f symbols and a description of the experimental equipment is provided in
“nglish.

. The body of the document deals mainly with the FX-series of wing sections
designed by Professor Wortmann. After some introductory remarks, there are about
70 pages of theoretical velocity distributions, 36 pages of aerofoil ordinates and 42
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pages showing the aerofoil shapes. Then follow about 200 pages of experimental
results. In the main, these consist of the usual curves of drag and lift coefficients ai
various Reynolds Numbers. All the familiar FX-sections are here, with a large
number of results not previously published, Flapped aerofoils are displayed in great
detail, with very useful data on flap hinge-movements. A section on special aerofoils
includes Sigma’s and FX30/2.0, which has a 100% single-surface flap in sailcloth.

Of particular interest are the special measurements: flaps at large deflections,
conventional airbrakes of assorted sizes and locations at various openings, effect of
brakes on the upper or lower surfaces only, combined effects of brakes and flaps,
rotating trailing-edge airbrakes and flaps-cum-airbrakes. Finally, new measurements
on a few NACA sections are presented, mostly showing rather better results than the
original NACA figures. In particular, our old friend 63;-618, of Skylark fame,
emerges remarkably well. It was also gratifying to see confirmation of a result
obtained in some Imperial College tests and later used in the stressing of the “Dart”:
that in some circumstances, conventional airbrakes can produce a local negative lift
coefficient which varies only slightly with incidence. g

The format of many of the graphs is not above criticism. Many of them lack a
grid, doubtless to avoid confusing the picture, but anyone trying to extract quanti-
tative figures would have to insert his own. Also, some of the labelling is very small
and difficult to decipher. The overall production appears to be by Xeroxing type-
script, computer print-outs, and hand-drawn curves. These, however, are small
criticisms in view of the enormous effort involved and the immense value of the
end-product. At DMR89, it is not cheap—but it is worth every Pfennig. e A

4 . G. IRvING

[ CORRESPONDENCE |

PETER FULLER'S ART

Dear Sir,

I would like to say how much Fuller’s illustrations add to my enjoyment of
reading my copy of S&G.

Coming from a family of artists I know that an occasional word of approval (or
even disapproval) is a heap better than total disregard. So, well done, Fuller! I
ac!ngire the humour and professionalism of your drawing. S&G would be the poorer
without 1it.

Forest Row. N. CRANFIELD

ON GLIDING FOR THE BIRDS
Dear Sir,

May 1 reply to Mrs Partridge’s article, in the last issue? Yes, Rhoda, 1 do agree
with your latest agony column; it is difficult for young women, especially with a
family, to continue gliding. But do look out, 1 am close behind you—child rearing
and all to slow me down!

But seriously, I'd like to encourage girls to keep on gliding after they are married
and even during the period of babies and toddlers.

There are four points to follow, all pretty essential, if a young mum is going to
continue with the sport.

First, and most important, one must marry a chap who, as well as being keen
on gliding, will be prepared to help with the youngsters and also share the available
money. (Thank you, Richard.)

Secondly, one must have determination! This is very necessary for a woman
pilot, as pregnancy will cause her to become a home-loving cabbage (interested only
in knitting and decorating the spare room). This natural mental state must be fought

54



or you will find it very difficult to return to gliding, and you'll be starting from
scratch again. Keep in practice; on the two-seater latterly.

Thirdly, for babies and toddlers on the field, a nice big estate car is an advantage,
and a handy tow rope to tie the child to, and plenty of food, toys, etc, etc. It is
really necessary to be able to take the car to the launch point, if you have little 'uns
with you. Which brings me to the fourth requirement:

A sympathetic club. We can’t possibly get there at 6.30am with the tribe, My
thanks to both Cambridge and Doncaster clubs, where this was hardly ever a
problem for us.

So girls—don’t give up, all is possible. And once you and your husband get into
a syndicate, life becomes plain sailing; or should I say driving!

Cambridge. ANNE WALKER

TEACHING AEROTOWING
Dear Sir,

As an instructor who has always taught my gupils to use the rudder when being
acrotowed, your article in the December S&G, p488 forces me to defend my methods.
In aerotowed flight the forces acting on the glider include both control inputs and
the pull exerted by the tow rope. Assuming a nose-hook forward of the centre of
gravity and a glider with normal spiral instability characteristics, if the glider is
laterally displaced from its central flight path the tow rope will have a sideways
component of pu!ll. Uncorrected, this will induce yaw and roll towards the centre
line of the tug. If it is desired to hold an abnormal lateral position it is necessary to
apply beth rudder and aileron to oppose the yawing moment of the rope. If the
aircraft is left to itself with the controls held central it will turn through the centre
line of the tug, The cause of a lateral divergence, apart from a cross-wind on take-off,
is flying the glider with its wing other than parallel with the wings of the tug. At
towing speeds a very small difference in bank angle causes the two aircraft to follow
very different rates of turn, producing a rapid lateral divergence.

When pupils become displaced to one side they instinctively turn towards the
centre line, Ignorant of the added yawing moment of the rope they inevitably over-
shoot and repeating the manoeuvre from the other side induce a Dutch roll of larger
amplitude, My practice in such a situation is to teach the pupil to hold the abnormal
lateral position momentarily by application of rudder and aileron to oppose the
vawing moment of the tow rope. Although apparently flying with unusual controls,
these control inputs simply oppose the external yawing moment and the glider is in
balanced flight. I then demonstrate the yaw and roll that will occur if the controls
are centralised. After returning to the lateral position it is easy to demonstrate a slow
return to the centre line by progressive reduction of rudder and aileron.

Vertical station keeping is a function of the elevator. Here the trim is pre-set,
not to prevent the aircraft from climbing but to ensure that it is controllable after
take-off. The advice to hold the stick fully back is not valid for tail-skidded aircraft
which should be gently rotated on to the main wheel. Some gliders are helped by a
positive lift off at a predetermined s . In the air, 1 teach slow vertical movement
rather than a stepped adjustment of height but here I suspect our differences are
more theoretical than real. Pupils should be shown the effect of descending into the
slipstream to avoid the surprise they could have on encountering the large rolling
turbulence found therein. There should also be a rigid rule that if ever the glider
pilot loses sight of the tug he must release.

Aerotowing can be taught by these instructions:

1) Always control the angle of bank with aileron so that the wings of the glider
are parallel to the wings of the tug. When applying aileron use rudder with the
alleroq in the normal manner to oppose adverse yaw.

2) With the wings of the glider held parallel with the wings of the tug, movement
in the yawing plane is controlled by the towrope and the rudder. If displaced laterally,
Oppose the yawing moment of the towrope with rudder, then slowly relaxing the
Pressure on the rudder, allow the glider to move across to the centre line.
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3) Vertical positioning is controlled by the elevator, only very slow adjustments are
required and hence only very small stick deflections.
Boscombe Down, Wilts. R. P. SaunDBY

DEerek PiccotT writes: In answer to Wing Commander Saundby’s interesting com-
ments, 1 agree that some of the problem is caused by the pull of the tow rope.
However, even without this yaw, the beginner attempting to get back into line is
bound to overshoot the centre line unless he turns back slightly the other way in
the form of a gentle S. Otherwise the longitudinal axis of the glider is still pointing
off to the side, when the wings have been levelled.

The main thing which causes trouble is the student’s inability to spot when his
wings are not parallel with the tug’s. If they are held parallel using the controls quite
potrmlqlly. there is no problem and the glider will always tend to move itself back
into line,

In fact we are both advocating very similar methods of stopping the oscillation
—that is, by telling the student to bring the wings level and stay out to the side for
a few moments rather than attempt to get back straight away.

In my explanation, I refer to perfectly normal control movements of stick and
rudder. The instructors 1 was criticising were the ones who merely say that you
should keep behind the tug with rudder alone.

The advantage of suggesting that the student should make vertical moves a
little at a time is that most beginners seem very slow to spot the changes and this
prevents them from going quite so far from one extreme to another,

Of course, as they become more skilled they cease to do this and they learn to
be competent to use a very gentle but normal turn to get back to the centre line
instead of sitting out to one side for such a long time.

There were very many points which I did not cover as it was not intended to be
a fully comprehensive article on the art of aerotowing.

CONTEST BRIEFINGS
Dear Sir,

Each year a large number of people make tremendous efforts to run competitions.
and we are all grateful that this is so. However, drawing on experiences of myself
and others, it seems that there is one facet of British competitions which could be
improved. I refer to briefings held before the meteorological situation has clarified
sufficiently for a definitive task to be set so that alternatives are proposed or a new
task announced on the grid.

This petential source of confusion might be avoided by directing pilots to rig
and tow out if there is any possibility of a task that day. Briefing could then be held
when the task had been fixed and the first take-off could follow the end of briefing
as close as 15 minutes. Bonuses might be a reduction of pressure on the Met man
and greater flexibility for the task-setters.

I trust everyone will read this in the intended spirit of constructive suggestion.
Haversham, Bucks. E.J.C. VANN

IMPERIAL COLLEGE GC HISTORY

Dear Sir,

Imperial College Gliding Club has now been in existence for over 40 years. and
we have decided to try to trace its history. We already have some information, but a
great deal more is required, and we would be most grateful for any interesting photo-
graphs, relics or anecdotes, however trivial, which your readers might be able to
provide. Also, we would be interested to hear from any former members of 1.C.G.C.
Imperial College G.C., NIGEL LEAK
Imperial College Union. Jon KELSEY
South Kensington, London SW1T.
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Adverrisements,

with remiriance, should be sent 10 Cheiron Press Ltda., 8110 Parkway, London

NWl. Tel. 01-267 1285. Rate 10p a word. Minimum LI _30. Box numbers 40p extra. Replies ro Box

numbers showld be sent 1o the same address.

FOR SALE

TIE & BADGE SPECIALISTS
BADGES. Printed, washable and non-fade. Embroidered.
Gold and Silver wire for Blazers,

TIES. Your Emblem either sifk screen printed or woven.
Competifive prices for all quaniilies,

For the personal attention of
MR.ALECBROOK (DEPT.G1), A.D.B. LONDON]LTD,,
57 BLANDFORD STREET, LONDON, W1H 3AF.
Telephone 01-486 2921-2-3

LIBELLE trailer 26" lightweight, low
profile, £360. 27" trailer metal clad with
fittings for COBRA, £400. Telephone
Bourne End 23458.

QUARTER share Dart 15, instruments,
trailer, radios, oxygen, parachute, baro-
graph, £600. Based at Booker, Giles, 4
High Beeches Close, Marlow, Bucks.

DART 15 — Superb — ready to fly,
complete with full instruments, oxygen,
parachute and trailer. £2.500 ono. Seen
Long Mynd. Mansell, Mosterley Farm
House, Cound, Nr Shrewsbury SY5 6BH.
Tel. Acton Burnell 251,

BRAND NEW KESTREL 19 trailer,
complete with fittings, ready for imme-
diate delivery. £450. Contact: R. J. Lyn-
don, 5 Chiltern Drive, Edith Weston,
Oakham, Rutland.

OLYMPIA 2B with instruments, excel-

lent condition. Based RAF Bicester. Write

goug Parrish, 15 Lysander, Bicester,
xon.

M-100s Compo No. 28 (performance simi-
lar to K-6¢r), very good condition, full
panel including Cook Compass and ex-
cellent lightweight trailer. Rigging simple
and quick. £1,800 ono, Tel. Boston 4643,

SKYE A.D.C. Mk I and Ferranti Mk 5
horizon with inverter. Offers. Sperry
Mk 3b horizon with inverter, £39, Pye
Ranger groundset 130.4 with magnetic
aerial, £28. Cheddington (0296) 668119,

GRUNAU BABY 2B, C of A to August
1973, basic instruments, available mid-
March, Best offer over £350. N, S, Catau-
della, 53 Station Road, Lakenheath, Suf-
folk 1P27 9JB.

ALFA ROMEO 1750 Berlina Saloon.
Available March 1973, with full tow bar,
heavy duty rear suspension and wiring.
Ideal multi-purpose family/towing/bird
galtzgl'g;lg car. £850. Hearne, Maidstone

UNIQUE T-2IA. Complete, full instru-
ments, £1,000. Grunau, plus trailer, £500.
Prefect plus trailer, £600. All C of A,
vge; professionally maintained. Pieces of
Sky, £120. Secretary, TSSC, RNEC,
Manadon, Plymouth,

AUSTER Tugmaster Gipsy Major 10/1,
fine pitch metal prop, C of A due June
1973, full dual, three seats, engine hours
only 200 since new. Over £1.000 spent
since 1970, will sell to best offer. T. G.
Phillips, Clarence, Esplanade, Tenby,
Pembs.

BLANIK, complete with full instrument
Fancls, including A/H and Audio Cross-
ell and oxygen front and back. Also
radio and fully fitted metal trailer. All
in first class order, being privately owned
from new. Tel. Stratford-on-Avon 2650
(business hours).

DIAMANT 18, fully instrumented, Rated
L/D 45:1 at 51kts, min sink 1.7ft at
38kts. BGA handicap 809, Sailplane
trailered on cradle trolley within normal
trailer and pulls out complete on cradle
for easy rigging and stowing. Tel. Strat-
ford-on-Aven 5939 (evenings).

DART 17r. Built 1967. Resprayed and
in excellent condition. The last and best
17r ever made, with Wortmann leading
edge. Basic instruments and trailer.
Available immediately. Phone Stratford-
on-Avon 2650 (daytime), 5939 evenings).

FOR SALE—New Kestrel 19 metre,
never flown, available March 1973. Box
No. SG 393

PHOEBUS C with virtually new and
immaculate Speedwell trailer and GQ 737
parachute, £3,400 ono. Contact Richard
Brisbourne, 01-440 6965.

Share in_ K-13, fully equipped, based
Redhill. Exceptional opportunity. Phone
01-422 2222,
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FOR SALE (continued)

K-6E with L/W trailer. All in immaculate
condition. Instrumented. Full C of A.
%2,8%()5 View RAFGSA, Bicester 2491
Xt 35.

SKYSURFER Magazine. Foot-launched
gliding $7.00/yr. Box 375, Marlboro,
Mass. 01752, USA.

SKYLARK 2B with trailer, both good
condition, no instruments. Phone Wilson,
01-261 8079 or Farnham 3866, evenings.

K-6e for sale. £2,500. Can be seen at
LGC, Dunstable. Tel. 01-959 5336.

FALKE SF-25 Two-seater powered sail-
plape. £1,800. Swinn, Scugdale Hall,
Swainby, Northallerton, Yorks. Tel. Hut-
ton Rudby 700553.

DART 17r seeks new home. Full instru-
ments; horizon, ASI, Altimeter, PZL
vario, compass, sky vario+afdio, stop
clock, lightweight open trailer, C of A to
end June. Offers to Michael Pope, 123
Woodsford Square, London W14, 01-603
8769 evening, 01-995 3191 office.

GOEVIER—I144 m low wing, canopied
side-by-side two-seater, full air and wheel
brakes, belly and nose hooks, complete
with ballast for solo flying. Major C of
A May 1971, current C of A until end
May 1973. Complete with retrieve trailer,
at Dunstable. Phone 01-346 8094.

OLYMPIA 463 Comp No. 301 with full
panel and easy load trailer. All in ex-
cellent condition. View Camphill. E. C.
Neighbour, 061-740 8122 home, 061-236
3377 Ex 7431 office.

INSURANCE

We are experts in glider and aircraft
insurance. Let us quote you the
lowest rates with the most reliable
companies. Write to Brian Gudgin,
Marlow, Gardner & Cooke,
254 Lincoln Road,
Peterborough

Telephone 68543
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OLYMPIA 460 with instruments and re-
newed C of A but without trailer. Offers
over £1,450. Seen Long Mynd. Ains-
cough, 5 Wetherby Close, Fordhouses,
Wolverhampton. Tel. 783815.

SLINGSBY T-61 Falke. Built June 1971.
Total time 200 hrs. Carb. heat, large
wheel, bargain £3,500. J. Bryson, Wel-
lington Lodge, Hillsborough, N.I. Tel
Hillsborough 580.

FIFTH of PIRAT. Booker-based,
Trailer, radio, excellent, £325. Bowden,
3 Belmont Road, London N.15, or 01-802
4241, ext 35 day.

NEW TRAILER suitable any single-
seater. Martin Seth-Smith, The Triangle,
Wildhern, Andover, Hampshire.

K-6g, low hours, ASI, Altimeter, Cross-
fell, PZL varios, T&S, compass, trailer.
£2,450. Can be seen in England. R.
Heath, 9 Lijsterlaan, 1980 Tervuren, Bel-
gium. Phone 573134.

OLYMPIA 463, excellent condition,
automated trailer, G. Bateley, RAE
Gliding Club, Staff Mess, RAE Farn-
borough, Hampshire.

SCHEIBE FALKE. Opportunity to pur-
chase fifth share in German-built Falke
owned by private syndicate at Booker.
Fitted large wheel, carburettor heater.
Only 320 engine hours. £750 ono. B. J.
Willson, 6 Halton Road, Carterton,
Oxon. Tel: Carterton 7550.

FIFTH share SHK (Dunstable based)
£600. Locke, 27 Beechcroft Road, Lon-
don SW17, Tel: 01-767 0029,

FOKA 5. One year old, available March.
Tel: Enstone 335.

WANTED

WANTED: old gliding books, plans,
magazines — in particular, pre-war Sail-
plane and Glider. Write with offer —
Box No. SG 389.

8, 10 or 12K Winter Barograph. Osborne,
26 Penfold Lane, Great Billing, North-
ampton.

GRUNAU and T-31 fuselage, instru-
ments, barograph, parachute. State con-
dition, price. Murray, 8 Elm Street, Peter-
borough.




WANTED Dart 17r, K-6, Vasama or
similar. Write John Ellis, Craiglands
Hotel, llkley, Yorks.

WANTED—T-31, Cadet or Tutor, state
price and condition, all replies answered.
D. W. Savage, The School, Greystone.
Carmyllie, Angus, Scotland, Tel. Carmyl-
lie 265.

DART 17r or K-6E to purchase outright
or would consider part exchange against
an immaculate K-8. Contact T. H. Rey-
nolds, “Llan-Eden",

Manor Orchards,
Knaresborough, Yorks. Tel. 3504 after
6 p.m.

GOOD PRICE paid for a Swallow in
good condition, with or without a trailer.
A. J. White, 01-876 0723, evenings.

SITUATIONS VACANT

COURSE INSTRUCTOR required by
Derbyshire and Lancashire Gliding Club,
May-September, 1973. Applications to
Mr. R, A. Hare, 70 Newman Road,
Rotherham, Yorkshire.

WEST WALES GLIDING, Withby
Bush Airfield, Pembrokeshire. Resident
Holiday Course Instructor, May to Sep-
tember 1973 inclusive. Must be full rates
and for M. G. Falke or PPL. Free cara-
van accommodation. Write stating experi-
ence and remuneration required to T. G.
Phillips, Clarence, Esplanade, Tenby,
Pembs.

COURSE INSTRUCTOR to assist resi-
dent instructor required by MIDLAND
GLIDING CLUB frem April 1 to Octo-
ber 31, 1973. Free meals and accommo-
dation on site. Salary negotiable in the
region of £22 per week. Apply: Chair-
man, Mosterley Farm House, Cound,
Nr. Shrewsbury SY5 6BH.

COURSE instructors, full BGA or assist-
ant rating, and tug pilots required for
1973 summer season. Apply giving full
details and dates available, to Manager,
Worcestershire Gliding Club, Bidford on
Avon, Worcestershire.

COURSE INSTRUCTOR required for
1973 season, March onwards. Must be
full BGA cat. and preferably PPL holder,
Salary negotiable. For particulars, write
Box No, SG 392.

VACANCIES

at the
LONDON GLIDING CLUB
DEPUTY CFI. Applicants must have
full BGA cat, and PPL. Permanent
position with accommodation s
offered. Salary to be negotiated in
accordance with experience.
ASSISTANT INSTRUCTOR. Appli-
cants must have full BGA cat. PPL
desirable but not essential. Preference
will be given to applicants seeking
a permanent position but seasonal
employment considered. Salary in
accordance with experience,
Write with details of experience to
The Manager,
London Gilding Club,
Dunstable Downs,
Dunstable, Beds.

FINANCE

FINANCE for your glider purchases.
Advances made on ?ur present glider.
Peterborough & enlands  Finance

Limited, 15 Broadway, Peterborough.
Telephone 66191.
PUBLICATIONS

AUSTRALIAN GLIDING Monthly,
publication of the Gliding Federation of
Australia. Prepare yourself for the 1974
World Championships! A complete
coverapge of Australian soaring and ex-
clusive features of international interest.
Subscription £3 or $7.50 U.S. to Box
1650 M, G.P.O. Adelaide, South
Australia 5001.

“SOARING™—official organ of the
Soaring Society of America. Edited by
Douglas Lamont. Address: Box 66071,
Los Angeles, California 90066, USA.
Subscription: $8.00 outside USA; apply
to your post office for a form.

P It will. of course. be understood that the British Glding Association cannot accepr responsibility
or the claims made by adverlisers in *"Sailplane and Gliding".
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CONTRIBUTORS PLEASE NOTE

Copy and photographs for the April/May issue should reach the Editor, S&G,
281 Queen Edith's Way. Cambridge, telephone Cambridge 47725, not later than

February 14.

Copy and photographs for the June/July issue should be sent to the Editor not

later than April 18.

-

ANGUS —second year's
progress

THE club has had a good second year.
Although operating from an east coast
seaside site, we have done well for ther-
mal soaring and have had a little wave
soaring. Financially we are well in the
black. With only one two-drum winch
we made over 4,500 launches during the
year and Bill Buchan is now building a
second two-drum winch.

Club gliders cur\nfrise a T-21, a Bocian
and an Olympia. We are now thinking of
buying another, higher-performance solo
glider. In addition, lan Jamieson has
brought his Falke from Aboyne for the
winter, and it is being well used by club
members. The Club’s first syndicated
glider, a K-6g, has appeared.

During the first year, flights of about
half an hour were considered noteworthy.
However, this year has produced so
many good flights that 30 minutes pro-
duces little comment.

Our dinner dance was held in the
Viewfield Hotel, Arbroath, in November.

It was, like last year’s do, a great
evenin%We were pleased that our friends
from Deeside Gliding Club and the
Tayside Flying Club could attend. By
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CIVIL SERVICE (AQUILA) —
derigging by lamplight

DESPITE having to derig each evening
(planning permission for our hangar has
still not arrived) it is most encouraging
to note that our launch rate has in-
creased during the past year, although,
in common with most clubs restricted to
weekend flying, bad weather has caused
a slight drop in number of hours flown.
The recent addition to our equipment of
a twin-drum diesel winch will, we hope,
enable us to fully utilise our fleet of five
gliders and the syndicate Grunau.
Twenty members of the club visited
Camphill in September, Although wind
conditions were calm for the greater part
of the week, most members tried their
hands at ridge soaring on the Friday.
Back at Hinton, the members who
could not go to Camphill did some sterl-
ing work on the winch. This resulted in
our obtaining some very good launches.
The president, chairman, committee
and all members sympathise with our
CFI on his abortive Gold triangle. How-
ever, although the flight may not have
been outstanding the retrieve certainly
was and indirectly proved that lady
members can derig T-21s by lamglj\glg.



COVENTRY =the finer points

THE winter is upon us at Husbands Bos-
worth and we have all become accus-
tomed to circuits and bumps; a time to
brush up the finer points of our flying.
The membership continues to expand
and recruitment begins for helpers at the
MNationals for 1973. Instead of spanners
and tow-rope splicing, paint brushes and
broom manipulators have become the
order of the day to make the buildings
look spick and span. Everyone is looking
forward to the new season with vigour
and enthusiasm.

1973 promises to be a very important
year at HB, with the possibility of the
arrival of a motor glider and the begin-
ning of the construction of the bunk-
house.

All efforts have gone into making the
winter pass as quickly as possible with
several social evenings. We have shown
many full-length flying films and included
an instructional film on “How to Murder
Your Wife”. All proceeds will go towards
new kitchen equipment. o8

DEESIDE —Aladdin's cave

“QUIET American?” quoth I, “there's
no such thing!"™ But 1 was wrong, for
during an October visit to Aboyne John
Montieth, a quiet American from Ohio,
met Mike Mahon from RAF Marham—
also on a visit. While frustrated club
pilots were blinkered by employers
acainst the wondrous displays of lenticu-
lars and chained to the chattels of their
honest week-day toil, these two, chuck-
ling into their oxygen masks, rode the
Dzeside wave to 25,000ft in our club
Capstan. Having climbed around 22.500ft
from the release point, they are claiming
a new UK two-seater height record.

Also visiting in October, a group of
lads from Bicester found Deeside a veri-
table Aladdin’s Cave filing, as they did.
eicht Gold and five Diamond height
claims while Stuart Harries, from
Australia, flew our aged Swallow to
26,000ft.

_Not all the wave has been used up by
Visitors, however; Roy Wilson achieving
the first 5-hour leg in wave from Deeside
and two others missing it by less than 15
Mminutes. Five club members have notched
Up Gold heights, all this high altitude fly-

ing more than justifying the installation
earlier this year of oxygen equipment in
the club gliders.

At Deeside we launch only by aero-
tow while our “neighbours” of the Angus
club use only winch launching. A recipro-
cal membership arrangement has been
workin? very much to the mutual advan-
tage of members of both clubs, while
Norman Middleton's Auster, our stand-
by tug, has spent some weeks at Mill-
lown.

Affiliated clubs from Aberdeen Uni-
versity and Robert Gordon's College of
Technology have brought in some ab-
initio faces. These are most welcome, as
are the new members who joined as a
result of recent publicity efforts. 7

DERBYSHIRE & LANCASHIRE —
CFI Boyle retires

DAVID PILLANS has now taken over
the flying helm at Camphill, being ap-
pointed S‘F] with effect from January 1,
1973. Alan Beckett is to be his deputy.
Our thanks go out to Eric Boyle, who
has worked so hard and enthusiastically
over the past few years, giving up so
much of his time in this exacting and
responsible position. We are assured that
he will still be much in evidence at
Camphill and will be able to spend more
time flying his own aircraft now he has
handed over to David.

One of our instructors, Andy Miller,
recently attained his Diamond height on
a trip he made to Aboyne with the Fen-
lands club,

The Army have now moved in on the
airfield with an assortment of bulldozers,
earth-movers and sundry six-wheelers and
are busily tearing away at wall roots and
uneven patches of ground., Extra care
has to be taken not to drop cables and/
or gliders on to them in cross-winds. It
all makes life and flying a little more
interesting.

new caravan park is coming to
life with members digging, levelling and
cementing their own plots.

Our summer courses are being filled
and various task weeks are being ar-
ranged. All we are waiting for is a sum-
mer oozing with thermals. o
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TORVA SAILPLANES
LTD.

NEW :

Styled glass fibre trailer for
19 metre sailplane

CAMSHELL DOOR
FORWARD ACCESS DOOR
INDEPENDENT SUSPENSION
THIRD JOCKEY WHEEL FOR
GROUND HANDLING
FULL AUTOMATION DEVICES
AVAILABLE

Also available in sizes to suit
15 metre sailplanes

TORVA:

SPRITE. 15m G.R.P. Sailplanes
SPRINT. 15m

INSTRUMENTS AND OXYGEN
EQUIPMENT INCLUDING THE
LIGHTWEIGHT A8A Economiser
for panel mounting in limited
space, with height indicator for
flow control. Bottles available too!

TORVA SAILPLANES LTD.

Works:
Outgang Lane, Pickering,
Yorkshire, Tel, 3491
Sales Enquiries:
Westland Road,

Park Farm Industrial Estate,
Leeds LS11. Tel. 709111
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DEVON & SOMERSET — pilot
motivation

IT is surprising sometimes to find what
motivates glider pilots. I have just re-
turned from a not very promising week-
end at the site when the line-up at launch
point was so great that the CFI had to
ask private owners who had already
flown to withdraw. There does seem to
be a pattern which produces a heavy
demand to get airborne after a few weeks
of unflyable weather and one can only
suppose that ﬂying a glider is addictive
and demands satisfaction!

Despite the lack of a tug aircraft, ours
being under repair, our launches for the
months of October and November topped
800. The recent gales of wind and rain
have tested the club structures and the
equipment to the limit and we are grate-
ful that the access lane is still navigable.
The members who put in so much hard
work, and hardcore, on this project must
be pleased. The cost exercise on meal
vending machines, mentioned in the last
issue, indicated that this method of feed-
ing would not be economic so we still
rely on the “faithful female™ brigade.

AER.H.

ENSTONE EAGLES — join together,
solo together

IN common with most clubs we have to
report a rather disappointing soaring
season, but although cross-countries were
somewhat few and far between some
Silver and Bronze legs were obtained.
Our task week at the beginning of the
season was, once again, washed out (or
should it be ‘blown out’?). but being
suckers for punishment we will try again
in 1973.

Our launch rates have shown some im-
provement, due mainly to our most suc-
cessful auto-towing operations using
nylon tow rope. We have found this type
of rope very easy to handle and obtain
upwards of 300 launches from each
length. We regret to report that in our
first ever accident we lost our T-21, for-
tunately without serious injury, but were
able to obtain a replacement aircraft
(another T-21) within a week and this
machine has already done more than 300
launches, We are also pleased to welcome
three new syndicate machines to Enstone



another Olympia, a K-6 and the first
svndicate formed by members trained
within the club with their Swallow.

Qur training programmg is going ahead
well with flying continuing throughout
the winter months. Congratulations to all
‘first solos’, particularly to the four
members who, after joining the club on
the same day, soloed together over one
weekend, Our CF1, John Thorne, regret-
tably announced his resignation from this
post which he has held for a long time
and we would like to take this oppor-
tunity to thank him most sincerely for
all his good work in the past. We are
pleased to report that he is remaining in
the club and hope he will be able to find
more lime to enjoy his Foka 5 this
coming season. Our new CFI is Dave
Benton, well known in gliding circles at
Lasham and at the Mynd.

Our AGM was held on November 18
and our future policy was fully discussed.
It would appear that our operations are
recasonably secure for the foreseeable
future and we now look forward to
better weather and better soaring during

1973.
CEH.

LAKES —where did that
wave come from?

IF the weather now becomes unseason-
ably warm, and canopy interiors re-
semble portable greenhouses, it will no
doubt be because we have purchased a
Capstan to replace our excellent but very
draughty T-21B. Our instructors look
forward to sweating out the remainder
of the winter in cushioned comfort, and
ab-initios to sampling our soaring ridges
in their own aircraft with some hope of
getting back to the site,

Our fleet of club and privately-owned
gliders at present musters eight—quite an
impressive array for a site with little but
Wet to the west, and a sparse popula-
tion at all other points of the compass.

More wave in September and October,
With a best height by Roger Bull of
13.000ft; the climb was abandoned at
6kts Jift due to a closing gap. This was
In a 300°/25kt wind at ground level. The
Nearest high ground with this bearing
from Walney is the Isle of Man, but the
Usual veer would probably put the upper
Wind in line with Western Scotland. The
high climb was over Duddon Bay and

was most likely from Black Coombe,
but Tom Wearing in the Skylark
was at 5,000ft about three miles due
west, in a gap that must have stretched
10 miles out to sea—so where did that
come from?

Although a number of the members
can almost smell the proximity of wave
in most unlikely wind directions, Pete
Gillett, no doubt inspired by the S&G
wave statistics, has produced a report
sheet based on a local map reproduction,
on which each wave flight is to be de-
tailed, thus building up a picture of pre-
cisely what our local sky praduccrﬁ

LONDON —costs 20% up in 1973

ALTHOUGH the summer season has
been a poor one, the late autumn and
early winter was reasonably good and
has permitted a fair amount of flying. In
November there were even some strong
thermals on several days, which is pretty
rare. In spite of this, the Lasham/Dun-
stlablc Plate has remained at the ‘other
place’.

The annual awards reflect the poor

AIRCRAFT INSURANCE

Phone, Call or Write

J. A. HARRISON (BROKERS) LTD.
“SECURITY HOUSE"
160-1671 BROMSGROVE STREET.
BIRMINGHAM B5 6NY

Telephone 021-692-1245 (10 lines)

FOR KEENEST RATES,
SERVICE AND SECURITY
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season. The Foster Boomerang was won
by John Cardiff with a 250km out-and-
return, while the Dent Trophy went to
Mike Garrod with a 300km triangle. This
was the only completed 300km distance
throughout the season. The Dunstable
trophy, for the best flight in a club
glider, was awarded to Geoff Bailey with
a 100-mile flight in a K-8. There was no
award this year for the best ab-initio.
This winter we are faced with having
to rewire the clubhouse and outbuildings,
this now being about 40 years old. It
seems likely to cost at least four figures
to put right. Inflation and VAT between
them look like adding 20% to our
annual costs in 1973, and under these
circumstances holding prices level is vir-
tually impossible for any length of time.
The only brief breather is the fact that
annual subs will not be ‘Vatted’ if paid
before April—perhaps this year mem-
bers will pay up before the AGM!
After two years as resident tug pilot,
Dick Sherwin is leaving us to, seek out a
commercial pilot’s job in the United
States. Dick has worked extremely hard
to get us motorless pilots into the air,
and his efficient, business-like approach
to the operation, coupled with a high
standard of pilotage, should offer good
prospects for his future. Good luck,

Dick!
M.P.G.

MIDLAND = airfield becoming
congested

WE have been looking at the numbers of
gliders now on the Mynd. There has
been a surge of members into private
ownership—a positive mushrooming of
syndicates in fact—over the last few
months, and more aircraft than ever are
in the air at weekends. With our rela-
tively small field, there is obviously a
limit to the numbers we can fly at any
one time. and this limit we are fast
approaching. Even now it may not be
possible to take all the visiting pilots
who wish to sample our site. May we
therefore remind anyone thinking of
bringing their own aircraft to the Mynd
in 1973 to write or telephone (Shrews-
bury 4131; 24-hour answering service) as
far in advance as possible.

At the AGM on December 10, Gerry
Edwards succeeded John Jefferson as

64

vice-chairman, and Louis Rotter and
Norman Kimberley were elected to the
committee.

October 22 was our best day since the
last notes. Low cloud kept us grounded
in the morning, but then a good wave
developed in the very strong west wind.
The best climb, to 13,000ft above the
site, was by Ken Rylands and there were
silver heights for Pam Roberts, Nigel
Palmer and Norman Kimberley. Three
pilots—and no names here—got too far
behind the hill and landed out. One, sit-
ting in the field with his retrieve car keys
in his pocket, had plenty of time to con-
template the booming lenticulars %vbgv’le‘

NORFOLK —the reason why?

NORFOLK is flat, very flat. The nearest
ridge is probably 100 miles away and
the only wave flying we could offer would
be at low level over the North Sea, We

therefore,
soaring club—which explains our lack
of achievements last year. It would be
interesting to know the connection, if
any, between annual rainfall and convec-

are, essentially a thermal-

tion. Records for East Anglia, from
April to October, over the last 60 years,
show total rainfall of 13.7 inches, com-
pared with the 1972 total of 8.96 inches.

It was a good year for flying training,
resulting in several new solo pilots, the
last being 17-year-old Lynda HaLl.C g

OUSE —tug stimulates flying

THE club has acquired a tug and the
advent of the Condor has resulted in our
best year’s flying yet—nearly 800 hours
having been logged so far. Coincident
with this record number of hours, mem-
b‘?aship has reached an all-time high of
170.

Despite the poor year with regard to



IRVIN TYPE EB.69

LIGHTWEIGHT

| PARACHUTE
ASSEMBLY

. A compact parachute designed for
. low-profile gliders fitted with moulded
. reclining seats.

. The EB.69 is suitable for Libelle,
AS-W.15, Phoebus, Standard Cirrus,
Kestrel and Nimbus sailplanes, and

| certain light aircraft.

| For full details write to SERVICE MANAGER:

IRVIN Great Britain Limited
l.otchworlh

Telex 82198

— ——

=
SOUTHDOWN AERO SERVICES LIMITED

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

Big stock of aircraft ply, instruments, aero-tow rope, etc., etc

Send s.a.e. for price list.

Call In, write or phone—

KEN FRIPP,

SOUTHDOWN AERO SERVICES LIMITED,
LASHAM AIRFIELD, ALTON, HAMPSHIRE.
Telephone: Herriard 359 or 025 683 359

Stockists for all PZL Instruments and Equipment
Stockists for G.Q. Parachutes

e e S Sl e ——————
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Howard Mersev (Ouse) about to take his first
flight in the Cobra 3 Photo: Geoff Mirchell

weather, our cross-country mileage is
higher than ever—with more than half of
them being flown by Peter Ramsden,
who won the club ladder competition for
the third successive year. As Peter is
buying a Cobra for the next season, we
shall ensure that his launches are cut at
300ft in order to give the peasantry a
chance!

The annual dinner passed off merrily
in the Merchants Taylor's Hall, York.
The guest of honour was Group Captain
Abel of RAF Church Fenton.

Now that we have a tug, the wave
seems to have either gone or is late this
year. We know it does appear over the
site, for last winter a number of machines
started to go up in it after a winch
launch—but they had to come down at
a faster rate, because they were the
hangar flights! We can only hope it will
re-appear and give us something more
than circuits in the ‘brass monkey’
season.

E.R.

OXFORD —club art competition

CLUB activities in the past few weeks
have had a distinctly social emphasis.
Anita Cox and Tessa Stevens organised
a club Art Competition: this was well
attended and the standard was amazing.
Who was to know such talent lurked?
The clubhouse was transformed both in
warmth and decoration. Flying models
hung from the ceiling, parachute canopies
were draped to soften the cornmers and
there were large aerial photographs of
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Oxfordshire which had members local
soaring in no time.

The classes were judged by Professor
Malcolm Laurie, Flt Lt P. Burgess and
Mrs Taylor. Winners were: Painting,
Arthur Speechley; Models, Peter Brooks;
Photographs, Martin Harris; Tile, Geoff
Beeston, The competition was so success-
ful that it was decided to hold it
annually.

The AGM was held on November 25.
There was a committee change with
Malcolm Roberts replacing Andrew
Henderson. Yet another example of the
poor weather was given in the treasurer's
report: It was July before £50 of soaring
money had been earned. However, the
year was not as disastrous as was origin-
ally feared because of better weather in
August, September and October, Club
trophies were awarded as follows: The
Simpson Cup to Peter Curtis for his
Gold C triangle flight and the Club
Ladder trophy to David Lidbury. Profes-
sor Laurie most generously donated th's
trophy, a magnificent recording baro-
graph. R

SHROPSHIRE — territorial
exploration

OCTOBER 28 must surely have been
the last thermal soaring day of 1972. The
day looked good in the early morning
and by noon good cloud streets were in
evidence with all gliders being launched
straight into lift. The proceeding termi-
nated at 1645 with 7,000ft being the
best height recorded.

nce into Novembsr the weather
changed and the waves have duly ap-
peared, being very visible and impressive
mid-week but giving way to low cloud
and rain at weekends.

We have inspected the Vale of Llan-
gollen from both air and ground level
with a view to hill soaring and have
identified possible emergency landing
sites. Without penetrating too far up the
valley it should be ible to hill soar
in S to SW and in N to NE winds.

. The airfield D/F facility is now work-
ing on 130.4mHz and seems to be very
accurate; it has yet to be tried in earnest.

By the time this note appears, a dinner
will have been held in Chester on Decem-
ber 14 to celebrate our existence.

1.P.



SURREY & HANTS — plough-shares,
anyone?

THE next horse ploughing competition
ought to be held at Lasham. The airfield
has a distinctly agricultural appearance
at the moment with levelling going on at
the western end. Many years of landings
in the same places with the same bounces
had produced a regular series of bumps,
enough to destroy anybody's confidence
in good touchdowns.

New buildings for accommodation and
office space are springing up and our
flect is being modernised. trusty
Skylark 4s are with us no more; we had
a stampede of enquiries at our asking
price. The Pilatus gliders are coming
this winter to go into the fleet where the
Skylarks were—at the 30-hour stage.
With much lighter trailers and easier
ricging there should be less sighing be-
fore retrieves! The Kestrel trailer is all
but complete—at a total cost of about
£200. incidentally—and awaits its occu-

pant.
CL.

USK—wave week

A SUCCESSFUL week was held which
started with some local soaring on Satur-
day, November 17, and Sunday, Novem-
ber 18. Sunday ended with floods over
the roads to the site in the evening. Mon-
day and Tuesday were only just flyable
with unstable NW winds and huge cu-
nims,

Wednesday was the first wave day,
but the tug was unserviceable. Tony
Caze kindly saved the day by arriving
with full tanks to drag all three two-
scaters and six single-seaters into the
wave. The best climbs were by Andrew
David in a K-6E and K. Mitchell in the
Compton Abbas K-6cr to 11,000ft. 1
was deposited at 3,000ft, sinking to
2.500ft before climbing in company with
the three two-seaters to 5.500ft.” Peter
Cotterell made 7,000ft in the Blanik,
While Ray Stafford-Allen, with his son
Prter.‘ could be heard talking to LGC
exlolling the virtues of the view from
Ireble Threes’,

By the time I got to the site on Thurs-
day, our Cirrus had been up and down
from 14,300ft in the hands of Bob Cun-
Ningham and the best of the wave had
gone, but not before P. France had taken

the K-13 to 9,300ft in company with
Treble Threes again. There was great
activity as both the Capstan and Blanik
had landed out to avoid storms which
crossed the site. Tony Hunt managed to
take the Compton Abbas K-6Cr to
12,500ft, while Brian Edwards had the
glazed look of someone who had been
in wave for the first time—on his second
aero-tow too! He wisely abandoned his
climb in the club Swallow to avoid the
same storm and landed safely at the site.

For determination, the prize must go
to K. Mitchell, who tried for 44 hours
to ward off the cold for his 5 hours. His
heels were still sore the next day.

We did not know it then, but that was
the last of the wave.

It did re-appear on Saturday, but by
this time the tug had departed, because
of im%ending snow warnings, for Comp-
ton Abbas.

We welcome any weekend expedition
to our site (phone Raglan 536), especially
if they are accompanied by a tug. The
club height record is still 20.000ﬂ.IH

H.S.

The best side of a lenticular; near Usk
Photo: 1 W Shattock
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YORKSHIRE — Sportex exhibition

THE last cross-countries of the season
took place on a sparkling Friday in late
September when four club members flew
a total of 600kms on out-and-return
flights to Barnard Castle and Newcastle.

Bar profit soared during the month of
October, when members of the Four
Counties gliding club visited us; they
also had some pleasant flying and man-
aged two Gold heights in wave,

Public courses again proved popular
and enjoyed a high proportion of soaring.
Midweek activity continued unabated
into the month of November, with visi-
tors from Trent Valley, Lincoln and
RAF Benson taking advantage of the
hill-lift and wave. During one week no
less than 11 five-hours were flown, three
by our own club members. sy

Our stand at the Sportex Exhibition in
Harrogate aroused considerable interest
and we appreciate the efforts of Barry
and Hilda Gregson in arranging and
manning the exhibit. ] .

Airfield improvements are continuing
under the supervision of Mike Benson,
whose hard work throughout the summer
and autumn deserves our thanks. The
autumn draw, which took place at a
party on October 21, raised £250 for
club funds.

SV.G.

SERVICE NEWS

618 GLIDING SCHOOL
(ATC, West Malling)—15,000th
launch of 1972 celebrated

ON December 3, 1972, 618 Gliding
School, which operates at RAF West
Malling, achieved its 15,000th training
launch of 1972.

The aircraft, a Sedburgh T-21. was
flown by two staff cadets of the school.
Sgt Gary Brunning at 17 years of age
was the first pilot, and the second pilot
was Sgt Raymond J. Crawley, also 17
years of age. The first pilot is a ‘C’
category instructor and the second pilot
is a Grade 1.

68

To mark the occasion, illuminated
scrolls were presented to both pilots by
the officer commanding 618 Gliding
School, Squadron Leader G. F. Fuller,
RAFVRI(T).

The school has operated at West Mal-
ling since 1965 and is tasked to train
cadets of the Air Training Corps and
Combined Cadet Force to pre-pilot, pro-
ficiency (solo) and advanced standards.

The pre-pilot standard sets out to
train cadets of 15 years of age to a
standard acceptable for solo training
{proficiency) when they attain the age of
16 years. This qualifies them for the
BGA 'A’ and ‘B’ certificate; and if
recommended for further training they
return to the school at 17 years of age
to undertake training to the advanced
level.

Squadron Leader Fuller, whe has com-
manded the school for the past four
years, is assisted by six staff officers, all
of whom are qualified instructors, and,
together with the other enthusiastic in-
structors, contribute their time to this
interesting task.

The school is the largest of some 28
similar schools throughout the country
and has a fleet of eight aircraft and a
staff of approximately 50 instructors.

CRANWELL —now RAFGSA club

IT must be a few years since Cranwell
last appeared in these columns, but now
that we are a full member of the
RAFGSA, I hope matters will change. A
lot of changes have taken place, and we
are lucky in having the husband and
wife team of Andy and Janine Price as



CF1 and treasurer respectively. The club
flcct comprises a K-7, Olympia 2B,
Grunau Baby and two T-21s, plus a
syndicate Cobra 15 and, of course, John
Delafield’s Kestrel 19. -

The club is active every weekend from
Cranwell’s North Airfield. However,
operations are not confined to Cranwell;
on a recent visit to Sutton Bank, lan
Macfadyen completed his Silver C with
a S-hour duration flight. Ernie Taylor
has also completed his Silver C this
summer.

Norman Irvine and John MacCaulay
are doing tremendous work rebuilding
our caravan, while Dave Hassall is
making great improvements to the club-
house and bar. For the future, club vice-
chairman John Delafield is taking his
Kestrel 19 to compete in the South
African MNationals, whilst other mem-
bers are heading on a reciprocal bearing
to Aboyne in search of stratospheric
wave!

THE POACHER

EAGLE (Detmold) —review of year

HAVING just completed a very success-
ful year at Detmold we feel we ought to
remind readers that the club still exists
despite these our first notes in (wo years.

Like many others, we suffered from a
poor soaring season, but nevertheless
completed a record number of launches
with a slight increase in hours. Member-
ship numbers were almost doubled so,
not surprisingly, a loss at the end of 1971
was turned into a hearty profit, in spite
of the expense incurred in replacing the
winch engine and gearbox.

Despite good attempts at 300km tri-
angles by Malcolm Hook and John Mit-
chell, and Gold distances by Martin
Hardy and Brian Backhouse, success
cluded all but Tony Clarke and Geoff
Lenton, who completed the Silver badge
with cross-countries.

At the services championships run this
Year by Eagle we could not produce the
Champion (congratulations to Nick
Nichols of Laarbruch) but we held
second, third, joint fourth, fifth, sixth
and eighth positions, and Bryan Bowler
Won the special prize for the best overall
performance in a Swallow,

_Auturr}n saw a rush of Bronze legs by
Prospective 1973 pundits and the season
¢iided on a ‘high' note with Gold climbs

by Martin Hardy, Tony Clarke and Brian
Backhouse.

Now that the winter has stopped
gliding at ‘Wetmold’ airfield, members
are busily repairing gliders and equip-
ment in time for a recruiting drive to be
held at RAF Giitersloh in January and
February.

During the year we said goodbye to
Chris Watson, Vic Davenport, Malcolm
Hook, Gordon Berry, Geoff Lenton and
John Berryman.

CF1 Alan Somerville has been posted.
We wish him well in his new unit—10
miles from Detmold! Ba

KESTREL (RAF Odiham)— CFl
Ed North retirés

AFTER many years as CFI, Ed North
has relinquished his position, and his
place has been taken by John Baker, who
recently joined the club. Gordon Barry
has also joined us from the Detmold
club and taken over as semi-permanent
winch driver and deputy MT member.
Leigh Hood is still waiting for the army
to tell him where he is posted and at
the moment commutes 300 miles each
weekend to fly with us. Until further
E%gi'ce he is retaining the post of deputy

The club has at last obtained its own
clubroom and bar. The official opening
took place on November 18. The first
qualification drinks were bought by Pam
Davis on completion of her Bronze C
and who graciously bought a barre]l of
beer. This and a barrel of beer laid on
by the instructors meant that the majority
had free drinks for the duration of the
evening. We were also delighted to
entertain a few of the Abingdon club,
who joined us for the evening, but warn
them that a party will soon be dispatched
to recapture our club sign which dis-
appeared that evening!

Our club statistics are down on last
year but we are still knocking on the
5,000 launch mark, which we intend to
beat next year. This should be quite easy
with the help of our third winch and
improved weather.,

As ever, we extend an invitation to
all who may be passing. If you can’t fly
in then come by car and swap tales with
us over an ale.

H.R.J.
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SOUTH WEST DISTRICT —ridge
adventuring

UNDETERRED by the weather, club
pilots have made use of the wind by
adventuring to the nearby ridge site,
Inkpen, and have had prolonged flights
of up to three hours on the Pewsey
Bowl. We are hoping to find other ‘reli-
able’ ridge sites as they seem to be an
ideal solution to pilot frustration caused
by waterlogged airfields.

One keen pilot braved the elements
and soloed in the T-21; we managed to
get a completed aero-tow clearance on
the only stable weekend on November 25.

The club’s domestic face has improved
after a spate of trailer painting, hangar
sweeping and general maintenance. The
Olympia 419 has been packed away
ready for its shipping to South Africa
and our former CFI, John Evans.

Entertainment this month was high-
lighted by the marriage of CFI John
Dabill and gave rise to a successful party
on November 18, allowing one week’s
recovery time.

J.RD.

BRISTOL & GLOUCESTERSHIRE
GLIDING CLUB

Welcomes private owners, beginners
and holiday members at their unique
site in the Cotswolds. Open seven
days per week, Why not ring the Club
Manager on 045-386 342 or write to:

BRISTOL & GLOUCESTERSHIRE GLIDING CLUB
Nympsfield, Stonehouse, Glos. GL10 31X

CORNISH GLIDING & FLYING CLUB
Gliding courses in modern fleet from MAY
7th = B.G.A. categorised instructors — fine
soaring — lovely coastal airfield — ideal for
a different family holiday.
AERO-TOW AND CAR LAUNCHES
Details with pleasure from: The Course
Secretary, Cornish Gliding & Flying
Club, Trevellas Airfield, Perran=
porth, Cornwall. Tel. Dovoran 862518

DEESIDE GLIDING CLUB
(ABERDEENSHIRE) LTD.

AEROTOW COURSES

A flexible booking system allows the
dual pilot to plan his own programme,
from a concentrated week's instruc-
tion to a leisurely rate of progress
with time off to enjoy the other
attractions of the area,

WAVE & THERMAL SOARING

Private owners and other solo pilots

always welcome all year to sample the

excellent soaring conditions available
on Deeside.

Details from: A. J. Middleton.
56 St. Ronan's Drive, Peterculter,
Aberdeen, AB1 ORD

DERBYSHIRE & LANCASHIRE
GLIDING CLUB

Welcomes flying experts and enthu-
siasts at its magnificent Peak District
National Park centre, Hill soaring on
west and south boundaries of airfield.
Wave worked up to 21,500ft, Modern
fleet. Up-to-date clubhouse facilities,
including heated twin bunkrooms,
separate messroom, showers and
bath. Cosy bar. Resident stewards
and stewardess. For details of course
write now to Mrs, R. A, Hare, 70
Newman Road, Whiston, Rotherham,
Yorkshire.

Try a trip to
Camphill Farm = Great Hucklow

Buxton * Derbyshire
Telephone: 0298-82-207
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LASHAM GLIDING SOCIETY

INTRODUCTORY COURSES — motor glider
INTERMEDIATE COURSES — motor glider and glider
GLIDER COURSES —ASK 13 Ka 7

ADVANCED TRAINING — arranged to suit you by
DEREK PIGGOTT

AEROTOW AND CAR LAUNCHES — every flyable day —
all the year round

DEREK PIGGOTT CFl — PROFESSIONAL INSTRUCTORS

The Secretary will gladly send details ot
MEMBERSHIP — COURSES — FACILITIES

LASHAM AIRFIELD, Nr. ALTON, HANTS. Tel. Herriard 270

SOARING IS FUN

For the holiday of your life combine the joys of a gliding
course with beautiful scenery and interesting activities at

SOUTHERN SOARING

We OLIT the frustration which means

MORE FLYING
MORE INSTRUCTION
MORE FUN

This is achieved by an aero-tow (and Motor Falke) system with two resident
fully rated B.G.A. instructors. Courses are restricted to five persons per 2
str. thereby ensuring maximum flying — for you
Details from:

SOUTHERN SOARING
COMPTON ABBAS AIRFIELD
SHAFTESBURY
DORSET
Tel: FONTMELL MAGNA 328

AGENTS FOR THE SENSATIONAL PILATUS B4 ALL-METAL
SAILPLANE. DEMONSTRATION MODEL AVAILABLE NOW
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COME TO KENT THIS YEAR!

Professional instructors for ab-initios,
T-49 and Blanik for advanced training.
South-west facing ridge for "'C''s and Bronzes,
excellent thermal soaring, aerotow facilities,
Weekly and fortnightly courses from
£29 (exc. VAT)

Telephone Challock 307 or write to the
Kent Gliding Club, Challock, Ashford, Kent.

=% = |
LONDON GLIDING GLUB

Dunstable Downs, Bedfordshire

Telephone: 0582 63419 FJ

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 tug aircraft.
This famous site has plentiful ther-
I mals in summer and hill soaring

with favourable winds throughout
the year. Resident instructors,
catering every day (weekends only
in winter), licensed bar, accom-
modation and other facilities.
Visitors welcome.

Write for 1973 course brochure or
club membership details to the

| Manager or ring 0582-63419.

There is no better place to fly from than
THE LONG MYND

home of the

Midland Gliding Club Limited

WHY NOT COME AND SEE FOR
YOURSELF?

Private Owners welcome
{Advance booking necessary)
April-October

Holiday courses

All Enquiries:
Course Secratary
Tel. Shrewsbury 4131
(24 hour answering service}

Or if you have time to write(!)
'-l 256 Crowmere Road, Shrewsbury,

SY2 SLF
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WEST WALES GLIDING CLUB
HAVERFORDWEST
W’llhybus'\ Anhe!d is centrally surdualed for aver 70

miles of M Park stline an It beaches
tor yeur fam||‘f helidays.

Ab-initio courses on Falke, Capsian and TZ21B.
May to Octaber.

Camping and caravan lacilities available.

Brochute & fuller inlormation from Gliding Secretary :

136 HAVEN RD., HAVERFORDWEST
Tel, Haverfordwes! 3156

WORCESTERSHIRE GLIDING CLUB

We regret ihat we cannot offer a ridge site to
our visitors — we do sometimes get wave, and
thermals are plentiful — but we can offer a flat,
safe site, away from airways in the heart of
Shakespeare country.
Modern club Meet of K13s and K8, Aerotows are
fast and reliable with the Wilga.
Pundit or beginner . . . all are welcome.

+ Holiday courses — Apiil to September  +
Worcestershire Gliding Club,

Bidford on Avon, Worcs.
Telephone Bidford 2296

| SCOTTISH
GLIDING UNION

Portmoak Tele 1]mm
Scotlandwell Scotlandwell
by Kinross 243
Scotland

THEWAVESITE

Excellent Hill, Thermal and
Wave soaring in beautiful surroundings
Full accomodation available with
ratering and bar
per week all vear round
dent Instructor
Aerotow and Motor Falke [
Summer Holid

ft welcome

dvance bookings necessary
in writing to the Secretary

Visitors and visiting ai

WYCOMBE GLIDING
SCHOOL

AIRWAYS FLYING CLUB
THAMES VALLEY GLIDING CLUB

5-day residenlial courses from
March to September.

All aerotows and modern training fleet
ensures a lrouble-free FUN holiday
with the accent on flying.

This excellent thermal site has clubhouse,
bar, canleen and accommodation.

Whether an ab-initio or an advanced
pilot our 3 professional instructors can
cater for all your flying requirements.

For more details apply to:
The Secretary {SG)
Wycombe Gliding School,
Wycombe Air Park, Booker,
Marlow, Bucks.

Tel, High Wycombe 29263

COCK O’ THE NORTH 1973

Don't miss your chance to win this coveted title
plus daily prizes. Enter now for the

NORTHERN REGIONALS — 4th-12th AUGUST, 1973

Write now for full details and entry forms to the
SECRETARY, YORKSHIRE GLIDING CLUB, SUTTON BANK. THIRSK YORKSHIRE
Tel. STD. 08456-237









