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was flown at Gatineau and York before
moving to the Bluenose Soaring Club.
The photographer, Christopher Purcell,
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photo plane was courtesy of Sundance
Air Shows and flown by Debra Burleson.
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LYS LIEPE.

This is the story of my experience as
it happened last summer. It is addressed
to all those pilots who, like myself, would
not think of ever being involved in one
of those flying accidents that one hears
about from time to time. These kind of
things happen because of negligence,
overconfidence, misjudgement, inex-
perience, and that does not sound like
us at all. It usually happens far away and
who knows, the guy must have done
something - or maybe he was a beginner
who just simply lacked the experience
we have. Well, maybe he was inexperienced;
but then maybe he wasn’t. Maybe he had
just enough hours to start feeling com-
fortable and relaxed in his ship - maybe
that's what brought him down. At least in
my case, | think, this analysis is ap-
propriate. So then, here is my story as |
remember it.

The day left no question about what to
do; go out there and take off. | could
not arrange for a tow pilot earlier and so
it was 2:30 when | took off from Gimli
Airport. | thought | would make a triangle
to Riverton, Chatfield and back. About 100
km plus. The Maule is a powerful plane
and the tow took only a few minutes. As
usual release was made about two miles
northwest of the field to avoid other traffic.
Lift was weak at first so | turned east
toward Lake Winnipeg. | knew from eariler
flights that with northwest winds lift could
be found close to or right over the shore
line. And so it was. Still over ground at
about 1500’ the vario showed a shy 1 m/s.
Circle, centre and hang in there. Slowly
drifting towards the lake but also gaining
height, lift was getting better. Two m/s
and at 3000' | turned north towards River-
ton. Soon | edged out towards the lake.
Yes, lift was getting stronger and soon the
vario jumped to 4 - 5 m/s. At 6800 |
pulled dive brakes to avoid clouds. What a
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fantastic time | had. In fact at times |
did not have to circle but could just push
on north and stay in lift.

| let go of the controls to reposition
myself in the cockpit. My bird, an L-Spatz
I, was well trimmed and flew right on at
45 mph. What a thrill to sit there, almost
like a passenger, watching the countryside
move away beneath. Yes, | really felt
good. | observed my wings as their tips
flexed up and down and | felt proud of
the fact that | had brought this bird to
life again. Two years ago it was ground
damaged and | had just spend one and a
half years rebuilding. In fact this was
flight number twelve since the overhaul,
and in looking around | felt great joy and
satisfaction about the way things had
worked out. Everything was nice and
clean - almost new-looking. Everything
functioned well, and flying this machine
was really a relaxing experience. There
was no fight, at least not that day, and
controlling the bird required only gentle
pressures. | really couldn't ask for more
and my emotions soared high along with
me.

Today, | believe that at this point | should
have become suspicious. It seemed as if |
didn't have a concern in the world. In fact
this time there wasn't even anybody wait-
ing down there to fly the ship. | could and
would stay up as long as possible. Look-

ing back | believe that it was this un-
controlled state of emotion that led to the
events that lay ahead of me.

While dazing along and enjoying my
flight fully, | was getting lower. In fact,
when over Riverton, | was back at 2500', but
| was not worried. Lift would have to be
found on a day like this. | turned west
now to reach Arborg and to go on to Chat-
field, my second turn point. | was back at
3000" and thal was plenty to go on and
look for more. | stayed north of highway
68, power lines, Icelandic River etc.
searching for lift. Arborg was soon in sight
and | had not been able to find a decent
thermal. In fact | was getting down to
about 1000’ as | picked a field - just in case
of course.

Here again | must admit that the usual
sense of excitement and awareness, the
necessary concentration, was not with
me. Freshly plowed and close to a re-
sidence, the field looked O.K. | would
come back to this one later - a bad idea,
but my feelings described earlier had not
yet worn off and | refused to believe
that my flight would soon end. | simply
was not concerned enough about the situ-
ation. | would have to make my approach
from the south, starting from the high-
way. There were some power lines to
watch out for just at the boundary of my
field - no problem.

However, | should soon find my situation
worsening. | was searching around for
that thermal that had to be around here
somewhere. Nothing. | looked back at my
landing field as it stretched out there -
black soil and all. If anything, that's where
it had to be. At about 500'-600" | made a
pass over it with no results. That was it -
finally I faced reality.

| am getting low now and | had better
get this landing done. | turn
downwind and right into sink. A quick




Below 1000’ AGL

it’s serious business

downwind check: winds light northwest
(I know this from circling). Airspeed at
45 mph (that's cruising, can't affort more
because of altitude). Tighten those straps -
(the best thing | did as it turned out). |
am really getting low now. | should trim
and check my brakes but time is running
out. | must cut short this downwind leg
and turn onto base at once. That is done
now - wings level and | am positioned
midway between the highway and my field -
almost exactly above the Icelandic River.
A quick look at my field to the right -
yes there it was, only 200" - 300" away
and enough room to clear those power
lines. | am now flying parallel to the high-
way and the river. They are about 200'-300°
apart and the total riverbed is about 500
wide, its banks filled with haystacks.

And there it happens. The sudden silence,
the awareness of not flying anymore but
rather hanging there motionless. At flying
attitude, not nose high as might be sus-
pected, | find myself with insufficient
airspeed. | realize what will happen next
and push the stick forward. Reaction
seems quick enough and | hold it forward
for a long time it seems. Why don't |
pull out? Somehow | feel that | need yet
more speed to recover - | keep pushing. |
see the ground coming up fast. | must pull
now or never. Yes - there is the flare out,
but the ground is awfully close and | see
haystacks. As | anticipate my touchdown,
| feel relief - the worst seems over and |
concentrate on those haystacks in front
of me. Then contact is made.

| remember my surprise about the impact,
and | felt my back, but otherwise we seemed
to be alright - my bird and |. | suppose
| passed out at this point, since | know
nothing about the destruction that took
place from here on. Later | find myself
undoing my harness and chute and | was
able to crawl out of the cockpit, not
realizing that there was no canopy and
that the fuselage was laying on its side. |
was bleeding from somewhere and my
back hurt and | couldn't get up. | heard
a truck pulling up, a young boy helped
me up and into the cab. | vaguely re-
membered the sight of a broken wing.
After that was pain and nurses and a
week's stay in the Arborg hospital.

Two months later my recovery was almost
complete and my feelings toward our great
sport have not changed. | will however,
have a great deal more respect for its
hidden dangers and no matter how en-
joyable the flight, anything below 1000
will be regarded as a serious business.

Many times since then | ask asked my-
self, ““What happened to your airspeed?”
| have no direct and absolute answer
ready. Only a theory; the terrain | was
flying over, a riverbed with turbulence.
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One thing however is for sure; proper
planning at a safe altitude would have
saved a nice bird.

Then there is something else; a tight
harness and a lot of luck saved this
writer.

Comments by lan Oldaker, Chairman SAC
Instructor's Committee.

Receiving a report like this is extremely
useful (and interesting) as it allows others
to share the thoughts and decision-making

- - ”\&
- Intended Flight Path

processes of the pilot. The fact that he
was involved in a crash is unfortunate
(the pilot has now fully recovered from
a crushed vertebra) but this is now why
we have the report. Let's look at it.

So he got low you may say - but trouble
started at 6800" when in his own words
his emotions soared along with him.
Professional pilots will tell you to beware
of becoming complacent or of relaxing, if
you find yourself whistling for example,
you are not “flying the airplane’” - beware
of this - we should always plan ahead -
lift can't be guaranteed on a cross country
- so plan ahead. It takes concentration
especially when low over unfamiliar ground,
so let's give ourselves a break and con-
sider the following.

The first decision point about a possible
landing was made on this flight at 1000".
This is too low to be looking for and
choosing fields. On early cross country
flights (as in this case) we should start
looking at 2000', the usual height for
aerotow training flights when we “know"
where our landing will be. By 1500 it
should have been chosen and then in-
spected, after which we can still safely
go looking for a thermal. As we descend
we come back to the field to set up a pro-
per circuit (just like at home). This may be
at a height below 1000’ but should be no
lower than the circuit entry height at your
club (what is the rule there?).




At low altitudes, say below 1000’, many
pilots deliberately fly faster when thermal-
ling to avoid that inadvertent stall or wing
drop (and spin), and a golden rule that
many have adopted is 50 mph minimum.
This is an excellant idea for 1-26’s and many
other early solo machines, especially for
windy, turbulent conditions; in later flying
the rule may be modified, and in my Tern
for example, which stalls at 37 knots, |
thermal low at 50 knots. We should also
remember that when thermalling low we
often circle with a steeper than normal
bank angle because the thermal is small.
At steeper bank angles the speed for
minimum sink goes up so thermalling
tightly should automatically call for flying
faster. When low the need to also avoid
a stall makes the need for flying faster
even more urgent.

A hurried downwind check was partially
made on this flight (note - he did not
retrim), which included a decision to depart
from his normal practice of flying faster
in the circuit. This was a decision that
by itself would not necessarily have mat-
tered, but in any event was a poor one.
Having turned onto the base leg early
he looked at his intended landing area.
Now he should have been increasing speed
to that for his approach and landing. Un-
consciously however, he may well have
begun easing back on the stick “'to try to
reach his landing point”. There appears to
be a slight upslope toward the intended
landing area. It is possible, again sub-
consciously, to fly relative to a sloping
ground contour thinking it is flat (have you

ever flown in the mountains?). In this case
it was an upslope toward his landing point
which may have resulted in a flatter glide
than would be normal, hence less speed (!
know the opposite happening to a pilot
who flew downhill and never did land -
he tried a 180° turn to land uphill, cart-
wheeled and wrote off a BG-12). So, either
one or both these effects may have resulted
in a reduced airspeed, and in a bit of
turbulence or shear near the ground the
pilot suddenly heard-silence.

But to get back to the circuit for a while.
A circuit had been planned, if a bit briefly,
while the pilot was still “searching around
for that thermal..." After passing over the
field heading east at about 500-600 feet
he made his landing decision, and began a
normal square circuit. Did his earlier
planning of this circuit now “lock" him
into flying it, come what may? We should
look at our own flying and ask ourselves
whether we are too rigid in circuit flying,
or are we flexible enough to modify a
circuit to account for a changing situation?
Was our own training rigid? And now that
we are instructors, are we constantly try-
ing to teach students to think ahead by
deliberately varying circuit patterns and
heights?

Looking at the figure we see hazards
over which the glider would have flown
on its final approach, hazards which are
enough to send shivers down most pilots
spines particularly if they get low during
the approach. We all know the temptations
of landing close to a road, or edge of a
field, to reduce retrieving efforts. Whether

there was room in the selected field to
have a clear approach is not certain, but
this pilot inadvertently made the flying
more difficult by his selection, and this
may well have influenced his actions when
in the circuit.

Then the stall - but did he actually stall?
From the article it seems the pilot pushed
the stick forward even before the aircraft
dropped its nose. As the nose now began
to go down, the pilot says that he still
felt stalled, so he kept pushing. Perhaps
he never did stall, but his efforts to “re-
cover' resulted in a reduced ‘g’ pushover.
The sensation of this is not unlike that of
a full stall, and this often leads pilots to
‘“feel"” they are still stalled even as the
aircraft is gaining speed and can be pulled
out of the dive. This is an interesting
phenomenon, which effects individual
pilots differently. However it requires all
of us to become aware of the difference
between a true stall and a reduce ‘g’
pushover, when the aircraft is of course
still flying and can be doing so at well
below the normal (1g) stall speed.

All the effects discussed above may not
have occured or be appropriate to this
particular flight. However they are possible,
and each of us as responsible pilots and
instructors should be aware of them and
should be teaching our students to avoid
similar hazardous situations in their future
flying. Our thanks to Gerhard for writing
up this accident thus hopefully allowing
us to learn something from it.

Now go back and re-read his last two
sentences - | agree.

A Great Ship and a Delight to Fly

Don’t be Sorry - Order now

PIK-20E Flaps and spoilers - lock flaps for use in restricted
15 m class. Elevator frim interconnected with flap setting.

Ordernow for 1979 season
PIK-20E Motor Glider - retractable, electric start engine.

Technical Data PIK -20D

Span

15.0m

Aspect Ratio 225

Empty Weight
Max. Weight
Water Ballast
Wing Loading
Load Factor
BestL/D

Min. Sink

Stall Speed
Max. Speed

For further information please contact:

George Couser,
735 Riviere aux Pins,

220.0kg

450.0 kg

140.0 kg max.

30 -45kg/m2
+7.1t0-51

42 @ 108 km/h

b3 m/s @ 85km/h
60 km/h @ 300 kg
262 km/h

Boucherville, Quebec, J4B 3A8
(514) 655-1801




by Gilles-Andre Seguin and Paul Dorion

“If you don’t really want to work in your
basement for four years, get a spare-time
job evenings and weekends and save the
money so you can buy yourself a sailplane.”

First take-off

Paul Dorion

Fuselage under construction

Philosophy, or, How to Lie to Yourself

Very often, when you talk with people
about homebuilding aircraft, the dialogue
turns around problems. Everything is seen
as a problem by some and these people
will probably never start a project let alone
finish it.

| think that when | started to really get
serious about building a Duster, | saw the
whole thing as a challenge of new learning
and to achieve something with my hands.
That was fine, but in the next four years |
found | had overlooked a few things., to
say the least, but the rationale was there.

But | found an answer to all the problems
(that word again) | thought | would run

into -- it's much better than watching
Dr. Welby on T.V., and if | can't handle
it myself I'll get a partner, and I'll tell

my wife it'll cut the cost in half. That
should be a good argument since she's
going to be paying for it because I'm in
my second year at university! Full-time
student equals full-time unemployed.

But to find a partner is no easy thing.
And to find one in whom you'll be con-
fident and whose personality will match
yours is even harder. Now there's someone
in our club, a guy everyone respects, who
never seems to get mad, and if something
has to be done and you say to yourself,
there's something | should do for the club,
when you get around to doing it, you find
it's been done by somebody; guess who?

So | talked to Paul of the pleasures of
ownership, and he kept talking about the
problems, and he always added the story
about the rowboat he build a few years
ago and would you know he had to tear
down part of the stairs to get it out of the
basement.

Now here's a guy who can really live
with his mistakes, and he's having a
barrel of laughs telling this story. But |
wonder how he felt when he discovered
the boat was too big for the door. | don't
ask -- | might not like the answer.

So Sunday after Sunday | talked with
Paul and it became normal to say it can't
be that difficult; you choose wood and glue
and this and that and so on. We were
near the end of summer and nothing had
been done.

Now, when you want to believe in some-
thing the only thing you need is confirm-
ation of what you think. Hank Thor, the
designer of the Duster, was the one who
put the final seal on everything with a
story in Soaring: ""A Duster in 800 Hours
of Work”. Now let's see, that's only 40
weeks at 20 hours a week of work or 80
x 10. Let's stick with 40 x 20 and add 12
weeks for a few delays and mistakes, and
we'll have a ship in one year. The first
mistake of that few is not knowing how
many is a few. The second mistake is to
believe the skill the advertiser is talking
about is yours!

D.K. Sailplane told us somebody near
Montreal had bought a set of plans from
them. We thought maybe we could see a
Duster under construction or at least have
a look at the plans.

Commitment, and a step in you don’t
know what.

Well, we walked out of the place with 11
pages of plans for $65.00. That was very
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important since we saved $10.00 over the
regular price. That helped us from not
thinking about what we had just undertaken.

We were to discover, four years later,
that you should not build something you
have never seen because maybe it's not
exactly what you want.

We had selected the Duster because it
came on the market at that time, and be-
cause of the advertisement by California
Sailplane in Soaring, and because an article
in “Private Pilot" by Dennis Shattuck
said the handling was like a 1-26, and what
wasn't like it was better. Because of the
amount of money we read it would cost.
Because it is made of wood and every-
body knows it's easy to work with, and
don't | have most of the tools needed
to repair a door. Today | realize it's a good
thing | had access to a school wood-
working shop because the money involved
in tool buying would have added 30% to
the project cost or a couple more years in
labour.

Since my friend Paul had more tools than
I, we set out to build our Duster in his
basement. It was convenient for me since
| had to go to the Univeristy of Montreal
at least four days a week. Classes finished
at 4:30 p.m., | would be at his place by
5 or 5:15, and would work until 10:00,
two or three nights a week, and | got
three meals a week free for two years
that way. My wife keeps saying it's not
really a bargain.

And do you know what | did on Saturday
and Sunday? Wrong, | studied and did my
homework.

One of big problems is getting parts,
especially here in Canada, it seems. We
were fortunate to fine a replacement spar
beam for a Norseman at Noorduyn Aviation,
a beautiful 4" x 10" x 26" piece of straight
grain Sitka Spruce for $175.00. We built
the entire airplane from that beam. Ply-
wood was a real pain in the neck, because
of the various sizes and thicknesses and
transport costs, which almost double the
price. We got ours from a mid-Western
U.S. company. One thing | and Paul agree
on now is that we should have bought
the kit from California Sailplane. Over the
three years, with inflation, it would have
been cheaper. Well, next time we'll know.

In the Duster there are few metal parts
and you need them only after you have
done a large amount of work on the spar
and when the fuselage is ready to close.
The only skill needed is patience. We got
everything ready, assembled on a board
with nails and took it to a welder who
was a friend and did it for nothing and did
a beautiful job.

Being religious does not get you to Heaven
any faster.

We started to build as directed by the
small brochure provided with the plans.
We followed that book without even asking
ourselves what we were doing. We didn’t
think, we followed. Our insecurity was so
high at first we didn't trust certified nuts
and bolts.

We started by first building the spar, three
pieces of 3/4" x 4" tapered to 1/4" x
11/2". We simply cut a slice 1/8" thicker
than needed and shaved 1/16" on each
side with an electric planer. To get the
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taper needed we built a box with the cor-
rect angle, put the box with a straight
board in it and put everything on the
electric planer. Fig. 1

Unfortunately | got a bit of a wave be-
cause the legs were too far apart. A
friend in the Club had built a Duster too
and had put a hand planer on wheels
and used aluminum angles as tracks and
got less wave in his finished work, and
we think that's a better way to do it.

After that we simply glued everything
with epoxy glue. We used Ciba Geigy
RP 106-H 953 epoxy and hardener be-
cause mixing is simple: equal weight of
both and it has a pot life of 4-5 hours
and is accepted by MOT. The only bad
thing about that glue -- it's very hard
on the nose! While | did the spars my
partner cut all the ribs. | don't think |
could have done the job, it's so time-
consuming. Because we could not afford
a bandsaw we used a sabre saw that
we bolted upside down on a bench with a
thin top (1/4") of hard masonite and used
the saber as a bandsaw. By using the proper
blade we hardly needed to sand. Any
sanding done was for excess material
only.

The difficult part with the ribs is getting
the same amount of precision with the
template for every rib. And when you're
finished one all you have to do is start
again for the other wing.

When you look inside the wing there are
not that many parts apparent but a rib
every 11 inches on 13 metres is a lot of
work. It took us two winters to build the
three-part wing, ailerons, tailplane and
elevator. Everything is built the same way.

When the student shows something to
the master

The original aileron horn arrangement
didn’t please us because it came through
a hole in the bottom of the wing, so
my partner, who is adraftsman, tried some
sketches to find a way of actuating the
aileron with a concealed pushrod. But
there lay a few problems. We had to change
the geometry of the first horn in the
wing. After some hours of work we ended
up with a neat arrangement on paper and
sent it to Hank Thor for approval. He ap-
proved it and said it was a better ar-
rangement than the original. Now we were
really glad, and would you know, it works
well, too! Fig.2 Fig. 3

The plans for this arrangement have been
given to the Duster Owner's Association
and are free for use by anybody now.

Not being a miser at the right time and
place pays off

The single most, really, the most, difficult
job to do is fixing the wing attachments,
not that it is such a complicated job, but
accuracy and consistency is needed so
that everyone of the 240 holes is properly
aligned. After you have tightened the 120
bolts and nuts and slipped in your wing
pins and everything goes together smooth-
ly and precisely, man, have you done
something! Fig. 4

The main spar fittings, match drilled in
pairs, were sent to a specialized shop for
hardening and to another one for cadium
plating. They were then positioned very ac-




Paul Dorion

Tight fit

Gilles-Andre Sequin

curately and C-clamped to each face of
the outer wing spar. For drilling we used a
C-jig as described in the plans. This jig
is wide enough to accommodate the spar
and fitting assembly. In order to maintain
constant accuracy, it is very important to
fit this jig with hard steel drill bushings.
One leg of the jig is used to guide the
drill bit while the other leg, fitted with a
same size bit is pushed through a hole
on the opposite face spar fitting which
gives perfect alignment.

In the “Dust Rag", the Duster builder/
owner Association newsletter, | read about
a fellow who drilled a few holes crooked.
It took him a full winter of work to
correct all those mistakes, and it sure
ruins a spar.

Can | cover my wing with clear plexiglas?

We put se much work on the spar, ribs,
fittings, ailerons, dive brakes and drag
spars | couldn't believe we had to cover
everything. The process was quite easy
with 3/32" plywood. We used staples
driven through popsicle sticks to make
them easy to remove using pliers, and it
doesn't mess up that nice plywood cover.
We used about 10,000 staples for the
entire sailplane, but | think stapling is not
a nice way to do it since it leaves a lot
of little holes to fill. To do it again, | would
make myself some metal straps with
weighted ends. Fig. 5

| saw this method used by a fellow build-
ing a wooden airplane and it does a
beautiful job.

After that, we covered everything with
Dacron of 1.2 oz. weight. As a filler we
used paint brushed on then wet-sanded,
and repeated until those millions of little
holes were filled. A friend of ours, a real
magician with a spray gun, put the final

touch on everything. With a wax job, most
people think it's made of fibreglass.

After final MOT inspection, we received
our flight permit, and then came that great
flight test day, October 24, 1976, a chilly
grey autumn day. However, the wind was
low and enthusiasm high. After struggling
a bit to fasten all the parts on our home-
built trailer we arrived at the field at Richilieu
about noon. We started immediately with
the help of very cooperative assistants
and admirers to rig our bright yellow bird.
We then tossed a quarter to choose the
test pilot. | got it and Paul told me he
preferred it that way because being an
instructor | had more flights and experi-
ence than he did.

After double-checking all the fittings and
controls, | harnessed my parachute and
sat in the cockpit to find my face against
the canopy. After placing the parachute
differently we could finally close the canopy
in a satisfactory manner.

A final check was given to controls and
tow hook and away we went. At about six
feet up | released, did a straight flight
and landed. | was so tense | almost forgot
to use the wheel brake. After a second
similar flight | was towed to 3000'. | did
lazy eights, short stalls and felt a little
more relaxed. After a satisfactory landing
you should have seen the hilarious smile
on the souvenir photo compared to the
worried preflight expression. Paul did a
good 34-minute flight and was also de-
lighted.

My wife had brought some Champagne
for the occasion and you can be sure
that the result of four years of work was
really honoured!

Gilles-Andre Seguin
Paul Dorion




The Pilatus B-4

¢ Sailplane single seater

¢ All metal standard class
(15 meters)

¢ High performance (L/D 35:1
at 53 mph)

e Aerobatic

e A pleasure to fly

e |deal for club and private use

* Competitive price

e Short delivery (monthly
production: 12 units)

Ve e Canadian type cert. No. G-96

e Demonstrator available for test
flight (mid April / mid Nov.)

Made by

PILATUS AIRCRAFT LTD.
Stans - Switzerland,

Builders of World renown STOL
“PILATUS PORTER".

OFFICIAL AGENT FOR
CANADA

PIERRE ROCHETTE

C.P. 1543 Terminus, Quebec
G1K 7H6

Tel: 418-529-4164 Office
Tel: 418-651-2939 Residence

CAMBRIDGE VARIOMETER SYSTEMS

Announce a b
new system component .TH E N E I I O'FI I..TE R

sometimes known as the *THE CAMBRIDGE CAN* our answer to the Schuemann ‘Box’;
made in Canada, and available well below the U.S. price. While present supplies last, only

In one elegant but rugged package, comes Two-
stage Gust Filtering, Plus Netto (to your ship’s
polar), On/Off Tap, Tees and Tubing, & detailed
instructions for easy installation.

*$7 *  add 38 for postage
- & 7% ST from Ontario.

This can be used with all varios using separate flask, and when combined with the Total Energy Probe,
gives fast smooth Total Energy air-mass readout.

Acceptable Netto compensation guaranteed only witha CAMBRIDGE T.E. Probe.

All CAMBRIDGE components are compatible with each other.

Start with the Basic System and compliment your advancing ex-

perience by adding THE NETTO FILTER and THE INTEGRATOR.

CAMBRIDGE Variometers and Accessories are designed to give you many years of trouble free

operation, but if you ever have a problem our two-year warranty is the best in the business. Call us for
fast service at (613) 731-6997.

FIRMAL ELECTRONICS

P.O. Box 8046, Ottawa, Ontario K1G 3H8.
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security agency to hold any story until it
is passed in the House of Commons."

“It can't be, Miss Turner,” he said, "they
wouldn't go that far!™

“A sailplane that can't be found?"” she
asked.

“They'll find it."”

“An aircraft that disappears in mid-air,”
she said, ‘‘come now, Minister. Let's not
be naive!"

*Newspapers and other companies would
have a motive," the Minister said.

“Your own people have a better motive,
Minister."

“Security will find who tried to scare us.”

“The contracts for the free flight program
will have already been given out and passed
in the House of Commons when they find
the guilty party.”

“It will go through anyway, Miss Turner."

“Soar Across Canada had the best
motive!" Lydia said.

"l can assure you, Miss Turner, that we
had nothing to gain by such stupidity."

“Do you know everything that goes on in
your company?' she asked.

“No, but his would have leaked out,”
Ben said. "It would have been too hot
an item."

“You're awfully sure of yourself."

“I wouldn't work for a company that
would jeopardize the lives of people like
these idiots did!"

“Three-two - this is Four -
close my flight plan?"'

“Affirmative Four - you just sel a new
record - congratulations! Your flight time
was ONE-SIX-ZERO-ZERQ, Zulu."

“Thanks, three-two,"” Pete said.

‘‘Security would like a debriefing, Pete."

“Affirmative - where?"

“Room 1101."

“Anything on Triple X?"

‘‘Sorry Pete - Top Secret now."

“DVA"

would you

The members of the press began to shuffle
towards the parked sailplane. The over-
head gull-wing type doors of the cockpit
had been left open. In appearance the
doors gave the impression that there were
a small forward pair of wings.

“Ben,"" Pete said after they had dis-
embarked from the aircraft. They walked
out of the crowd's hearing and stood
there looking at each other in dismay.

“What's on your mind, Pete?"” Ben asked.

“Do you believe Lydia's theory?"

“‘About the agency?”

“Yeah, of course, Ben!"'

“Christ, | don’t know any more what to
believe or who to believe."

“There are only a few glider pilots who
could fly a sailplane like that."

“Who?"

“One of them is in the secret security
service.”

“It could be one of a hundred, Pete."

“Idon’t think do, Ben."”

“National security wouldn't have the
gall to fabricate a job like that."”

“There could be a security force within
National security."”

“That's far fetched."”

“Perhaps, but it's a possibility that we
can't overlook."

“The best thing we can do right now is
ignore the whole damn thing, not say a
word about it to anyone until we get back
to Ottawa."

“Why?"

“Something bigger that what concerns
us is behind this.”

“Goddam military state,” Pete exclaimed.

“Watch what you say, Pete,” Ben said.
““For gods sake don't express your opinions
to security.”

“| guess not."

“OK! I'll see you back in Ottawa tomorrow."

“OK Ben."

The Minister for Transport, Lydia and Ben
entered a black limousine. They were
escourted by four security vehicles. The
short ride would take them inside a parking
lot at Earthstaiton thirty two. There, an
auditorium had been prepared to receive
reporters, military Generals and Heads of
State representing many countries across
the earth.

Pete walked away from room 1101
frustrated, exhausted and insulted. Security
had asked him questions about Triple X
for two solid hours. Pete never had liked
the people at security very much and now
he loathed them. He walked overto DV A,
did a quick walk around the aircraft. He
asked ground control to be taxied to the
active runway and a tow plane to be
readied for take off.

Pete immediately relayed his flight plan
directly to the control tower. He went
through the check list and filled the
empty spaces on a green preprinted form:
Fuel - none required; markings - blue on
white; destination - gliderport thirty one;
departure-thirty two. He carried on with
the boring details that were necessary to
be reported and filed with Air Traffic
Services before a controlled flight.

“That's it three-two," he said when he
had finished giving all the information.

“D V A tow plane - this is ground control -
over."

“This is tow plane.”

“Cleared for take off."

“Tow plane," the pilot said, "ready Pete?"

“‘One minute, tow plane,” Pete said.

Pete wrote the final piece of information
on the form: July 16, 2025.

Like the National Railroad and Pipline
bills that were passed in the House of
Commons in by-gone days, the free flight
bill was passed two months after the
ceremonial flight of GDVA-FOUR. It was
also passed in the same obtuse manner of
olden days; desk pounding, late into the
night debating, name calling and
character assassination in partisan news-
papers the following day. The seat of the
democratic government was nothing short
of disorderly and archaic.

The western phase of the gigantic build-
ing program was immediately started,
Ottawa to Toronto and Toronto to Winnipeg.
The designated route followed a yearly
soaring telethon that was sponsored by a

large brewery conglomerate. The great
race started in Quebec City and ended
at the foothills of the Rocky Mountains in
Alberta. Earthstations and gliderports
would eventually be interspersed along
the airway.

The sailplane, Triple X was never found,
although a massive security force was
deployed in search for the mysterious
sailplane. Their efforts were inept and
fruitless. The near-miss was never ex-
plained, neither was a written word published
in newspapers, nor through the television
media. A year later the files were lost from
the RCMP's headquarters on Alta Vista
Drive. They were never recovered.

Ben was suspiciously dismissed six
months later and disappeared with his
family. They were never seen again or
heard from.

The remains of Pete's body were found
near the wreckage of his sailplane deep
in the Gatineau Hills a year after his dis-
appearance. It was rumoured that he had
ventured too far into the wild country
and got lost because there were no promin-
ent landmarks, except miles of trees and
lakes. The nearest landable hay fields
were a hundred miles away.

An Indian trapper accidentally found one
wing of the sailplane, ominously sticking
out of the deep winter snows; leaning
against a fir tree. The following spring
search parties found the sailplane where it
had come crashing down through the
trees, breaking into several parts. The
body was identified only by a gold neck
chain that Pete always wore. The animals
had picked everything clean.

Lydia never was able to print her story
about the passenger sailplane and the
strange happenings of that morning. She
hemmed and hawed to her Member of
Parliament daily for months on end in
vain. Lydia wanted a Royal Commission
into the free flight project, hoping that
the disappeared sailplane, Triple X, would
be mentioned which would open a full
scale investigation, but she was unsuc-
cessful.

With devoted passion she continued her
personal fight for the poor people in the
streets dying of hunger. She probed into
the National Security's suspected misdeed.
As much as she did, nothing was un-
covered or any evidence found that would
support the grounds for an enquiry.

The Minister of Transportation and Com-
munications was given another portfolio
with the Department of Supply and Services,
which was a less meaningful position in
the political echelon. The Minister retired
voluntarily shortly afterwards and was ap-
pointed to the Senate, where he leisurely
lived out his daily life, unrecognized for
the enormous task he had performed to
establish an intricate network of Earth-
stations and gliderports and new legis-
lation for sailplane travel.
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The CFls' Seminar will be held in Toronto
on 14, 15, 16 May as planned, with flying
on 15 May at SOSA promising to provide
CFlIs with the chance of flying a variety of
sailplanes. At the time of going to press
we have an indication that a Lark 1S-28B2,
Astir CS and perhaps Club Libelle, Hornet
and other machines will be available;
Papers from B.C. to Nova Scotia will cover
topics from computer-analysed approaches
to lesser known medical facts for in-
structors, training for flying high-perfor-
mance machines and flying in the moun-
tains. We hope to have made arrangement
for a high altitude indoctrination course
to follow the Seminar for those who wish
to stay the extra day. Local arrangements
in Toronto were being made by Al Schreiter,
Max Harris and Gord MacDonald.

lan Oldaker

Chairman Instructors Committee

F.A.l. AWARDS

Take note all you pilots who are learning
your “A" “B" “C'"s and looking for
Silver, Gold and Diamonds; the new SAC
FAI Awards man is Tony Burton. His address
is 209 - 860 Blackthorne Ave., Ottawa,
Ontario K1K 3Y7. (613) 749-7618.

STOLEN

Recently a parcel of instruments was re-
ported missing and presumably has been
stolen en route. In case these reappear on
the gliding or power scene we request
that anyone with information about them
call collect to (613) 731-6997. The contents
of the package were: Cambridge vario no.
1438; Audio 22 no. 1094; Smith's ASI no.
3344 and a Kelvin-Hughes Altimeter (serial
no. not known; T. E. Probe, Gust Filter
etc. were unmarked.

Overseas
News

Results of the Australian National Soaring
Contest held at Narromine, N.S\W. from

December 30, 1977 to January 14, 1978.
Open Class: Points
M. Jinks, Nimbus Il 6694
A. Tabart, Nimbus Il 6666
T. Cubley, Nimbus I 6562
|. Renner, LS-3 6553
M. Giles, Nimbus Il 6467
I. Evans, Nimbus I 6404
Standard Class: Points
H. Frehner, Cirrus 6700
G. Cleland, Hornet 6401
J. Rowe, Hornet 6363
T. Knappstein, Hornet 6246

P. Mander, Hornet 6121
H. Crossan, Cirrus 6108
15m Class Points
I. Renner, LS-3 6764
J. Buchanan, Pik-20D 6555
M. Bradney, ASW-20 6295
A. Wilson, LS-3 6288
R. Martin, LS-3 6042
J. More, Mosquito 5848

Open Class champion, Malcolm Jinks took
this title for the fourth year in succession,
making a total of ten times he has won a
National title. Ingo Renner, the current
Standard Class World Champion, won his
second successive 15 m title and has won
National titles for five successive years.

HIGH PERFORMANCE TWO-SEATER POWERED GLIDER WK-1 ‘MS’
W|th 3-blade foldmg pusher propeller 18.8 m wingspan, L/D 35

« The XC ship! Instead of trailer-
ing, you fly home

maintenance

« Easy to fly with power one or off

« Ideal for student training, club
and performance soaring

« Offset tandem seats for comfort
and unrestricted visibility

« New design concept; modular
construction for easy

« Deliveries to start in late '78.
Order your WK-1 ‘MS’ NOW!

For full information write to:

E. KOSTOLNIK,

R.R. 1, Moffat, Ontario, Canada.
Telephone (519) 824-0024
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DSK Aircraft Corporation, the people who
make up the hardware and kits are doing
a great job. Service so far is first class
and all shipments arrived in good order
here. All wood is of best quality and the
MOT inspector was very impressed with
the hardware. All kits fall under the calagory
“Aircraft parts not available in Canada",
therefore dutyfree and only the 12% Federal
Sales Tax is applicable.

| myself decided for the “Buy as you
Build" program which is very well thought
out and gets you started on a lot of work
with just the first few kits. Kit No. 1 con-
tains all the wood for the tailfeathers.
Kits No. 2 and 3 contain all the wood to
get you started on the fuselage. One
disadvantage here in Canada is the ship-
ping cost. The minimum charge for trans-
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port shipping is around $30.00 up to a weight
of 200 pounds. After | had to pay so
much for the first kit which was only 30
pounds, | started to order 2, 3 and 4
kits together which is more economical.

| started in February of 1977. The fuselage
framework with bottom and sidesheeting
is complete. | am working on the covering
(one side) of the tailfeathers and getting
ready for the inspection. The center wing
section will follow in fall and the wings
next summer. The finishing touches and
flying will hopefully be in the early summer
of '79. Manhour estimate to complete the
plane as per designer is 800 to 900 hours.
| myself figure more like 1200.

So far | have not encountered any problems.
Anybody who is familiar with building
model airplanes and has some idea of

+la1oe pwaohd-e Nov. 1911

wood work is able to tackle this job. The
tools required are common household
powertools like a tablesaw, jigsaw, drill
and not to forget if possible a power-
stapler. Thousands of staples have to be
driven. Lots of sandpaper, a blockplane,
a surform file and elbow grease comple-
ment the powertools.

In the meantime the fuselage and tail-
feathers were inspected, the rear fuselage
and the tailfeathers sheeting.

| ordered extra fiberglass parts from John
Sinclair (see Soaring Dec. 1977 Home-
builders Hall) such as turtledeck. canopy,
nosecone, bucketseat, wheelfairing and
aileron fairing. All those parts are beautifully
made and give the ship a sleek look. See
enclosed photo



Class Ads

FOR SALE

PIK-20B and factory trailer, glass spar, water
ballast, instruments, Braunschweig tube. C of A
until September 18, 1977. Price $20,900.

A. Heinemann,

R.R.1,

Gormley, Ontario

(416) 727-9566

FOR SALE

Scheibe MU13D-3, Excellent condition. Enclosed
metal trailer, wing stands etc. Glider is ore-of-a-
king antique.

G. Bryan MacDonnell,

R.R. No. 3, Senger Rd.,

Kelowna, B.C. V1Y 7TR2

(604) 860-2192

FOR SALE:
'77 Blanik L 13 Serial no. 026945 available for
immediate delivery. Has standard instruments,
tools, manual. This ship has 0" time. Delivered
Winnipeg (west) at $14,500.00 U.S.
Contact: F. Hinteregger,

Box 6629,

Fort St. John, B.C., V1J 4J1

(604) 785-5691

FOR SALE:
High performance Sailplane and trailer; Schempp-
Hirth SHK-1, fully instrumented, radio, turn and
bank indicator, equipped for oxygen, enclosed
trailer, includes stands to enable easy rigging.
This ship offers fibreglas performance at much
lower cost. Price $9,000.00
Contact: Lloyd Bungey (604) 884-5341 or

Charles Grant (604) 922-5739

FOR SALE:

Schweizer 2-33, completely rebuilt by Schweizer
agent to like new condition, low hours, basic
instruments, ideal trainer for new club, no
trailer, but might help move it a reasonable
distance, offers to Okanagan Soaring Association,
Box 1135, Kelowna, B.C.

FOR SALE:

Schweizer 1-19, rebuilt up from wood and steel,
one piece canopy, was a record setting ship,
a real doll, light wind soarer gives you lots of
air time for recent solo pilots, a real vintage
sailplane, offers to Okanagan Soaring Association,
Box 1135, Kelowna, B.C.

WANTED

New pilot needs used equipment; Security
chute, barograph and/or PIEP audio. Limited
budget, unlimited hopes!

Murray J. Snyder,

Box 711,

Didsbury, Alberta TOM OWO0

(403) 335-3694

WANTED:

Winter Barograph. | have an OK barograph, but
it does not fit into my plane properly, so am
interested in any proposals re trade, sale of OK
or purchase of Winter.

Dick Robinson,

48 Checkendon Drive,

Rexdale, Ontario, MOW 2Y9

PLEASE WRITE A CHEQUE FOR THE CANADIAN TEAM FUND
AND MAIL TO THE WORLD CONTEST COMMITTEE CHAIRMAN :
PAUL THOMPSON, 145 LITTLEJOHN RD., DUNDAS, ONT. L9H 4H2

(ANY DOMNATION OVER £5.00 IS TAX-DEDUCTIBLE )

YOUR SOARING EQUIPMENT
FIBREGLAS - WOOD - METAL

European Trained for Fibreglass
Reinforced Plastic Repairs and
Maodification of Your Equipment

EIRIAVION OY - PIK-20

Tom W. Smith

Smitty’s Soaring Service
Deansboro Road, Rt. 12B

Clinton, New York 13323

U.S.A. Phone: 315-853-5842

SPECIALIZING IN CARING FOR

REPAIR AND PARTS STORAGE DEPOT

FEDERAL AVIATION ADMINISTRATION
CERTIFIED REPAIA STATION 101.07

FOR SALE:

Schweizer Deluxe SGS 1-35, S/N 35, built June
1975, Registration C-GTEC. White with red trim.
Factory filled wings. Fully equipped including
gear warning, tip wheel, Braunschweig T. E.
Cambridge dual range with audio, Winter
Sollfahrtgeber, Genave Alpha 100 and Electro-
voice Headset, Pioneer Thin Pack. The machine
is in mint condition. Low time.
Contact: Tom Comery,

R. R. 1, Erin, Ontario

(519) 855-4856

FOR SALE

Bergfalke || overhauled by Scheibe 1967 and
rated 0 time, total since 355 hours. Basic
instruments front and back. Exceptional condition
with BF Ill features. Open trailer custom built
to factory standards. Parachute as new. Asking
$5500.

J. B. Stout,

78 Marsh Crescent,

Regina, Sask.

(306) 585-0042 (H) 569-1262 (B)

23



o *

k. ALt "{-_. .. b“ I"Q_k’.x “""
e e 3 634 ﬁf“ hw
Mﬁi"‘ adied

BELL &NCA SCOUT

180 HP Lycoming Fixed Pitch Climb Prop

Super High Lift Stol Wings 36’ Span
Long Legged Sturdy Undercarriage

A Proven Super Performer Tow Plane

The Ontario Air Cadets have bought three and are getting
2000’ turnaround times of 6 minutes easily.

550-600 F.P.M. up with a2 Seater on Tow.

Get your Club to call us forademo in Eastern Canada.
Don’t forget that Gliding Clubs do not pay Federal & Excise Taxes
and are eligible for Wintario grants in Ontario.

nt

GOVERNMENT APPROVED AIRFRAME AND ENGINE OVERHAUL SHOP
AIRCRAFT SALES - PARTS AND SUPPLIES

Buttonville prorl Markham, Omatio

AIRCHAFT LlﬁITED 416-297-2900
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