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Letlers

Dear Editor:

The recent report on the Western Regionals
contained a couple of somewhat misguided
references to a ‘Firth’ handicap system.
In fact the handicap system was essentially
the B.G.A. official list.

There appears to be a misconception that
the Sporting Committee Chairman forces
his personal ideas upon SAC members at
large, through contest rules and other SAC
regulations. Not so; the Committee, since
| have been Chairman, has always consisted
of three members who have always been
consulted on matters involving a change
from current practice. The introduction of
a handicap system into Regional contests is
a case in point.

In the last ten years, the Mational Contest

has changed from a single group of assorted
sailplanes into three or four class divisions,
as the performance gradations between our
competing sailplanes has widened. The draw-
back to this system is that we do not yet
have enough pilots to make competition
meaningful or even challenging in each
class, especially when a fair proportion of
the top pilots are away at a World Contest
in one capacity or another. Faced with a
similar problem in Regional contests, the
BGA has adopted a handicap system which
seems to work well and these contests are
certainly well supported.

The introduction of a single handicapped
class for our Regionals was considered for
over a year and received substantial support
from many pilots. It is certainly not, there-
fore, a whim of the Chairman, or even of
the Committee. The actual handicaps used
in the 1978 contests were taken from the
BGA list of calculated handicaps; additional
gliders were placed on it based on exper-

ience of comparative performance, in the
absence of test reports for some types.

By all means let us have feed back and
personal opinions on such matters, in the
form of letters to the Committee, or to the
Editor.

Of course we are bound to have instances
of individuals who feel their ship has been
unfairly assessed, but this should not be
allowed to squash development of a system
which can give meaningful, if not completely
fair (no system can do that) comparisons of
ability in competitive crosscountry flying.
| urge clubs running informal weekend con-
tests to try various types of handicap ideas:
we may end up with something acceptable
to the majority of pilots, most of whom
cannot afford to compete financially at top
level, in a straight class structured comp-
etition.

Yours sincerely
John Firth
past Chairman, Sporting Committee.

Vive le Racont

Comment by E. Feather

The tow pilot went to pull the release but
it wouldn't let go. Imagine the pilot's
reactions as he is hurtling towards the
ground with a glider on tow, and due to the
upward pull in the rope he can't pull up! |
thought of this on one recent evening when
reading "Sailplane and Gliding”.

The article was about an occasion at
Lasham, the UK’'s main gliding site when a
tow pilot had an ASW-15 get so high on
tow that the tow pilot went to pull the
release. MNothing happened, until the
adrenalin level gave him super strength and
he managed to overcome the extra friction
in the system, which (presumably) was
caused by the now very tight tow rope.
When the release did let go the towplane
was diving steeply under full power! In this
case the towpilot (belatedly) wrote up his
experience and suggested that towplane
releases might best be of the European
type which feature over-centre locking, and
which do not require excessive pull forces
to let go of the rope, even if under extreme

A Great
Ship and a

Delight
to Fly

For further information please contact:

George Couser

735 Riviere aux Pins, Boucherville, Quebec J4B 3A8
(514) 655-1801

tension; he also suggested if in a dive
reduce power before the release is pulled.

This reminded me of an episode at Pincher
Creek which should have received a bit more
attention at the time perhaps. This was
written up in this magazine | believe by the
HP-14 pilot. In this case extreme turbulence
and strong sink close to the trees in a narrow
valley made the tow pilot go for the release
as both aircraft started into a dive. Again
the towpilot had problems and he only
managed to let go of the glider by using
both hands on the release knob. When close
to the ground like this it must have required
a cool head to let go of the control column
entirely. | can also sympathize if he had been
reluctant to reduce power!

A number of other instances come to
mind where releases have been unwilling to
operate when called on to do so; maybe
you can think of some too?

Two points emerge out of this. First, it
seems there could be a case for using the
“Tost” or "Ottfur” type of release on tow-

Technical Data
Span

Ul

planes, particularily when used in mountain-
ous regions. Can they be fitted to our tow-
planes | wondered, puffing on my pipe;
are typical installation kits available, and if
not would it be possible to prepare some?
Would our Technical Committee care to
comment - maybe I'll write FF, | said.

On the second point, the fact that these
pilots discussed their experiences is great -
we all learn from these instances when
something went wrong and when the pilots
managed to extricate themselves.

The new incident notification form intro-
duced by our safety committee following
last year's CFI's seminar in Toronto seems
like the right idea, but it needs our support
to become fully useful; I'll certainly support
the system if we get feedback and if there is
the chance that my insurance premiums
will begin to go down again! So when we
have an incident in our flying, let's write
it up for others to learn from.

-Vive le Raconteur!-

PIK-20D PIK-20E
15.0m 150m

Aspect ratio 225 225

Empty weight

Max. weight

Water ballast

Wing loading

Best L/D (max. wt.)
Min. sink (min, wt,)
Stall speed (min. wt.)
Rate of climb
Take-of! to 15 m height
Cruise

Fuel consumption

2200 kg
450.0 kg
140.0 kg
29.45 kg/m2 36-47 kg/m2
42 7t 117 km/h 41 @ 11T km/h
SEm/s @ T3Ikm/h 61m/s & 7T km/h
60.0 km/h 66.0 km/h

40m/s

300.0 m max.

135.0km/h

16.51 /h

290.0 kg
470.0 kg
120.0 kg
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4. Pictured; Home base W.G.C
Prolific U.S. designer; UHP-1
Supplies for a journey

Small U.S. state (abbrev.)

Of three (comb. form)

Of; From {(German name prefix)
B.5.C.'s home province (abbrev.)
Publishes SOARING (abbrev.)
Title to something: an assertion
Karl Doetsch’'s Home base (abbrev.)
Sodium (chem. symbol)

Also: plus (conj.)

. Father (colloq.)

Respiratory organs

Team member at Chateauroux
Tin (chem symbaol)

No so: nay

Correlative used with either
Mickel (chem. symbol)

Makes E-75 Silene

Raves

Cry of pain

. Total (abbrev.)

Preposition
John Bachynski's Home base (abbrev.)

U.S. father and son team: Rudy £ Herb.

Bob Maxwell's Home base (abbrev.)
Rhenium (chem. symbol)

Young child

Floor covering

Pronoun (impersonal)

Ideal condition for soaring (sport-colloq)
West Indian plum tree: Sapodilla

Que. Zone Director, Terry

Early fiberglass sailplane (Finland)
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MName for Siren D-77

Gold (chem. symbol)

Seine

Shorty Boudreault s first name
Lithium {chem. symbol)

. Pilot Webb to friends
. Tiny particle

. Relatives

. Out of (prefix)

Ladder step
Pairs {abbrev.)
Gordon Bruce's Home base (abbrev.)

. Pope Paul was one (abbrev.)

U.K. Glider pilot/authoress Welch
Adjective. One sort of; per

Type of long-nosed fish

M.5.C. s John ... : G.P. Licence Mo. 1
MName for Polish SZD-30

Mike Frijter's Home base (abbrev.)
Having or consisting of one (comb. form)
Male progeny

Opposite of against

Trinitroteluene (abbrev.)

. Him (possessive pronoun)
. Legendary bird

- Head (collog.)

. Entire: sum

44,
45,

Ounce (abbrev.)

First name of 5.A.C.'s First Lady
Unit of work

Slavic person from the Balkans
Small Belgian City

Ruthenium (chem. symbaol)
Great (.5, sailplane of the '60s
Mative of; adherent of (suffix)
Beverage

Alfrican antelope; Wildebeest
Electrical Engineer (abbrev.)
That is (abbrev.}

In: near
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150 SAFETY CHUTE

Surplus Seal Pack
28" Canopy $263.00

CHUTING HANG-GLIDING

Securily's famous 150" has been the standard of excellence
since 1964. Design thickness of 2" is achieved by locking
the pilot chute from the inside of the main container. The
canopy is a 26-ft. conical design with a “T" modification to
provide steerability. Rate of descent with a 200 suspended
weight is 18.4 F.P.S. Repacking cycle is 120 days. Colors
are: Red, blue or black. Shipping Weight: 18 Ibs.

Surplus Back Pack
$263.00

$719.00




‘. ..No Place
for Philistines?”

Opinions, from “Flowin' in the Wind" by
Wynne Thomas, reprinted from “The
Review" Vol 62, Number 3, 1978.)

Not the least of the appeals of gliding and
one that brings me increasing solace, is the
fact that it is one of the few sports that
does not ultimately degenerate into a losing
battle with advancing age. On the contrary,
it rewards experience, and old pilots are
generally more successful than bold ones.
There have been world champions in their
fifties and | know one pilot, now in his late
sixties, against whom | would not care to
pit my skills.

Regardless of where the pleasures and the
appeal of gliding lie, one fact about the
sport is emerging clearly: its popularity is
(so to speak) soaring. In Canada during the
past 10 years it has grown from a little-
known pastime, practised in remote locations
mainly by European immigrants, to that of
a well-organized and widely accepted sport.

Gliding Clubs, once few and far between,
have proliferated and the biggest of them
rival anything the United States has to
offer. Fifteen years ago the Soaring Assoc-
iation of Canada, the official body of the
sport, had 650 members and most of the
more active pilots knew each other. Today
the Association has about three times that
number, and one is doing well if one can
recognize half the members in one's own
club.

One interesting consequence of this
sudden surge in gliding's popularity has
been that the advertising business and its
handmaiden, the media, have come to
recognize the sport's publicity potential.
Gliding, happily for years the most neglected
of pastimes in terms of public interest,
has acquired chic. It could be the worst
thing that ever happened to the sport.

| first suspected that attitudes toward the
sport were changing a couple of years ago
when, in an advertisement for an expensive
imported car, | caught a glimpse of a glider
in the background. It was the first time |
had ever seen a glider in any kind of con-
sumer advertisement and | wondered if it
was an omen of things to come. It was. Less
than two months later there was another
glider - this time selling beer. Since then,

gliders have crept into television commerc-
ials, print ads for soft drinks, cigarettes,
men's clothing, and heaven help us, perfume.
They have taken over from sailboats as the
“with-it" background against which to pose
the beautiful people and their beautiful
products.

Taking a cue, perhaps, from their ad-
vertisers, newspapers and magazines have
caught on to the sport, and have produced
a spate of articles on the subject, most of
them of the I-took-my-life-in-my-hands-and-
flew-in-a-glider variety. One can scarcely
visit a gliding club these days without
tripping over a film crew or magazine
photographer.

“...gliding is not a
passing diversion to

be abandoned when

the next fad beckons

but an abiding necessituy.”

Such publicity has not proved an unmit-
igated blessing to the gliding movement. It
threatens to turn what was once an almost
secret sport into a populist pastime and, in
the process, what were once personal king-
doms into public property. It has introduced
the unique pleasures of motorless flight to
many who would otherwise never have
known them, and that is good. But it has
also attracted a new kind of individual to
the sport: one who comes to it because it is
the “in" thing to do, or one who, having
tired of other diversions, is seeking new
thrills and new escapes.

The newcomers are of a different breed
then the pilots | have come to know. My
personal gliding friends are, by any standard,
a mixed lot: public relations executive,
airline pilot, truck driver, fruit farmer,
electronics expert, dress designer turned

garage mechanic, doctor, factory worker,
art director, carpenter, accountant. They
have many interests but a common bond:
a passion for flying and a profound interest
in the ways of the weather.

For such people, gliding is not a passing
diversion to be abandoned when the next
fad beckons but an abiding necessity. But
some of the newcomers to the sport - not
all, by any means, march to the sound of a
different drum. They come to gliding not
for satisfaction but for sensation. They have
no affinity with the wind and the clouds;
they would as soon take up scuba diving if
it suited their purpose. | maintain the sky is
no place for philistines.

| recall an evening flight of rare perfection
with a prospective pilot, a young woman
taking her first ride in a glider. Incredibly we
have climbed to 8,000 feet in a clear blue
sky and now float silently in a layer of silk-
smooth air. Below, in perfect visibility, the
rolling southern-Ontario countryside slips
slowly under the wing.

In some ways it is a flight very reminiscent
of my own introduction to the sport and |
am pleased that a newcomer should have
the good fortune to experience such con-
ditions.

“Well," | ask of my companion, “what do
you think of gliding?” There is a pause
while she ponders the question.

“Of course, it's very pleasant,” she says,
“but | don't really understand what gliding
is all about."”

| consider this unexpected reply. | think
of the rewards of gliding: of the exhilaration
that comes from doing a difficult thing well,
of the contemplation of beauty, of the
satisfaction found in testing one's skill and
fibre in the privacy of the sky, of the strange
bond that man develops with machine, of
the unique appeal of a sport that blends art
with science. | think of gliding's frustrations,
which are legion, and of its dangers, which
are minimal but ever present.

But | talk of none of these matters to my
passenger. Instead | reach for the air brakes
and head for home. If in the middle of a
flawless flight you do not understand some-
thing of what gliding is about, if something
does not speak to your soul, then the sport
is not for you, nor you for it.




A Logbook
of Dreams

by Bert Small

For every hour of actual flying, we have ten
hours of dreams, thoughts, plans and dis-
cussions about flying.

We already keep an accurate logbook of
actual flights, so perhaps we should keep a
second logbook reserved for dreams only.

Of course it would start with those first
tentative flights as a student and would
record such things as; the night before a
flying day, when you would sit up in bed,
back propped against a pillow and find your-
self in the cockpit of the 2-22, the instructors
voice coming from behind, “"Do the cockpit
check now, and don't miss anything!” You
wait expectantly while the tow-plane takes
up the slack and another erratic launch
takes place. Once airborne and at a safe
altitude, the controls are turned completely
over to you and the tow-plane which was
flying steadily in front of you, now lurches
all over the sky. Or.. is it you! Wild
gyrations, steep banks, yawing and skidding
to stay in position until the moment of free-
dom comes and you release, all clammy
and damp from exertion and anxiety.

For every tow like that we all have ten
more in thoughts and dreams trying to
figure out what we were doing wrong. And
then it comes to you. Suddenly! On Saturday
May 11th you were all over the sky, but on
Sunday May 12th you could do it! A steady,
almost perfect tow.

Now your dreams change, to co-ordinating
the turns, circuits or flare-out for landing
or any of the many facets of flying that
must be worked at and perfected. As your
experience grows your dreams become
more sophisticated. You no longer are
thrashing the sky on the end of a tow-
rope, but instead you now dream about
being in a smooth, medium banked turn,
thermalling, just above the stall, watching
the vario indicate 400 fpm up as the altimeter
climbs past 8000'. Or....you are at 3 hrs.
and 14 minutes on a duration attempt
eventually to land short of the five hours
but still excited inside about your longest
flight ever. Remember, for recording in
your dream log-book, that time is 32 hours
and 20 minutes, exactly ten times the actual
flight time.

Thoughts about travels to other airports
can be entered in the book. Names like

“Black Forest”, Colorado, “Turf", Arizona,
and the ultimate name in soaring, “"Elmira”
New York. Record the different traffic
patterns of each airport, altimeter settings,
local rules, terrain which are always relived
time and time again.

People you meet in soaring, who are the
real life versions of the names you have
only read about up to this point. Whether
they are students, veterans or record holders,
they're much the same; a pleasure to be

“..Junderstand...he's
obviously only trying to
make conversation until
we get back to soaring
again. We always do!
There is no escape!”

with. All soaring people enjoy life. | have
yet to meet, in soaring, a bad tempered,
disgruntled person, intent on making life
miserable for anyone he touches. This
person does not exist. They all have that
look in their eyes, of seeing you, and
acknowledging you, but looking through
beyond into another world, reserved just for
them. The eyes sparkle with adventures
shared, or yet to come.

They may be talkative or shy, but under-
neath it all, they are the same.

Don't forget those early morning hours,
when you woke up and couldn't get back to
sleep, so another dream flight was accom-
plished for your book.

Discussions with other people add more
hours to your logbook. It seems that for
some reason, every person | talk to now
leads the conversation right to the subject
of soaring. | don't know how they do it,
but it's true.

They never did it before | was into soaring.
When | was active in golf, they used to lead
the discussion to that, and when | skied

they seemed to want to talk about skiing.
Well, | don't fight it anymore, | just go along
with them and tell them anything they want
to know about soaring, and if we get off
the track and on to his stamp collection, or
recent holiday in Mexico, or even his sons’
achievements at school...l understand...he's
obviously only trying to make conversation
until we get back to soaring again. We
always do! There is no escape!

If we don't record our dreams, we are
missing out on a large part of our soaring
experience.

Our dreams, thoughts and discussion,
take up far more time than actually flying,
so let's remember the details. Write them
down for your own use later in life, record
them, so that ten years from now you can
savour the flight all over again. Like the time
you were in the 1-26 and you stayed up
longer than the Blanik. Or your first wave
flight, releasing 20 miles from the airport,
connecting with the wave and soaring to
heights that you never expected to reach in
a lifetime. These are all good for several
pages and many dream hours. Prime subjects
for your second log-book are badge flights
that you never expected to make in a hundred
years but are now yours.

How about the time you drove to the
airport, but the weather was bad so there
was no flying, but six of you ended up in
the club trailer, the fire crackling in the stove,
and spent four fast hours hangar flying. Sure
there were exaggerations, and even out-
right lies, but cut them all in half and you
still had excitement and adventure.

So record these happenings for your own
use, or share them with others.

The main thing is, don't let these dreams
get away and be forgotten. These incidents
are important to your life and so touch
everyone else interested in soaring and will
be valued by "Pilots to be"” in future years.

Write it down! You thought it important
enough to drive 75 miles, work all day
moving gliders, and spend your money for
one half hour flight, so remember your
experience by keeping a dream log.

For every hour of actual flying we have
ten hours of dreams, thoughts, plans and
discussions about flying.

Keep a log-book of dreams!




1-26 by Branko Glavas, from Montreal Soaring Council's Awards for Best 1-26 Flights 1977,




CLUB SUPPLIES

ITEM NO.

1

DESCRIPTION

PRICE

(ADD POSTAGE)

F.A.l. Soaring Badges, "A" & "B"
Sterling Silver
Silver Plate - Screw back

F.Al Gliding Certificates & Badges:

a) Application Forms for Certificates & Badges
Available from Club C.F.|

b) Gliding Certificates - 5.A.C. Member

- Non-Member

c) Badge - "C" (button or pin)

d) Badge - Silver “C"

e) Gold

) Diamonds - SAC keeps no stock bul issues a letter
of authority for the applicant to order directly from
the manufacturer.

F.A.l Soaring Awards & Rules Booklet
F.A.l. Sporting Code (English or French)

S.A.C. Instruction Manuals:
a) Part | « Instructor's Guide
b) Part Il - Air instruction Notes
c) Part Il - Students Notes
d) Air Cards - set of 11 plastic cards (8 x 5)
&) Air Exercise Check List
1) Panel Check List - CISTRSC
SWAFTS per set

S.A.C. Tephigram & Weather Brieting Bookle!

$ 7.50
2.50

N/C

18.00

2.50
13.00
70.00

1.50

75
1.00
1.00
300

25

1.00

5/1.00 or
25¢c ea

7 Weather Brieling Form N-052(8 1/2x 11 sht)
8 Otticial Observer Application
9 SAC Navy Blue Blazer Cres!
10 S.A.C. Decal
1" SAC. Cap
{red, green or blue with white crasl)
12 S.A.C. Glider Pilot Log Book
13 FAl g!olh Badges - 3" diameter
a)"C’

b) Silver or Gold

NOTE:

Itemn 2 and 3 avallabie from Mr. AW Burton
611-860 Blackthorne Avenue, Ottawa, Ont. K1K 3Y7
$5.00 processing fee

L]

All other items availabie from Box 1173, Station B,
Ottawa, Ont. K1P 5A0

or Mrs. T. Tucker, 786 Chapman Bivd.,

Ottawa, Ont. K1G 179

w

All cheques payable to S.AC

s

Non Member Clubs: add 25% plus postage.

<«The PILATUS B4-PCTIAF

N/C
N/C
9.00

25

4.50

2.50

75
1.50

All metal 15m

High n1er(l|,/035:1 )
and fully aerobatic

The BLANIK L13

All metal proven

well known and unsurpassed

2seater
TheJANTAR

Quallty built from Poland

nce sailplane

avgllablem 3models

President - Bogdan Wolski
1-705-743-9483
1-705-743-3163 (after hours & weekends)

OFFICIAL AGENTAND DEALER
FOR AEROSPORT

PIERRE ROCHETTE

CPRP1543 TERMINUS QUEBEC
GIK 7THE

418 528-91649

a18 6512838



Club News

1

A

Debbie MacDonald gets her first glider ride in Huronia's 2-22. “Grandpa" Daws
Campbell buckles up in the front seat. Huronia will have a new member in 1984.

Huronia

Huronia Soaring's field is located about three
miles south of Midland’'s Huronia Airport
runway. Our strip is 3000 feet long and
about 80 feet wide with good approaches
from both ends. The field slopes from the
middle both ways so we have no problem
with water.

Membership is a modest 25 including five
new students this year. We have a 2-22 for
training and a 1-23 for licenced pilots. The
tow plane is a 150 Citabria belonging to a
club memeber.

We fly Sundays plus the odd holiday and
mid-week when we can con someone into
towing.

This year we have had one first solo as
well as one of last year's new people made
the big step from the 2-22 into the 1-23.
Flights per day usually run around 20 to 25
but we are not too long on cross-country.
Having only two aircraft this has to be done
mid-week and it is hard to find a tow
pilot then. However, our landlord is a power
pilot and we have hopes of recruiting him
for the job.

Black Forest Glider Port,....

This year's wave camp, with twenty-five
pilots, was one of the largest ever. Several
days with good wave conditions made it a
great success. Led by Walter Chmela, most
of the pilots were from York, but others
came along as well from SOSA, Omemee
and as far away as Winnipeg. Seventeen
pilots were new to wave soaring and twelve
had not as yet claimed Silver altitude gains.
So we weren't exactly an experienced group.
At first the weather did not co-operate.
The snow and bitter cold, we knew, were
the results of a low pressure trough that
had brought good wave on the Thursday
after Christmas. On that day a couple of
early arrivals from our group had been able
to make use of unused Schweizer 1-35's;
Dave Harper got his Diamond, and Peter
Masak endured a rope break in violent
rotor to make the wave and reach over
35,000 ft., double lennie altitude, on his
altimeter. Unfortunately, the barograph
ticking away out of sight, registered Peter's
high point as 34,800 ft. - two hundred feet
short of the badge! In the days to come
some magnificent discrepancies between
barograph and altimeter were found, al-
though not always so disappointingly.
Happily Peter's climb has since been con-
firmed, following barograph calibration.
The gliderport had ten Schweizer gliders
available: three 2-32's, two 1-35's, three
1-34's, and two 1-26's. On January 2nd
the weather finally cleared and the wave
began to work again. Thanks to the good
organization and hard work by Walter and
the Wave Flights instructors, the majority of
the prerequisite orientation flights were
completed. One of the more humorous
flights of the day was undoubtedly Joe
Taushman's first solo wave flight. Explaining
later in the evening how he came to land

at the Air Force Academy (off limits to
civilians), Joe pointed out that ‘a downdraft
always stops before it hits the ground.’
Because of this principle, several pine
trees were saved from destruction, and Joe
was able to ridge soar his way along the
foothills to the Academy airstrip.

The three big days were Wednesday,
Thursday and Friday, with the wave getting
better each day. On Wednesday morning
flights seemed to top out at around 24,000
ft. and most who had flown had decided
that was all for the day. But Bill Sikma
took up a 2-32 in the afternoon to wait for
a resurgence, and when it came he worked it
up for the first Diamond of the week. In
there with him were Ross McNee and Pat
Martin in 1-34's, both making very healthy
Gold altitude gains. The day's noteworthy
flight award could have been shared by Joe
Blankier of SOSA and Richard Pearl, both
of whom landed out. Sharing these moments
with Joe and Richard was a Wave Flights
instructor, who learned the two pilots he had
given orientation flights to had gotten lost.

Enthusiasm ran higher on Thursday as
conditions improved. Art Schubert came
down clutching a Diamond, but a sceptical
barograph turned it into a Gold claim; and
Joe Taushman also came very close to a
Diamond. Larry MacDonald, with a lower
notch in the secondary wave was able to get
a Diamond with some leeway. Meanwhile
Steve Williams reached Gold height in a
1-34, while Per Talgoy and Lesley Lee
bucked the wind in their 1-26's to reach
Silver Altitude.

In spite of an adverse forecast, Friday was
the big day. Showing he could get up there
at will, Art Schubert immediately got a
Diamond that stuck, as did Joe Taushman.
After them with Diamonds came Rudi

Mueller, John Kollar, Brent McNiven and
Hans Stauffert. Joe Blankier of SOSA and
Carlo Bassi worked their 1-26's into the Gold
range as did Jane Williams, who in her first
solo wave flight held on during what the tow
pilot described as some of the worst rotor
to become the first woman from York
Soaring to ever get a Gold altitude gain.
Wolf Leers, Herman Ksander, and Chris
Baker all got high Gold flights as well,
bringing to a close a very memorable day
at Pikes Peak.

Well, not quite. Late in the day Walter
took Jenny Schubert on a sightseeing ride
to the Peak in a 2-32 and suddenly found
himself showing her how you can squeeze
lift out of a rotor, if you're low enough over
Tooth Lake to count the cavities. It seems
Walter had to release in the turbulence. No
doubt anyone who has gone through one of
Walter's simulated rotor tows will take great
satisfaction.

By Saturday and the end of the Wave
Camp, nine Diamonds had been won along
with nine Golds and two Silvers. A total of
sixteen 1 Lennie Pins were also awarded
for flights to over 25,000 feet.

Most of the flights, and almost all of the
real experiences, haven't been mentioned,
the sensation of a uniquely intimate view of
airliners and their contrails, the smoothness
of lift with an incomprehensible view, the
surreal absence of a sense of height. What-
ever the individual memories may be, they
owed much to the fact that the camp was
a happy place to be, and that was largely
due to our superlative dining under the
careful, at times commanding, but always
light-hearted supervision of Anna Marie van
Maurik.

- Larry MacDonald.







by a gradual descent back to the field twelve
miles away to the southeast.

The following year, 1978, the Thanksgiving
weather was warm and sunny. Having earned
my first diamond that spring (see Free
Flight 5/78 p.6), another opening day of
the pheasant season was relinquished in
favour of a try at the Cowley wave and a
second possible diamond. My enthusiasm

as shared by a large turnout of pilots with

5> less than twenty one sailplanes of
nineteen different types. Edmonton’s and
Calgary’s towplanes were assisted by Red
Deer's Ted Sorenson who managed two tows
for everyone elses one. Oxygen and gasoline

Jantap-cta,

were brought to the field, everyone helped
in the running of the flight line, and there-
fore waiting for a tow was kept to a minimum.

Except for the first day, before the sun
was up and the frost melted off my sail-
planes wings, | had to wake up a tow pilot
each morning in order to get the first tow.
Commander Pandur had instructed me that
the best wave conditions were in the early
morning and therefore | wanted to take this
advantage. If the presence of lennies were
any indication of his observations, he was
correct because as soon as the sun came
over the horizon, the lennies would dis-

appear. The final analysis of three long tows
to high altitudes gave me a net gain of 4,000
ft. of climb on the last day but | was able
to stay up for several hours by occasionally
ducking into the erratic turbulent lift of the
secondary rotor.

As | pulled away with my sailplane in its
trailer on the last afternoon of the camp,
| tuned the car air radio to 123.3 and heard
Bruce Hea calling to a following herd of
Winnipeg pilots that he was passing the
25,000 ft. level. My only consolation was
the fact that two days later | bagged the
largest Greater Canada Goose in Alberta in
1978 and won the Alberta Waterfowl Trophy.
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Notice to all
Official Observers

The SAC Directors, at a recent meeting, have
reaffirmed that NO flight made in contravention
of MoT Air Regulations will be recognized by
SAC, and an Official Observer will not knowingly
sign any document in respect of a flight
involving a breach of these regulations.

The most obvious situation in which a pilot
may be tempted is a wave climb into a
wave ‘‘window’’ that has not been opened by
the approving Air Traffic Control authority. This
is a serious matter, as an incident involving
the illegal use of airspace by a glider could
prejudice future soaring activity of all pilots.

X LT

Tony Burton
FAl Awards Chairman
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by Lloyd Bungey

AT HIGHER
LEVELS MORE
WIND MOVES
AROUND PEAK

WIND MOVES UPSLOPE
AT LOWER LEVELS

Figure 1

Lloyd Bungey started flying in 1965 in his
native Australia. He was a Silver C pilot
when he moved to Canada in 1969, flying
with SOSA during that season. Following a
move to the Maritimes, he was comparatively
inactive in soaring for four years, but with a
move to B.C., he again started soaring
seriously in 1974. Since that time he has been
part of Ka8b and SHK syndicates and currently
owns a PIK-20B. Lloyd has been active in
the Vancouver Soaring Association, editor of
the Vancouver Soaring Scene and a regular
contributor to free flight as editor of the
Overseas News.

Part 1

A soaring pilot, exploring mountainous
areas for the first time, is likely to be
exhilarated yet simultaneously confused and
intimidated, especially if the flying involved
requires working close to the ridges. The
exhilaration will come partly from the sheer
beauty of the mountains but mostly from the
experience of having a visual reference of
progress as trees, seemingly just ahead on
the steep slope, appear to fall away beneath
him as he skims upward along the slope.

15
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The confusion will come from the lack of
the familiar horizon to use as an attitude
reference, and the intimidation will come
from the proximity of the ground, seemingly
just a few feet off his wingtip.

The experienced mountain soarer, on the
other hand, is neither confused nor in-
timidated by his environment, having
acquired the necessary skills to cope with
the lack of horizon and the judgement to
assess the conditions and fly at a speed
which will keep him from stalling into the
slope. He may still be exhilarated by his
soaring but he treats the slopes with respect.
His flying technique will vary from day to
day, and often from hour to hour, to make
the most of the existing conditions. In-
cluded in his repertoire of skills will be
thermalling, ridge soaring, wave flying, rotor
flying, and shear line techniques. His ex-
hilaration will rarely be of the same kind he
had when first introduced to the slopes but
his satisfactions come from making the
most of the opportunities presented by the
day.

The key to fully utilising the opportunities
presented by the mountains is the ability

A
'

N

slopes, notably ridge lift and wind shadow
thermals. Without this ability, the pilot is
forced to rely on high tows to contact the
mountain-top thermals or high altitude lee
waves, and is fated to land once he drops
much below the mountain top level since,
lower down, the lift is rarely to be found
away from the slopes.

Around the mountains on the western
side of the American continent, the slope
lift rarely continues to the top of the slope
as it does on the smoother, more eroded
slopes of the east. The craggier, more
broken mountain ranges of the west offer
too much opportunity for the wind to pass
around the peak (see figure 1) and hence at
the higher levels the lift tends to peter out
and the soaring pilot must forsake his ridge
and seek out thermal or wave lift to take
him higher. Also, the more broken ridges
are rarely aligned into the wind so the areas
of lift are likely to consist of small sections
which must be worked in short beats.

The basics of ridge soaring are quite
simple, as are the basics of soaring, simply
put - find an area of lift and fly in it so
that you stay in it. In some ways, ridge

because you have a visual reference to the
lift. However, overall, working a small area
of ridge lift is much more fatiguing than
thermalling, since a thermal may be worked
by flying a continuous spiral whereas the
ridge must be worked by making a large
number of turns interspersed with short
periods of flying straight. All this, plus
the psychological stress of having the ground
nearby, can lead to rapid fatigue, especially
on a day of weak conditions. Such a
day's flying can perhaps be compared to a
day of continually circling in no sink at
300°, at least as far as the stress involved
is concerned.

Problems of Speed Control

For the effective utilisation of weak ridge
lift speed control is very important. The
sloppier your speed control, the greater
must be your speed allowance for safety.
In strong conditions, a large margin does not
affect the overall lift much but in weak
conditions an extra few feet per minute sink
rate due to the sailplane’s flying speed can
mean the difference between staying up or
coming down. However, regardless of the

to work the lift to be found close in to the soaring is easier than thermal soaring conditions, it does not pay to shave the

.".'
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safety margin too close since a stall in a
sudden gust along a ridge is a lot different
to a stall in a thermal. Along the ridge
one stall may result in you becoming a
permanent part of the scenery.

Without a horizon, however, speed con-
trol is not as simple as in flat areas.
There are no easy visual references to go
by and airspeed indicators always lag. With
practice, though, it is possible to obtain
just as good speed control as in a flatland
environment. It just requires further refine-
ment of your flying techniques. A good set
of ears is always a useful asset in speed
control and in the mountains more so. By
listening to your glider very carefully small
speed changes can be detected and corrected.
In addition, in an aircraft with which you
are familiar, the changes in feel of the
aircraft with speed can be a help to con-
trolling the speed. Finally, although you
have no horizon as such, it is possible,
with practice to visualise an horizon and use
attitude changes in relation to this. If the
nose of the glider moves up or down in
relation to a given set of trees, you have
picked as being on your imaginary horizon,
then you have had a change in pitch. With

practice, you can pick up your imaginary
horizon with amazing accuracy.

What is a Safe Speed to Fly?

The speed to fly along a ridge requires
consideration of several factors. How good
is your speed control?, how gusty is the wind
along the slope?, how much turbulence is
going to be encountered due to spines and
saddles?, and what sort of manoeuvres
will you be carrying out?

As the conditions become gustier and
more demanding, the greater is the minimum
safe speed to fly. However, ridge flying does
not normally require the use of small radius
turns as does thermal flying therefore it
is not necessary to fly slowly. Most of the
climb along a ridge will be made while
flying straight therefore the slowest one
should fly at any time is at the speed for
minimum sink. However, flying even 15 mph
faster than this does not cost very much
in terms of rate of climb but it will add a
great deal of safety. Generally speaking,
unless the lift is very weak, there will be
very little to be gained by flying at the
minimum sink speed, and below this speed
you will be losing effectiveness while also

jeopardising safety. As the conditions get
stronger faster speed than the minimum
sink speed will give a great deal more
safety while sacrificing little in terms of
climb.

When working a section of weak lift it
may prove to be advantageous to fly fairly
slowly, at or around the minimum sink speed,
while flying the straight sections of the beat,
but to increase the speed for the turns to
compensate for the higher stall speed in
the turns. Such a pattern is shown in
figure 2. The aircraft depicted is of Kab
performance. In weak conditions the air is
generally fairly smooth so the 40 knot speed
indicated for the straight portions of the beat
offers a fairly good (8 knot) margin of
safety with a low sink rate. By speeding up
to 45 knots for the turns, they may be
made moderately steeply with a similar
margin of safety yet cost practically nothing
since the height used to increase the speed
may be regained by pulling up to reduce
the speed again after the turn is completed.

Ridge Soaring Patterns
and good ones.

When flying in an area of lift along a

poor ones

//

Woltneg
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Figure 3
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mountain slope the rate of climb achieved
and often the height that is ultimately to
be gained depends very greatly on the
pattern used to stay in the lift. An efficient
pattern is one that keeps the sailplane in
the best lift for the greatest amount of time.

Before considering the more efficient
ways to fly along a ridge, some of the
most common mistakes should be pointed
out. All too often the novice ridge pilot
tries to fly a pattern like that shown in
figure 3. Here the pilot has not compensated
for the crosswind component of the wind
and while he starts his beat a little further
out from the ridge than a more experienced
pilot would, by lining his plane up parallel
to the ridge he drifts through the area of
best lift and finishes up out of the lift
and too close in to the ridge. It should be
remembered when flying a ridge that the
wind is attempting to blow you onto the
ridge and that your course, not your fuselage,
should be parallel to the ridge; that is,
you should maintain your separation from
the slope by crabbing into the wind. Some
pilots line the fuselage up parallel to the
slope then maintain their separation from
it by slipping away from it. In light winds

it does work but it's hardly very efficient.

A further series of errors is shown in
figure 4. Here the pilot has committed two
fundamental mistakes. Firstly, he waited too
long before turning back to reverse his
beat at turn 1, secondly when he did reverse
his beat he only turned through 180°
and finished up the diameter of his turn
further out from the ridge than when he
started. The first error results only in a
slower achieved climb than possible but the
second, if continued, will result in his quite
rapidly losing the lift, as is shown by turn 2.

Much superior to the flying shown in
figure 4 are the two styles depicted in figure
5,

In this case, as the pilot flew from point
A to point B he was observing his lift. At
point B, he realised the lift was weakening
so initiated a turn before it disappeared
completely. His turn was thus initiated in
lift. This lift may extend out far enough that
the whole turn can be made in lift or a
portion of the turn may be in sink but in
any case most of the turn is made in
rising air to his advantage. At point C,
when he was parallel to the ridge he did
not straighten out, as did the pilot in figure

4, but continued the turn to angle in to-
wards the ridge. He then straightened up
briefly, before making a slight turn in the
opposite direction to complete his reversal
of the beat flying along the ridge in the
opposite direction at the same distance
out from the ridge as before. Another
method of making such a reversal is shown
at turn 2. Here the pilot edges in toward
the ridge just before initiating the reversal
in order to make the whole of the turn in
lift. Both turns 1 and 2 are shown as being
made before the end of the lift is reached;
they could have been left later without any
difference to the overall rate of climb but
it is better to make a turn too soon than
to wait too long and finish it up making it in
sink.

Often the lift may have strong areas and
weak areas similar to that illustrated in
figure 6. Here it is greatly to the advantage
of the pilot to make his turns in the areas
of stronger lift since these are wider and he
can make the whole turn in lift, and in
addition the curved flight path of his turns
gives him more time in the strong lift
and hence an enhanced rate of climb
overall.

Figure 4
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*Metal
*Wood
*Fabric
*Fibreglass
*Plastics

COMPETITIVE PRICES
HIGH QUALITY WORKMANSHIP

Special discounts to all SAC members

SPECIALIZING IN AIRFRAME REPAIR

HANGAR NO.3 — CALGARY INTERNATIONAL AIRPORT
Calgary, Alberta T2P 2G3 Telephone: (403) 277-5133

complete with socket, water trap
& 25’ tubing

FIRMAL NETTO-FILTER for your glider polar
ON/OFF tap
Tees, two for
Tubing 3/16 I.D. thickwall, 10’

GUST FILTER

request * AUTHORISED CAMBRIDGE REPAIR CENTRE

FIRMAL ELECTRONICS

Box 8046, Ottawa, Ontario, K1G 3H8 Tel: 613-731-6997.

IRVING type T.E. probe with improved response

CAMBRIDGE VARIOMETER SYSTEMS

still the best value in 1979, with two new items from FIRMAL

$17

$27

$35
$16
$1
$3

$16

CAMBRIDGE varios and all accessories at competitive prices * plus two
year guarantee on all items * package deals and club specials on

For the past 20 years the U.S. has launched
its space craft on expendable rockets like
the Titans, the Atlas-Centaurs and the Saturn
5's. But the key to space in the next 20
years will be the Shuttle; a reusable space
craft that is launched like a rocket and lands
like a glider.

During 1977, test flights of the U.S. Space
Shuttle were begun - you may have seen
some of the early approach and landing
tests on TV; these tests are still going on
and are concerned with gathering data to
verify safe subsonic aerodynamic flight and
landing of the orbiter. NASA is conducting
the program at their Dryden Flight Research
Centre, Edwards Air Force Base near Los
Angeles, California. More than 20 atmos-
pheric flight tests have been scheduled;
all of them involve mounting the Orbiter
atop a modified Boeing 747. On some of
the tests the two vehicles will remain mated;
on others they will separate and the Orbiter
will be flown (unpowered) to a landing on
a dry lake bed or an Edward AFB runway.

Mated tests without crew aboard the
Orbiter were begun in February 1977. Sub-
sequent test flights with crew aboard were
to verify systems operation and crew pro-
cedures. Free flights with NASA astronauts
at the controls were designed to determine
the Orbiter's subsonic airworthiness,
systems operations and pilot guided and
automatic approach and landing capabilities.

All free flights of the Orbiter are un-
powered, the same as on return from space.
The first free flight was successfully com-
pleted on August 12, 1977. The Orbiter
was carried to altitudes between 21000 and
26000 feet AGL, released from the 747
between 17000 and 22000 at a speed of
about 270 knots and flown to a landing
about five minutes later on Rogers Dry Lake.

The Orbiter is the workhorse of the Space
Shuttle program. It is designed to be used a
minimum of 100 times. It is as big as a
DC-9 with an empty weight of 68000 kg
(150000 Ibs.); it is 37.2 m (122 ft.) in length
and has a wingspan of 23.8 m (78 ft.).
The Orbiter will be launched into low earth
orbit in 1979, with its three main engines
being augmented by a pair of solid rocket
boosters.

The Space Shuttle is composed of the
Orbiter, the two solid rocket boosters and
an external fuel tank which feed the Orbiter's
three engines. The orbiter will be attached
to the back of the fuel tank and the solid
boosters will be attached to each side of the
external tank. The solid boosters will be
recovered, refurbished and reused. The
external tank will be jettisoned but not
recovered. The orbital flight tests are sched-
uled to begin in mid 1979; until then the
Orbiter will continue to be launched for
test flights from the back of the 747.

Early flights will have the Orbiter tailcone
attached but some will be with the tailcone
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off. The tailcone is an aerodynamic fairing
to reduce buffeting on the 747 tail surfaces.
Its use permits higher altitudes. It will be
used on all later 747-Orbiter ferry flights
when the Orbiter will be transported to the
Huntsville, Alabama NASA centre for ground
vibration tests and even later when it will be
flown to the kennedy Space Centre for
orbital flights.

The flights with the tailcone on generally
follow a racetrack pattern with separation
occuring when the vehicles are about 13 km
(8 miles) to the right and flying parallel
to the landing runway. From the separation
point, the Orbiter will fly a U-shaped ground
track to the runway.

To perform the separation manoeuvre,
the 747 pitches down to -6 degrees and
accelerates to establish equalibrium glide
conditions of 270 knots equivalent air speed
(KEAS) and -9.2 degrees flight path angle.
At this point the Orbiter pilot initiates
separation by firing a series of explosive
bolts at an altitude of about 6700 m (22000
ft.) above runway level.

At separation the Orbiter pilot performs a
pitch up manoeuvre which provides a vert-
ical separation of more than 60 m (200 ft.)
in about five seconds. The 747 turns left
while the Orbiter turns right to provide
horizontal separation. On the first flight,
the Orbiter pitched down, accelerated to
270 KEAS and then performed a practice
landing (at 18000 ft.) allowing the airspeed
to drop to 185 KEAS while evaluating the
ship's flying qualities.

The Orbiter pilot then pitched down to

accelerate and at the same time initiated
the first of two 90 degree turns to the left
which aligned it with the lakebed runway.
At the completion of the second turn, the
Orbiter was aligned with the runway at an
altitude of 1980 m (6500 ft.) and about 14
km (9 miles) from touchdown: speed was
270 KEAS and the flight path was -9
degrees.

First flare (preflare) starts at an altitude of
270 m (900 ft.) and transfers the Orbiter
from -9 degrees glide slope to -1.5 degrees.
The landing gear is deployed at about 105
m (350 ft.) and the landing flare (final
flare) is initiated at slightly less than 30 m
(100 ft.). The final flare establishes a sink
rate of about three feet per second which
is held to touchdown. Touchdown airspeed
is about 180 KEAS and elapsed time from
separation to touchdown is about five
minutes and fifteen seconds.

The aerodynamic control surfaces to
provide control during the atmospheric
portion of flight are the body flap at the
end of the Orbiter's fuselage, the wing
elevons and the rudder/speed brake.

Because of the increased drag when the
streamlined tailcone is removed, the max-
imum altitude the 747 can achieve, and the
distance the Orbiter can glide after release,
are reduced. Thus, for tailcone off flights,
the Orbiter is launched at an altitude of
5400 to 5600 m (17700 to 18300 ft.)
above runway level and 19.3 km (12 miles)
from the end of the runway. Launch and
separation procedures will be the same as
for the tailcone on flights but the Orbiter

will fly a “straight-in” approach to the
runway instead of the U-shaped ground
track with tailcone on.

Approach speed is 290 KEAS, flight path
-24 degrees and preflare starts at 600 m
(2000 ft.). Landing gear deployment, final
flare and landing will be similar to tailcone
on flights. Flight time from release to lan-
ding is no more than two and a half
minutes.

Orbiter is designed to carry a payload of
up to 30000 kg (65000 Ibs.) and while
some missions in space will last only a few
days, some could run as long as a month.
Orbiter will usually operate in an orbit
from 100 to 250 miles high but could make
short flights as high as 800 miles. Its primary
mission will be to insert satellites into earth
orbit. Those that must be stationed far above
the Orbiter's operational altitude will be
boosted into their proper orbits by rockets
carried aloft in Orbiter.

Satellites can be serviced, recalibrated
and repaired in space and even retrieved
and returned to earth. New instruments can
be installed to replace those that fail or
become obsolete. No longer do satellites
need to be small and simple; structures of
enormous size can be constructed in space
from materials ferried aboard the shuttle.

The Space Lab will be built and manned
using Orbiter and many other space ventures
will depend on this new space craft. In
spite of the spectacular take-offs and the
glamour or orbital journeys, every trip will
end with an approach and landing just like
a glider.....some kind of glider!

The Leading Group of the World
Championships 1978 in the FAI - 15m Class

Karl Striedieck, U.S.A., placed 2nd
Gorant Ax, Sweden, placed 3rd
Joao Widmer, Brazil, placed 4th
E.G. Peter, West Germany, placed 6th
Michel Bluekens, Belgium, placed 7th

Flown by these pilots the ASW 20
was placed:

1st on 5 flight days
2nd on 9 flight days

Box 118
Port Matilda
Pa. 16870
U.S.A.

Schleicher Séilpanes |

Mr. K.H. Striedieck

<

Congratulations To The Pilots on their
Great Success with The ASW 20.

ne.

22



Class Ads

FOR SALE

1976 Blanik, 300 hrs. t.t., always hangared.
Price $15,000.

Kawartha Soaring Club

clo Mr. T. Zieger

22 Jefferson Street,

Lindsay, Ontario

(705) 324-9566

FOR SALE

Ballast Bags from Smiley Bags, never used. Made
for Libelle but suitable for other ships. 210 Ibs.
capacity. Price $110.

John Firth,

542 Coronation Ave.,

Ottawa, Ontario K1G OM4

(613)731-6997

FOR SALE

Schempp-Hirth Austria, including trailer, instru-
ments, parachute, and barograph. Best perfor-
mance per dollar and still competitive in the
standard class. Owner moving up to glass ship.
Price $8,000 or 1/2 share available at S.0.S.A.
Chris Wilson,

304 - 558 Durham Crescent,

Woodstock, Ontario N4S 5X3

(519)539-5083

FOR SALE

Pilatus B4 presently based at Erin, fully instru-
mented including T & B, T.E. probe and netto,
3 range Cambridge vario, diluter demand oxygen
and open trailer.

Price $19,000 or shares.

P. Lawes(519) 833-9331 after 6 p.m.

FOR SALE

RF-5B Motorglider CF-POU. Dual controls and
instruments. Radio and oxygen. One owner, always
hangered. 400 hours total time.

Price $27,000.

Leo A. Haunsberger,

R.R.Mo. 2

Bowmanville, Ontario L1C3K3

416)623-4511

SITUATION WANTED

Experienced nationals crewman available for ‘79
Nationals in Toronto. Mo fees, just expenses and
soaring required.

Chris A. Baker

Apt. 428, 150 Farnham Avenue,

Toronto, Ontario M4V 1H5

416) 964-0768 Home, (416) 496-0500 Work.

FOR SALE

Blanik. Like new. T.T.161 hours in 103 flights.
Tail wheel, approved radio installation, total
energy system.

Price $2,000,

W. Sikma

3363 Cedar Creek Drive

Mississauga, Ontario L4Y 2X9
(416)279-7449

FOR SALE

Skylark 2-b, white wings, orange fuselage,
covered trailer. Recovered 1977, dacron fabric,
instruments, oxygen, parachute.

Price $8,000 for a real beauty.

David Robins

518 95th Ave.

Chomedey (Laval), P.Q. H7W 3V2

(514) 681-5583

EVENINGS (403) 273-1812

FOR SALE

PIK 20B, 510 Ibs. empty, 3U0 hrs. t.t., never
damaged, large and small panels, with optional
instruments. Factory special wing finish. Factory

WANTED

Medium to medium/high performance glider,
KaB to HP 14 range.

J.B. Stout

trailer.
Contact Firth. (613) 731-6997

78 Marsh Crescent
Regina, Saskatchewan S45 5R6

Member Clulbs

Maritime Zone

Bluenose Soaring Club, ¢/0 622 - 200 Willett St., Halifax, N.S. B3M 3C5

Lahr Gliding Club, c/o M/Cpl. W. H. Barnes, Box 2227 CFPO 5000, Belleville, Ont. KOK 3R0
MNew Brunswick Soaring Association, 521 Blythwood Ave., Riverview, N.B. E1B 2H3
Newfoundland Soaring Society. ¢/o Mr.J. Williams, 57 Boyle St., St. John's, Nfld, A1E 2H5

Quebec Zone

Appalachien Scaring Club, Box 271, Sherbrocke, P.Q. J1H 51

Ariadne Soaring Inc., 735 Riviere aux Pins, Boucherville, P.Q. J4B 3AB
Buckingham Gliding Club, c/0 365 St. Joseph Blvd., No. 8, Buckingham, P.Q
Champlain Scaring Association, 192 Highfield, M1. St Hilaire, P.Q. J3H 3W5
Club de Vol a Voile Asbestos, 379 Castonguay, Asbestos, P.Q. J1T 2X3
Montreal Soaring Council, Box 1082, Montreal, P.Q. H4L 4W6

Mississquol Soaring Association, Box 189, Mansonwille, P.Q. JOE 1X0
Quebec Soaring Club, Box 9276, Ste. Foy, P.O. G1K 929

Ontario Zone

Air Cadet League (Ont ), Mr. H. Bruhiman, 561 Lacroix St., Chatham, Ont. N7M 2X1
Air Sailing Club, Box 2, Etobicoke, Ont, MOC 4V2

Base Borden Soaring Group, Box 247, Borden, Ont. LOM 1C0

Bonnechere Soaring Inc., Box 1081, Deep River, Ont. KOJ 1P0

Central Ontario Soaring Association, Box 762, Peterborough, Ont, K9J 628
Chatham Air Cadet Gliding Club, 561 Lacroix St., Chatham, Ont. N7M 2X1

Erin Soaring Society, Box 523, Erin, Ont. NOB 1T0

Gatineau Gliding Club, Box 883, Station B, Ottawa, Ont. K1P 5P9

Huronia Soaring Association, M. Badior, 435 Hugel Ave., Midland, Ont, L4R 1v4
Kawartha Soaring Club "~c,, P.O. Box 168, Omemee, Ont. KOL 2W0

Lakehead Gliding Club, Box 161, Station F, Thunder Bay, Ont.

London Soaring Society, Box 773, Station B, London, Ont. NGA 4Y8

Rideau Gliding Club, H. Janzen, 172 College St., Kingston, Ont. K7L 4L8

Rideau Valley Soaring School, Box 93, R. R. 1, Kars, Ont. KOA 2EQ

S0S5A Gliding Club, Box 854, Station Q, Toronto, Ont, M4T 2N5

Toronto Soaring Club, E. Meikle, 201 - 1700 Victoria Pk, Ave,, Scarborough, Ont. M1R 1R3
Windsor Gliding Club, 62 Lancefigld Pl., Chatham, Ont. N7L 2M3

York Soaring Association, Box 660, Station Q, Toronto, Ont. M4V 2N5

Prairie Zone

Air Cadet League (Man.), Box 1011, GPO, Winnipeg, Man, R3C 2w2

Alsask Soaring Club, CFS Alsask, Alsask, Sask. SOL 0AD

Regina Gliding and Soaring Club, 19 Ritchie Cresc., Regina, Sask. S4R 5A5
Saskatoon Soaring Club, Box 379, Univ. of Sask., Saskatoon, Sask. STN OW0
Winnipeg Gliding Club, Box 1255, Winnipeg, Man. R3C 2Y4

Alberta Zone

Cold Lake Soaring Club, Box 1714, Medley, Alta. TOA 2M0

Cu-Nim Gliding Club, Box 2275, MPO, Calgary, Alta. T2P 2M6

Edmonton Soaring Club, Box 472, Edmonton, Alta. T5J 2K1

Grande Prairie Soaring Club, Box 550, Grande Prairie, Alberta TBV 3A7

Namao Soaring Club, c/o Capt. K.A. Peters, CFB Edmonton, Lancaster Park, Alta. TOA 2HO
Southern Alberta Gliding Association, Box 394, Station J, Calgary, Alta. T2A 4X7

Pacitic Zone

Alberni Valley Soaring Association, Box 201, Port Alberni, B.C. V9Y 7TM7

Bulkley Valley Soaring Club, Box 474, Smithers, B.C. VOJ 2ND

Narth Okanagan Soaring Club, Mrs. L. Woodford, R.R. 1, West Salmon Arm Rd., Enderby, B.C. VOE 1v0
Vancouver Soaring Association, Box 3651, Vancouver, B.C. VBB 3Y8

Wide Sky Flying Club, Box 6931, Fort St. John, B.C. V1J 443

Advanced Soaring Training & Research Assoc.. /o Mr. LM. Bungey, General Delivery, Port Mellon, B.C. VON 250

SPECIALIZING IN CARING FOR
YOUR SOARING EQUIPMENT
FIBREGLAS - WOOD - METAL 5‘4\\ Tr y
European Trained for Fibreglass S
Reinforced Plastic Repairs and

Modification of Your Equipment

EIRIAVION OY - PIK-20

w
L
-
REPAIR AND PARTS STORAGE DEPOT Sé.
SOARING

FEDERAL AVIATION ADMINISTRATION
CERATIFIED REPAIR STATION 101-07

Tom W. Smith

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

Clinton, New York 13323

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

We are in the aviation business with an 11,000 square foot hangar to serve your needs.
Tow-plane and glider C of A’s, fabric work, and a complete paint shop big enough to fita D.H.C. Beaver.

No part time interest. We buy in volume, stock product, offer great deals, and take trades.

We are a distributor for PEZETEL of Poland. 5 Jantar Standard 2 Sailplanes, with a Vne of
193 mph. and an L/D of 1:39.5, will be delivered to us here in Canada before the end of the year. One is
already sold, so hurry. These sailplanes will be sold with Canadian Type Approval. 1 Eagle (Puchacz)
will be here in July. Consider this two seater while looking at the price and performance of alternative
15 year old designs. This is a new generation ship; and 1980 is only next year! These ships are coming
directly from the factory to us. No delays.

We have employees with a cumulative experience in sailplanes of over 30 years. We are
here to help.

We supply your towplane needs with the PZL 104 Wilga. 1000" + /min. up. 4000'/min. down.
Gentle handling characteristics. Easier to fly than a Cub or an L 19. Conforms to the 1985 ICAO Annex
16 noise limitations, an estimated level of 63 db.
So: Call us at 705-745-0084 Days or Evenings.

Visit us at Peterborough Municipal Airport, Ontario

Write us at 50 Alexander Avenue, Peterborough, Ontario, K9J 6B4

AIRTECH CANADA
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