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Letters

Dear Bob:

| am writing with regard to the article
“If you droop, do it safely” in the Jan./

Feb. issue of FREE FLIGHT.

The flutter problem mentioned is unlikely
to be a result of the “play’” mentioned
but can be attributed to a much more
significant factor (if | read Frits Stevens
diagram correctly). The ailerons of some
glider types are not mass balanced and as
such (to make a long complex story short
and simple) depend on aileron circuit
stiffness to remove one type of flutter
from contention. In this context, if one
aileron moves up, its *mass balance” the
other aileron moves down. Thus anything
which removes this positive linkage is
akin to removing a mass balance. The
problem in the design quoted is that the
droop mechanism is apparently reversible.
That is, if both ailerons pushed on the
pushrods, the droop mechanism would
move to the “droop" position, save for
friction in the control cable. When the
cable broke, the ailerons were totally free.
The flutter mode is easily visualized in the
following diagram.
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The characteristics are such that a sudden
pulse in the design mentioned, significant
enough to overcome friction in the cable
would “free" the mechanism and flutter
would occur. Such a pulse could take the
form of a sudden G load as a result of a
gust or pull-up as mentioned in the article.

There are two apparent solutions to the
problem. One is to mass balance both
ailerons and the droop mechanism. The
other is to use an irreversible droop
mechanism, i.e., screw jack or cam. | note
with satisfaction Schreder's HP-18 utilizes

an irreversible cam droop mechanism.
Don Band

Don is close to completing an HP-18
building project. Ed.

Dear Bab:

lan Oldaker's ‘Speed Control in Early &
Later Flights" was excellent. (FF Jan/Feb
1978) Brief but covering all essential points.
However, having seen one friend die from
a stall at low altitude, plus having per-
sonally seen how easy it is to lose speed
at low altitude when things start going
wrong. | would like to emphasize a point
he made. That is to monitor the A.S.L
every now and then during circuit. This
becomes much more critical in an emer-
gency or abnormal situation. With the
pilot workload increased under such con-
ditions, the routine becomes easy to
neglect. Don't neglect the AS.I. If any-
thing monitor it more frequently. The odds
of walking away from the consequences
of a mistake made at low altitude are
much better if the mistake does be-
come compounded by a stall.

Lloyd Bungey.

Dear Bob:

Aerobatics are beautiful, but a word of
caution; it is not enough for the pilot to
be fearless, daring and determined to
venture into abnormal flight manoeuvres. It
could be like playing Russian roulette or
plain suicide unless the pilot has carefully
sorted out the ingredients necessary to
make aerobatics safe.

In general sailplanes are intended for
soaring and gliding, only a few types have
been designed and built strong enough to
withstand excessive stress and are classi-
fied as fully aerobatic. Most of the ships
are capable of basic aerobatics; i.e., loops,
stall turns, lazy eights and spins. All these
manoeuvres have to be done within the
limitations set out by the manufacturer.

The aerodynamic quality of today's sail-
planes is so perfect that in nose down
position the red line is reached within
seconds. It sneaks up swiftly without
any sign of sensation or warning; the only
indication is the needle on the airspeed
indicator. As you know the air resistance
on the aircraft increases to the square of
the speed; i.e., at 150 mph the aircraft
is subjected to nine times the forces com-
pared to flying at 50 mph. In combination
with speed, the pilot has to control the

amount of G forces for the intended
manoeuvre, that is in addition to the stress
of speed and the grand total depends on
the ability of the pilot. In any case, there
is not much room for mistakes, the margin
of safety becomes very narrow.

It is not only the sailplane that we have
to be concerned with, it's the pilot who
“rocks the boat”. He must be able to
control any situation he manoeuvres him-
self into.

Let's pause for a moment and look at the
difficulty a new student pilot has just to
hold the wings level, control airspeed and
hold direction; much practice is required
to get him solo. A similar effort is re-
quired to bring a pilot up to standard in
basic aerobatics, he must learn how to
cope with G forces, airspeed limitations
as well as physical discomfort and dis-
orientation which in fact is again a new
experience to him. Therefore he should
first acquire as much experience as pos-
sible in basic gliding and soaring before
venturing into aerobatic training.

| don’t want to discourage anyone who
has a strong desire to advance, but |
feel an obligation to advise you to pro-
gress with utmost caution after you have
lined up some basic requirements like:

First, a sailplane suitable and airworthy
for aerobatics.

Second, a qualified instructor with an
aerobatic endorsement, for dual instruction
and supervising your flights.

Third, obtain the permission and co-
operation of the CFI.

Fourth, have the necessary airspace avail-
able (clear of other aircraft), remember
the box airspace you require is immense
and it must be absolutely “yours™. It is
your responsibility not to endanger any
other aircraft.

Fifth, the pilot must be aware and obey
the MoT regulations as well as airport
or club rules. He must also be competent
to fly the aircraft within its limitations,
and not to over-estimate his own skill.
Sixth, proceed with caution and greatest
care.

Remember if anything goes wrong,
there is only little chance for you to tell
your story; in fact most high-speed mis-
haps end up as fatal.

Aerobatics, often referred to as ballet in
the sky, are beautiful to look at and from
the pilot's view point give a great feeling
of freedom and satisfaction.

Oscar Boesch

Editorial

This issue is mostly about World Cham-
pionships and the people who participated.
Dave Webb has been in seven Cham-
pionships and at Leszno in 1968 had a 1000
point day. Wolf Mix placed fourth at Marfa
in 1970 and tragically died of injuries in an
accident at Vrsac in 1972.

We salute all the pilots of past contests;
their names are a part of Canadian soaring
history:

Jack Ames, 1956

Shorty Boudreault, 1952

Frank Brame, 1956

Jim Carpenter, 1974, 1976

Willi Deleurant, 1970

John Firth, 1970, 1972, 1974, 1976
Barrie Jeffery, 1952

Dick Mamini, 1972, 1974

Wolf Mix, 1963, 1968, 1970, 1972
Peder Mortensen, 1965

Dave Webb, 1963, 1965, 1968, 1970, 1972,

Hal Werneburg, 1976 1974,1970
Frank Woodward, 1952
Charlie Yeates, 1958, 1963, 1965, 1968

Qur team at Chateauroux will be Jim
Carpenter, John Firth, Dave Webb and Hal
Werneburg; Team Captain is Al Schreiter
If you haven't already done so, send a
donation today to support our 1978 Cham:
pionships team.
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The 1937 Championships held on the
Wasserkuppe were the culmination of all
the effort put into gliding development
starting in 1920. Aviation had advanced by
giant steps during the Great War but
gliding had been all but forgotten. Oscar
Ursinus, editor of Flugsport used his
magazine to call flying enthusiasts to-
gether to build and fly gliders in the
summer of 1920. Under the Treaty of
Versailles, aviation in Germany was re-
stricted but here was a way to fly for
fun in the good weather from July to

Kranich

September. Twenty-four arrived at the
camp near the town of Fulda in the Rhon
Mountains; among them were Wolfgang
Klemperer, Eugene Von Loessl, Peter Riedel
and Wolf Hirth.

Klemperer’s glider, the ‘Schwarzer Teufel’
(Blue Devil) was a chunky, full skinned
monoplane which was bungey launched
and flew over a mile for a flight time of
2 minutes 32 seconds. Not too impressive
when one remembers Orville Wright's
soaring flight of 9 minutes 45 seconds
in 1911. But they were learning all over

again at the Wasserkuppe and in spite
of the death of Von Loessl whose glider
broke up in turbulence, the meet ended
with optimism.

The next year saw 50 people with 45
gliders flying from the 3117 foot mount-
ain. There were some good gliding flights
down the valley by Klemperer in his new
‘Blau Maus’, the successor to the ‘Black
Devil' and also by Arthur Martens in the
13.5 m ‘Vampyr’ which had been designed
and built by students at Hanover. But no
one won the prize for a five minute flight
with a landing not more than 50 metres
below the launch point,

That same summer at Hildenstein, Fred-
eric Harth made a twenty-one and a half
minute flight and landed back almost at the
take-off point. This was the beginning of
soaring with deliberate use of rising hill-
side air currents or ridge lift.

At the Wasserkuppe in 1922 prizes were
offered for the longest duration flight,
the greatest distance and the closest
landing to a specified point several miles
down the valley. August 18th was a mom-
entous day which saw Martens in ‘Vampyr’
soar 100 metres over the ridge on a flight
that lasted an hour and six minutes.
A second flight that day gave him a dist-
ance of ten kilometres.

Heinrich Hentzen in another Hanover
glider ‘Grief' had a flight of 2 hours
10 minutes and the following week stayed
up 3 hours and 6 minutes with a climb
of 300 metres over the ridge.

That same year there were gliding meets

at Combegrasse in France and at Itford
in England. In France a local pilot named
Bossoutrot made three circles in a cloud-
less blue sky gaining height without ridge
lift. In England the London Daily Mail
offered £1,000 for the longest flight ex-
ceeding thirty minutes. This attracted pilots
from England, France, Germany and Hol-
land and a total of thirty-five gliders, many
of them unable to leave the ground. An-
thony Fokker, designer of Germany's First
War fighters came from Holland with a
two-seater biplane glider but at the end of
the meet the Frenchman, Alexis Maneyrol
had won the prize with a flight of 3 hours
21 minutes landing back at the take-off
point.

It was difficult to sustain enthusiasm in
the following years because long flights
back and forth over a hill became monot-

T
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Willow Wren

onous and retrieves from gliding flights
down the valley were tedious. At Rossitten
on the Baltic (now Rybachiy in Lithuanian
S.S.R.) Ferdinand Schultz heard of Ger-
many losing the duration record to Maney-
rol. He flew in lift generated by winds off
the sea rising over the sand dunes and set
a new record of 8 hours 42 minutes. He
made later flights of 9 hours 30 minutes
with a passenger and 14 hours 7 minutes
solo. Shultz also had a flight of 57 km to
Memel (now Klaipeda) flying at altitudes of
50 to 250 metres over the dunes.

In 1926 Walter Georgii became Director of
the Rhon-Rossitten Gesellschaft Research
Institute and head of the Department of
Flight Meteorology at Darmstadt. He led
the effort in how to free the gliders from
the hill and learn to use convection lift to
permit cross country flying. At the August

&
Rhénsperber
meeting at the Wasserkuppe, Max Kegel
was inadvertently sucked into cloud and
his flight ended almost 50 km away!
Robert Kronfeld learned how to transfer
from ridge lift to thermals out over the
valley and to fly cross country. He also
discovered ‘cloud streets' that permitted
flights back to the start point.
A prize was offered in 1929 for a flight
of 100 km from the Wasserkuppe. Kronfeld

4
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in the 20.5 m *Wien' found lift on a storm
front and soared to over 300 metres and
landed after a flight of 137 km.

During the Rhon competitions of 1931
Kronfeld flew 165 km to Westfalen. This
flight was notable as it was made on a
day without cloud or wind. On another day
Wolf Hirth and Gunther Gronhoff flew over
160 km using thermal lift and before the
competitions ended Hirth had a flight of
almost 200 km crossing the Rhine near
Koblenz.

The building of gliders continued at the
Wasserkuppe and in the annual compet-
itions the distances were ever greater.
Heini Dittmar helped Gronhoff build the
‘Fafnir' then designed and built the ‘Con-
dor'. In the 1934 competitions Wolf Hirth
had a flight of 352 km; Dittmar flew 375
and Ludwig Hoffman had a flight of over
400 km! The next year Hoffman extended
his distance to 474 km in a seven hour
flight. The 1935 team prize was won by
Heini Dittmar, Peter Riedel and Hanna
Reitsch, the first woman to earn a Silver
C.

Distance flying was reaching its limit
unless they could climb faster as well as
fly faster between thermals. Also the nights
were not long enough for the long retrieves
that resulted from 400 and 500 km flights.
Goal flights and out and return flights made
more sense for competitions.

The Olympics were held in Berlin in 1936
with yachting events at Kiel. On opening

was a glider aerobatic display and at
Rangsdorf south of the city, a week long
soaring meet was held with pilots from
Austria, Bulgaria, Hungary and Italy as well
as Germany. All of this was preliminary to
having gliding competition included in the
Olympic Games but the war intervened and
the 1940 Games scheduled for London
were never held.

A design competition for a new glider for
the 1940 Olympics was held and in 1938
the German '‘Meise’ design by Hans Jacobs
was announced as the winner. The ‘Meise’

Rhonbussard

was immediately renamed the 'Olympia’
and subsequently became one of the most
popular sailplanes produced.

The 1937 competitions at the Wasserkuppe
became the first recognized International
Gliding Championships. There had been a
gliding meet at Salzburg a few weeks
earlier with teams from several countries;
but it was at the Wasserkuppe, the now
famous gliding site, where teams from
Britain, Switzerland, Czechoslavakia, Poland

two weeks championships.

A marking system was devised to measure
pilot ability and a genuine effort was made
to score each flight fairly. There was a
minimum scoring distance to prevent a
series of short glides down the valley and
a daily factor based on the average of the
best five flights. This allowed for distance
flown on a difficult day to score well
compared to a longer distance on a good
soaring day. There were also points to be
scored for height and duration. Barographs
and parachutes were mandatory and two
seat gliders were permitted although only
the British team brought one.

There were ten contest days flown with
the gliders bungey launched to try to
catch thermals over the valley or slope
soar until thermals developed. The gliders
then soared off downwind to accumulate
points for distance, height and duration.

The German pilots predictably dominated
the contest with Heini Dittmar first in
the ‘Fafnir Sao Paulo’. Hoffman was sec-
ond, Spate third, Sandmeir of Switzerland
was fourth, followed by the remaining
two Germans, Schmidt and Hanna Reitsch.

In spite of not placing in the first six,
the Polish sailplanes were a surprise to
everyone including the German designers.
Both the ‘Orlik’ and ‘PSW 101" were very
impressive; only the German expensive
prototype ‘Reiher' seemed better. Already
international competition was having a
stimulating effect on the development of
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In some respect the view from 26 years
away is not too sharp, but along with
some general impressions the occasional
clear recollection remains.

News reports and editorials at home
were respectively negative and defensive
about the performance of our team. At
home, we all happened to have had good
flights in distance, height, or duration,
with record performances in our logs. In
Spain, we set one or two new records
for Canada. But all things are relative,
and our lowly positions in the final stand-
ings told a certain tale.

The airborne members of the team were
Albie Pow of London, Ontario and Shorty
Boudreault of Ottawa in the single place
event, and Barrie Jeffery and Frank Wood-
ward (Ottawa & Toronto) in the two-
place event. Crew included Joe Piercy
and Blodwen Thomas, now of Ottawa and
long married, Dick Noonan and family on
the "Diplomatic'’ level, Peter Shaw, Frank
Brame, and several stalwarts recruited
in England.

Thanks to the generosity of the R.C.A.F.
Air Movements Squadron, the main body
of the Canadian contingent arrived in
England on June 14th. Some of the team
went on to London to pick up Joe and
Blodwen and the venerable 1935 London
taxi which was to become our trademark
later on in the trip. After an uneventful
drive down to Paris, and three marvelous
days in this gay city, six of us piled back
into the taxi and pushed on towards
Madrid. During our trip through France we
had an opportunity to visit several of the

hampionships

by Barrie Jeffery
& Frank Woodward

very active French gliding clubs along our
route, where we were always welcome.

After a leisurely drive down Spain's east
coast, we finally cut across country from
Valencia and arrived in Madrid June 29th.
The airport which the Royal Aero Club of
Spain occupies is called Cuatro Vientos,
and is located about 10 miles south of the
city on a sun-baked plain. The club was
completely fitted out with lounges, bars,
and most appropriately, a very fine swim-
ming pool overlooking the runways. Also
on the field is a small factory where the
Kranich sailplanes are built under licence
from Germany.

The moments recalled include unique
flying experiences. Spain is not like the
rest of Europe; one crosses the Pyrenees
into a new-old and different world. Dif-
ferences are physical, political, personal &
palpable. The country over which we flew
was arid, sand coloured and ruggedly
beautiful. On the practice days brilliant
vigourous cumulus, high above the baking
central plains, marched in ordered ranks
as far as the eye could follow. A log entry
shows that in our Kranich we went out 25
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miles and back, on a street, in an hour and
10 minutes. The Kranich had a high camber,
pre-war low-speed airfoil. Americans at
the contest filled the undercamber with
balsa riblets and reskinned the lower sur-
face, in hopes of improving the penetration.
We met and talked to Wolf Hirth and
Hanna Reitsch. Hirth had been one of the
first to fly hang gliders on the Was-
serkuppe, in the Rhon Valley, and had a

1 L to R: Ovila (Shorty) Boudreault, Barrie Jelfery, Frank Woodward.

2 Canadian team's Kranich.

3 Kranich flown by Woodward & Jellery.

4 Weihe flown by Pow or Boudreaui!.
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glider factory. He designed the Wolf,
Minimoa and Grunau Baby sailplanes.
Reitsch, a slight blonde woman, had re-
putedly been favoured by Adolf Hitler,
in whose heyday she had gained fame as a
daring woman test pilot.

She had tested glider airbrakes in terminal

velocity vertical dives. She remarked to us
that it was wonderful how people could
forget the war so soon, But her team
mates were not selected for their ability
to conciliate, and they left with us an
impression of loud aggressiveness. But
tragedy struck their team at the end of
a 75 mile speed event. An elderly pilot -
or so he seemed to us - was fatally in-
jured when his craft was dropped by
turbulence on the approach circuit.

We crossed Hanna Reitsch in the air once.
Qur low-sink craft could be corkscrewed
up between the more modern craft, and
when we passed Hanna we were treated to
her special “'smile". She seemed to dis-
favour our clockwise circling in an anti-
clock crowd.

Once we soared placidly above the bowls

of a long sand coloured escarpment facing
the waning afternoon sun, hoping for a
breakaway thermal that never came. We
landed by a village that perched on the
plain exactly at the edge of a vertical
precipice. As we approached the plateau
from above the void, Woodward sweated
out his aerodynamicist visions of the wind
licking down over the edge, and taking us
suddenly with it, to impact squarely on the
cliff face. Fortunately | did not think of
this, but kept on plenty of speed anyway.

Other flying memories include an en-
counter with an interesting whirlwind
several thousand feet high over a sub-
stantial grey stone or adobe village south
east of Madrid, and an exhilerating climb
in an enormous thunderhead thermal. We
climbed at 5 meters per second to 4000
meters height, and left with plenty of room
to make it to the 77 mile speed goal.
But Mother Nature had a surprise in store,
and a huge down area put us on the ground
10 miles short. Philip Wills set an un-
official British altitude record of over 23000
feet in the same cloud, and he later wrote
that by crossing the finish line at 150

mph he announced loudly to all that he
had misjudged his approach.

Dick Johnson made the 77 miles in 1 hour
8 min. in his RJ5. Shorty Boudreault
earned a bright spot in our otherwise
unexceptional results by placing 14th in
this event, under conditions which forced
half of some 58 competitors down short.

Memory tells me Paul MacCready was
there with a multilayered cruise speed
selector ringing his altimeter - the first
time, probably, that the mathematically
optimal speed could be determined in
flight. MacCready recently found a new
optimal flying speed: 11 miles per hour, in
the Gossamer Condor.

Albie Pow had a chance to shine in one
speed event, but missed the poorly marked
goal and flew 20 miles too far.

In sum, we all had an excellent intro-
duction to world competition. These notes
can only hint at a lifetime of memories
of an adventurous and unique experience.
Others have taken Canada into high levels
in world championships, and our pilots
may yet go to the top.

7
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To most of the participants in gliding
activities, gliding is either a pure sport or
an engrossing engineering exercise. As
a sport it can be ranked with the best.
It requires a skill that can be learned and
improved throughout a lifetime; it requires
team work and good fellowship to become
airborne and, once there, is entirely de-
pendent on the individual at the controls;
it is competitive in many ways - in com-
petition with nature, with the performance
of other pilots at other times =nd, in
direct races, with other pilots under the
same conditions. Finally there is a select-
ive element of risk to give it exhilaration.
As an engineering exercise, it requires the
only advanced form of flying machine
which can be conceived and designed in
detail by one man in a reasonable time. The
Soaring Association of Canada selects
a team for the World Gliding Champion-
ships. Funds are obtained by appealing to
the aircraft industry and other interested
firms, by contributions from some of the
gliding clubs and by expenses paid on
their own behalf by members of the team.
About $4,500 was required in 1956. Due to
various reasons including a skiing accident
and our inability to borrow a two seater
glider of adequate performance, the Can-
adian team at the 1956 World Gliding
Championships consisted of Frank Brame
and the writer as pilots, Frank Woodward
as Team Captain, Gordon Oates and Eric
Best as Crew Chiefs, and Chris Falconer,
George Stanley, Lawrence Landry, Or.
Sheila Aldersmith (of England), and F.L.
Benjamin and RCAF drivers, J.F. McLeod

and Andrew Larue, of the Canadian Forces

in France.
St. Yan, France, was chosen for the 1956
competitions. It lies about two hundred

miles south and a little east of Paris and
is at the north end of a broad plain by
the Loire river. In early July it normally
provides good soaring conditions on
west and south-west! winds with best
distances being obtained in flights to the
German and Luxembourg borders just be-
yond Metz. This year it produced a mag-
nificent display of diverse meteorology
with weak thermal soaring, small active
cumulus clouds, mighty cumulo-nimbus,
turbulent ridge soaring near the wooded
and rocky slopes of the foot-hills of the
Alps, and high altitude wave soaring to the
Mediterranean coast. Winds were varied,
but frequently blew from the north and
north-west,

St. Yan is one of the six civilian schools
for powered and gliding flight training, as
well as for the training of parachutists,
and is specifically used as an aerobatic
school. M. Agesilas, the director of the six
schools, was executive head of the large
staff that was needed for the contest. In-
cluded were meteorologists, instructors,
tow pilots, starters, observers, scorekee-
pers, interpreters and many others. In
general it was a well organized, excellently
run international meeting, in which the
French should take just pride.

The contest opened on June 29th with the
impressive ceremonies normally associated
with the Olympics. The flags of twenty-
five nations were raised, national anthems
played, teams presented, and some sixty
of the world's best sailplanes displayed.
The Canadian team, is shown standing
by their flag pole.

Frank Brame flew the Geler I, a new
sailplane of German manufacture loaned
to Canada by its designer. It was of
wood construction with a narrow, rather
plain fuselage and elegant, high aspect
ratio (23:1), shoulder position, laminar flow
wings. The prototype had rather small
ailerons and minor cockpit annoyances,
but was nonetheless an excellent sailplane

Slingsby Skylark 3F

and certainly in the performance bracket
required at a world competition.

The author flew the Bréguet 901S,
loaned by France. The French Air Mini-
stry has ordered sixty of these sail-
planes for use at contests and for specific
flying assignments. It is a sailplane of
conventional high performance design,
particularly well equipped with expensive
but desirable refinements. The span is 57
ft and the aspect ratio 20:1. The wing is
a NACA 63 series laminar section with
powerful spoilers, divebrakes and Fowler
flaps. The undercarriage is retractable by
a hand lever motion and is equipped with
hydraulic wheel brake. Water ballast, to
improve performance on high strength
soaring days, is carried in rubber sausage
shaped tanks in each wing and can be
jettisoned in three or four minutes. The
fuselage is smaller than comfort demands,
but is of aesthetic airfoil shape and pro-
vides excellent low drag characteristics
with good visibility.

A great deal has been written in many
languages concerning the sailplanes at
St. Yan. Yugoslavia had perhaps the ep-
itome of current development in the all
metal Meteor. Czechoslovakia's Demant
and Switzerland's Elfe were excellent ex-
amples of the art, and Germany's HKS
series with their unblemished wings, hav-
ing rolling control by tip section cam-
ber changing, were worthy of special
note. The Zugvogel, flown by Hanna
Reitsch of Germany, although of less
complex design, gave excellent perform-
ance. With the sophisticates were the many

8
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simpler designs, such as the Sky and Sky-
lark 3 from England. Designs such as these
are still the principal steeds of world
competitors and serve to demonstrate that
itis the pilots who win,

The two seater contest was run at the
same time and with the same events
as the single seaters, although scoring
was separated. The FAI intends that this
shall be the last such contest. On this
occasion, Nick Goodhart and Frank Foster
of England flying a Slingsby Eagle, dem-
onstrated outstanding ability and won
the two seater contest as decisively as
Paul MacCready won the single.

A week of practice is allowed for in
contest planning. Towing is laid on for
certain periods each day, meteorological
briefings are given and triangular courses
that may be used in the contest are
specified. On the final day, a full take-
off of all sixty machines was arranged.
With some twenty Stampe towplanes at
work, all sailplanes were airborne in thirty-
five minutes. Several national records were
established or broken during this period.
Canadian records were set when, on the
same day, the author was able to claim
a trip around the 200 km triangle in just
under five hours and Frank Brame com-
pleted the 100 km triangle.

Friday, June 30th, the first flying day
of the contest, provided a rather com-
plicated meteorological situation and soar-
ing conditions much like those found in
Ontario. The Committee declared a free
distance day and Frank Brame named
the airport at Metz as a goal. He made

the 207 miles without too much difficulty
after some unpleasantly low altitude at
about the 60 mile mark. This was a new
Canadian goal record and added a Diamond
to his Gold C, and placed him 20th after the
first event. A spoiler mechanism failure
just before release made an immediate
landing necessary and kept the author on
the ground for a valuable three hours.
Gliders were scattered all over north-east
France, with Quadrado of the Argentine
the farthest at 268 miles and MacCready
a close second with 242 miles.

July 2nd saw all gliders back on the
site, a sky rung with towering clouds,
and a fresh north-west wind. Launching
was delayed till two pm and was mostly
unsuccessful the first and second time
around. Finally a major thunderstorm swept
over the airport as the sailplanes were
hastily hauled into some sort of order and
launched for a last try. Twenty pilots
flew into the dark underbelly of the cloud
and climbed inside in powerful lift. Juez
of Spain came out the highest at 26,000
ft and dove for the goal 62 miles away.
ivans of the U.S. and Wills of England
were a little lower at 21,000 ft and even
then Wills had to ridge soar to find his
way into the goal airport of Feurs by St.
Etienne. The author went to 7,000 ft in
the smooth lift of the cloud, lost the
rising air, and spent the next halt hour in
snow, turbulence and downdrafts before
finally breaking clear on course and 20
miles out. Ridges and prayers kept the
Bréguet up for another 13 miles, resulting
in a sudden landing on the side of a hill,
half way to the goal and in 14th place
for the day. Frank Brame slid along under
the clouds and made a few miles less,
but closer to the track for 19th position,
In this contest all task events required a
landing within 2 km of the track to avoid
a point penalty, amounting nearly to the
distance that the landing was off the
track.

On July 3rd, the north wind at St. Yan
was complemented by the classical Mistral
wind in the Rhéne valley. This is a tur-

by J. W. Ames

Schleicher Rhonlerche I

bulent, ground-hugging wind that sweeps
down past Switzerland and builds standing
waves from Lyon to the Mediterranean. The
Committee set a fixed course from St. Yan
to Cuers and beyond the few kilometers
to the Mediterranean. The Canadians man-
aged to cross the 3,000 ft hills into the
Rhoéne Valley and soar in weak turbulent
thermals over the rough river country to
where the Dréme comes in from the east.
The Bréguet was ridge soared near wooded
and rocky slopes of the foothills, finally
gained enough height to dive into the valley
beyond, and had to land minutes later
almost in the picturesque village of Jaou,
132 miles from St. Yan. Brame was almost
as far having come down near Crest on the
Dréme. Ivans, Wills and Saradic of Yug-
oslavia picked up wave conditions after
ridge soaring in the same area and event-
ually reached Cuers with 10,000 ft in hand.
MacCready, the master competitor, went
beyond Cuers and landed on a jet fighter
base after the runway lights came on. The
Canadians had gone about two-thirds of the
way and placed 23rd and 27th on that day.

It would be better not to have to record
the fourth event, on July 5th. Weak and
well spaced thermals should have taken the
competitors around a 100 km triangle.
Seven pilots made the circuit, but many of
the experts came down en route and some,
together with the Canadians, never attained
enough height with favourable conditions
to start.

The weather changed by July 6th, and a
late starting, free distance day was spec-
ified with the west wind favouring the 100
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relieving some peasants who had been
holding it upright since its arrival. Most
of them had already disappeared and one
by one the soldiers and police also moved
away towards the village. As hot and dirty
as | had felt before | didn't relish being
wet and cold either, so | followed Doug,
who was already beating a hasty retreat
to the trailer.

An hour later the storm had petered out
and the top of the dying cu nim was
glowing softly in the light of the setting
sun. Doug was fast asleep on the trailer
floor but | hadn't been able to get com-
fortable and felt hungry, cold, dirty and
tired; contraband tomatoes were not satis-
fying for very long. Branco it seemed was
not getting papers very fast, or maybe
he had never arrived at the airport, and

without papers, however nice the guards
were on the other side, we were at an
impasse. The silence after the last rain-
drop woke Doug up. 'I'm hungry.’ he said.
‘Yes' | agreed, ‘me too. | suppose we'd
better see what's happening.’ The grass
was soaking wet of course, as we set off
towards the thicket, and slippery; the
muddy ditch was now a muddy stream,
lapping the rotten planks and threatening
to wash them away. We arrived on the
other side just as some bedraggled look-
ing soldiers were moving back from the
village. John was standing beside the
‘Colonel’; the atmosphere was as bleak
as the scene - this was beginning to be a
bore.

‘Where on earth is Branco? muttered
John with admirable restraint, He looked

)

3

This stranoe procession headed bv the iwo bovs carrving the canopy.

dry, and was wearing a sweater. | had
expected to find him wet through and had
rationalised that it served him right for
landing in Romania and putting his crew
to so much trouble. | thought with envy
of the rest of the Canadian team whooping
it up at Vriac. ‘He probably went to the
party.' | ventured. '"How did you manage to
stay dry anyway?' ‘Oh’ said John, smiling
at the officer beside him, ‘'The Colonel and
| were the only ones left and since he
was obviously constrained to stay with me
at all costs, we quickly solved the problem
by sitting in a haystack together - it was
quite cosy!' The officer did not look the
‘cosy’ type to me; his expression was, to
say the least, inscrutable. ‘Well since you're
so warm and cosy' | said petulantly, ‘you
might lend me you sweater; mine went
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away with Branco.' Gallantly John handed
me the sweater; a soldier edging forward as
we were momentarily linked. The situation
was ridiculous. We stood around uncom-
fortably in the wet grass on either side of
the dripping border as the light went out
in the Western sky. No one spoke and
after a while Doug ambled back towards
the road to see if he could see Branco.
Incredible silence, and then as Doug re-
turned some more soldiers arrived from the
village where the watch-tower in compet-
ition with the rising moon was illuminating
the roofs and tree tops. A muttered con-
ference was held with the ‘Colonel’, but
though the voices were low, the gestic-
ulations showed that an argument was in
progress. John refused to catch my eye;
this was getting serious. Finally the ‘Col-
onel' walked straight towards Doug and
holding out an aggressive hand, demand-
ed: '‘Dokumenti, Passerpor, Dokumenti.’
The moonlight made him look sinister
and | would have felt threatened if |
hadn't felt snubbed - obviously a woman
was of no consequence at a time like
this. Doug however, with great cool, pro-
duced a pocket-book and arranged the
contents like a hand of cards for the ‘Col-
onel' and his men. The Romanians peered
at the ‘Dokumenti’ and after much discuss-
ion and consideration the ‘Colonel' looking
impatiently at his watch, returned all but
one small card to Doug. He moved as close

B S

Sitting in a haystack together.

to Doug as the barrier would allow and
pointing to the large embossed letters on
the centre of the little card solemnly
intoned: ‘Dough ah glarsch veel sohn
varda?' *Yeah' said Doug and smiled non-
chalantly. ‘What on earth did he say?'
| asked Doug, looking at him with renewed
respect; | hadn't realised that he spoke the
language. He shrugged his shoulders and
said: 'Ssh." The ‘'Colonel' nodded to his
men, produced a scruffy piece of paper
and a stub of pencil and appeared to
be copying the writing on the card while
one of his subordinates held it for him.
Turning once again to Doug he said with
great deliberation: ‘Dough ah glarsch veel
sohn varda.' before handing back the card.
‘Douglas Wilson Wade' said Doug emphas-
ising each word. The 'Colonel' looking
straight into his eyes repeated the in-
cantation with more success. | looked over
Doug's shoulder to see what he was hold-
ing and recognised a Canadian Red Cross
blood-donor card replete with name, num-
bers and maple leaf. ‘Dokumenti OH K' said
the ‘Colonel' as he swung around to issue
orders to his men and as if by magic
the pieces of Kestrel and John were on
the Yugoslavian side of the border. As
| peered closely at a wing in the darkness,
stroking it carefully to make sure it was
alright, we saw the beams of headlights and
heard a car screech to a halt in the
direction of the trailer. Holding the tail-
plane in John's sweater to protect it from
the thorns | threaded my way through the
thicket and found Branco in the pasture
by the road; he was not alone.

‘I'm sorry, I'm sorry, I'm sorry’ he said
breathlessly ‘the mud was unbelievable;
when the rain came the road disappeared
and | got stuck. But | have papers, and the
Yugoslav army. | found them at the air-
field and they helped push the car here;
some of them are still a long way back
up the road - you see | couldn't stop
for them, | had to keep moving." He raised
both hands in a pleading gesture, then
smiling broadly he slapped the shoulders
of two of the most bedraggled looking
creatures | had ever seen, both covered in
wet mud from boots to drooping heads:
‘These two pushed me for the last two
miles." | believed him. John and Doug
emerged from the thicket carrying a wing

at this point and we were all brought back
to reality by a peremptory yell: ‘Come and
help for heaven's sake, this thing's break-
ing my back." We all rushed over to help-
even the Yugoslav army - but somehow
managed to get in the way. ‘Oh go back
and get the canopy at least.' said John,
exasperated and tired after the tension and
anti-climax. | left Branco chattering away
to a John who just wanted to get the glider
trailered, and went back through the thick-
et. By now there was a wider path and | was
used to the rickety planks and feeling glad
that we now had crew, car, trailer and glider
close together again, | ran towards the
field.

It was very dark after being near the car
lights and the whole field seemed strangely
deserted, the crowd had dematerialised and
| could only just see the white objects
against the pasture. As | was peering
around, looking for the canopy, the ‘Col-
onel' suddenly appeared in front of me,
grabbed me round the waist and procee-
ded to dance. We stumbled around in the
rough pasture for a couple of circles, falling
over each other's feet and laughing ner-
vously, when, as if to seal the pact of our
illegal rendezvous he suddenly stood still,
clasped me very tightly and with his
interesting eyes fixed on mine, said, very
carefully ‘Dog lash vilson varda.' Then with
a loud 'OH K' he tiptoed across the
border and disappeared into the night.

Grabbed me round the waist and proceeded
to dance.
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R. A. (Ron) Wyatt

RES. (416) 473-2376

Dennis E. Taylor
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Thars Pat Reid
standing next to Imperial Oils
entry in the first Trans-Canada Air Pageant.
For 24 months, he and other pilots

1%1 flew all over Canada, promoting
. public interest in Canadian aviation.
We WECYe 1hcre., And they all used

Imperial Oil aviation products, exclusively.
Imperials aviation involvement
hasn't slowed down a bit since then
We have over 200
Esso aviation dealers nationwide.
And they offer the finest in
Imperial Oil Limited aviation fuels and lubnicants you'll find.
Anywhere.

1978
Eastern
Regionals

SOSA Gliding Club will host the 1978 Eastern
Regional Gliding Championships, which
will be held from Saturday, July 29 (Practice
Day) to Monday, August 7, 1978.

Two classes are planned for this contest -
Open Class (15 meter, 15 meter unrestricted
and Open), and the Sports Class. A handicap
system will be used to score each class.

The entrance fee is $50.00, tows to 2000
are $5.00 and an information kit containing
maps, regulations, turnpoint information,
and 2 rolls of film will be available for
competing pilots.

The minimum pilot qualification will be
Silver “C"” or evidence of recent cross
country experience.

A total of 30 entries will be accepted, so get
your application in fast!

For further information, please contact:

John Brennan

SOSA Gliding Club
P.O. Box 654

Station Q

Toronto 7, Ontario
Phone: (416) 491-7208

BEST WISHES
TO THE
CANADIAN GLIDING TEAM

NATIONAL LIFE

OF CANADA

For the best in life
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AN

Historical

Note

on

World
Gliding

T. R. (Terry) Beasley lirst joined SAC when posted fo
Winnipeg In 1952 for Navigator lraining in the Royal
Alr Force. In 1954 he attended the World Champion-
ships In Camphill, England on the organization’s stall,
Terry returned lo Canada in 1957 and rejoined SAC and
in 1959 was elected Director and has served as &
Director in the Association ever since that time with
the exception of one year. During that period he has
served several lerms as President. In 1968 Terry Beasiey
organized Canada’s participation in the World Gliding
Championships in Poland and acted as the Team
Manager for each succeeding Championships; 1870 in
U.5.A.. 1972 in Yugoslavia, 1974 in Australia and 1376
in Finland where he was elected chairman for Team
Manager's meelings. This year al Chaleauroux Terry
has been invited fo acl as one of the Champlonships
Stewards.

The first international gliding champion-
ships is usually considered to be the
contest held in Hitler's Germany in 1937.
My records do not indicate whether this
was a contest organized by an inter-
national organization or simply a contest
to which foreigners were invited By modern
standards it is perhaps only a courtesy
title to call it a World Championships as
only seven nations participated. However,
the service to the sport of soaring must
be considered as immense as it showed
the foreign pilots how great a lead Germany
had gained in the design of sailplanes, and
in their utilisation. The immediate effect
on the world sport cannot be judged as
only two years later Europe plunged into
the holocaust of the Second World War.
The next World Championships was held
in Switzerland in 1948; again it was not
organized by an international body but it
was from this contest that the structure

Championships

by T. R. Beasley

and rules of future championships surely
developed.

Thirteen more contests have since been
held and the number of participating
nations is increasing steadily. Champion-
ships have been held in the Western Hemi-
sphere and in the Southern Hemisphere
as well as in Europe. The sport has
surely grown. The sailplanes have certainly
changed too, and so have the types of
tasks demanded of the pilots. We have
seen the class structure change; for three
championships only there was a separate
two seater class. This class was dropped
with the introduction of the Standard Class
which was originally intended to encourage
designers to develop simpler gliders suited
to club use, with a wing span not to exceed
15 m and to include certain other mand-
atory design features which need not con-
cern us here. The Open Class has no
restrictions and it is here that designers
are able to produce their exotic birds -
at high cost. In an attempt to introduce
a limit on the cost of entering a good
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Open Class machine the 19 m cup was
introduced. A special cup was donated for
award to the pilot placing highest in the
Open Class flying a ship no greater than
19 m span, This class within a class never
became popular and has now been dis-

continued.
A new class structure will be employed

in 1978 for the first time; Open Class,
15 m Class (span being the only restric-
tion) and 15 m Restricted Class (basically
the old Standard Class). Only time will
tell whether this new structure will remain
with us for several years.

The Standard Class was, surely, a great
success; the World Championships Stan-
dard Class glider is suitable for club use
and has proved very popular for private
ownership. It is also worth noting that in
favourable weather conditions the Standard
Class gliders have proved to be the equals
of the large Open Class ships. In the 1965
World Championships the winning ships
in the Open Class were Polish Standard
Class gliders - the beautiful Foka.

The type of task set in a World Champ-
ionships has changed over the years.
Today the accent is on speed tasks. These
are set in varied forms, around a triangle,
out and return or, now more rarely, speed
to a goal. These speed tasks are of great
interest; pilots do not all start together
but have their start times noted as they
cross a start line. Thus a pilot who finds
himself flying with another competitor
many miles from home does not necess-
arily know who started first; so he has to
assume the other glider is making better
time; what a spur this is to trying to
improve one's own performance.

It is undoubtedly true that such demand-
ing competitive speed flying in World
Championships has been a tremendous in-
fluence in raising the standards of Nat-
ional Championships all over the world.
This fact has had a mejor influence on the
types of glider the top pilots must fly
if they are to maintain the high standands
required. The importation, or construction,
of new high performance sailplanes has an
averall “improving the breed" effect be-
cause having obtained a new sailplane the
owner will usually have his previous one
available for sale and will not find it hard
to find a purchaser. At the bottom of the
ladder perhaps an older glider then be-
comes available at a reasonable price for a
beginner or to help a small struggling
club. It may be worth while noting that
gliders which were considered of World
Championships standard in 1948 would be
considered as intermediate club hacks
today.

An aspect of World Gliding Champion-
ships that must be mentioned is the
friendly atmosphere and sportsmanship.
After a day's flying, and on rest days
or bad weather days, one will find many
friendly groups, struggling with various
languages, discussing sailplanes, cars, the
weather, food, beer, etc. World Gliding
Championships have been very fortunate in
avoiding the tense international rivalry

RESULTS

No.

Year
Host

1

1937
Germany

1
1948
Switzerland

1
1950
Sweden

v
1952
Spain

v
1954
Gl. Britain

Vi
1956
France

Vil
1958
Poland

Vil
1960
F.R.G.

1X
1963
Argentina

%
1965
Gi. Britain

(=4

o
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2 mﬂg o
38 s§3s
oM O=da g «
2z 20388 &
i ] 7 No 1
2
B 27 No A
2
3
11 28 No 1
2
3
Single Seater Class

17 39 Yes 1
2
3
35
37

Two Seater Class

10 17 Yes 1
2
15

Single Seater Class
19 33 Yes 1

2
3
23
Two Seater Class
9 9 No 1
2
Single Seater Class
25 45 Yes 1
2
3
28
38
Two Seater Class
13 13 No 1
2
Open Class
18 37 Yes 1
2
3
18
29
Standard Class
16 24 No 1
2
Open Class
15 20 No 1
2
3
Standard Class
22 35 No 1
2
Open Class
1B 25 Yes 1
2
3
9
Standard Class
23 38 Yes 1
2
3
9
21
Open Class
25 41 Yes 1
2

Name

Dittmar
Hoffmann

Persson
Schachenmann
Kuhn

Nilsson
MacCready
Borisek

Wills
Pierre
Farbes
Pow
Boudreault

Jeuz/?
Frowein / ?
Jeffery / Woodward

Pierre
Wills
Wietichter
Pow

Rain / Komac
Mantelli / Braghini

MacCready
Juez
Gorzelak
Brame
Ames

Goodhart / Foster
Rain / Stepanovic

Haase
Goodhart
Mestan
Yeates
Qates

Witek
Persson

Hossinger
Makula
Paopiel

Huth
Minch

Makula
Paopiel
Schreder
Webb

Huth
Lacheny
Horma
Yeates
Mix

Wroblewski
Spanig

Nation Score
Germany 1663
Germany 1427
Sweden 27086
Switzerland 26258
Switzerland 25970
Sweden 866.75
US.A. 84299
Yugoslavia  778.48
G.B. 4333
France 048
G.B. 404
Canada 1800
Canada 1287
Spain 4164
F.RG. 3612
Canada 1418
France 2956
G.B. 2855
F.R.G. 2817
Canada 529
Yugoslavia 3056
Italy 1558
u.s.A. 4891
Spain 3806
Poland 3576
Canada 1889
Canada 1265
G.B. 3828
Yugoslavia 3187
F.RG. 5651
G.B, 5172
Czech 5124
Canada 3863
Canada 2468
Poland 5232
Sweden 5086
Argentina 5102.9
Poland 5079.1
Poland 50207
F.R.G. 5619.1
Brazil 52378
Poland 61071
Poland 5638.4
US.A, 5370.3
Canada 4715.2
F.R.G. 6221.0
Francy 5356.5
Finland 52911
Canada 47212
Canada 41201
Poland 5269
F.R.G. 5164

%
100

100
97

100
97

100
78
73
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100
a3

100
92
/N

44

100
a7

100

98.4

100
93

100
98
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found in many other so called sporting
events. Perhaps | can quote from 'Gliding’,
Vol. 5, No. 3, reporting on the near rained
out 1954 World Championships held in
England:

“The first article of the International
Regulations for the holding of the World
Championships reads as follows:
Championships are intended to stim-
ulate the development of gliding by an
international comparison of perform-
ance, and strengthen the good fellow-
ship amongst gliding pilots of all nations.
The worst summer's weather in living
memory saw to it that we could not
succeed in the first aim, but this gave
us all an unexampled opportunity to
fulfil the second. If U.N.O. ever develops
into a shade of the homogeneous and
happy society we ended up with at
Camphill (the site of the Championships),
the shadow of another war would dis-
appear forever."

| was there and | agree whole heartedly
with what that writer wrote twenty years
ago. We have seen this same good fellow-
ship at succeeding Championships and
may it always be so, and let us hope that
World Gliding Championships never be-
come steeped in ultranationalism and con-
sequent unfriendly rivalry.

The table on the right gives the sum-
mary results of all the World Champion-
ships, up to and including 1976 with space
for you to enter the 1978 results.

RESULTS TABLE

Notes (1) | have made separate entries
under the column “No. of Na-
tions" where there are two classes.
In some cases nations entered
only one class; so in some cases
the total “*“No. of Nations” in the
Championships will be more
than the highest of the two class
numbers.

(2) FRG - Federal Republic of Ger-
many, the correct name
for West Germany.

GB - Great Britain.

It is difficult to analyse these results in a

meaningful way but the following sum-

mary of First, Second and Thirds may
be of interest.

No. of Times
Nations 1st 2nd 3rd Points
Poland 4 4 8 28
RFG 5 2 4 23
USA 4 1 1 15
Sweden 2 4 0 14
GB 2 2 2 12
France 2 2 1 11

For this table | did not include Champion-
ships | and Il and did not include the
two-seater class. The points column is
simply obtained by awarding 3 for a 1st,
2 for a 2nd and 1 for a 3rd. Certainly
it appears that Poland has done out-
standingly well.

Xl
1968
Poland

xn
1970
U.S.A,

X
1972
Yugoslavia

xXiv
1974
Australia

XV
1976
Finland

xvi
1978
France

Standard Class
25 45 Yes

Open Class
25 48 Yes

Standard Class
0 57 Yes

Open Class
23 39 Yes

Standard Class
21 40 Yes

Open Class
21 38 Yes

Standard Class
27 51 Yes

Open Class
16 28 Yes

Standard Class
21 39 Yes

Open Class
22 39 Yes

Standard Class
24 46 Yes

Open Class
No

15 Metre Class
Yes
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Kuntz
Yeates
Webb

Henry
Ritzi
Kepka
Mortensen

waodl
Ax
Seiler
Yeates
Webb

Smith
Persson
Lindner
Mix

Moffat
Grosse
Mercier
Webb
Firth

Reichmann
Wroblewski
Kepka

Mix
Deleurant

Ax
Wiitanen
Kluk
Firth
Mamini

Wroblewski
Rudensky
Kepka
Webb

Mix

Moffat
Zegels
Grosse
Carpenler
Mamini

Reichmann
Renner
Kepka
Webb

Firth

Lee

Ziobro
Muszczynski
Carpenter
Webb

Renner
Karlsson
Burton
Firth
Werneberg

15 Metre Restricted Class

Yes

F.R.G.
Canada
Canada

France
Switzerland
Poland
Canada

Austria
Sweden
Switzerland
Canada
Canada

US.A
Sweden
F.R.G.
Canada

US.A.
F.R.G.
France
Canada
Canada

F.R.G.
Poland
Poland
Canada
Canada

Sweden
Finland
Poland

Canada
Canada

Poland
U.S.S.R.
Poland
Canada
Canada

U.S.A,
Belgium
F.R.G.
Canada
Canada

F.R.G.
Australia
Poland
Canada
Canada

G.B.
Poland
Poland
Canada
Canada

Australia
Sweden
G.B.
Canada
Canada

4990
4321
2582

4945
4798
4627
1800

5730

5673
5180
4887

5595
5459
5444
3072

8323
8036
7811
5725
5395

8663
B228

7934
3869

5816
5779
5760
4094
3977

5529
5219
5107
4478
3387

10635
10227
10059

6726
65493

9325
9296
9266
7960
4176

4594
4535
4488
3540
3246

4056
4048
3924
2754
2345

100
99.7
99 4
85
45
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Club News

Bulkley Valley 5
Soaring Club -

This club started in 1977 and is a club
with a soaring site with a difference. They
have an 8000 foot mountain right over the
runway and can have no wind on the ground
with 40 kts at 6000 feet. BVSC is located
near Smithers in Central British Columbia
(see map) at the foot of picturesque
Hudson Bay Mountain. The club will be
operating its 2 Blaniks, 2 Pilatus B-4s
and a 1-26 this season from July 1st
until September 4th on a daily basis. If
you want to book a soaring holiday with
hunting and fishing nearby here's the place
for you. For detailed information contact .
Doug Carson, BVSC, Box 474, Smithers, R s 4 “u . . -
B.C., VOJ 2NO or call (604) 847-3104. e . o "aC . S -

= ==, _
i I T ITTINL )
'78 REGIONALS
The Edmonton Soaring Club invites you to participate in the ‘78
Western Regionals CI'“PMAN -
Entrance Fee $50 No handicapping ALBEHTA

Tows $6 for 2000 f1. Al least two classes HOST CLUB: EDMONTON SOARING CLUB

Practice day July 1st . CONTACT: WAYNEHUK 14707 - 114AS1.
Accommodation available, request EDMONTON, ALBERTA T5X 1H1

type wanted and number of persons

Gllidle [Ror Camadia

® 25% reba
® Sponsor forms sent to eac!

@ Sign up sponsors for an amount per mi
® Have completed form signed by O. O. #r club official
® Fly any day in July, pick your own wefither
® Send allmoney to Terry T hapman Blvd., Ottawa K1G 179
® Challenge other members in your ub'or other clubs

® SOSA challenges MSC !

® For information write Cherie Knowles, c/o Weather Office, CFB Summerside, P.E.l.



Class Ads

FOR SALE
Falke 258 powerglider, T.T. 180 hours,
Dr. V. Mizzi,
946 Queen 51, East,
Sault Ste Marie, Ontario
(705) 254-3678 or (705) 253-1262
FOR SALE
28' parachute, air force type, good condition
$150.00.
John Anthoine,
290 Queen St,,
Sault Ste. Marie, Ontario P6A 1Y7
(705) 253-9703
WANTED
Photos of privately owned sailplanes in Cana-
dian markings. May be current or of past vintage.
Should be suitable for publication in FREE
FLIGHT. Please include details of ownership.
Required for a future series of articles now under
preparation. Please mail to Lloyd Bungey, Port
Mellon, B.C. VON 250
FOR SALE
1964 Schiebe L-Spatz 55 including sturdy covered
trailer. Good buy at $5200.
Contact:
Brock Gorrell, (613) 389-7413
Ray Wilson, (613) 382-7189 (H),

(613) 544-6400 ext. 565 (B)
FOR SALE
PIK-208 and factory trailer. Tinted canopy, water
ballast, flap and aileron interconnect, radio and
instruments. Low time aircraft. Two Cambridge
varios and audio, ASI, allimeter, compass, 10
channel Radair 10, gear warning, repair kit,
Braunschweig tube and other extras. Save over
$6000 on new price.
A. Heinemann,
R.R. 1, Gormley, Ontario
(416) 727-9566

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
Sollfahrigeber, Genave Alpha 100 and Electro-
voice Headset, Pioneer Thin Pack. The machine
is in mint condition. Low time.
Contact: Tom Comery,

A. R. 1, Erin, Ontaric (519) 855-4856
FOR SALE:
Almost new 1976 Blanik C-GIMP, SN026602,
TT 25 hours and 40 flights all in Sept. & Oct.
1977. Special option Tost CG hook - the ultimate

" NOW.. WILL You HeLp
us GeT IT ALL-
TOGETHER ¢ /

PLEASE WRITE A CHEQUE FOR THE CANADIAN TEAM FUND
AND MAIL TO THE WORLD CONTEST COMMITTEE CHAIRMAN :

PAUL THOMPSON, 145 LITTLEJOHN RD., DUNDAS, ONT., LOH 4H+H2
{ ANY DOMATION OVER $5.00 1S TAYX-DEDUCTIBLE

in winch and auto launches. Factory tail wheel,
2 altimeters, 2 airspeed indicators in knots,
2 compasses, 2 electric T & B’s, 2 mechanical
Kollosman long case supersensitive R of C's,
2 "G" metres, 2 A20 oxygen regulators, Soaring
instruments audio electric vario, 12 volt 3.SAH
NiCad battery pack. parachute plus loads of
spare parts. The Blanik has been stored since
day one in superstrong aluminum and steel
frame enclosed trailer with mechanical surge
brakes. Trailer has clamshell lift top which gives

minimum cross section area for great highway
towing. Price $17,000, FOB Halitax, FST paid.
Eligible clubs can apply for $1050, FST rebate.
Will trade up against Kestrel, Open Cirrus, Pik
20BC, Nimbus or similar high performance type.
Will consider delivering to Montreal/Toronto
area for expenses,

Peter Myers, Apt. 5, Bidg. 1,
5846 South St., Halifax, N.S. B3H 156
(902) 429-1095

AD MANAGER WANTED

FREE FLIGHT badly needs someone
to look after contact will all present
and prospective advertisers. No art-
work or copy writing talent is needed
but applicant should be prepared to
correspond on a regular basis with all
commercial and classified advertisers
in FREE FLIGHT to ensure the proper
preparation and insertion of the ads
that are so important to both the
advertisers and to many of the rea-
ders. Anyone interested in making
a contribution to FREE FLIGHT by fill-
ing this position should write to
Bob Nancarrow, 43 Sealcove Drive,
Etobicoke, Ontario M9C 2C7.

YOUR SOARING EQUIPMENT
FIBREGLAS - WOOD - METAL

European Trained for Fibreglas
Reinforced Plastic Repairs and
Modification 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

LJ\NT TJ’:,.
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SOARING °

FEDERAL AVIATION ADMINISTRATION
CERTIFIED REPAIR STATION 10107
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High performance, all
metal, single and two
seat sailplanes and
two seat motorgliders

Single Seat Sailplanes

Lark 1.5.29D2-15m L/D 38:1 - Standard

Lark 1.S.29D4 -15m L/D 38:1- Open Class, water ballast

Lark1.5.33 -15mL/D 41.5:1- Racing, water ballast, interconnecting flaps
Lark I.S.29E3 -20 m L/D 48:1 - Unlimited

Two-Seaters for training and advanced soaring
Lark 1.S.28B2 -17 m L/D 36:1
Lark1.8.30 -18mL/D 36:1
Lark 1.5.32  -20 m L/D 46:1 Supership
Motorgliders

Larkl.S.M2 -17mL/D 30:1
Lark1.S.M1 -18mL/D 32:1

Reserve your delivery position for 1978 for the All Metal, Robust, Reliable and Durable Lark.

AVIA WEX EXCLUSIVE CANADIAN DISTRIBUTOR FOR THE LARK
= LTEE.
LTD. 5050 Place Giroux, Quebec, Quebec G1H 4L1 Tel: (418) 628-7886
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