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Letterstothe Editor

Dear Sir,

William Langelaan's article, “Turns on tow and
in Free Flight”, published in your May/June
issue contained one small but very significant
error. In paragraph 1 he states “The reason for
giving opposite aileron is because the angle of
attack of the higher wing is greater than the
angle of attack of the lower wing etc." This is
correct but is not the whole story. The higher
wing is also on the outer side of the turn and is
travelling faster than the inner wing thus it
generates more lift both on account of its great-
er speed and because of its greater angle of
attack. There is thus a two-fold reason why
opposite aileron must be used to prevent over-
banking in a climbing turn.

When considering the descending turn, how-
ever, we have a different situation. As stated in
the article, the lower wing now has the greater
angle of attack but, and notl considered in the
article, this lower wing has less speed than the
upper wing. The net effect of these two opposing
factors is usually that the upper wing still gen-
erates more lift than the lower but not nearly as
much as in the case of the climbing turn. How-
ever, it is still necessary to apply some opposite
aileron to prevent overbanking, at least that has
been my experience in all gliders | have flown,

Reference to the S.A.G. Instruction Manuals
and also to the Department of Transport’'s Flying
Training Manual will verify the above description
ot the use of ailerons in turns although the
latter publication allows that in some cases it
may be necessary to hold an aircraft into a turn

In order to head off a score of dissenters writ-
ing to say that their practical experience shows
that it is necessary to hold aileron into the turn
while soaring, | wish to make one point clear, all
the above assumes that the aircraft is flying in
smooth air. When soaring in a thermal the inner
wing is usually in stronger lift than the outer
wing and in such a situation it is the extra at-
mospheric lift that tries to level the aircraft not
the difference in angle of attack due to the turn.

Lioyd M. Bungey

Dear Bob:

After reading Bob Gairns article, “Safely I1s A
State of Mind”, in M.5.C.'s newsletter several
months ago, | felt compelled to contact Mr.
Gairns and clarify some of the facts regarding
our 1-34 accident in Glen, New Hampshire.

Now that his article has been reprinted in Free-
flight | feel doubly compelled to make the same
comments to your readers. | am enclosing the
pertinent material from my letter to Mr. Gairns.
| hope you see fit to publish this letter in its
entirety, as | feel SOSA's safety procedures are
in question here.

“I'm the instructor you said was not there. | was

| was also on the flying committee that thor-

oughly reviewed this incident. There were at
least four other SOSA instructors there, if |
hadn't been. Among them Hal Werneberg and

Peter Trounce. (Both quite capable of checking

out pilots.)

The pilot had relatively low time with 100
hours total time, and 35 hours on type within
the last four months. He had two thirds of his
Silver C, with the height gain the only part to be
achieved. He had one check flight in the soaring
centre’'s 2-33 with Babbs Nutt. He was then ok'd
for a flight in their 1-26. He had a 1 1/2 hour
flight in the same area that this incident later
took place. | then gave him briefing, and he had
a 3/4 hour flight in our 1-34,

Although by this time | had gone home, this is
what took place as reported by the pilot and
other pilots who were flying with him.

He contacted wave and reached 11,500 feet, at
which time he started to put on his oxygen
mask. During this time (1-2 minutes), he slipped
back and fell out of the lift.

Atfter pushing forward, he realized that to hit
the strongest lift and climb again, he would
have to fly through cloud. In order to avoid
this, he doubled back for a few seconds and
dropped below the cloud to 10.000 feet. then
pushed forward. He could see the other gliders
amile or two ahead and pushed on.

This seems to be where his major mistake was
made. He felt with utter certainty that he could
make the other gliders and lift from 10,000 feet
(9,500 A.G.L.) (| wonder how many of your mem-
bers would feel the same way?) Even though he
was thoroughly checked out in this area, I'm
sure he was not prepared for the rough condit.
ions he was about to meet
He contacted very strong sink estimated to be
in excess of 2000 feet/min. When he reached
the final ridge, he was several hundred feet
short of clearing i1. As he was too low to fly
down the valley and reach the airport you men-
tioned in your article, he elected to try and work
very broken lift on the side of this ridge. Finally
he was forced to crash land in a extremely
short clearing on the side of this mountain,
Through a series of quick decisions, he manag-
ed to walk away from this unfortunate incident.”
"As a direct result of this accident, SOSA has
set up even more stringent rules as to who flys
club equipment at wave sites.

Among the new rules are:
- Silver C status
- A written Wave Flying test
- Gyro experience
The lesson that can be learned from this incid-
ent is that wave flying can be dangerous and
that this site throws some extreme situations at
the unsuspecting glider pilot.”

Regards, PaulJ. Thompson Secretary

RAYSKALA RESULTS

The XV World Gliding Championships
almost had to be called on account of
rain. The Open Class flew seven days
and the Standard Class could only man-
age five contest days out of the two
week period.

Thirty-nine pilots competed in the
Open Class won by George Lee of Great
Britain with 4594 points. Second and
third spots were taken by pilots from
Poland. Jim Carpenter from Toronto fin-
ished in 28th position with 3540 points
having slipped eight places on the final
day. Dave Webb of Fort Erie finished in
31st spot.

In the Standard class there were 46
pilots competing; the winner with 4056
points was Ingo Renner from Australia
only eight points ahead of Gunnar Karl-
sson of Sweden. Third place was won
by George Burton of Britain. Ottawa's
John Firth placed second on Day 2 in a
Pik 20 but slipped to 31st place by the
contest’'s end. Hal Werneberg from
Beamsville, Ontario finished 39th in the
Standard Class with 2400 points.

We hope to have a more detailed re-
port of the contest for the next issue
including a statement of the contri-
butions made to support our team. |f
you haven’t donated yet, give $5 to your
club treasurer or mail a cheque to SAC
in Ottawa marked World Contest Fund.

Dear Sir;

In the first Safety Bulletin just received (SAC
Safety Bulletin No. 1 - AN. Le Ceminant) the
evidence is very much on the 28.5% of STALL -
SPIN accidents.

From that, is is quite obvious tha! too many
pilots fly too slow and stall in the critical phases
of the final approach. It seems, those faithful
souls - instructors & students - have accidents
on a speed-to-fly formula contained in the SAC
Instructors Manual which calls for: STALL-
SPEED + 10 m.p.h. + 1/3 of windspeed.

The Bulletin goes a step further to point out
that there is also the difference between knots
and MPH, which is just an additional handicap.

Personally, | have never flown that slow on final
approach nor do | teach my students to fly at
these speeds. Having realized some time ago the
students tendency to slow down in the turns |
could not possibly see the value of the formula,
Needless to say, there is no reference to the
degree of bank (accelerated stall) which varies in
the first place.

My policy is and has been in excess of the sug-
gested speed in the "Joy of Soaring” (page 47)
by adding the full windspeed. If you care to con-
sult the Schweizer “Soaring Soaring School
Manual" a similar ruling applies.

If the initial SAC formula was based on the
Schweizer Manual, then someone really goofed.
Schweizer refers to the best L/D SPEED in every
instance and not the STALLSPEED. It further
suggests that for speeds (wind) in excess of 10
m.p.h. the FULL WINDSPEED is to be added.

On page 113 (dealing with landings) the Sch-
weizer Manual states under 6 b.: (applicable to
the 1-26)

Example: Max. L/D 45m.p.h
Wind velocity 8m.p.h.
Pattern speed 53m.p.h

If we use the SAC formula we arrive at a speed
ot 28 + 10 + 3 m.p.h. for the same pattern to be
flown, which is 12 m.p.h. slower than suggested
by Schweizer or 5§ m.p.h. according to the “Joy
of Soaring" pattern speed (page 47).

My own formula, as mentioned, adding full
windspeed to the (STALLSPEED + 50%) brings
me within 1 m.p.h. of the L/D + windspeed rule
Throughout the Schweizer Manual reference is
made to the BEST L/D SPEED which is as
follows for the 2:33:

Example: Speed at best L/D 40 m.p.h.
Wind velocity + 15m.p.h.

Desired speed 55 m.p.h

Again, the SAC rule is by 8 m.p.h. slow. With
the students tendency to vary speed, this B
m.p.h. could just make the difference between a
safe landing and a hairy situation. | am convinced
that only the most experienced can fly the sug-
gested speed safely. An error in the judgement
of the wind condition MUST prove fatal in its
outcome. Adding depth-perception (after a pro-
lenged flight), traffic conditions, lighting and the
many other factors, is stressing pilot ability to
a maximum.

The dilemma is in the fact that no amount of
training or checking will rectify the situation
which is inherently wrong. | can vouch on person-
al experience that in over 3000 training flights
on the STALLSPEED + 50% + WINDSPEED
formula | have never seen a potentually danger-
ous situation develop.

It 15 with some urgency that instructors and
C.F.l.'s should re-evaluate their practices and
rectify them IMMEDIATELY.

FRANK HINTEREGGER, C.F.I.
Wide Sky Flying Club.



Hangar Flying

CONTEST LETTERS

Many owners have contest letters, or num-
bers, painted on their ship's fins and under
the wing. At the present time SAC has no
register of such contest numbers and we
are unable to answer such queries as *‘Can
| use TB oris it already used?"

Unless we establish aregister we are
surely going to find two owners choosing
the same contest numbers. We therefore
have to start aregister and we are in the
process of finding a volunteer to handle it.
Would all owners please write in to SAC
office and advise us of competition num-
bers that they already have on their ships.
Please do not write in requesting allocat-
of numbers until we establish what already
is in use. We also have to determine how
to control the contest registration; for
example,

a) do they belong to the owner or the ship?
- | favour owner although this means
repainting when the ship changes hands,
unless the owner agrees to transfer the
number.

b) do we make a charge for annual regist-
ration? - | do not like the idea but exper-
ience shows that without some such
leverage people will not bother to keep
us informed.

c) do we allow people to reserve letters
even if they do not have a ship? - | think
not, unless they have had a number al-
located and are ‘between ships'. (The
exception, of course, being when they
have placed an order for a ship).

d) obviously, once a list is published and
we start allocating contest numbers we
have a problem if we allocate letters that
are already used by an owner who has
not bothered to inform us. In this case
we would have to recognise only the new
allocation and possibly not allow entry
of Canadian gliders into SAC sanctioned
contests if they are carrying unregistered
contest numbers.

Please discuss this matter with your
friends and let us have your views.

T. R. Beasley (President)

HELP!
Is there anyone out there who is interested
in becoming editor of FREE FLIGHT?
Now that we have a graphic artist doing
the layout and the copy is typeset, the job
is easier than it was at the outset but it
only reflects the thinking of one person
and there is no one gaining experience to
take over as editor.

The experience with the past six issues
has indicated that the production side is in
good hands but we should have new people
assisting in selecting material, editing art-
icles, choosing photos and corresponding
with clubs, advertisers and contributors.

How best to involve more people will de-
pend to some extent on the numbers and
where they are located. It is our hope that
we can have help from all regions not just
one area of the country.

It might be worthwhile to divide the job
into departments, like feature articles,
advertising, photography, club news, news
items and regular columns. Each co-editor
would work separately to a schedule thus
dividing the work load.

Write to me and tell me what contribution
you can make; if a few people take over
segments of the job of preparing FREE
FLIGHT we can continue to improve it and
at the same time develop several potential
editors.

Bob Nancarrow

43 Sealcove Dr.
Etobicoke, Ontario
MSC 2C7

A new Canadian record claim has been
made by Denes Pandur for 100 km Speed
to Goal of 67.5 km/h. The flight was made
in a SGS 1-35 C-GWTI and is subject to
homologation.

MEDICAL COMMITTEE

SAC now has a Medical Committee to
whom problems regarding medicals can
be directed for advice. Please send your
inquiries to: Dr. E. Mortis, 1123 Beverly
Blvd., 5. W., Calgary, Alberta, T2V 2C4.

The cost of training for a glider pilot's
licence is a legitimate deduction for in-
come tax purposes and many students
have taken advantage of this in the past.
There is a government form that you many
obtain from your local Revenue Canada of-
fice. This form must be completed by the
student and certified by the club treasurer;
itis then attached to your income tax return
the following April.

FIRST 1000-MILE FLIGHT IN SOARING
HISTORY!

Karl Striedieck, from Port Matilda, Pennsyl-
vania is claiming a world soaring record for
out-and-return distance of 1004 miles (1616
km) for a flight he made on May 19, 1976
from Lock Haven, Pennsylvania to a rail-
road bridge near Oak Ridge, Tennessee,
and back to Lock Haven. He took off at
5:35 a.m. at his home at Eagle Field, near
Port Matilda, Pennsylvania, but flew north
to Piper Memorial airport at Lock Haven to
make his start, at 6:00 a.m. He encounter-
ed strong winds, except for the last 80
miles to his turn point, where he flew out
50 miles into the valley and used some
thermals. He reached the turnpoint at 1:30
p.m. He landed back at Lock Haven at about
7 p.m. for an average speed on course of
about 77 mph. He used water ballast in his
Schleicher AS-W 17.

This flight exceeds the world distance re-
cord of 908 miles, which was set by Hans-
Werner Grosse, on April 25, 1972,

By this flight, Striedieck is making his
sixth bid for world out-and-return distance,
having previously earned it with flights of
476, 569, 636, 682, and 807 miles (claim
pending).

Letters to the Editor

Continued

Dear Sir:

| refer to the letter from Ross McNee in the
May/June issue of Free Flight concerning cock-
pit checks and in particular to his comment that
the order of the check is not critical.

In R.R.S.A, we regard the order of the pre-
flight check as very important and use rather
different version from most other clubs. The
major contents of the list are the same as the
standard CGSITCB or SISTRSC mnemaonics al-
though our terminology is different.

Qur check word is WHITCHS which has the
advantage of being easily remembered just like
TRICCS suggested by Ross McMNee. The de-
rivation is:

W Weight (Could be Ballast but then the check
word sounds impolite.)

Harness
Instruments
Trim

Controls

Hatch (or canopy)
Spoilers

The most important point in our sequence is
that the control check comes after fastening
harnesses. With cable operated controls, there
would seem to be a significant risk of a harness
being secured in a manner which could restrict
control movement - in our system this is de-
tected.

L' M0 il o By, el o

Yours truly
Red River Soaring Association
J.W. Davies

Enclosed are two snapshots of Russ Flint
building his Pioneer Il wings in his basement.
(See “Flying Pioneers" Page 12 March/April '76
Free Flight.)

Yours truly

Lioyd Davies
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Including all you ever wanted
to know on stability

by lan Oldaker




In my previous article a number of points
which came up during early instruction,
including the primary effects of controls,
were covered. | again refer you to the
S.A.C. Instruction Manual parts |, Il and I,
which lists the following exercises next:
straight flight, gentle turns, aileron drag,
gentle stalling, stability and further effects
of ailerons and rudder, in that order. This
article plunges into all these.

In your early training and subsequent fly-
ing which of the above were the most dif-
ficult to understand? In my own club and
in discussions with a number of other
clubinstructors, it is clear that some con-
fusion exists with some of these early
exercises, and if this is the case with in-
structors, think of the students! It is vital
that a student have a good foundation
upon which to build his flying abilities,
hence | hope you will agree that the sooner
he understands how the aircraft flies and
and responds to the controls, then the
more easily will he progress through the
later stages of training.

Straight flight is most effectively taught
by making a series of gentle turns one way
and then the other towards a horizon refer-
ence point. A student should fairly quickly
master some form of straight flight in
this way without the need to do continu-
ous turns; he must understand though
that straight flight is in fact, a whole series
of little corrective turns. Note that contin-

of correctiye Yurns

)

uous turns are not taught until Stage VI.

The S.A.C. Manual now allows “'steering
with rudder" to be taught to a student in
this early flight, to steer towards a horizon
reference point while he keeps the wings
level with the horizon. The S.A.C. Instruct-
ors’' Committee have been discussing this
and agree it is a faulty technique and
should not be taught. (The Manual will not
be revised until the next printing however.)

S}lel"n i
rudder Should nof
be f'aughl"

We should in the meantime remember to
avoid allowing our student to get into a
wrong instinctive behaviour pattern by us-
ing the above technique in his first flights
(this is when we pick up habits) which is
likely to return in a moment of stress
years later. For example, there could be
nothing worse than applying too much
rudder in a moment of stress when turning
onto final at a low speed.

The usual reason why the aeroplane will
not maintain its heading is that the student
allows a wing to drop which then makes
the 'plane turn in that direction. At this
stage he won't notice a small wing drop;
everything is so strange anyway. He will
often tend to keep his head level with
the horizon by bending his neck or leaning
in his seat. He often needs to be taught
how to recognise a small degree of bank,
and this is where we come in handy. A
small turn back is all that is needed to cor-
rect the wing drop. Because flying straight
is in fact very difficult for students, and not

. nothing Worse
thah applying
too ™V<h rudder

terribly important at this stage in flying
gliders, | like to leave this exercise until
much later, when flying straight is aimost
automatic anyway.

In the long run turning correctly is the
most important part of gliding instruction.
Turns are used to thermal; good turns
determine how efficiently we fly,and to a
large degree determine how safely we fly
when under stress, when our flying is
mostly by instinct.

Aileron drag. | guess most students un-
derstand the need for stick and rudder co-

ordination but they tend not to understand
why it is so difficult to achieve.

A model with big slab ailerons can be
used very effectively to explain aileron drag
and its effects. Intuitively it is seen that
the down aileron will produce more drag
due to the higher “‘angle of attack" of that
part of the wing than the up aileron, with
the resultant effect being adverse yaw. The




following exercise will show how aileron
drag can be countered by simultaneously
using the rudder to produce the correct
entry to and exit from a turn.

Our demonstration will be helped by get-
ting our student to look at an object on the
horizon straight ahead and noticing how
the nose moves relative to it. The yaw is
then easily seen. So, with rudder central,
roll to left, aircraft yaws initially right - this
is the adverse yaw caused by aileron drag.
If we then immediately roll the opposite
way the yaw produced by aileron drag in
the opposite direction is even more not-
iceable. | then like to demonstrate, with a
similar rolling motion, how to overcome or
prevent the adverse yaw by correct amount
of rudder control. During this exercise the
heading can be kept steady after the initial
roll - try it! The student should then be ask-
ed to repeat this. He may need prompting
the first time, but we should increasingly
be asking him to tell us what is happening.
This helps us determine how well we are
teaching the lessons and will imprint the
exercise in his mind in one of the most ef-
fective ways possible.

The above aileron drag demonstration
differs slightly from the S.A.C. Manual if
you look carefully; this method does not
involve turns but introduces the use of rud-
der to overcome, or more correctly to pre-
vent adverse yaw. In fact it links with the
aileron drag demonstration how to over-
come adverse yaw now, i.e. in Stage Il in-
stead of leaving this to later in Stage VI.

It also introduces the *Dutch rolling™ ex-
ercise which is good for co-ordination
practice. You can even do this most of the
way down your down-wind leg of the land-
ing circuit to make good use of air time! A
good lookout must be maintained at all
times however especially whenin the cir-
cuit.

The Air Instruction Notes, or Cards, state
in Stage Ill for example that we are to take
off with the student following through. The
purpose of the first and last items on these
cards is to remind us to encourage our

Looka{,ah
olbjec‘,' on ‘H’)Q Aor;zo:

students to try the take off, tow, circuit,
etc., so that by some of the later Stages on
the average they should be able to do at
least a safe, if not a very polished job. Some
instructors feel trying to teach the aerotow

for example, this early may be too difficult,
better to wait until the student can fly rea-
sonably well off tow first. These early tows
can then be used to good advantage to ask
questions, develop height judgement and
lookout techniques while the student is
not doing the flying. In the long run how-
ever the only way a student will become
polished is for us to encourage and to let
him do as much of the flying as possible,
so long as we monitor the flying, and take
over if there is danger to us or the aircraft. A

good instructor talks about what he is do-
ing even when not covering the particular

——

exercise, with the student following thro-
ugh during the early Stages, or doing the
flying with us giving a critique, in the later
Stages. To avoid "overloading" our stud-
ent on his first attempts at the take off or
aerotow, we can for example completely
take over at 50 feet to review the take off,
or 500 feet before release to let him relax
while we quickly review the upcoming ex-
ercise.

The most important point about Stage IV
is not really mentioned in the Air Notes but
is covered in the Instructor's Guide. We
must not forget that the student has to
first recognise the symptoms of the stall
and the stall itself before he can recover,
and these should be discussed in the pre-
flight briefing. The five or so symptoms of
the approach to the stall must be learnt
well over a number of flights so that instin-
ctive corrective action and recovery can
be initiated. Remember the pitching de-
monstration and angle of attack control?
The technique which | like to use is to get
the student to fly as slowly as possible, to
mush in fact, to get used to the symptoms,
and to practice how to keep the wings level
with rudder; more on this later. Can anyone
list those symptoms - now?

| haven't mentioned instruments but these
should be discussed as suggested in the
Guide, especially with students who have
not yet had a ground school course. Per-
haps we should mark our Air Notes to re-
mind ourselves to cover these in pre or
post-flight briefings.

Stability is covered in some detail in the
Student’s Notes section of the S.A.C.
Manual, Stage V, and the exercise on long-
itudinal stability is designed specifically
to demonstrate that the glider is in fact
stable when trimmed. Longitudinal, or pitch
stability can be shown, even in a 2-22, very
effectively by pushing or pulling very slight-
ly on the stick, then letting go. If you have-
n’t tried this before, do so soon, it can be
quite an eye opener, but your 2-22 might
dive to 80 mph before beginning to slow
again.




There are two more types of stability that
we should understand, directional and lat-
eral stability. We can demonstrate these
with very similar exercises to that above
for pitch stability. Hence, fly trimmed, feet
off - give a little kick, feet off again, the
yawing motion damps out due to direct-
ional stability. Again fly trimmed hands off
- give a little side push to the stick and keep
hands off. The small roll subsides due to
lateral stability.

Unfortunately the moticns are not simple.
The smaller the distrubances the nearer to
pure yaw and roll you get. For larger dis-
turbances the secondary effects of con-
trols (and aileron drag!) become signifant.
Usually the aerodynamic coupling between
yaw and roll produces a spiral type of mot-
ion. Most gliders exhibit some spiral in-
stability but it is mild and easily control-
lable. Before we go into the *Further effects
of rudder and ailerons'’, some definitions.

Directional or “weathercocking'' stability
is the tendency of the glider to straighten
out again to fly head on into the relative
wind without slip or skid. Lateral Stability
is built into the aircraft by dihedral and is
the tendency of the aircraft to bank or un-

..and when recovenng
£vom 2 spin..

bank its wings so as to avoid skid or slip;
note it is not the tendency necessarily to
right itself relative to the horizon,

The further effect of rudder control, or
further effect of yaw, is important to un-
derstand as we use this effect when flying
slowly, i.e. when keeping the wings level
just before the stall, and when recovering
from a spin. Two effects work for us to
produce a banking tendency when yawing.
The first effect is caused by one wing mov-
ing faster when we induce the yaw. The
second is due to the dihedral. Look straight
on at a model with a pronounced dihedral
and note the angle of attack assuming its
flight path is directly towards your eyes.
Now yaw it and note that the nearer wing
to you has a much increased angle, of at-
tack - hence more lift. O.K. so we demon-
strate further effects of rudder (or yaw)
in this exercise by holding rudder. Initially
this produces yaw and due to our built-in
lateral stability the glider banks its wings
to try and remove the skid that we have
produced. Directional stability now comes
inif we hold the ensuing (bad) turn too
long, so | prefer to stop this demonstration
once the banking has occurred.

Let's return to banking with ailerons, to
demonstrate the further effect of aileron
control. This is sometimes called the sec-
ondary effect of aileron control and must
not be confused with aileron drag which is
quite different and was covered earlier.

Imagine that we roll to a banked attitude
and that we use the rudder correctly, but
then centralize it and the ailerons, once
we are banked. The glider now has insuffi-
cient rudder for the turn and it will begin
to slip inwards (More drag on faster moving
upper wing). As the glider slips so the dir-
ectional stability, or “weathercocking ten-
dency”', will try to remove this slip by yaw-
ing the glider towards the lower wing tip.
It is this yaw that is called the further ef-
fect of aileron control. It is of course only
indirectly due to the ailerons and some
people prefer to call it further effect of

bank. Notice again that it has nothing to
do with aileron drag.

This exercise can (and should?) be used
to demonstrate the fact that to fly a con-

".-‘-""-‘—'_-___._-——'_—
. the glider if lefr
1o its owndevices..

tinuous turn correctly all controls have to
be used, and that if left to its own devices
the glider will eventually go into a spiral
dive with both bank and speed increasing.
However we are now rapidly getting into
the subject of inherent spiral instability
which is complicated enough and is per-
haps beyond the requirements of our cou-
rse. (A quick glance at “The Joy of Soaring”
shows this covers the subject in three sen-
tences only, but the S.A.C. Instructors
Committee feel that a good understanding
of stability, etc., is important enough in
gliding that is should be covered in our
course).

This article started by listing the exercises
in the order as they appear in the S.A.C.
Manual. The Instructors' Committee have
been discussing this and may be adopting
a different order that will allow the cover-
ing of one lesson before it is needed in the
next, when the Manuals are reprinted.

A preferred order might be (after effects
of controls), aileron drag and prevention of
adverse yaw, stability (all three axes being
covered), further effects of rudder and ail-
erons, gentle stalls and recovery, gentle
turns on a straight heading and straight
flight, followed by medium turns (Stage VI)
and the balance unchanged.







ribs, forcing him and a second HP-16 to
withdraw from the contest.

At first, work progressed slowly on the
tail kit, but lo and behold, along came the
Toronto Teachers Strike. | am a grade 13
student and the unexpected nine week
holiday permitted me to spend a few hours
each day working on the ship. By New
Year's Day, about three months after start-
ing, we completed the tail kit and once
again embarked on a pilgrimage to Bryan.
Don Band and | arrived just ten minutes
before the factory closed. Two weary glider
guiders quickly loaded our prized pos-
session on board {an HP-18 fuselage kit,
serial No. 75), and headed back to Canada.
Little did we suspect what a reception
awaited us at customs in Windsor.

We rolled into Windsor about 9 p.m. and
stated to the incredulous customs officer
that the few boxes and fibreglass pod lash-
ed to the trailer were worth $2000. (an ar-
bitrary value we had chosen since this was
the amount that we had paid on the fuse-
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Above: HP-18 Fuselage
at Bryan Factory.
Below: AFT Fuselage
is all metal const-
ruction.

lage which cost $3000; not having received
all the parts yet). We were most distressed
to discover that we did not have the proper
forms (an oversight on our part), that we
should have a broker, and that the appraiser
didn’t work after 5 p.m. After a very frust-
rating night, we eventually paid a $45 fee
to be able to take the sailplane kit through
customs in Toronto the following day. For-
tunately, we were cleared through customs
with only an invoice and no broker.

Don Band and | were eager to embark on
our next project, the fuselage; but were
now faced with the problem of insufficient
space. It seemed that the 25 ft. fuselage
just wouldn't fit into the 20 ft. basement.
A phone call to Walter Chmela, our club
president quickly resolved this problem,
He agreed to allow us to use the top floor of
a two story garage at York Soaring Associ-
ation’s airfield near Arthur, Ontario. The
only difficulty was that this had been used
as a storage area and chicken coop, and
we would have to insulate and renovate
the upper floor. A few weeks of work soon
transformed our workshop into home sweet
home.

We have since become accustomed to
working in sub-zero temperatures, having
installed an oil burner that inevitably gets
blown out whenever the wind shifts. Don
and | are working on that one now.

By the time we have completed this pro-
ject (target date - Spring 1977), we will un-
doubtedly have amassed considerable ex-
perience in many fields and can consider
ourselves as bonafide carpenters, riveters,
heating specialists, gluing technicians,
customs experts and certainly a pair of
very humbled sailplane pilots.

| would encourage anyone interested who
lives in the Toronto area to drop in and
visit us any weekend at York Soaring. At
latest count, Schreder has sold 87 HP-18
sailplane kits since beginning to market
this latest design about a year and a half
ago. An MoT inspector told me that there
are over 1000 aircraft being built in Ontario
at the present time. | have heard of at
least six HP-18's building in the Toronto
vicinity.



ClubNews

OKANAGAN SOARING CLUB

We are now operating off our new field, 6
mi. North of Vernon, on the L & A Ranch.
The 3,000 ft. strip of grass is slowly getting
smooth. With a Ka7,a 1-19, and two 2-33s,
the two private tow planes and the winch
should be busy this summer. We have had
8,000 ft. on hill lift, 10,000 ft. on thermals,
now all we need is a wave to make us be-
lieve in Santa Claus.

Don MacClement.

S.0S.A.

The first S.0.5.A. glider launching for 1976
took place on April 4th when Eric Ketonen
and Stan Janicek had their first soaring
flights of the season.

On April 10th we started Spring check-
outs in Blaniks and pretty soon 1-26's could
be seen searching for lift. With more Spring
checks, the delivery of our first new 2-33
at the field, good soaring conditions and
and Instructor and Tow Pilot’s meeting on
Saturday, the Easter weekend was as busy
as it was successful. Our second new 2-33
has joined the fleet. By the end of May we
took delivery of our new Club Libelle.
S5.0.S.A'sclub fleet is now:

Two -2-33

Two -1-26

Three - Blaniks

One -Club Libelle
Three - 150 HP Citabrias

In the interest of safety and to improve
communications, $.0.5.A. has published
“OPERATIONAL RULES"” which must be
adhered by all members, including Tow
Pilots.

For many years now S.0.S.A. published a
DUTY ROSTER which assigns active mem-
ber to do special jobs such as: Field Man-
ager, Assistant Field Manager, Duty In-
structor and Duty Tow Pilot. The dates
and names are assigned arbitrarily by the
C.F.l. and the “'team of the day" is expect-
ed to be on hand not later than 8:00 a.m. to
get the operation started. This enables new
members still on DUAL training to get some
flights in before the soaring begins and the
more advanced students can have their
SPIN CHECKS in relatively calm air. All
flights originating before 11:00a.m.and a
duration of less than 30-minutes are char-
ged a flat rate and in many persons opinion
a tremendous bargain.

Because the S.A.C. insurance deductable
has been raised to $1,000, S.0.S.A. mem-
bers will be held responsible for up to half
($500) of the deductable if a mishap oc-
curs. Any S.0.S.A. member renting club
equipment for CONTEST - CROSS COUN-
TRY - OR WAVE FLYING is expected to
pay the full deductable of $1,000 regardless
of cause of accident. At the discretion of
the flying committee 5.0.S.A. instructors
will be liable up to $200 of the deductable
if a mishap occurs during a training flight.

Our second hangar is now completed
and the Directors agreed to have the floor
asphalted.

We have a portable V.H.F. radio on order
which should help to control traffic during
local contests and reduce the number of
white knuckles experienced by visiting
power pilots who are not familiar with our
operation, which requires gliders to do left
hand circuits and tow planes to do right
hand circuits. So, if you should visit us
this Summer in your powered aircraft just
follow the nearest tow plane through a
right hand circuit after clearing your inten-
tions with the ground station (use 123.3 or
122.8).

In addition to personal contributions of
S.0.5.A. members, the Board of Directors
has voted in favour of a $300 donation to
the S.A.C. WORLD CONTEST FUND.

Hal Werneburg and Dave Webb left for
Europe to compete for CANADA in the
world championships.

By June 6, 1976 S.0.5.A. had logged ap-
proximately 1100 launches for the 1976
gliding season and in spite of complaints
by late sleepers some people still sneak
the hangar doors open at 6:00 a.m. and
start flying at 7:00 a.m.

S5.0.5.A. is hosting the EASTERN REGION-
AL SOARING CHAMPIONSHIPS July 24 to
August 2 inclusive. Registration fee will be
$25 plus $10 for each additional pilot in
case of a team effort. Please send your
money and application to:

Jack Knowles

543 Cayley Drive

London, Ontario

N6H 3G5 Bob Kurzwernhart

ALBERTA SOARING COUNCIL

This year our reqular May Meet was held at
Edmonton Soaring Club's Chipman field,
and was managed very capably by Ed Steer,
from Edmonton. Attendance from other
than the host club was lower than had been
hoped, but 10 aircraft - of 8 different types! -
made it a very worthwhile contest.

Saturday, May 22nd, produced a rather
strong wind, and broken thermals and the
difficulty of penetrating into the wind, kept
many pilots from even leaving the field.
Willi Krug and Andre Dumestre both pass-
ed the first turnpoint, but could not com-
plete the ambitious 216 km. task. Since
points were awarded only for distance
achieved beyond 40 km., Willi received the
the top score of 860 points. (It had been
decided initially that the derating factor
would not be applied, but that handicap
factors would.) Air Marshall John Bachynski
of the Ukrainian Air Force covered 18.5 km,
while most of the others considered them-
selves lucky to get back to the field from
various down-wind positions.

Sunday's weather was similar to Saturday,
once the early cloud cover disappeared.
An out and return of 117 km was set as the
day's task, and six of the ten competitors
were able to complete it. Cec Sorensen re-
turned to within shouting distance of the
field after a hard fight in his Blanik, and,
because of the handicaps, actually scored
more than two others who completed the
task. Andre made an excellent flight at 93
km/hr, but this was not enought to over-
come Willi's lead from Saturday.

On Monday low cloud, followed later by
thunder showers, forced the committee to

declare the contest over. Prizes of sets of
Olympic coins were presented to the top
two pilots. The Edmonton Club is to be
congratulated on a well-run contest, in-
cluding an informal barbeque for all on
Sunday evening.

In addition to the above, | should also
mention that the Fourth Annual Cowley
Summer Camp is to be held from July 24
to August 2nd this year. Anyone who can
make it will be very welcome. Contact me
for any further details required.

G. G. Dunbar
VANCOUVER SOARING ASSOCIATION

Following preliminary discussions during
the latter part of 1975 and during early 1976,
representatives of the four active B.C.
Soaring Clubs met at Hope on Easter Sun-
day to discuss the formation of a Provin-
cial Soaring Council similar to those ex-
isting in Alberta and Ontario. All present
agreed that such a council is needed in
B.C. to co-ordinate our activities and to
better represent our interests within the
province. Therefore a steering committee
with representatives of the clubs present
has been formed and a constitution is
being drawn up.

While the meeting was in progress those
V.S.A. members not attending were treated
to the best soaring so far this season.
Several pilots made rapid climbs to 12,000
feet in strong wave readily contacted from
the ridge lift on Hope Mountain. The wave
obviously went much higher but could not
be pursued higher without entering con-
trolled airspace.

After three pilots had been to this height
Charles Grant was persuaded to take the
Pilatus up, carrying a barograph, but was
forced to abandon his attempt for Gold
altitude at 10,000' when the wave window
threatened to close. The strong conditions
of an hour earlier had gone with lift averag-
ing only 100 fpm against 600 fpm or better
before.

The following weekend saw the return of
the 1-26 to the club fleet following a com-
plete overhaul and refabricing. Bernie
Wohlleben had headed up this winter pro-
ject and the 1-26 gleaming in its new orange
and white, high visibility finish is a credit
to the entire work force who put in over
500 man hours in seeing that no small de-
tail was overlooked.

On May 8th, one of the 1-26 workers, Al-
fred Pratt, got his reward for his hours of
toil. Not only did he complete his 5 hours
duration but he got his gold C height at the
same time. He can't wait for an opportunity
to do his cross-countries now.

While Alf was staying up, Charles Grant
rectified the situation of three weeks pre-
viously when he got his gold C altitude to
complete his Gold badge. This time he was
in the SHK he shares with two others. Char-
les has been as high several times before
but this is the first time he's done it with a
barograph.

The remainder of May produced only fair
soaring conditions with some days being
a little damp. However, we have not lost a
day torain since before Easter and with
warmer weather approaching we hope to
have a lot of good soaring ahead.
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GLIDERS IN
THE NEWS

Many thanks for the favourable reaction to

the first column. Any material should be
sent to T.R. Beasley, 173 Leslie Avenue,
Dollard des Ormeaux, P.Q. H9A 1X2.

CANADA
Two 2-22s

DUSTER

C-GRLB

from SOSA have been bought
by the Champlain Soaring As-
sociation, of St. Johns Que-
bec. They have also bought a
Cessna 150; a Lycoming is be-
ing installed. We understand
that this makes an excellent
tug. Not the least important
news from Champlain is that a
will probably be complete by
the time you read this. This is
the work of Paul Dorion and
Gilles Seguin and | am sure
that all of us wish them many
happy hours of soaring as the
just reward for their (how
many?) years of work.

will be the first ASTIR CS in
Canada, expected in late July.

This new 15 m ship is built by
Burkhart Grob of Mindelheim,
W. Germany who gained know-
how in building some 200 Cir-
rus (is the plural Cirri?) under
license. The owner, Bob Barry,
toured the Grob plant in March
and will probably return to
help in the production of his
ship. This seems to be a good
idea; he will get to know the
details which will be particul-
arly useful as he is the author-
ised Canadian agent for Grob.
is a 2-22 owned by the Air Ex-
plorers and flown with the
Montreal Soaring Council. Sad-
ly the Explorers are not going
to continue their gliding act-
ivities due to lack of (adult)
helper interest. Although the

Montreal Soaring Council has
phased out 2-22s it will prob-
ably stay with the club.
are the two Jantar Standards
reported in the last F.F.
Expected before you read this,
one will be quickly evaluated
by the SAC Technical Com-
mitee and then used as a de-
monstrator.

We understand that SOSA
has one.

That is all the Canadian news from the
grapevine; do please keep me posted on
any items of interest - even if it only to
provide me with the missing registrations.
Now for foreign gleanings.

CF-PBJ

C-GUJF
C-GuJG

Club Libelle

POLAND

GERMANY

H-121

Speed Astir

Twin Astir

The 19 m Jantar has led to a
new version, Jantar 2, of 20.5
m span, area 14.25 m2, max.
weight 580 kg including 130
kg of ballast. The wing is four
pieces and weighs 210 kg.
Best L/D 48, Vs (min) 0.46. We
hear that Dick Johnson will
fly onein Finland.

Three more new ships report-
ed in Aero-Revue 2/76.

A staggered side by side two
seater from ‘Start & Flug' the
‘Salto' creators. Span 17 m,
area 15.8 m2, max. weight 500
kg, equipped weight 290 kg.
Best L/D ca 36, Vs min. ca
0.64 m/s. The staggered seat-
ing has been used before in
an attempt to avoid the wide
fuselage necessitated by rub-
bing shoulders. The stagger
only 25 cm.

This is Grob's unrestricted 15
m ship for the new class. As-
pect ratio of 19, max weight
500 kg, empty weight 270 kg.
Up to 120 litres of water gives
a wing loading range from 30
to 40 kg/m2. Best L/D ca 42.
is a tandem two seater with a
mid wing and T tail. The wings
are swept forward and are of
17.5 m span and aspect ratio
17.1. Empty weight 330 kg,
max. 650 kg, best L/D ca 38.5.

The Pilatus B-4

» Sailplane single seater
= All metal standard class

(15 meters)

« High performance (L/D 35:1

at 53 mph)
» Aerobatic

« A pleasure to fly
s |deal for club and private use

» Competitive price
e Short delivery (monthly
production: 12 units)

» Canadian type cert. No. G-96
» Demonstrator available for test
flight (mid April / mid Nov.)

Made by

PILATUS AIRCRAFT LTD.
Stans - Switzerland,
Builders of World renown STOL
“PILATUS PORTER"

CANADA

GI1K 7H6

PIERRE ROCHETTE
C.P. 1543 Terminus, Quebec

OFFICIAL AGENT FOR

Tel: 418-529-4164 Office
Tel: 418.651-2939 Residence
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Problems on Tow

A recent report highlights one of the rare
instances of a failure to release. A KA7 two
seater on tow in mountainous country with
a steady 15 mph wind blowing obliquely up
rising ground quickly gained release height.
There was buffeting from agitated air; when
the pupil pulled the release it clicked but
the rope did not fall and repeated pulls
failed to free it. The instructor told the
student to dive the glider to slacken the
rope and then pull up sharply. This mano-
euver was successful and the flight contin-

ued. Reviewing the incident afterwards re-
sulted in a conclusion that the rope had re-
leased from the towing hook but had caught
on the open ‘bungy’ hook, presumably a
result of the turbulent ride. The ‘bungy’
hook was removed and to date no further
problems.

This calls to mind another instance where
several hang-ups had occurred in a Blanik
when releasing from the rear cockpit. It
was found that stretch had occurred in the
new cables operating the release such that

pulling from the rear cockpit unless this
was carried to the very end did not fully ac-
tuate the release. The rope ring would move
from the jaws giving an impression of re-
lease but would then catch between the
partially open hook and the fuselage ef-
fectively linking glider and tug. Correcting
the cable tension eradicated the fault.

Whenever a problem surfaces on tow
carefully examine all the related hardware
and ensure the occurrence difficulty has
been identified and eliminated.Don’t wait
for a second or third occurrence. An inci-
dent is fortunately an accident that did not
happen.

WE ARE PLEASED TO ANNOUNCE OUR

“2nd ANNUAL FOTO CONTEST”

— PUT SPORT IN YOUR PICTURE —
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TWO THEMES: SPORT IS ACTION
SPORT IS FUN

RULES

The Sports Federation of Canada's Second Annual Foto
Contest is open to any photographer except Sports Federa-
tion of Canada personnel.

A maximum of ten entries per individual will be accept-
ed.

Black and white and colour prints and negatives, and co-
lour transparencies are eligible.

Minimum size print is 5 x 7 inches, maximum size in-
cluding mount is 11 x 14 inches. Colour transparencies
must be in 2 x 2 inch mounts.

Print name and address on each slide mount, negative
envelope, and top right hand corner of print that is entered.,
In addition, print on each entry an ‘A’ for Sport is Action
or an ‘F’ for Sport is Fun indicating in which category it is
to be judged.

In event of winning entries, black and white or colour
negatives should be available on request.

TWO BIG WINNERS

In order that entries may be returned entrants should
enclose a stamped self-addressed means of return.

Entries must be postmarked not later than September
24,1976

PRIZES

Entries will be judged in two categories by a panel of
three judges. Chairman of the judges is Josef Karsh, presti-
gious Canadian photographer.

The winners in each category will receive Air Canada
tickets for two for air travel anywhere in Air Canada's
World.

Winners will be notified by December 30, 1976.

The top 24 entries will be displayed at the Sports
Federation's Meeting, January 27-30, 1977 in Toronto.
Following the showing, the photographs will become part
of the collection on display at the National Sport and
Recreation Centre.

ENTRY FORM

NAME

ADDRESS ===

PHONE NUMBER

TOTAL NUMBER OF ENTRIES: SPORT IS ACTION

AGE (if under 21) =

SPORTISFUN

| have enclosed a stamped self-addressed means of return for my entries.
In case of colour or black and white negatives, | will make them available in the event that my entries win,

SIGNATURE

Please enclose $1.00 for each entry and mail to:
FOTO CONTEST, SPORTS FEDERATION OF CANADA,
333 RIVER ROAD, VANIER, ONTARIO K1L B8B9

THIS PROJECT SPONSORED BY

AIR CANADA

SP®RTS




Classified Ads

FOR SALE

Standard Libelle C-FABV BY (reg'd) S/N 107 495
Hours total time. - Refinished in excellent con-
dition, like new. A winner today even over higher
priced new aircraft and at only fraction of the
cost. The most complete competition/recreation
aircraft, easy to fly, does not spin, which you can
fly now. The complete package consists of: the
most up to date instruments, radio, oxygen and a
superb strong streamlined aluminum enclosed
weatherproof trailer with tortion bar axle and
electric brakes.

Julius Nagy,

720 Conacher Drive,

Willowdale, Ontario,

M2M 3NB.

Home: 416 - 225-9433
Bus: 416-863-1822

FOR SALE

SCHWEIZER 1-26B - Under 350 Hours Total Time
Good Condition - Basic Instruments, Always
Hangered - Current C of A

Both Aircraft Will Be Sold to the Best Reasonable
Offer

For Further Cetails Phone

(204) 261-0110 Evenings and Week-Ends

(Jack Davies)

FOR SALE

Ka-BCR in excellent condition, fresh C of A. Two
varios (one Moore electric with audio), ASI, Alti-
meter, Mentor Radio, Oxygen, Trailer, Factory
made wing, tail, fuselage covers, Tail dolly, Tools
etc. Price $8,000.00.
Contact: A. Heinemann,

R.R. 1,

Gormley, Ontario.

(416) 727-9566

FOR SALE
Ka 7 CF-WRX, good condition, new canopies
and tow hook, new enclosed trailer, certified to
October, standard instruments.
Contact: J. Neely,

3072 Brimley Drive,

Windsor, Ontario.

(519) 735-9625

FOR SALE

1/3 Share of RS15 C-FWSE
AtS.0.8.A., Rockton, Ontario
Share in Trailer Included
Contact: Wm. Adams
2 Carisbrok Dr.
Kitchener, Ontario
N2K 1J2

FOR SALE

Diamant 16.5
Excellent condition with metal trailer. Compet-
ition ready with many extras. Immediate avail-
ability. $12,000.
Contact: John Featherstone

1421 Mississauga Rd.,

Mississauga, Ontario,

(416) 274-0171
or

Jim Aitken,

10 Tomwell Cres.,

Erin, Ontario,

(519) 833-9887

WANTED
Schleicher Ka-7 Fuselage
Contact: Peter Masak,
911 Brimorton Drive,
Scarborough, Ontario,
M1G 278
(416) 439-7919

Wanted
Canopy for HP-11,
Contact: Al Clarke

741 Johnson St.

Kingston, Ontario
(613) 549-3056

Club Supplies

Item No. Description

1. F.A.l. Soaring Badges — "A'' & "B"
a) Button — Screw Back

b) Button — Clutch Back — A" only
balance of stock

¢} Pin — Safety Catch (A" & “B")

2. F.A.l. Gliding Certificates & Badges:

a) Application Forms for Certificates & Badge

Claims available from Club C.F.I.
Gliding Certificates — S.A.C. Member 5.00
— non member

b

c) Badge — 'C" (Button or Pin)
d) Badge — Silver 'C"”

e) Gold or Diamonds — 5.A.C. keeps no stock

New Price 9, S.A.C. Blazer Crest (Navy Blue) 9.00
10. S.A.C. Decal 0.25
$4.75
11. S.A.C. Cap (Red, Green or Blue with white Crest) 3.50
5.00
5.50 12. S.A.C. Glider Pilot Log Book
al single copy 2.25
b) 25 or more each 2.00
nlc 13. F.A.l. Cloth Badges — 3" diameter
a) "C" 0.75
18.00 b) Silver or Gold 1.50
6.00
7.50 14, Student Progress Sheets — 5% x 3%""
(sticks to back page of log book) 0.08

but issues a letter of authority for the applicant

to order directly from manufacturer,

3. F.A.l. Soaring Awards & Rules Booklet 5/$1.00 or 0.25 ea.
4, F.A.l. Sporting Code (English or French) 1.50
NOTES:

5. S.A.C. Instruction Manuals:

a) Part 1 — Instructor's Guide 0.75

b) Part Il — Air Instruction Notes 0.50

c) Part 11l — Student Notes 1.00

d) Set — |1 Plastic Laminated Air Cards (5x8) 3.00

6. S.A.C. Tephigram & Weather Briefing Booklet

5/$1.00 or 0.25 ea.
7. Weather Briefing Form N-052 (8" x 11 sheet) n/c
8. Application for Official Observer n/c

1. Item 2 (b, ¢, d or &) available only from
Mr. R. Wilson, Box 971, Kingston, Ont. K7L 4X8.

2. All other items available from Box 1173
Station B, Ottawa, Ont. or Mrs. T. Tucker,
786 Chapman Blvd., Ottawa, Ont. K1G 1T9.

3. All cheques payable to S.A.C.
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If you are one of the many pilots who
think the soaring world is surfeited
with conventional 15-meter sailplanes,

[ .
all with much the same performance, l T ] O S l I I | O
take a close look at the remarkable new Glasfliigel

The best of both worlds—flaps and dive brakes

Like its famous predecessor, the H-301
Open Class Libelle, the Mosquito is years
ahead of its time.

Now you can have all the advantages of
interconnected camber-changing flaps
and ailerons, plus landing flaps and dive
brakes for steep approaches and slow,
safe landings. An ingenious new flap/dive
brake combination enables the Mosquito
to meet the LBA speed-limiting dive tests
at a maximum gross weight of 992 |bs.

Note: under SSA’s recent ‘“Denver Deci-
sion” the Mosquito is eligible to fly in both
the 15-Meter Class and U.S. Standard
Class contests. (The Mosquito may give
the big ships a run for their money, too!)

“That's right, 42 to 1 at 70 mph!"

For technical specifications, price and
delivery information write or call us today

GRAHAM THOMSON LTD
3200 AIRPORT AVENUE
SANTA MONICA, CALIFORNIA S0405
(2131 3898-47149
Distributor of Glasfliigel and Schempp-Hirth sailplanes
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