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If you’ve always wanted
a Security parachute,
here’s an offer you’ll jump at!

If you were to visit the
Security plant in San Lean-
dro, you’d see why their
products enjoy the reputa-
tion they do. You’d learn
how a parachute is designed,
how it is put together, how it
isrigged, and how and why it
works.

But while they’re showing
you all this, what really
comes across is the skill and
dedication of the Security
people themselves. You
could say it is the philosophy
of the company, or the
enormous pride they take in
their work, or their realiza-
tion of the importance of
every step in making a prod-
uct that someone’s life is
going to depend on.

It’s all of those things, and
then some.

You’'d also be impressed,
as we were, with the remark-
able collection of letters dis-
played on their walls. Each
letter, in its own eloquent
way, carries a common
theme; each was written by a
person glad to be alive, and
whose life has been saved by
a Security parachute.

Security has designed a
parachute specifically for the

glider pilot, their Model 150
Safety Chute. You might well
wonder if the chute cares
what kind of a pilot is going
to be using it; glad you asked,
because it does. First, the
Model 150is designed for use
at speeds below 150 mph
(though it’s tested at more
than twice that speed). It's
compact, weighs less than 16
pounds, and by having its
modest bulk distributed into
a chair configuration, avoids
the discomforts of either the
standard back or seat pack
designs. You'll forget you're
wearing it.

SPRAGUE
Awviation

(707) 446-0152

You can go four months be-
tween repacks. And if you
ever have to use the chute,
it's comforting to know that
its all-nylon canopy is steera-
ble to avoid ground obstruc-
tions, and that the rate of de-
scent compares with the large
28-foot canopies. You get in
and out of the chute easily,
with two quick-flip buckles.

About our offer. Buy your
Security chute from us (our
prices are competitive) and
we’ll give you a Parachute In-
surance Policy. If you ever

have to bail out, we send you
a check for the purchase price
of your Security chute (and
you get to keep the chute).
Maybe you’ll write a letter for
our wall! Write or phone your
order today.

2550 Pleasants Valley Road e Vacaville, CA 95688
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“Soaring Mail” may include letters from members
who are advocating or opposing changes in SSA pol-
icy or operations. In this respect, SOARING strives to
serve as an open forum and publish as representative
a sampling of all views as space permits.

But publication of a letter can only give an idea
exp , not i ion. Society bylaws dele-
gate policy and decision-making to the SSA Board of
Directors (The SSA Regional Directors) and, between

meetings, its Executive Committee.

Correspondents who want action should contact
their SSA Regional Director or the Executive Commit-
tee (Names and addresses of Regional Directors are in
the SSA Membership Roster, and the names of the three
Executive Committee members are given at the close
of the Executive Director's Report whichis published
in SOARING following each Directors’ Meeting.)

Material published in SOARING magazine is con-
tributed by individuals for the reading pleasure of
soaring enthusiasts. Accuracy of the material is the
responsibility of the contributor. Neither the Society
nor its journal assume responsibility for the correct-
ness of material or the opinions of the contributor.
Monetary payment is made only for the photograph
that is used on the front cover ($40). Anyone is invited
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soaring activities. However, any material that is to be
returned must be accompanied by a stamped self-
addressed return envelope. Manuscripts accepted for
publication are subject to whatever deletions, addi-
ticns, or revisions are necessary to adapt the material
to the space requirements and quality standards of the
magazine. Cover and entire contents of SOARING are
fully protected by copyright; permission for reproduc-
tion in any manner whatsoever must be secured in
writing from the Soaring Society of America.
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Single issue (foreign), $1.50.
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is delivered from the printer the second Friday nfeach
month (except when that date is earlier than the 12th).
The following Monday it is sent to an outside mailer
for addressing. Considerable variations in delivery
time have been reported, but the average appears to be
two weeks. Members desiring faster delivery may pay
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ered by first class mail.
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Doris, How Could You . ..?

A pox on Doris Grove!

My own personal out-and-return record

is 40 miles (in a 1-26); my best altitud
8000 feet AGL. And now today I read in

e is
the

papers that Doris has set an out-and-return

world record of 620 miles. In addition,

this

comes at a time when I was just beginning
to get over the 41,500-ft. altitude record of

Sabrina Jackintell.

Doris and Sabrina are blessed with more
than ordinary beauty. Couldn’t they have
gone into show business? Doris used nine
and one-half hours to make her record.

During that time she could have done

the

dishes, vacuumed the entire house, washed
the kitchen walls, and cooked a four-course
dinner. But no, she has to be out humili-

ating the rest of us glider pilots.
Oh well.

The Ridge is a fabulous place to soar, and
I hope to get back there in the near future.
But rest assured, I'll be wearing a disguise

and flying under an assumed name.

CHARLES O’MAHONEY

Pittsburgh, Pennsylvania

The Seattle Convention
We just had to write to tell how

im-

pressed we were with the 1980 SSA Con-
vention in Seattle. The displays, the speak-

ers — theirdepth, reputation, and creden

tials

— the best in the world; Boeing serving as

a quiet host; the organization — fanta

stic!

And most of all, as always in soaring gath-

erings, the people.

LYNN and MARION GRIFFITH

Dallas Texas
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A Classic Soaring Experience

For those of us who live in Athens,
Greece, the idea of slope soaring the hill of
Acropolis and flying over the Parthenon is
a very challenging dream. But the problem
of landing in the modern city of Athens
which now surrounds the Acropolis would
be a nightmare.

The next best thing is to soar along the
slopes of fir-covered Mount Parnes (or Pen-
deli) which is in sight of the Acropolis and
whose marble quarries are as old as the
Parthenon itself. My enclosed oil painting
will give the idea of the terrain.

Between Parnes and Acropolis (the hill
nearest the shore) is a little soaring paradise
with summer thermals and Agean sea-breeze
fronts. Winter winds blowing across the
Marathon Plain toward the Island of Sal-
amis (just below the wheel of the AS-K 13)
and the harbor of Pireus create waves that
are as glorious as they sound. But Greece
is a small mountainous and rocky country
where, even on the few existing flat-lands,
farmers have to make piles of the stones
they find when plowing. Thus, cross-coun-
try flying is very limited for badge and
record seekers. Nevertheless, for those who,
like us, savor flying in the fabled skies of
Icarus and Aeolus, the little soaring para-
dise near Athens is still there.

Cosras PIKROS
Athens, Greece
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Flight Tests —

LS-3, LS-3a, LS-3-17
I recently learned about the latest flight

test data that Dick Johnson developed for

the LS-3a. It was significantly below in max-
imum L/D than that of the LS-3 which was
tested by Dick about two years earlier. In
the light of these findings I asked Horst
Eschenberg to have his own new LS-3-17
tested by Dick also. Before shipment we
had conducted a comparison test in Egels-
bachbetween Horst’s LS-3-17 and an LS-3a
that had been calibrated by IDAFLIEG. We
found that Horst’s LS-3-17 (in the 15m ver-
sion) should have a maximum L/D of at least

41:1. Dick’s test of Horst’s glider again fell

short of the maximum L/D we had mea-

sured for it.

In the light of these circumstances, I de-
cided to travel to Dallas (Caddo Mills) on
the way to the SSA Convention in Seattle
to look into the matter. Here is what I
found:

1. Dick claims in the flight test article of the
LS-3a (Soaring, Feb. '80) that the thick-
ness of the wing root of the LS-3a is 6mm
greater than the LS-3 tested earlier. An
accurate measurement revealed that the
wing thickness of the LS-3a is 3mm
greater than the LS-3. One should know
that originally we aimed for a maximum
thickness at the wing root of 170mm. At
the start of the LS-3 production the max-
imum wing root thickness was 164mm;
after six months of production the max-
imum root thickness came in at 167mm.
Since then the maximum wing root
thickness has remained within +1mm
of 167mm. Except for a little filling over
one inspection plate (which had sunk a
bit) and sanding over the other (which
protruded on Horst’s LS-3-17), the planes
were in “‘new’ factory condition.

2. Next I decided to conduct a comparison
flight test using Horst’s LS-3-17 (15m
version) and the LS-3 tested two years
ago by Dick. Using water ballast, I
brought the LS-3-17 to the same wing
loading as the LS-3. The latter is owned
by Eddie Williams and is in excellent
condition. I am confident that its per-
formance has not deteriorated. Eddie
flew his LS-3, I the LS-3-17. We took a
double tow to 10,000 feet. The weather
conditions were excellent. We con-
ducted seven comparison runs. Eachrun
was begun at exactly the same altitude
and speed using the gear and the brakes
to equalize altitude and speed. Eddie’s
task was to fly at constant speed and
constant heading. The second pilot (my-
self) flew a parallel course by sighting
across the wings to maintain the same
speed. Each run was timed with a stop-
watch; typically they ranged from 2 - 5
minutes. The resulting difference in al-
titude can easily be estimated by using
the nose of the fuselage (2 meters) or the
whole fuselage (7 meters) as aguide. The
results of these flight tests are super-
imposed on the accompanying polar pre-
pared earlier by Dick for the LS-3. As
you can see, the differences are slight.
The comparison flight shows that the LS-
3a has equal performance at speeds from
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50 to 80 kts, slightly better performance
at speeds above 80 kts, and a very small
drop in performance at 40 kts. Thus, at
the same wing loading, the difference in
performance is not significant.

To eliminate any possible remaining doubt
regarding the maximum performance (L/D)
of the LS-3a, I requested that Dick agree to
a comparison flight between the just-tested
PIK-20 and the LS-3a. I understand that he
has done considerable work to improve the
performance of the PIK-20 and claims a
maximum L/D in excess of 40:1 (Soaring,
March ’80). Obviously, I would very much
have liked to conduct a comparison flight
against a sailplane for which more recent
test data exists. Unfortunately, Dick was
not prepared to permit this comparison.

WOLF LEMKE
Seattle, Washington

K The weakness of using a comparison test to
determine the absolute performance of a sail-
plane is that its accuracy is completely dependent
upon the assumed performance polar of the pacer
(“sacred cow"’) sailplane. The pacer used in this
case was Eddie Williams" LS-3 which showed an
outstandingly good polar when tested two years
ago by the Dallas Gliding Association. Eddie’s
LS-3 was new then, and we only had to add our
flap root air seals to bring its polar up to the
excellent 41.8 L/D level that we published.

Unfortunately, the performance polars of most,
if not all, fiberglass sailplanes deteriorate with
age. This is caused principally by the GRP struc-
ture of the wings shrinking and deforming with
age, predominantly in the wing-spar regions.
Manufacturers call this “post-mold settling.”
All top competition pilots are aware of this.
George Moffat, for example, once said he thought
one might have to purchase a new sailplane each
year to achieve top performance levels because
of this phenomenon.

Since its original testing two years ago,
Eddie’s LS-3 has weathered two hot Texas sum-
mers, and it is not now in the same condition
as it was when new. Wave gauge measurements
over the wing surfaces now show .007-inch peak-
to-peak chordwise values on the top surfaces near
the spar inboard regions. It measured about .003
inches two years ago. Also, the airbrakes do not
fit smoothly into their recesses on the wing sur-
faces now. Likely Wolfe Lemke was not aware
of that, but Eddie told me that “one of the air-
brake ends protruded a good Yieth of an inch’
during Lemke's comparison tests. Eddie further
stated that he felt that he had to carry some
aileron deflection during the tests to counter the
airbrake protrusion effect.

I believe that Eddie’s LS-3 can easily be re-
stored to its original performance level with a
small amount of smoothing at the wing spars
and reseating of the airbrakes. However, on the
recent test date the LS-3's performance was, in
my opinion, well below our earlicr DGA-meas-
ured test level. On the day that Lemke made his
above-discussed performance comparison test
with the two-year-old LS-3, I also flew with Ed-
die for about 20 minutes of comparison in and
between thermals at Caddo Mills. | flew a bor-
rowed, essentially standard PIK-20B during that
flight, and | found that I could quite easily keep
up with Eddie’s LS-3, both when climbing in
thermals and when cruising at 55 to 70 knots
between lift.

As for Lemke's wing-root thickness measire-
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ments, he may be correct when he stated that his
“accurate measurements revealed that the LS-3A
wing thickness is 3mm greater than the LS-3
tested earlier.”” However, his measurements were
made, | understand, at a point within the
fuselage (which necessitated wing removal for
measurement). Our DGA measurements were
made (with wings installed) at a point approx-
imately one inch outboard from the wing-to-
fuselage bottom surface joint. I do not know if
Lemke made measurements at that admittedly
more difficult, but acrodynamically significant,
location.

1t should be clearly pointed out that three sep-
arate LS-3 sailplane types are involved in the
testing: Eddie Williams' LS-3 (tested two years
ago and reported in SOARING, Nov. '78); Bob
Parker’'s LS-3A (tested four months ago and re-
ported in SOARING, Feb. '80); and Horst Es-
chenberg’s new LS-3-17 (tested two months ago
and soon to be reported in SOARING). The LS-3-
17 in its 15-meter confiquration did measure
better performance during our DGA tests than
did Parker’s LS-3A — for no apparent reason.
Though Lemke had planned on making some
flight test measurements with Parker's LS-3A
the following day, inclement weather prevented
that; early the following day he had to depart for
the Seattle Convention.

As to Lemke's request for comparison flying
with my improved PIK-20B: he did not make
that request until after sundown on Sunday, our
only suitable test day. Both the insurance and
annual airwortliiness inspection on my PIK-20
had expired, so regrettably I could not accom-
modate his request on such short notice. As it
turned out, Monday's weather was unsuitable
for testing anyway, and Wolfe had to depart early
Tuesday. | have now relicensed the PIK, and if
Wolfe can return for further testing, | will
certainly try to accommodate his request.

— Dick JOHNSON




SSA Revalidation Clinic
Response Sought

SSA presented the first-ever Flight In-
structor Revalidation Clinic in Seattle just
before the Convention. Those of us in-
volved with the development and presen-
tation of the clinic were very pleased to have
thirty-three CFIG’s in attendance, and
though we saw areas that need improve-
ment, we were quite satisfied with the clinic
itself. We have hopes that the clinic can be
held in various parts of the country, if there
is sufficient interest, which is why I'm writ-
ing this letter.

Areas in which clinics are held would be
rescheduled every other year, since the in-
structor’s certificates are valid for two years.
It seems possible that SSA could hold three
clinics in addition to the one scheduled with
the annual Convention. A total of six areas
could thus be served in two years.

In order to make the clinic self-support-
ing, we would need a minimum of approx-
imately thirty applicants at a cost to them
of $60 to $75, plus their expenses for ac-
commodations. The clinic is a 3-day (24
class hours) affair and could be staged on
any consecutive three days, though Friday
through Sunday was the choice expressed
by the participants in Seattle.

Again the purpose of this letter is to solicit
an indication of interest from the various
parts of the country. If CFIG’s in any area
would like a revalidation clinic in their area,
and if enough participants are available to
support the clinic, we’d like to know. Ad-
vise us as to where and when would be
most convenient for those attending.

Responses can come to me in care of the
SSA office: Box 66071, Los Angeles, Cali-
fornia 90066. Your SSA Director and/or
State Governor may be able to coordinate
interest within your area.

DON SLOTTEN
Los Alamitos, California

Soaring
Site Seeing

I have just completed a six-week dream
trip. As a new retiree, I have the time to
travel in a mini-motor home, so I made my
own personal survey of the flight opera-
tions at the major glider sites throughout
the southwest and western sections of the
country. A total of 6800 miles and fifteen
gliderports gave me a fair cross section. It's
surprising how closely the rates and pro-
cedures compare. All of the people were
cooperative in detailing their operations
and showed real hospitality to a genuine
gliderport bum.

The main conclusion I reached is that the
sport is made up of very nice people. I
couldn’t begin to list all the new friends I
made but I especially want to name A.C.
Williams and Mary at Caddo Mills, Texas,
and Don and Lois Slotten at Hemet, Cali-
fornia, as really outstanding people.

I want to take this opportunity to say
thank you to everyone.

BiLL FRASER
Dayton, Ohio

Lift Alongside of Clouds

Some time ago while I was climbing in-
side a cloud here in Sweden, my vario
showed the lift had ended at 2200 meters
after an ascent of 600 meters. I stopped cir-
cling and flew out the side of the cloud into
a headwind and lift of about 0.5 m/s (98
fpm). I kept on climbing for another 100
meters or so and topped out even with the
top of the cloud.

In Sweden it is not unusual to see a
cumulus with a lenticularis “hat” sitting on
its top. Can there be a wave on top of a
cumulus? Has anyone used this phenom-
enon for distance flying? I'd like to hear
from pilots or meteorologists who have ex-
perienced or know about this kind of lift.
I made my flight in 1967, so it’s about time
to try again.

NiLS-AKE SANDBERG
O Radiogatan 2C
5-852 42 Sundsvall
Sweden
*In 1971 the U.S. soaring pilot Carl Herold
flew 150 miles of a 572-mile flight from Nevada
to Idaho using lift alongside of clouds. — Ed.

Collected Columns

I am in complete agreement with Jim
Maupin who wrote in to urge the publica-
tion of Stan Hall’s collected columns (““Soar-
ing Mail,” Feb. '80). With the upsurge in
homebuilding, Stan Hall's “Homebuilders’
Hall” columns and Les Sebald’s “Mainte-
nance and Projects” columns are indeed as
valuable as the actual kit plans themselves.

With every issue of Soaring 1 promise
myself faithfully to keep these articles for
future reference, but somehow my copies
disappear into the caverns of our club —
never to be seen again. Maybe I should
chain a bound book to my person. . . .

WAYNE N. WILSON
Christchurch, New Zealand

SSA Conventions —
an Exhibitor’s View

As an SSA member and an exhibitor at
our annual conventions for the last three
years, | have occasionally heard statements
to the effect that it isn’t worth the effort of
bringing an aircraft for display. My exper-
ience with the Monerai prompts me to dis-
agree. | feel it is of utmost importance for
the vendor as well as the attendee to have
the opportunity of seeing the aircraft at
firsthand. Commercial display offers the
only means of making comprehensive on-
site comparisons, of asking questions, talk-
ing to the designers of homebuilts, com-
paring notes with other builders, evaluating
their needs, and seeing the sailplane “in the
flesh.”

Without question our sales at the exhibit
and in the period following were greatly
enhanced by this exposure. I would en-
courage others to consider this activity as
an important sales tool. I look forward to
seeing more activity of this sort at the 1981
SSA Convention in Phoenix, Arizona.

JOHN MONNETT
Elgin, Illinois

Sloppy Editing

The New Yorker in its ongoing collection
of gaffs and typos from the nation’s press
might find our journal worth quoting as fol-
lows:

From Soaring, February 1980 (letter to the

editor from an SSA member/correspond-

ent): “. . .. I am presently building one

[an Eaglet], along with 300 others,

AN
We wonder how big his garage is?

WALT BEAM
Alexandria, Virginia

* * L3

Permit me, the old professor, to comment
on writing and editing boo-boos in a recent
issue of Soaring. On page 13 of the Septem-
ber journal I found this: * . we have
added an additional telephone line ... ."”
And on page 17 I read: . . . . Several new
innovations are being worked out . ...”
(Do the editors have any old innovations
lying around the office?)

But I was intrigued by the small photo
of Michelle Silver, Soaring’s assistant editor,
on page 27 of the December issue. She ap-
pears to be a highly desirable package of
attributes; I would definitely like to see
more . . . .

ROBERT LONG

Labelle, Florida

* Okay fellas, but Carl Herold found an even
worse one in February. Did anyone else notice
the line in Dick Johnson's LS-3A article p. 36:
“. ... The +45° to—45° rolls required about

45 seconds . . . .”’? A check of the original copy
shows Dick Johnson wrote ’5 seconds” in his
manuscript.

To mollify the feelings of the production editor
who regards printed typos as a personal slander
(and who had somehow missed proofreading the
LS-3A galleys), it seems advisable to publish a
few choice examples from a collection of typos
she did bag in the ms stage:

"“Spectators numbered in the hundreds, but
crow control was no problem.”’

"“Ballots for the SSA Directors will be counted
by an ad hoax committee.”

“One answer to the fuel crisis is to have a car
fool with other glider guiders.”

"“The club will sponsor a flower-bombing and
spit-landing contest.”

"“Plans for cross-countries were made because
everyone wanted to do some kind of lying.”

“Our chief instructor is stimulating emer-
gency situations.”” And from the Assified Clads:
“Open Circus in factory trailer . . . an ultra-
right sailplane . . . min sin rate . . . .”

To help Professor Long see more of Michelle
Silver, George Uveges made the accompanying
picture. “How’s this, Professor?”’ he asks. *’She
took off her shades.” — Ed.

SOARING




Sailplane Certification Update

The FAA Notice of Petitions for Rule
Making, as published in the Federal Reg-
ister on February 21, 1980, contained an
SSA petition, Docket No. 19831. This peti-
tion is a request “to amend the airworthi-
ness requirements for certification of air-
craft by proposing that the Joint
Airworthiness Requirements (JAR) for sail-
planes be adopted as the United States’ re-
quirements for the certification of sail-
planes. The current body of Federal Aviation
Regulations (FAR) do not contain specific
airworthiness criteria for the certification of
sailplanes. The JAR has been developed by
the civil air authorities of a group of inter-
ested European countries.” Comments must
identify the docket (No. 19831), be received
by FAA on or before April 21, 1980, and
sent in triplicate to FAA Rules Docket
(AGC-24), Washington, D. C. 20591.

The Joint Airworthiness Requirements
are titled “JAR-22, Sailplanes & Powered
Sailplanes” and, 1 am advised, were sent
to Forrest W. Blossom, SSA. They were also
sent to the printers in England in January
1980 and are expected to be available as a
printed document around the end of March
1980.

The FAR 21.23 presently addresses Glider
Type Certification by reference to comply-
ing “with those airworthiness requirements
of Part 23 — found to be appropriate for
gliders — ."” Part 23 rules are airworthiness
standards for normal, utility, and aerobatic
category airplanes. As is well-known, these

READY FOR SOARING!

STANDARD EQUIPMENT

Rotax 501 engine

2-stroke, 2-cylinder, 43-hp
Electric 0.4-hp starter

29-liter Kevlar fuel tank

Wooden fixed-pitch propeller
Electrical & pneumatic fuel pump
Carbon fiber spars for low weight
150-watt generator

Roomy cockpit

Wingtip wheels

Steerable tail wheel

Forward hinging canopy
VHF antenna in the fin
Adjustable rudder pedals
Sealed control surfaces

INSTRUMENTS
Airspeed
Altimeter
Compass
Fuel gauge
- Tachometer
Engine hour meter
Cylinder head temperature

are general aviation airplanes including var-
ious models of Beech, Cessna, Lear, Piper,
and many others.

Jack Laister’'s comments on certificating
sailplane designs (Soaring Mar. ‘80) note
that most nonrecurring costs are in design
engineering and development. His prefer-
ence for an option to use the Basic Glider
Criteria Handbook, FAR 23, and European
requirements will be two-thirds filled with
the acceptance of the SSA proposal, since
FAR 23 is now referenced. The Basic Glider
Criteria Handbook was first published several
years ago and the last one issued was in
1962. A more up-to-date airworthiness cri-
teria should be provided to the sailplane
community, both domestic and interna-
tional. Obviously, the Joint Airworthiness
Requirements, JAR-22, for sailplanes and
powered sailplanes will fulfill that goal.

NELS SHAPTER
McLean, Virginia

Canadian Invitation

If U.S. pilots would like an opportunity
to test their skill against some world-class
competitors (Jim Carpenter, Dave Webb,
Dick Mamini, and Hal Wernerburg), they
are invited to hitch their trailer and come
to the land of milk, honey, cheap gas ($.86/
gallon/Canadian), 10-knot thermals, and
12,000-ft. cloudbases. The place will be
Claresholm Airport (just 78 miles north of
the Alberta-Montana border on Highway#2,
which is U.S. Highway 89 just over the
line). The occasion will be the 1980 Cana-

PIK-20E

In May 1980 — PIK-20F Standard and Club with L/D-40.5
Manufactured by EIRI KY, EIRIAVION, Box 107, 15101 Lahti 10, Finland
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dian Soaring Championships, which are
sponsored this year by the Alberta Soaring
Council in conjunction with the Soaring
Association of Canada.

We expect to run races for Open Class,
15-Meter restricted, and 15-Meter unre-
stricted. Locked flaps for the 15-Meter re-
stricted will not be allowed. A 100-knot
speed-limiting start gate will be used. Dates
are July 6-8 for practice days, and July 9-19
for the competition. Entry fee is $100 (Ca-
nadian). Motel and camping facilities are
located within 3 miles of the airfield. I'd like
to point out the Cowley Wave Camp will
be held immediately after the contest for a
10-day period. Cowley is probably one of
the safest and most consistent wave sites
in the world. Those interested may write
to me for further information and forms, or
to Rick Matthews, 3 Westwood Drive S.W.,
Calgary, Alberta, Canada T3C 2Vé.

RAINER ZIMM

215 86th Avenue S.E.
Apartment #537
Calgary, Alberta
Canada T2H 122
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SELF-LAUNCHING SAILPLANE
L/D=40 R/C=800 fpm

Now with brand new modified Wortmann wing,
main wheel spring suspension & Kevlar safety

AGENTS:

MIKE ADAMS
4935 W. 121st St.
Hawthorne, CA 90250
(213) 644-1552

TOM SMITH
Deansboro Rd., Rt. 12B
Clinton, NY 13323
(315) 853-5842

SALESMEN:
Rich Roberts
P.O. Box 1462
Ft. Collins, Co. 80522
(303) 221-3866

Andy McQuigg
4040 Teriwood Ave.
Orlando, Fla. 32806

(305) 857-3099
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EXECUTIVE DIRECTOR FORREST
BLOSSOM RESIGNS

The President and Board of Direc-
tors regret to announce the resignation
of Forrest Blossom as Executive Direc-
tor of the Society because of ill health.

An avid sailplane pilot and instruc-
tor, Forrest assumed the role of Exec-
utive Director in 1977 and since that
time has provided the Society with
outstanding leadership resulting in
many improvements in the office and
service to membership.

During the airspace crisis of last year
Forrest played a key role in coordinat-
ing our efforts with other general avia-
tion organizations such as AOPA and
EAA in carrying the fight to Congress
and the FAA.

Forrest Blossom’s contributions to
the Society have been most appreci-
ated, and it is with profound sadness
that we report that his health will not
allow him to continue his service as
Executive Director. — BRIAN G. UTLEY
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JOHN DEZZUTTI CONTINUES AS
ACTING EXECUTIVE DIRECTOR

Following the resignation of Execu-
tive Director Forrest Blossom due to ill
health, the SSA Board of Directors des-
ignated John Dezzutti to continue
serving the Society as Acting Executive
Director. John joined the SSA staff two
and a half years ago as Operations
Manager and during the course of For-
rest’s illness has filled in at times dur-
ing his absence. Since coming to-work
for the Society in 1977, John has been
involved in directing the office staff
and managing various projects such as
the recent Flight Instructor Revalida-
tion Clinic in Seattle.

A proud 1-26 owner and a member
of the 1-26 Association, he has nearly
30 years of flying experience — he took
his first glider ride at the ripe old age
of 3! It has been a continuing love affair
with flying (and particularly soaring)
ever since.

After graduating from Florida State
University with a Bachelor’s Degree in
economics, John went to work for the
Environmental Protection Agency and
later the Federal Energy Administra-
tion. Concurrently, he found time to
complete two years of course work in
the Graduate School of Business at
American University in Washington
ID,E.

John has his Commerical License
with airplane, glider, and instrument
ratings, and yet, he says with a laugh,
“When [ was a lieutenant in the Ma-
rines, I washed out of flight school.”
Obviously, it didn’t phase him.

He is an experiénced tow pilot, with
nearly 1000 tows to his credit and
about 1000 hours of power time in ad-
dition to his 150 glider hours. Soloing
at 18, he worked at the noble profes-
sion of line boy in order to finance his
flying. John’s father, who is president
of the Suncoast Soaring Association in
Florida, is responsible for his intro-
duction and interest in flying, he says.
Apparently John is following in his
father’s footsteps in several ways as in
his off-hours John recently took on the
job of president of the Southern Cali-
fornia Soaring Association.

John says he really enjoys working
for the Society because he can combine
his love of flying with his business
skills. But his interests extend beyond
flying to such disparate things as hot
tubs, racquetball, and reading. Cur-
rently he is working his way through
Shogun, an “‘incredibly interesting” 3-
inch thick volume on Japanese culture.
Also a member of World Runners, he
runs about 2 miles a day and is work-
ing up to running a 10-kilometer race

soon.

Vacation Derby: for information package contact
The Soaring Society of America,

P. O. Box 66071, Los Angeles, Calif. 90066

6

SOARING

George Uveges




He credits Werner Erhard as the per-
son who has had the greatest influence
on him as a person and a manager.
“Through my experience of him I got
in touch with my desire to contribute
to the lives of others,” John says. One
of the ways he interacts with people
on this level is through his involve-
ment in the Big Brothers program
where John has ““adopted” a little
brother. “It’s something I'd thought
about doing for a long time, and I find
it to be real satisfying. Not only that,
but it’s gotten me back in touch with
my own father and that relationship.”

John views his appointment as yet
another mode of realizing his desire to
contribute to the lives of others, add-
ing, “I'd like to acknowledge the Board
of Directors for giving me an incredible
opportunity to serve the members of
the Society.”” — MMS

NATIONAL SOARING WEEK

June 1st through 7th is National
Soaring Week. The purpose of the
week is to bring national attention to
the sport of soaring. To be a success,
however, all soaring enthusiasts must
take part in the promotion which is
basically a specific time set aside to
coordinate activities across the country
supporting soaring . . . an all-out ef-
fort on everyone’s part.

s em
Women’s Soaring S
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Again, the SSA office will be putting
together a package to help individuals,
commercial operations, and clubs put
on activities that will attract both the
media and public. All SSA business
members and chapters will be sent the
package automatically. Individuals
wishing a package should contact the
Society as soon as possible.

In order for the sport to grow — and
it must grow in order to support com-
mercial operations such as schools,
dealers, and manufacturers, as well as
non-commercial participation by clubs
and individuals — it must become vis-
ible to the general public. That is why
“National Soaring Week’ came into
being. Members who want to help in
this effort should take the public to
soaring (e.g. invite a prospect out to
the gliderport) and take soaring to the
public (set up displays at shopping
malls, colleges, parks, schools, etc.).

It's work, but it spreads the word
and brings in new enthusiasts. During
the past year, for instance, several
clubs, individuals, and commercial
schools organized activities and dis-
plays that reaped benefits. These in-
cluded formation of a new club, ad-
dition of 30 members to an existing
club, and over 100 demonstration rides
sold as a result of just one program.

Probably the first and most frequent

objection heard concerning displays is
the fear of the aircraft being damaged.
There are several ways to get around
this, including roping off the aircraft
and positioning it in such a way as to
make it possible for the public to see
down into the cockpit without getting
too close. As the size of the crowds
increase (or the age of the visitors low-
ers) the number of people needed to
work the display must also increase.
It is one thing to have a display at a
small college (SSA office personnel
have done this easily with three peo-
ple), and it is quite another to have a
sailplane on display at, say, an Air
Force Base during an open house. One
thing has been learned by SSA staffers:
if an effort to publicize soaring has to
compete with other displays, better
have a sailplane on hand. It is almost
useless to go without one, for chances
of “disappearing” into the crowd are
very strong. A well-kept sailplane is
a magnet. Many people, including
most power pilots, have never seen a
sailplane.

If you wish to join the “National
Soaring Week” observance, let the
SSA office help and send a special
Soaring Week Package. Also offered
are items useful for displays. If inter-
ested, please write ““National Soaring
Week,” (att'n John Lee), Box 66071,
Los Angeles, California 90066.
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DORIS GROVE — FIRST WOMAN
TO SOAR 1000 KILOMETERS

Doris Grove, well-known Pennsyl-
vania soaring pilot, has filed a world
record claim with the FAI for the Fem-
inine Singleplace Out-and-Return Dis-
tance mark. On March 11, 1980, she
flew an AS-W 19 from Ridge Soaring
Gliderport in Pennsylvania south to
Bluefield, Virginia, and back in 9 hours
and 13 minutes. This is a 622-mile
flight and is listed on her official claim
at 1000.868 kilometers, enough to make
her eligible for the FAI 1000 Kilometer
Diplome, the first woman soaring pilot
to achieve this rare distinction.

Doris was unable to get her story to
Soaring in time for this month’s issue,
but promises a full report for June.

BRITTINGHAM AND MOZER TO
HANDLE U.S. TEAM

SSA Competition Board Chairman,
Woody Woodward, reports that the
1981 U.S. World Championships Team
will be captained and managed by
John Brittingham and Rudy Mozer,
two U.S. seeded pilots themselves.
Though the Team itself will not be se-
lected until after the coming summer’s
contests, Woody points out that it is
important that preparations begin now.

Many countries have national coaches,
managers, captains, or other suppor-
tive personnel already working to see
that their pilots will be launched with
everything done so that they will have
the best possible chance against the
world’s top pilots. In addition to the
appointment of Brittingham and Mozer,
Woody said that a U.S. pilot will be
competing at his own expense at
Paderborn-Haxterberg in West Ger-
many this summer to secure firsthand
experience on the courses, weather
patterns, operations, etc. This should
provide invaluable information for ad-
vance study of the site.

15-METER CHAMPIONSHIP
SITE MOVED

The site of the 15-Meter Class
National Championship has been
transferred twenty-five miles north
from Wilmington Industrial Airport
to Springfield Municipal Airport in
Springfield, Ohio. “The facilities at
the two sites are almost identical,”
explained Contest Manager Tom
Stoops, “but the airport manage-
ment at Springfield is much more
cooperative and eager to accom-
modate us.” The contest is still
scheduled for June 17-26.

— JoHN DEzzuTTI

FROM THE SSA PRESIDENT

The World Gliding Championships
will be held in Paderborn-Haxterberg,
West Germany, in the summer of 1981,
less than eighteen months from this
writing. The Society is now starting its
fund-raising efforts to ensure that the
U.S. Team will have adequate financial
resources to be able to compete at a
high level of efficiency.

We have on hand about $4000 in re-
sidual funds from the last World
Championship Team Fund. We no
longer have the considerable income
from the annual Smirnoff Derby, so we
have to get started raising a substantial
sum of money since our proposed
budget is $60,000.

John Lee will be coordinating this
effort at the SSA office, and we hope
that all our Chapters, Clubs, and other
organizations will get behind the effort
and develop fund-raising efforts on
their own. John can be contacted for
ideas on ““Soar-a-thons,” guest speak-
ers, dances, etc. We encourage the in-
volvement of other aviation groups,
flying clubs, EAA chapters, etc., in
fund-raising efforts. Awards are being
developed for the chapter or club
that raises the most money on a
per-member basis.

Time is short, so let’s get going on
this important event. — BrIAN UTLEY.
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AVAILABLE! BUY NOW!
[ PROCEEDINGS OF THE 1980 SSA |
NATIQNAL SORFING CONVENTION

3'&"

Standard — 15 Meter

Club — Open Class ____SEA

l.l.ll.lll
Rllli

DOWERTY
RAEEMWELL

~~“The DG-200 is the
finest handling, most
variable wing loading
sailplane built today.
With its exceptional
visibility, parallelogram
stick, 42:1 L/D and its well-
finished cockpit, the DG-200
represents the best in the
15-Meter Class. Write:

Demonstrators
available

send
$12.50 plus $1.50 postage & handling
to

CONVENTION PROCEEDINGS
1808 Aberdeen Ave.S.E.
Renton, WA 98055

Glaser-Dirks East
1110 Mitsy Forest Dr.
Marietta, GA 30067
(404) 973-1414

Glaser-Dirks West
Box 7282

Berkeley, CA 94707
(415) 525-2796
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MAC CREADY AWARDED
COLLIER TROPHY

The National Aeronautic Associa-
tion has awarded the Collier Trophy,
the nation’s oldest aviation honor, to
Paul MacCready. 'The Selection Com-
mittee met in Washington on March
12,” according to NAA’s Cathy
Fischer, “and chose MacCready as the
1979 recipient for his design and con-
struction of the Gossamer Condor which
accomplished the first controlled, sus-
tained human-powered flight, and the
Gossamer Albatross, the first human-
powered aircraft to fly the English
Channel. The problems of aerody-
namics, structure, and flight controls
were unique in designing these very
low-speed aircraft with little data avail-
able to draw upon.”

WEST GERMANY SPONSORS
YOUTH SOARING CAMPS

Ansgar Hermann of the German Aero
Club (DAeC) writes to say that voung
people from outside West Germany
are being invited to participate in low-
cost soaring camps this summer: ““These
programs are open to young people
between 16 and 25 of many countries
and are supported by the government
of the Federal Republic of Germany.”

There are eight sessions beginning
April 23rd and ending on October
18th. The sessions run from 12 days
to nearly a month, and students usu-
ally solo and get B and C Badges as
weather permits. Tuition depends on
the camp length and runs from 660 to
720DM (approx. $370 to $400). The
price includes meals, accommodations
(four-bed rooms), and insurance.

“You need a good physical consti-
tution for the sport,” notes the DAeC.
““Gliders have tobe pushed tothe start
point after every landing.” Soaring is
evidently regarded as a team sport and
everyone is expected to join in and
participate.

Inquiries should be sent to Haus der
Luftsportjugend E.V.; Fritz-Stamer-
Haus; D-6345 Eschenburg 4 — Hirzen-
hain, West Germany.

NEW 1-26 ASSOCIATION
OFFICERS

Outgoing 1-26 Association Presi-
dent, Charles Shaw, reports the group
has elected its new officers for 1980.
Frank E. Conner of Wauchula, Florida,
will be the new President. Vice-Presi-
dents for the Association’s three re-
gions are, John Greene, Eastern Re-
gion; Thomas Farr, Jr., Central Region;
and David Ledford,Western Region.
Secretary/Treasurer is Eddy Gal-

lacher,who also has served as editor
of the 1-26 Newsletter, the outstanding
publication of the Association. Hence-
forth the new address of the
1-26 Association will be P.O. Box 424,
Wauchula, Florida 33873.

KOLSTAD YOUTH SCHOLARSHIP

Over the past 12 years, Labor Day
has been the date for the official an-
nouncement of the recipient of the
Kolstad Youth Scholarship, and 1980
will be no different. Designed to honor
pilots between the ages of 14 and 18,
nine scholarships have been awarded,
including one to a young female pilot.
The scholarship is made on the basis
of club participation, personal integ-
rity and character, and pilot profi-
ciency, among other considerations.
Candidates for the scholarship must
already hold (or have applied for) one
of the three Century Awards given for
100km, 200km, and 300km flights.
Clubs wishing to nominate one of their
young pilots for either the Kolstad
Youth Scholarship or a Century Award
should contact the Paul Kolstad Mem-
orial Fund, 429 San Rafael, Colorado
Springs, Colorado 80903, for further
information. Applications for the
scholarship must be received by July
15, 1980. — MS

(SSA in Action continued p. 37)

HP-11
' HP-14
HP-18

The following canopies are presently
being free-formed with guaranteed optics:

Cherokee Il

Laister LP-49

Blanik L-13

Bolkow Phoebus
Schempp-Hirth Open Cirrus
Schleicher Ka-6
Schleicher Ka-8
Schleicher AS-W 12
Schleicher AS-K 13
Schleicher AS-W 15
Slingsby Skylark 4
Scheibe SF-25B Falke
Monerai S

Astir CS

Please let us know of your future
needs so we can serve you better.

Cowley, Inc.
Bldg. 170, Mojave Airport
Mojave, CA 93501 (805) 824-2368
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The SSA

President’s
Message

by BRIAN UTLEY

The annual SSA Convention, hosted by the Seattle Glider
Council is now a memory — but what a memory! The del-
egates were there in larger numbers than ever, with so
many faces from across the country and yes, even from
other countries. How I wish I could have spent much more
time with everyone.

How impressive it was to see so many walking past the
exhibits with spec sheets in hand, discussing the very latest
in technology with the sponsors or creators of sailplanes,
materials, instruments, or whatever. And what a contrast
it was to see the Grunau Baby and reflect on the progress
of the past two decades! We are so fortunate to have avail-
able to us equipment that truly allows us to wander “free
as a bird.”

The sessions were equally impressive with many wishing
for more time to attend parallel sessions. Thanks to the
Proceedings, though, nothing is lost and we can all enjoy
the outpouring of information to improve our participation
in the sport.

Many thanks to the sponsors and to cochairpeople Ron
Ferguson and Marion Barritt. The organization and atten-
tion to detail were fantastic. My thanks also to Boeing Air-
craft Corporation for its participation which included tours
and sponsoring several key speakers from Europe. Clearly,
soaring is alive and well in Washington.

It was shortly after the Convention that we learned the
sad news that Forrest Blossom would not be able to resume
his position as Executive Director following his lengthy ill-
ness. Forrest is still under treatment and we wish him the
very best for the future. He will be remembered for his
enthusiasm and “‘get-it-done’” approach to the job. He es-
tablished important relationships for the Society with the
FAA and other General Aviation organizations and played
a leadership role in the fight to quash the infamous airspace
NPRM.

John Dezzutti, Operations Manager, is continuing as
Acting Executive Director. John is very capable and we are
fortunate to be able to have him to serve in this capacity.

A number of key actions have been taken that will have
a long-term influence on the Society and its membership.
Two have been sponsored by the Flight Training and Safety
Board under Don Slotten. They are:

* CFIG validation clinics approved by the FAA. The first
was held during the Convention and attended by 32
CFIG’s. It was judged an outstanding success by all par-
ticipants. More clinics will be scheduled across the coun-
try, so watch for the announcement. The direction we are
pursuing is to make sure that the validation clinic really
serves the needs of the SSA and its members. It is an
opportunity to practice self-regulation. The FAA is willing
to give us the chance; we have to make sure it will work.

* Motorgliders for training. Currently motorgliders are not
commercially useable for training because of certification
restrictions. While we are pursuing the certification ques-
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President Brian Utley congratulates Convention
organizers Marion Barritt and Ron Ferguson.

tion separately, we have been able to reach agreement
with the FAA on a six-month test program using motor-
gliders for training. Two operators have been selected for
the program which was expected to get under way in
April. Naturally the energy crunch only serves to rein-
force the importance of this test. We are optimistic re-
garding its outcome.

The SSA has been invited to join GENEVAC (General
Aviation Council) which is composed of the presidents of
key groups in the country such as AOPA, EAA, GAMA,
NBAA, etc. At the January meeting in Vero Beach, Florida,
it was decided to form an energy council because of the
critical supply situation being experienced in some areas.
Things are expected to grow worse. General aviation only
uses a half percent of all the gasoline produced in this
country; therefore it is an expensive nuisance to produce,
transport, and distribute. Nevertheless, it is vital to the
transportation and sport interests of this country and the
objective of the Council is to organize and pursue the in-
terests of general aviation with the producers, federal gov-
ernment, and Congress to ensure that our needs are not
compromised.

After the first meeting it is clear that we have an uphill
battle. Very little, if any, planning has been done to match
production to demand (which is expected to grow at a 15
percent rate the next few years). The oil companies are
trying to get out of the distribution business and are ex-
pecting FBO'’s to take 8000 plus gallons at a time. Naturally
this requires additional storage for many operators, and,
with the cost of money these days, puts a large strain on
what is frequently only a very marginal business proposi-
tion. The result is clear — we are going to have to pay
more, and there is no end in sight.

It is also apparent that the Department of Energy doesn'’t
understand the needs of general aviation. There is much
work to be done. It will require the collective effort of every-
one to ensure our interests are protected.

Spring is here, and with it comes the beginning of the
new soaring season. I wish you all a safe and enjoyable
season, whether it be in competition, badge or record
flying, or just for plain fun and enjoyment.

SOARING




The SSA
Executive
Director’s
Report

by JOHN DEZZUTTI

The 1980 SSA National Convention was a resounding
success! Marion Barritt, Ron Ferguson, and the Seattle
Glider Council deserve a hardy thank you for producing
this Convention. Their commitment resulted in a memo-
rable week for us all.

The Convention saw a breakthrough in flight instructor
revalidation. Seattle was the site of the first Federal Aviation
Administration approved SSA Glider Flight Instructor Re-
validation Clinic. Thirty-three SSA members attended this
three-day clinic prior to the Convention. The clinic was
produced by Mike Moore (Chairman of the Flight Training
Committee), Don Slotten (Chairman of the Flight Training
and Safety Board), and Steve Brown. Additional volunteers
who assisted in presenting the clinic included Ron Bellamy,
Sam Francis, Ed Seymour, Jim Foreman, and Bob Chase.
Theclinic was a valuable contribution to the quality of glider
instruction. It will be continued at future SSA conventions.

The most memorable seminar I attended during the Con-
vention was the lecture by Dr. Paul MacCready on the
Gossamer Albatross. His talk gave participants a sense of
what it is like to be a pioneer, to dare to think the unthink-
able, and to put it on the line to accomplish a dream. The
standing ovation given Dr. MacCready was a testimony of
the inspiration he imparted to us all.

Your Board of Directors, a dedicated group of volunteers,
met on March 1st to conduct the business of the Society.
Highlights of their meeting are covered in this report.

INSURANCE

Bernald S. Smith reported that the SSA Group Insurance
Plan currently has over 2200 policies issued. Rates are un-
changed since the plan was first offered over two years ago!
Following this report, the Board gave Wyatt International
a one-year extension as a broker of record through Decem-
ber 31, 1981.

PUBLICATIONS
Bernald S. Smith reviewed the 1980 Membership Handbook.
This handbook was prepared in alphabetical order of mem-
bers rather than alphabetical by state as has been done
previously. Member comments are being solicited to de-
termine how future rosters will be prepared.
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MEMBER RELATIONS

Paul Schweizer discussed the development of special in-
terest groups within the soaring community. He noted the
potential for future affiliations with homebuilders, com-
petition pilots, and motorglider pilots, and reported his
activities in this area.

REGIONAL ORGANIZATIONS

Jon Mead, SSA’s Governor for Massachusetts and foun-
der of the New England Soaring Council, and Ron Fergu-
son, SSA Director-at-Large and member of the Seattle
Glider Council, reviewed the role of regional organizations.
Because groups like these served as a major rallying point
at the local level in last year’s work on the FAA’s Airspace
Proposals, the Board directed Jon and Ron to prepare rec-
ommendations for the SSA to foster the development of
such groups.

KOLSTAD YOUTH AWARD

Paul Schweizer reported the Colorado Soaring Associa-
tion’s generous offer to turn over administration of the
Kolstad Youth Award to the SSA. Following this report,
the Board gave the Executive Committee authority to accept
this offer subject to final negotiations.

CERTIFICATION STANDARDS

At the request of Bernald Smith, the Board formally reit-
erated its support of the proposed Joint Airworthiness Reg-
ulations. The SSA will urge the FAA to adopt these as the
new standards for recertification of sailplanes.

MOTORGLIDER STUDY

Don Slotten and Carl Herold reported that the Motor-
glider Study had been formally approved by the FAA. The
study is intended to evaluate the feasibility of using mo-
torgliders in the U.S. as glider pilot training vehicles. South-
west Soaring in Caddo Mills, Texas, and the Schweizer
Soaring School in Elmira, New York, were selected as the
sites for this study.

PILOT ENTRY FEES

In recognition of rising fuel costs faced by contest spon-
sors, the Board approved an increase in pilot entry fees for
sanctioned regional contests to a maximum of $160. This
will include five tows and ten rolls of film.

INTERNATIONAL TEAM
Woody Woodward and Brian Utley reported the need to
raise over $60,000 for the U.S. Team to attend the 1981
Internationals. The staff was directed to develop and im-
plement a fund-raising plan.

CONVENTION SITES

Houston, Texas, was selected to host the 1982 SSA Na-
tional Convention. Reno, Nevada, was selected to host the
1983 SSA National Convention. The staff was directed to
solicit bids for the 1984 Convention so that the selection
could be made at the summer meeting.

50th ANNIVERSARY

Dick Schreder was designated as the 50th Anniversary
Chairman. As such, he will be responsible for planning the
celebration activities of the SSA in observing its 50th An-
niversary in 1982.

MINUTES

Members desiring specific details of the Board meeting
may contact the SSA office for a copy of the official minutes.




A VARIABLE-GEOMETRY GALLERY

The three aircraft pictured below on these pages
illustrate two variable-geometry concepts — variable
span and variable chord — discussed by author John
McMasters in this series. It is noteworthy that these
high-technology aircraft are the product of student
academic flight groups (Akafliegs) in West Germany'’s
technical universities.

Variable span is represented by Akaflieg Stuttgart’s
fs-29 (left). The pilot of this remarkable craft can ex-
tend its span with twelve strokes on a ratcheted lever,
increasing its stretch from 13.3 to 19 meters. The as-
pect ratio changes from 20.7 to 28.5, and the area
enlarges by 47 percent.

Akaflieg Braunschweig’s SB-11 (center) and Aka-
flieg Munich’s Mii-27 (right) employ variable-chord
flaps to boost area — the SB-11 by 25 percent, the
Mii-27 by 36 percent. The Mii-27 is the largest of the
three, weighing 1800 Ibs. when fully loaded; it is the
only sailplane to use on-board power to extend and
retract the wing elements. A button on the control
stick activates electric motors to drive the flap mech-
anism. The bottom photos detail articulation and
camber of the variable surfaces in extended and re-
tracted position.

PART II

ADVANCED CONCEPTS

VARIABLE
GEOMETRY
SAILPLANES

by JOHN H. McMASTERS
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In Part 1, some general aspects of the design of advanced racing
sailplanes with variable geometry wings were discussed. With
these general considerations in mind, we can now go on and
explore the actual performance gains which might be expected from
the use of each of the wvariable geometry approaches previously
discussed. As specified in Part I, the performance predictions made
are the author’s best estimates and are not necessarily the values
actually achieved by the particular sailplanes of each type which
now exist. — J. M.

Sailplanes With Fowler Type Flaps

hile the British Sigma (Reference 12) is the now classic

example of extreme Fowler (area and camber-chang-
ing) flap application, this machine owes much to the pre-
vious experience and writing (Reference 13) of Pat Beatty
and Fritz Johl of BJ-3 and BJ-4 fame. What Beatty and Johl
proved with the BJ-3/4 was that unless the Fowler flaps ran
the full span of the wing, the extra weight and complexity
was very marginally worthwhile. (A partial span Fowler flap
when extended creates a large “step” in the trailing edge
of the wing, which is aerodynamically like another pair of
wingtips producing a consequent increase in induced drag.)
Further, the spanwise structural break on the wing under-
surface (a critical area in high-speed flight) between the
main airfoil and the leading edge of the large-chord flap
when the flap is retracted, resulted in a performance pen-
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alty due to a partial loss of the potential full run of laminar
flow on the wing.

The upshot, according to Goodhart et al., was the opinion
that while the performance advantages of the Fowler flap
were correctly described by Beatty and Johl, the B]’s hadn’t
gone far enough by half. Thus was born the Sigma with its
specially designed Wortmann airfoil (c.f. Figure 7 of Part
I). The Sigma was and is a beautifully complex airplane.
According to Frank Irving, the level of craftsmanship de-
manded to accomplish the necessary sealing of the flaps in
the extended position and to make the whole system work
was beyond the project’s capabilities at that time. The Sigma

Idaflieg photos courtesy of Aerokurier.
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did work in its fashion with flaps either retracted or ex-
tended, but cycling the flaps during flight proved impos-
sible on a reliable basis. After much work and soul search-
ing, the Sigma was finally offered to serious investigators
to pursue further work and research. Over a period of time
inquiries were received from twelve qualified applicants
with the Sigma eventually being entrusted to David Mars-
den in Edmonton, Alberta, Canada. Marsden (designer of
the variable geometry Gemini) has now laid his skilled hands
on the machine and fitted it with a sophisticated slotted
flap. We have not heard the end of Sigma yet. Nor have
we seen the end of the splendid Wortmann airfoil that went
with it. Helmut Reichmann, armed with the SB-11 at Cha-
teauroux, showed that whatever the mechanical shortcom-
ings of the Sigma, a little more time, care, money, and
carbon fiber could make the basic scheme work more than
well-enough.

Whether the Sigma, or even the SB-11, used the Fowler
flap to its full advantage is a subject of possible controversy.
More experience will be required to tell, but the basic ob-
jectives of its use are easy enough to explain. Fundamen-
tally what we want to do is construct a high-speed wing
which is compromised for low-speed performance require-
ments as little as possible. This wing would have an airfoil
optimized for very low drag at relatively low lift-coefficient
values and would have moderate span, low camber, and
minimum surface area. Now to fly this wing as slowly and
as efficiently as possible, we need to dramatically increase
its area (thus reducing wing loading) and at the same time
change its camber to increase its maximum lift coefficient
capabilitites. In this process we want to keep the total drag

Horizontal Speed ~ V (kt)
40 60 80 100 120 140
v T T T T T T T T T T

Variable Area
(Flap Out)

Variable Area
(Flap Retracted)

100 +

mx=51@v=66kt

200 + \
\
vsta]'l = 41,5 kt

300 =+ Baseline
‘E \ (Nimbus Type)
= \\ Clean wing
e \
g \

Y

¥ 400 5 2m/s 8
b \

Variable Area (Sigma Type)

Sailplane
500 + Flap In Flap Out
b = 65 ft 65 ft
s = 17 ft? 160 ft 2
R = 36.0 26.4
T W« 120016 1200 1bs
WS = 10.3 1b/ft2 7.5 1b/Ft2
700 + FX 67-¥C-170/136 Afrfoll \ ws = 10 1b/F¢

w/S = 6 1b/ft

Figure 3. Predicted Performance of a Sailplane with a Fowler Flap

(both viscous and induced) to a minimum. And to minimize
induced drag for a machine of given weight, we also want
to create an optimum planform wing of large span.

Well, we can’t do all these things simultaneously with
ease (although the bird does rather well), but we can arrive
at a reasonable approximation as the performance shown
in Figure 3 indicates. Here my assumed wing has the same
36 percent area-increasing flap as that on the Sigma, and
one can see that in this case, while the high-speed per-
formance is little better than a “heavy”” Nimbus, the low-
speed performance is nearly as good as a “light”” one. Thus,
what has been gained is performance flexibility with a ma-
chine of fixed weight and span. Even larger gains might be
had if one pursues Wortmann'’s later suggestion (Reference
14) for a fabric ““sailwing” Fowler flap where area could be
increased by up to twice that of the high-speed wing.

The main liability, other than cost and mechanical com-
plexity, of the use of Fowler flaps is that they are largely
limited to wings of almost fixed span. Thus, with flap re-
tracted and span set by low-speed, induced drag (i.e., span
loading) requirements, the high-speed wing becomes one
of often extreme high aspect ratio. This makes the problem
of providing an adequate margin of structural strength,
stiffness, flutter, and control reversal within reasonable
weight limits extremely difficult. However, ingenuity will
likely triumph, and the overall scheme has obvious at-
traction.

Variable-Span Wings

The problem of the Fowler flapped wing having too much
aspect ratio for optimum high-speed flight, coupled with
the same general sizing problems — both high and low-
speed — which any sailplane faces, is solved conceptually
in a very easy fashion: Telescope the wings so that span
and area change simultaneously, with both values changing
in the “right” direction for both optimum high and low-
speed performance. That’s of course easy to say but hard
to do in practice — although there are several powered and
unpowered examples historically, the most recent being
Stuttgart’s fs-29 (Reference 15).

While the variable span-and-area approach appears log-
ical, albeit mechanically awful, it runs into more problems
than simple mechanisms. First, one does not have carte
blanche in changing span and area. The geometry of the
basic wing sets definite limits on the ways these values can
actually change, and the result turns out to be not exactly
what one wants. Specifically, while telescoping the wing
in (& la the fs-29), we do get a beneficial reduction on area,
but if we reduce it as much as we really want to, we lose
too much span. While induced drag decreases as speed in-
creases, it is never negligible within the range of sailplane
performance limits, and the 13-meter “wing-in"’ span of the
fs-29 is not sufficient for an Open Class racer at any weight
until you get to very near redline speeds.

The second problem with variable span is that for really
efficient low-speed flight we want an airfoil with quite a bit
more camber than is ideal for high-speed flight. Now, once
one has decided to telescope the wing, how does one fit
an efficient camber-changing flap to a significant portion
of the wing? Headache upon headache. Well, again, I tried
to work the problem several ways, and finally came up with
the performance shown in Figure 4. Compared to the pre-
vious Fowler flap result (Figure 3), the results don’t seem
promising, given the mechanical problems to be con-
fronted. To my not very great surprise, these results agree
well with those past (well-done) results obtained by other
wiser heads (e.g. Goodhart, Reference 3). Variable span
works well for the birds, but only when coupled carefully
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with a mechanical replica of bird feathers and spars, and
area and camber-change capabilities. Score a major triumph
for the bird which does not demand long runs of laminar
flow to survive and fly quite satisfactorily.

So much for the aerodynamic problems. Have our
ingenious German friends blown smoke in our faces and
solved the problems anyway with the fs-29? My latest in-
formation claims not. Having done a marvelous job and
coming up with an excellent end run on the mechanical
aspects of the scheme (i.e., gloving the outer wing panels
over the inner carbon fiber stubs), they still face the problem
of quickly moving all that wing in and out at the instant
of perceived need. Well, the fs-29 system (which runs on
Teflon bearings, etc.) still has a lot of friction I'm told and
apparently tends to bind inconveniently if the wings flex
wrong. And there may be problems of asymmetric exten-
sion if there is slop in the extension mechanism. (Variable
asymmetry can be a good thing, but only if done in a prop-
erly controlled fashion.) Headaches upon headaches.

Variable Thickness Wings

Variable span and Fowler flaps, as concepts, have been
with us for over forty years. But leave it to Pat Beatty to
come up with a non-obvious alternative as incorporated in
his new B-5 (Reference 16). Having introduced big Fowler
flaps into racing sailplane design, he has now turned to a
scheme which still seems implausible after the fact. But
think! Drag (ugly viscous drag) is most of the problem at
high speed. And thin, low-cambered airfoils minimize wing

profile drag. Suppose we pitch out any requirement for
“high-lift”" capability and go for absolute minimum profile
drag at low lift coefficient values. Suppose we combine the
fruits of Dr. Eppler’s computer (or analytic wind tunnel)
with the wing size of a Nimbus, and we get — Figure 5. Or
at least the high-speed part of it (where stall occurs at a
glorious 70 kts). '

This last problem is “easily”” solved (at least with the
same mechanical ease as fitting the wing with a Fowler flap)
by physically arching the upper wing skin to a new position,
equivalent to a good low-speed Wortmann section for ther-
maling. Yes, the wing changes from an Eppler 1001 airfoil
(of a mere 11 percent thickness) for ““cruise,” to a good old
Wortmann FX 67-K-150 (15 percent thick) for climb. And
it works. Mechanically it works. Aerodynamically, matters
are not so clear.

The Eppler airfoil on the B-5 was generated theoretically
according to good theory. And an independent analysis we
made last summer indicates that if the wing surface is per-
fectly smooth, wave free, and true to contour, the very low
drag values are probably achievable. To get these values,
about 70 percent of both surfaces of the wing are covered
by laminar flow, the bulk of it is marginally stable. Now if
you put a few bugs on that wing or get a little surface
imperfection introduced by the surface contour changing
scheme, you may lose a great deal of this laminar run, and
the fancy wing deteriorates in performance to a heavy (and
complex) “dirty Nimbus'' level. We shall await Pat Beatty’s
flight test results. The concept is attractive; its consummation
in practice must be considered an extremely risky business!
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Figure 5. Predicted Performance of a Sailplane
with a Variable Thickness Wing.



THE JOHNSON FLIGHT TESTS

The
Johnson
Flight
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e 21 articles on 19 modern sailplanes
by Richard H. Johnson,
nine-time national soaring champion

e Introduction by George B. Moffat, Jr.,
1970 & 1974 World Soaring
Champion

¢ 96 pages, 8%2 x 11" softbound book
for:

$6.50

Order from SSA,
P.O. Box 66071D
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Los Angeles, California 90066  mses

Cadlifomians please add sales tax. Mastercharge and Visa now accepted.

Now What?

As the examples previously described show, it is now
possible to contemplate a next generation of high-perfor-
mance racing sailplanes with a good deal more performance
(in an overall sense) than current models. Each of the three
basic variable-geometry schemes which might be emploved
to give these performance increases has now been tried
with, so far, highly mixed results. Which scheme, if any,
is “best” cannot now be identified with any surety, but
through the dedicated efforts of a few visionaries among
us, some lessons are beginning to emerge. In general we
may say that a good variable geometry scheme would have
the following characteristics:

* The particular aerodynamic approach taken would not
result in any serious deterioration of handling character-
istics of the machine over its entire flight envelope.

+ Aerodynamic gains would be carefully evaluated against

weight and complexity increases which might destroy the

gain in pure aerodynamic performance.

Any mechanical system for varying geometry must be

actuatable quickly and with very little more effort than

one now expends actuating current racer cruise flaps.

With all these considerations in mind, my own favorite

among the schemes proposed so far is the big Fowler flap.

In addition, I can readily envision this flap combined with

a scheme for mild span extension. An inflatable cuff or

extensible tongue at each wingtip which would increase

overall span by only 1 meter (out of perhaps 20), coupled
with a 30 percent area-changing Fowler flap and a lot of
ballast, should be interesting. At least until some real ge-

nius develops a scheme for causing rain to fall inside a

ballast tank at the discretion of the pilot.

As a parting note, it should be observed again that var-
iable geometry wings are not peculiar to Open Class racing
sailplanes. We have already seen the application of Sigma-
type Fowler flaps to the highly successful SB-11 15-Meter
racer. The forthcoming 15-Meter Darmstadt D-40 will also
have a Fowler flap of the same sort but simpler and less
extreme. Until Pat Beatty sorts out the B-5, we still have to
wait for the possible extension of his scheme to a 15-Meter
ship. Either way, only the variable span wing appears im-
probable for 15-Meter applications. On the other extreme,
there is a very simple variable thickness/chord scheme afoot
for application to an ultralight sailplane. No class of sail-
plane can profit more from variable geometry (if accom-
plished simply and with low weight) than the ultralight.
But more on that another day.

Parts I and Il of this series were written prior to the SSA
Convention in Seattle where author John McMasters has partic-
ipated in various formal and informal discussions with U.S. and
overseas designers. The result is a previously-unplanned Part 11
for next month which discusses the “add-a-tip”" variable geometry
of the new AS-W 22, as well as such exciting ideas as how the
emerging “'straight-ahead” (little or no thermaling) cross-cotntry
techniques may reopen the dominance of super-span sailplanes,
how space-age “'fly-by-wire’” control of unstable but ultra-high
performance designs can mean still greater achievements, and how
a laminar flow flying wing can get an L/D of 65:1 and cven 92
or 98:1 using LFC — laminar flow control! — Ed.

REFERENCES

12. Goodhart, H.C.N, et al., “Sigma I'he Sailplane of
Tomorrow?”" Sailplane and Gliding, June-July 1971.

13. Beatty, P.; Johl, F., “The Case for Variable Geome-
try,” Soaring, Mav 1968.

I4. Wortmann, F.X., “The Sailplane,” OSTIV Publication
X1 (X1 OSTIV Congress, Alpine, Texas, July 1970).

15. “The £5-29, A Telescoping-Wing Sailplane,  Soariny.
Jan. 1976.

16. Lambie, |., “The B-5, An Uncompromised Sailplane,”

Soaring, April 1976, Y

SOARING



Cambridge is proud to announce the( M Bt t L~ Jfrom Schempp-Hirth.

The Ventus is made possible by Carbon Fiber. It could only be built in Carbon Fiber.

The Ventus has been designed by Klaus Holighaus expressly to utilise the unique properties of this
material, which Schempp-Hirth knows better than anyone.

The Ventus represents the next generation in 15 meter Sailplanes.
The Ventus will be the 15 meter racer of the eighties.

Cambridge Aero Instruments Inc.
365 Old Marlboro Rd.

Concord, Mass. 01742

(617) 369-8572

Distributors of Schempp-Hirth Sailplanes throughout the United States.



i
T

Convention exhibit hall

Paul Cordell

THE SSA NATIONALSOARING CONVENTION

llw e’ve been trying unsuccess-
f

ully to interview our top
soaring people in one place at one
time,” said a West German aviation
correspondent at the recent SSA Con-
vention in Seattle. “We had to come
here to do it!”

How about that?

But the newsman shouldn’t have
been surprised, really. Helmut Reich-
mann, Hans-Werner Grosse, Gerhard
Waibel, and others of their country-
men were only responding to the same
force that brought significant numbers
of attendees from many of the world’s
soaring nations. This attraction tran-
scends sectional and national bound-
aries and is the basis of the bona fide
sense of ““community”” that exists
among soaring enthusiasts every-
where. For six days, more than 1000
of them reaffirmed their tacit society
(and SSA’ers their explicit Society) by
nonstop chatter, listening, looking,
and total immersion in the world of
motorless flight (and motorgliding,
too).

Readers of past accounts of SSA
Conventions in this journal may doubt
the credibility of a story characterizing
the Seattle gathering as being the best
ever.

But it’s true.

The Seattle Glider Council’s staging
of the 1980 Convention tops them all,
and conventioneers inevitably found
themselves using worn-out PR clichés
such as “fan-TAS-tic,” and “super,”
and really meaning it. Even standing
ovations, which elsewhere sometimes
seem to have become pro forma social
amenities, had a genuine spontaneity:
Like Paul MacCready’s film/lecture on
the historic Gossamer projects. Many in
the large audience will long remember
the moving response accorded Paul
and his i1 absentia team at the conclu-
sion of his presentation. So let it be
said at the outset — the 1980 conven-
tion was, yes, FAB-u-lous.
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And, yes, there was someone be-
hind the success. Ron Ferguson and
Marion Barritt were billed as the SGC'’s
cochairmen. But Ron insists that Mar-
ion was the real kingpin (queenpin?).

“My business required me to be out
of town on the road much of the time,”’
Ron explained, “and Marion carried
more of the responsibility. I know that
for the last two months before the Con-
vention she was working sixty to eighty
hours a week.”

THE DO’ERS:
CONVENTION PERSONNEL

Cochairman: Marion Barritt
Cochairman: Ron Ferguson
Program Chairman: Bob Lamson
Exhibit Chairman:
Registration Chairman: Barbara

F'om Davis

Ascanio
Art Displav: Sharon Austin
Asst. Program: Doug Barritt
Commerical Operators: Bob Chase
Video: Paul Cordell
Public Admissions: Fred
Hermanspann
Public Relations: Pat McGrath
Social Events: CeLinda Niedermever
Public Relations: Kapi Parks
Art Director: Jerry Pomerov
Exhibits: Gil Roberts
Tours: John Sager
Treasurer: Herb Voss
Sailplane Signs: Fave Lomax
Speaker Signs: Jack Olson

For her part, Marion insists that the
Council’s nineteen Convention Chair-
men (see box) made it all possible, and
she refuses to single out any special
contributions. It is clear the accom-
plishment was the result of the coop-
eration of the Council’s member clubs.
The Society salutes a truly remarkable
achievement!

If there could be a complaint, it
would only be that the attendees were

tortured by an embarrassment of riches:
there were times when members were
torn by indecision in having to choose
which of the two or three simultaneous
sessions to attend. However, the or-
ganizers had provided even for that by
printing in advance a 221-page tran-
script of all the formal papers. Thus,
it was not only possible for a conven-
tioneer to catch up on what he or she
missed, but also to study and review
at leisure any of the 21 presentations.
These are profusely illustrated in the
Proceedings with photos, charts, polars,
and other graphic adornments. Topics
ranged from Cecil Craig'’s classic flight
story of his wild winter ride down the
Cascades to meaty technical papers
like Harry Higgins” ““The Light Touch,”
a systematic analysis of sailplane han-
dling qualities. The volume was selling
for $12.50 during the Convention and
copies are still available from SGC.

An unscheduled bonus was the ap-
pearance of Hans-Werner Grosse who
dropped by the Convention on his way
home from his most recent expedition
to central Australia. Listeners got a
new appreciation of what’s involved
in flying over the virtually uninhabited
Simpson Desert of the subcontinent,
thanks to Grosse’s outstanding slides
and commentary.

And then there were the displays.

The enormous Seattle Center Exhi-
bition Hall was a mecca for SSA mem-
bers and also for Seattle citizens whose
interest had been aroused by local
media coverage. There they could view
soaring aircraft ranging from hang
gliders to Bob Lamson’s huge, pres-
surized, high-altitude, fiberglass Alcor.
An uncovered vintage Grunau Baby
and a Wright glider replica (courtesy
of the University of Washington) hung
from the cavernous ceiling as did the
sparkling new U-2, Don Mitchell’s lat-
est self-launched, low-cost ultralight.
A feature of special interest was the
first appearance of the Schweizer Sprite
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(1-36), an all-metal sailplane designed
to provide Diamond Badge perform-
ance while being the “lowest-priced
FAA-approved sailplane available.”
(Paul Schweizer promised a full-length
article on the Sprite in the near future.)
Competition buffs ooh’d, ah’d, and
drooled over the latest sleek racers in-
cluding the Zuni II, LS-3-17, carbon
Hornet, Speed Astir, Vega, AS-W 20, and
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Speed Astir

DG-200. Noteworthy was the Zuni
presentation which displayed a full-
size, nose-to-tail, fuselage cross-sec-
tion offering a rare view of a fiberglass
sailplane’s innards. Kit builders had a

c

Bisected Zuni Il

chance to look over the Mitchell Wing
B-10, the HP-18, and a Monerai with a
self-launching power pod installed
above the turtle deck. Cecil Craig’s
still-beautiful Laister LK-10 (in which
he made his midwinter cross-country
wave flight) caught everyone’s atten-
tion with its jazzy spiral dive mounting
over the exhibit hall floor. Multiplace
sailplanes were represented by the
Lark, while the classic department in-
cluded a Ka-6E and an SHK-1. Arnold

Monerai with power pod

Dick Denesha
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Skopil’s masterly do-it-yourself in-
stallation of a retractable Nelson en-
gine in his Nimbus II also attracted ap-
preciative scrutiny in Rainier Hall,
where it provided a unique backdrop
for session speakers and served as a
specimen case for A.J. Smith’s ““Aero-
dynamic Clean-up” demonstration.

Around the main hall’s periphery
were 49 booths and stalls with instru-
ments, radios, trailers, parachutes,
clubs, commercial operators, and mu-
seums. A popular feature was an art
gallery containing paintings, sculp-
ture, photographs, jewelry, and han-
dicrafts. The exhibition hall doubled
as an effective marketplace. One sail-
plane manufacturer revealed he had
sold three aircraft and received several
deposits by the second day. Merchan-
dise offered at the Society’s informa-
tion stand was virtually sold out by
Saturday.

By the fourth day, the main influx
of visitors taxed the facilities of the
towering Washington Plaza Hotel. The
organizers had anticipated this and the
sessions were already scheduled at the
Seattle Center in the shadow of the
“Space Needle.” Such groups as the
Commercial and Business Operators,
National Soaring Foundation, Na-
tional Soaring Museum, competition
pilots, and motorgliding partisans held
formal meetings or rap sessions, while
Women Pilots, the 1-26 Association,
SSA Governors, Old Timers, Vintage
Sailplane Association, and the Blanik
Association groups opted to socialize
at various breakfast get-togethers.

And for the first time an Instructor’s
Revalidation Clinic was held coinci-
dentally with the Convention. Nor-
mally this latter activity is an FAA
function, but with the SSA’s initiative,
the government delegated the job to
the Society on a show-us-you-can-do-
it basis. The response proved greater
than anticipated, requiring every chair
in the assigned meeting room. Official
FAA observers were apparently con-
vinced and have recommended con-
tinuance of this SSA service; an an-
nouncement of further clinics will be
forthcoming from Don Slotten, Chair-
man of the SSA Flight Training and
Safety Board. Incidentally, the unan-
nounced appearance of World 15-Me-
ter Class Champion Helmut Reich-
mann added a real boost when he
lectured on cross-country instruction
to the group.

Originally the annual SSA Conven-
tions were initiated by 1972 SSA Pres-
ident Marion Griffith as a modest ad-
junct to the Directors” Meeting in San
Antonio, Texas. At that time Marion
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The Executive Committee (left to right,
Woody Woodward, Carl Herold,

and Brian Utley)

and Acting Executive Director John Dezzutti
listen to recommendations from the

Board of Directors.

had no trouble keeping the Board’s
nose to the grindstone of the enor-
mous amount of business to be trans-
acted. But it is probably safe to say that
secretly some of the Directors must be
tempted to play hookey and join in the
festive activities bustling outside their
meeting rooms. Let it be noted that
none succumbed, and, to the credit of
SSA President Brian Utley, the jam-
packed agenda was completed in one
day with notable efficiency and dis-
patch, thanks to the increasing role of
his Executive Committee in dealing
between sessions with matters that
would otherwise have required much
more time. Elsewhere in this issue are
reports on the Directors’ meeting from
Brian and from John Dezzutti who was
functioning at that time as Acting Ex-
ecutive Director for the ailing Forrest
Blossom.

Norm Dalke

Going first class — the Awards Banquet.

The Awards Banquet provided the
setting for a lavish repast complete
with a corps of liveried waiters. At one
point they elicited applause when they
darkened the lights of the glittering
ballroom to deliver flaming dishes of
baked Alaska with the precision and
pageantry of Radio City Rockettes.
Master of Ceremonies and bon mots
Rudy Allemann set up a convivial am-
bience that was happily sustained by
featured speaker Ann Welch’s remi-
niscences of A Life in Aviation.” Par-
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Ann Welch

enthetically, it should be mentioned
that following the Convention Ann’s
life in aviation was further enriched
when she attempted to catch a night
flight back to England at the Sea-Tac
International Terminal. This included
boarding delays for engine trouble, a
bomb threat, a false start that was
aborted over Canada because of more
engine trouble, and final completion
to London via an international “red-
eye special” with a detour through
New York!

Floyd Sweet, SSA Awards Chalr—
man, presided over the dispensation
of Society honors to eight member re-
cipients. A posthumous Exceptional
Service Award went to Jean Doty,
whose many years of work in compil-
ing the 1937 - 1971 and 1972 - 1977
indices of Soaring represent a great
service to the Society. ““This task could
never have been accomplished except
by a person like Jean,” said Chairman
Sweet.

Stan Smith’s singular 48-year his-
tory in soaring won him the Excep-
tional Achievement Award of the So-
ciety. As his early design of a two-
place training glider (City of Utica)
shows, given his druthers, Stan would
probably have liked to do more in the
motorless category. However, as
Chairman Sweet pointed out, “His air-
craft designs, the X-1, X-2, and X-5 re-
search vehicles, were really gliders

" presumably since they had to
gllde back to earth once their rocket
fuel was exhausted. Stan has an ex-
tensive competition history, including
his winning the 1957 National Soaring
Championship, and he will be out on
the courses again this summer.

Charles Lindsay’s continuing ser-
vice to soaring forecasting has been
lauded both by the National Weather
Service and the Society; SSA recog-
nized his contribution with the Excep-
tional Service Award. He has written
for the journal and coauthored mete-
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orological texts focused on soaring.
This summer, pilots who use the serv-
ices of FAA’s Flight Service Stations
may notice an improvement in service
— “He has developed a program in
the language of soaring pilots for the
FSS,” said Floyd Sweet.

How can you say “thanks” to a Di-
rector who already has the Eaton Tro-
phy, a place in the Hall of Fame, two
Exceptional Service Awards, and who
is retiring from the Board of Directors
after eighteen years? Floyd Sweet noted
Tom Page’s shepherding of the Amer-
ican Soaring Handbooks, his contribu-
tions to the journal, his work with the
FAA/Air Force Physiological Training
Program, and an earlier SSA insurance
program. Considering his options, the
Awards Chairman evidently decided
that if two of something is good, three
would be even better, and so Tom
Page now holds the distinction of
being the first SSA’er to have a trio of
Exceptional Service Award certificates
to hang on his study wall. "My cockpit
runneth over,”” he said laconically with
a twinkle in his eye.

The Paul Tuntland Memorial Award
goes to the person “deemed to have
made an important contribution to the
science of soaring flight, as disclosed
in a published article discussing the
results of a soaring flight made by him-
self during the year.” Dick Johnson's
on-going and comprehensive Flight
Test Evaluation Series had already
won him the 1978 Tuntland Award.
He was so honored again this year, but
for a new report that appeared both in

the Swiss Aero Review and Soaring in
1979. The paper was titled “Measure-
ments of Sailplane Sink Rates Between
Thermals” and was evidently the first
practical (as distinguished from theo-
retical) attempt to quantify this impor-
tant aspect of cross-country flying.
Long distance cross-country flying
has always been highly regarded in
SSA, and since 1948 the Lewin Barrin-
ger Memorial Trophy has gone each
year to the pilot making the best
straight-out distance in the U.S. In the
previous thirteen years, Wally Scott
won the Trophy nine times, and his
590-mile flight from Odessa, Texas, to
McCook, Nebraska, last year brought
his string of top U.S. straight-out dis-
tances to ten — an unprecedented ac-
complishment. Wally wasn’t present
to answer the question: ““You've made
your mark. Long distance retrieves are
exhausting. Why do you continue?”
He hasn't said so, but there is reason
to believe Scott is targeting the first
1000-mile flight. It is known that at one
time he made preliminary investiga-
tions of an expedition to the Andes for
such a purpose. Wally-watchers point
out that Scott and his sailplane are
ready to go when a certain juxtaposi-
tion of weather systems will sling-shot
him out of Odessa as it did in 1970
when he and Ben Greene streaked
north for 717 miles to become coreci-
pients of another Barringer Trophy.
“The Warren E. Eaton Memorial
Trophy is the highest award of the
Soaring Society of America,” Floyd
Sweet reminded banquet listeners, ““and

Award winners: (counter-clockwise from lower left) Stan Smith, Bill Cleary, Tom Page, Dick Johnson,
Charles Lindsay, and pron/ for Wally Scott.
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we are proud to present it to William
B. Cleary.” Before he became SSA
President in 1977-1978, Bill's accom-
plishment with his 1-26 in national
competition and his earning all the FAI
Badges therein won the admiration of
the rank-and-file members and contest
pilots alike. Less visible, perhaps, were
his administrative contributions as an
officer of the Society. “Bill is a skilled
manager,” Sweet pointed out. “He
unstintingly gave of his time and tal-
ents to guide the Society through an
unprecedented period of change and
growth.”
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All good things must come to an
end, and the 1980 Convention was no
exception. But even as good-byes were
being said and departures made, eyes
were turning south. Recent conven-
tions have contended with snow, wind,
and rain (though one could hardly
fault Seattle’s gentle drizzles). Every-
one agrees the sun belt will be a nice
change, and the Arizona Soaring As-
sociation is going to make it possible.
Would you believe preparations for
1981 are already underway? If ASA’er
Woody Woods’ poster is any indica-
tion of what we’ll find, it’s going to be
first class.

Look out, Phoenix, here we come!

S

SSA NATIONAL

Woodson K. Woods’
poster for the 1981 SSA
National Soaring
Convention sponsored by
the Arizona Soaring
Association.
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‘ Second in a series of four limited edition prints
| by artist Mike Machat.
[See May 1979 Soaring, page 15.]

16" x 20" overall, 102" x 15" image size

Sepia-black duotone on heavy fine-quality paper

Edition limited to 250 signed, numbered,
| and titled in pencil by artist

Original artwork for ‘“‘From A to E”’
donated to National Soaring Museum

Shipped flat

$29.95

Order from

i SSA,

P.O. Box 66071,

Los Angeles, Calif. 90066.

| =

| Californians please add sales tax. Master Card and Visa welcomed.
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Is competition’s most acerbic apologist
mellowing, converting from soaring-to-win
to soaring-for-fun, suffering comeuppance,
or experiencing revelation? Gren lets

it all Elang out. . . .

The
BORN-AGAIN

LOSER

by GREN SEIBELS

||||||
......
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In my soaring days I've endured a good many
low points — literally as well as figuratively —
yet the absolute nadir came, not in the air, but
while I was reading Helmut Reichmann’s
masterwork on competition soaring. (I know it’s
called ““Cross-Country Soaring,” but what it’s really
about is winning in competition.) During the
tedious delay while the English translation was
being thrashed out, my impatience to get my hands
on the Reichmann opus became all but
unmanageable; for here, at long last, one of the
great champions in the history of our sport was
prepared to tell all. For us bumblers and stumblers,
this was the chance of a lifetime: the mind and soul
of a real-life winner laid bare for the edification of
the peasantry. After reading this book, the advance
publicity implied, we could set forth and astonish
our friends while confounding our enemies.

Alas. And alack. Once past the kindergarten
preliminaries of the opening chapters, I began to
sense a queasy feeling of disorientation, much like
that induced by inverted spins. I knew I was
reading about soaring, but the perspective seemed
strangely askew, as though I had inadvertently put
on someone else’s spectacles. It was like Alice’s trip
through the looking-glass: familiar things suddenly
seemed weirdly unfamiliar.

Sure, I could plow along for a paragraph or two,
nodding in abstract agreement, but in nearly every
discussion, sooner or later The Champ would trot
out some technique or other that he considers vital
to success in the air and I would come to a
juddering halt, moaning “Oh Lordy, I never do
that!”

Elsewhere, Doctor Reichmann is relentlessly
dogmatic in his denunciation of certain procedures
that have formed the cornerstones of my flying
since I first soloed. It began to dawn on me that if
this is what it takes to win, then my unbroken
string of defeats was clearly predestined from the
outset. By the time I finished reading the first half
of the book, I felt trapped, like a bug in amber. But
I had not yet touched bottom.

Throughout, the book is liberally illustrated with
charts, diagrams, and other visual aids to
comprehension; after some study, I think I got the
point of most of them in the section devoted to
“Flying Practice and Techniques.” Taking a deep
breath, I then broached Part II (“Theoretical
Section” and it was like landing downwind into a
stone wall. Never before had I realized that an
equation can be designed for virtually every soaring
situation except the overfull bladder halfway
around a task. What's more, these wretched
mathematical headaches can also be expressed as
graphs in three colors.

Now, I have teetered along life’s checkered path
with perhaps more than my share of uncorrected
weaknesses — none more glaring than my panic
when confronted with even the most elementary
mathematical concept. What small mental prowess
I pretend to seems powerfully — nay, exclusively
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— canted toward language and the verbal
disciplines. Hence, a nasty little equation bristling
with Greek letters and square roots renders me
helpless and gasping like a beached codfish:
palpitations, vapors, sweaty palms, dizziness, and
tunnel-vision quickly ensue unless I close the book
instantly, shut my eyes, and think pastoral
thoughts.

Time and again, I've tried to sneak up on Part II
Opening the thing at random, I'd hold a hand over -
my eyes and timidly peek between two fingers:
instant vertigo. Eventually, two dismal but
inescapable conclusions were borne in on me: one,
I don’t know how to fly a sailplane; and two, I'm
so dumb I'll never understand why I don’t know
how to fly a sailplane. The nadir.

So now I'm faced with selling myself on the
prospect of spending the rest of my days as a role-
model for those who exhibit Grace Under Pressure
(of Defeat). I suspect it’s going to be one very slow
ticket.

Hearsay is about as close as most of us ever
come to that quite different form of torture known
in song and fable as Pressure-at-the-Top. As that
perennial best-seller so pragmatically puts it, Many
are called, but few chosen; an apt motto for SSA’s still
a-borning Competition Division.

Of course, were I very young (to me, that’s
anything under 50), I might be tempted seriously to
consider revolutionizing my sinful ways. (Sign up
for night classes in algebra . . . get in some dual.
time with a Category 3 pilot . . . quit smoking in
thermals . . . learn, once and for all, how to use
that inscrutable final-glide calculator.)

Some regard aging as a curse, an incurable
disease. To me, it’s the perfect cop-out; the long-

"awaited alibi for my lifelong devotion to sloth,

negligence, and nonfeasance. What a good and
pleasant thing it is when a fellow can complacently
purr that he has grown a bit long in the tooth to
undertake an energetic program of self-
improvement. So instead of baring all my petty
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sins, excesses, and pleasures to a cauterizing blast
of reform and making of my golden years a
hideous purgatory of unnatural righteousness, I
unblushingly opt for the primrose path of the
unreconstructed ne’er-do-well. Henceforth, I shall
eschew pangs of guilt for time squandered while
admiring the spontaneous ballet of a 40-plane
gaggle; I shall never again suffer professional
embarrassment for unprofessionally waving at a
passing friend; in fact, I may even observe the
antics of beginners with detached amusement
instead of temper tantrums.

As a logical first step into my new Age of Reason
and Wisdom, I have erased Pressure-at-the-Top
from the blood-chilling band of mental goblins that
assail me while waiting for a contest launch.
(Mystery: How did P.-at-the-T. get onto my list in
the first place?) Now that my humility index is
firmly embedded in concrete at the bottom of the
chart, I believe I may actually begin to enjoy
contests for a change.

In his later years, the incomparable Philip Wills
deplored the relentless erosion of fun from soaring
competition. Rereading his adventures, which is
one of my more respectable vices, I find it a
privilege to share, vicariously, the irrepressible
sense of joy the man derived from his flying, even
when he was embroiled in top-level competition.
(And don’t forget: he won a World Championship
in Spain in the mid-1950’s.) But in the late 60’s,
and even more so in the 70’s, he sadly charted the
drift of contest ambience from light-hearted-and-
merry to gruff-and-grim. Aside from the
satisfaction of the victors (after the flying is done),
the thing itself — the racing — is somehow no
longer the delight it once was and ought to be.

To the extent that we can be pigeonholed at all, I
believe most soaring types can be assigned to one
of two general categories: those who view soaring
as a science, and those who see it as an art. These
two viewpoints are so diametrically different that
fence-straddling is all but impossible; one is either a
square peg or one is a round hole (and I'm not
about to hint which is which). Karl Striedieck is
one of the few pilots I know who manages to savor
the best of both worlds: behind that carefree

s

boyish grin lurks a mind that could embarrass a
roomful of computers — and he’s an incurable bird
watcher to boot. Mentally he logs all the hawks
and eagles en route to new World Distance records.
Right on!

Of course, all the hard evidence supports and
confirms the scientific approach. Offhand, I can’t
think of a single all-out romantic who has won a
major contest in the past decade. The computer-
brains clearly dominate the flower-watchers (with
the notable exception above).

Okay. So any competent organic chemist could
quickly reduce a lovely, subtle wine to a page of
formulas, equations, and graphs — losing the wine
in the process. Busy social scientists are performing
similar analytical lobotomies in virtually every area
of our private lives — areas that were once the sole
preserve of poets and lovers. Instinctively, I wish
bad cess to the lot of them. This must be what
Wordsworth had in mind when he wrote of One
that would peep and botanize/Upon his mother’s grave.
Is nothing sacred?

[ feel this way, too, about soaring — an
experience, a revelation, a glory far too beautiful
and profound for a mere mind to encompass; it
also belongs in the province of the heart.

So while I know I can’t lick ‘em, I sure as hell
don’t have any plans to join ‘em. These are my
modest competition goals for the 80’s:

One, to taste the joy in every minute of every
task (except, maybe, when confronted with an
outlanding);

Two, to fly as well as I possibly can;

And finally, to keep on learning.

Any regrets? You bet — why didn’t I think of
this a dozen years ago?

* * *

(Postscript: Quickly, before publisher Graham
Thomson mails me a letter-bomb, let me add that
Reichmann’s Cross-Country Soaring is unique in
soaring literature; perhaps the most important book
ever written on the sport. Despite my own
technical illiteracy, I did indeed learn much of
value from it . . . I think. — G.S.)

~
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GENTERING IN THERMALS—
MODELING THE PROGESS

by WILLIAM M. PRICE IV

here seem to be two approaches

to learning how to center a
sailplane in thermals. The one pilots
encounter most frequently can be de-
scribed as the “Obi Wan Kenobe”
school. Advocates of this method ad-
vise the sailplane pilot to go forth and
practice; after years of experience the
whole process will become natural,
they say. The sailplane pilot begins to
feel like Luke Skywalker, constantly
zapped by some incomprehensible
mechanism while awaiting the arrival
of “the Force.” The second approach is
to learn to use some sort of model. A
pilot then practices, relates what is
happening to the model, corrects mis-
taken assumptions, and emerges with
a reasonably clear mental picture of the
thermal-centering process.

Several thermal-centering models
exist. Mr. Carle Conway devotes sev-
eral pages in Chapter 12 of his Joy of
Soaring to thermal-centering models.
Messrs. Welch and Irving devote most
of their secondchapter of The New Soar-
ing Pilot to the subject (the author has
used their excellent method of graphic
display in this article). Mr. Wil
Schuemann presented a modeling sys-
tem and some valuable insights into

variometer lag in his advertisement
appearing in the April 1977 issue of
Soaring. Unfortunately, none of the
models allow sailplane pilots to graphi-
cally see the effects of varying bank an-
gle, airspeed, and variometer lag.

For those sailplane pilots(like the au-
thor) who possess limited powers of
abstract imagination, a requirement
exists foragraphicsystem that displays
the effects of pilot-controlled changes
(selection of bank angle, airspeed, and
variometer lag). This article is an at-
tempt to meet that requirement.

There is a great deal more to flying in
circles than good coordination. For any
given airspeed, the radius of a circle
and the rate of progress around the cir-
cle (herein expressed in degrees per
second) will change when the angle of
bank is changed. If a constant airspeed
is held, increasing the angle of bank
will shorten the radius of the circle
being flown and will increase the rate
(in degrees per second) of travel
around thecircle. If the angle of bank is
held constant while increasing
airspeed, the radius of the circle will
increase and the rate of travel around it
will decrease.

In the table titled ““Circling,”” the

rates of turn and the radii of circles for
any airspeed and bank angle were
computed using formulae given in The
Instrument Rating: A Guide to the FAA
Written Examination (1968 edition) pub-
lished by Pan American Navigation
Service. These formulae accompany
the table. The resultant values are for
common airspeeds and bank angles of
15, 30, 45, and 60 degrees.

These figures show what alterations
inbank angle and airspeed will do to an
attempt to fly a circle. Obviously, if
bank angle and airspeed are not con-
trolled, any attempt to relate a path
being flown to the abstraction of ther-
mal location will require a great deal of
intuition. One Diamond Badge pilot
with whom the author has consulted
regularly practices turns in series while
timing each turn with a stopwatch. He
considers no more than 1 or 2 seconds
variation between 360-degree turns to
be acceptable.

The basic inputs to the circling pro-
cess are airspeed and bank angle. For
each unique combination of those,
there will be a unique turning rate and
circle radius.

Variometer lag is the time between a
change in vertical motion of the

1090 x TANGENT OF THE BANK ANGLE
CIRCLING TABLE DEGREES PER SECOND =
TRUE AIRSPEED (N KNOTS)
TRUE AIRSPEED? (IN KNOTS)
RADIUS OF TURN (IN FEET) =
11.26 x TANGENT OF THE BANK ANGLE
15° BANK 30° BANK
DEGREES OF ARC DEGREES OF ARC
TRUE AIRSPEED PER SECOND OF LAG PER SECOND OF LAG
MPH KNOTS FPS °/SEC. RADIUS 1 2 3 4 5 6 °/SEC. RADIUS 1 2 3 4 5 6
35 30.4 51 10 306 10 20 30 40 50 60 21 142 21 42 63 84 105 126
40 347 59 8 399 8 16 24 32 40 48 18 185 18 36 54 72 90 108
45 39.1 66 7 507 7 14 21 28 35 42 16 235 16 32 48 64 80 96
50 434 74 7 624 7 14 21 28 35 42 15 290 15 30 45 60 75 90
55 477 81 6 754 6 12 18 24 30 36 13 350 13 26 39 52 65 78
60 52.1 88 6 900 6 12 18 24 30 36 12 418 12 24 36 48 60 72
65 56.4 % 5 1055 5 10 15 20 25 30 11 489 10 22 33 44 55 66
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sailplane and the time that the change
is indicated on the variometer. Mr.
Schuemann provides lags for various
variometers in his April 1977 Soaring
advertisement. To the extent that one
variometer can be selected instead of
another, the sailplane pilot/owner can
control variometer lag.

In the circling table, there are col-
umns for different variometer lags. The
lags, givenin seconds, are listed as col-
umnheads. The values given under the
column heads in the body of the table
are degrees of lag for each bank-
airspeed combination shown.

As a practical matter, the extent of
variometer lag on a circle being flown
can be estimated by observing the arc
flown during the number of seconds
the variometer lags. Although that ap-
proach works well in flight, it is of no
help to a modeler presenting a graphic
display of thermal centering — hence,
the presentation in degrees of lag,
which is calculated by multiplying
turning rate by lag in seconds.

Two additional points need to be
made on the subject of variometers. In
addition to the lag of the instrument
itself, there will be a lag between the
time of the indication of an event and
pilot recognition, and a further lag be-
tween pilot recognition and reaction.
Any pilot who attempts to minimize those
lags by constantly watching the variometer
is a suicidal maniac. Even if such a pilot is
fortunate enough not to fly into some-
one else, his control of coordination,
bank angle, and airspeed will be mar-
ginal.

The values given in the table have
been used to construct several models
forthermal centering. In all of the mod-
els presented, it is assumed thatlift will
be greatest in the center of the thermal
and will decrease toward the edge of
the thermal.

The thermal size used in Figures 1
through 4 is one with a diameter of 800

Figure 1 —
B800-1t. diameter

thermai,
30° bank,

40 mph,

3-second

vario lag.
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feet. That size was used to portray a
fairly small thermal which could be eas-
ily lost. The reader may construct mod-
els using any thermal size with the data
provided. :

The speed selected for the models is
40miles per hour. Anyother speed can
be easily modeled. Selectaspeed, bank
angle, and variometer lag from the
table (or calculate your own from the
formulae provided), then draw the
model to scale on graph paper using
the calculated turning radii and lags.

45° BANK 60° BANK
DEGREES OF ARC DEGREES OF ARC
PER SECOND OF LAG PER SECOND OF LAG
°/SEC. RADIUS 1 2 3 4 5 6 °/SEC. RADIUS 1 2 3 4 5 6

36 82 36 72 108 144 180 216

31 107 31 62 93 124 155 186

28 136 28 56 84 112 140 168 48 78 48 96 144 192 240 288
25 167 25 50 75 100 125 150 43 97 43 86 129 172 215 258
23 202 23 46 69 92 115 138 40 117 40 80 120 160 200 240
21 241 21 42 63 84 105 126 36 139 36 72 108 144 180 216
19 283 19 38 57 76 95 114 33 163 33 66 99 132 165 198
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Figure 1 shows the first model. The
sailplane flies into the side of the ther-
mal; 3 seconds later, the variometer in-
dicates the fact. This model assumes
that the pilot begins turning at once (a
later model will explore the results of
waiting awhile). The turn used willbe a
30-degree banked, coordinated turn.
As the sailplane continues, it passes
through the area of strongest lift. That

.fact is shown on the variometer 3 sec-

onds and 54 degrees of arc later. The
direction that the sailplane is facing at
that moment is not the direction to
move the circle. If the pilot
straightened outand flew inthatdirec-
tion, he would leave the thermal in ap-
proximately the shortest possible time.

The optimum position to move the
circle would have been out from the
outside wing 3 seconds back in the
flight path (a 54-degree segment of
radius). But when it continues along its
original flight path, it reaches the point
on the thermal nearest the edge where
the thermal is weakest. Three seconds
and 54 degrees later, that fact is indi-
cated on the variometer. If the pilot
rolled out level just then, flew straight
for about a second, then rolled back
into a 30-degree banked turn to the
right, he would be nearly in the center
of the thermal. This method of center-
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ing thermals is called the “worst head-
ing”” method. Its use requires a firm
theoretical foundation or a lot of blind
faith. Straightening out when the
variometer says “down” just is not
natural.

If the pilot wanted to make use of the
“best heading” for centering in the
thermal, he should keep circling past
the point of best indicated lift for 216
degrees (270° — 54° = 216°), straighten
out, then roll back in the same direc-
tion.

Much has been said about fast var-
iometers. If a zero lag variometer
existed (indeed, one does — the seat of
a pilot’s pants; it is mostly used in
thermals with steep lift gradients,
however), a pilot could still make no
immediate corrections on the basis of a
best-lift indication because the
sailplane is oriented 90 degrees from
the desired direction of travel. A faster
variometer enables a pilot to visualize
more easily the location of a thermal
because fewer degrees of lag will have
to be compensated for. This has advan-
tages which may be appreciated by
comparing the fast versus slow var-
iometer lags in the table for a 60-degree
bank angle. Further considerations
concerning variometer lag illustrate
that, while the visualization of lag prob-
lem can be reduced by fast variometers,
it cannot be eliminated.

Fast variometers can be of great help
when using the “surge” method of
locating a circle near the best lift. Using
that method, the pilot will immediately
bank steeply when strong lift is experi-
enced. That maneuver will keep the
sailplane in the vicinity of the good lift.
Thereafter, the same thermal-centering
procedures as described earlier will be
needed.

In Figure 2, the pilot guessed wrong
and turned away from the thermal. The
sailplane was probably nudged away
fromthe thermalanyway. The pilot did
not recognize it and followed the path
of least resistance. Most of the first cir-
cle is outside of lift. Outside the ther-
mal there may be a miscellany of sink,
in which case, not a lot can be learned
about thermal location from the worst
variometer reading. One should note
where on the circle the best lift oc-
curred, then turn through 270 degrees
less the allowance for variometer lag
(54 degrees in this case), straighten out,
then center as before.

Consider what would happen if the
pilot reversed the direction of his turn
after the indication of lift decreased, as
shownin Figure 2. The resulting circle
would be flown entirely outside the
thermal. (That pointis notillustrated in
Figure 2 because it might obscure the
basic point.)
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Figure 2 —

800-ft. diameter | !

thermal,
30° bank,
40 mph,
3-second
vario lag.

Figure 3 —
800-ft. diameter
thermal,

45° bank,

40 mph,
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vario lag.
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Figure 4 —
| 800-ft. diameter
thermal,
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In Figure 3, some of the basic inputs
to the model have been changed —
something not possible using earlier
systems. The bank angle modeled is 45
degrees and the variometer lags in de-
grees are illustrated for 2, 3, and
4-second lagging variometers. (The
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. at 43 knots the blip on my 3-second lag vario shows that | was passin§ through the
best lift 21 degrees of arc back, and at a radius of 630 feet that would be about where ?
% .”" Kendall Somers models his thermal as he attempts to center his

passed over the

Royce Craig

reader will recall that the lag for a
3-second variometer was 54 degrees at
a 30-degree bank angle flown at 40
miles per hour. Thesame variometer at
the same airspeed willlag 93 degrees at
a 45-degree bank angle turn.) The
steeper the pilot turns, the more

dramatic the variometer lag becomes.
Using the best-heading method of cen-
tering, the correction to be used in Fig-
ure 3 for a 3-second variometer is about
180 degrees (270 degrees less the var-
iometer lag of 93 degrees). Allowing for
pilot recognition and reaction lags, a
worst heading rollout would probably
be a little late.

Figure 3 illustrates another point: A
circle made with a 45-degree bank
angle resulted in the pilot exploring
very little of the thermal. Unless there
is good reason to believe that the ther-
mals are very small, turning with large
bank angles can be counterproductive.

Figure 4 illustrates two different de-
cisions concerning when to start a turn
in a thermal. In the case shown, wait-
ing until the lift falls off, then turning,
produces a better result than turning at
the first indication of lift. If the thermal
were smaller, that would not be so; if it
were larger, the improvement would
be even more pronounced.

When centering in thermals — espe-
cially dry or blue thermals — it is ad-
vantageous to note the thermal’s posi-
tion over the ground. Landmarks such
as a fence line, a road line, or the edge
of woods can be used to construct two
intersecting lines of position marking
the thermal. Failing that, some other
landmark below the sailplane can be
used. This will allow the pilot to return
to the vicinity of the thermal if he has
lost the thermal (usually due to inaccu-
rate flying or erroneous assumptions).

The author has attempted to present
flexible models which illustrate basic
thermal-centering theory and to pro-
vide the reader with enough data to
construct his own models. This article
is not intended to be an exhaustive
treatment of the entire subject of soar-
ing in thermals, nor is it intended to
display the optimum circle size for
thermaling. Excellent presentations of
thermal soaring have been presented
elsewhere.

The author is certainly not suggest-
ing that pilots perform the calculations
called for here while airborne nor that
they memorize the circling tables. Most
pilots cannot estimate bank angle with
sufficient accuracy to use in a precise
model and, even if they could, they
would sink to the ground before finish-
ing the necessary arithmetic.

Interested pilots should make their
own models, satisfy themselves that
they understand the principles in-
volved, then relate their experiences to
the models. The process may explain
the cause of many problems and
suggest solutions. It has got to be better
than falling out of the sky while waiting
for “the Force.”
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FAl 15-METER RACING CLASS HIGH-PERFORMANCE SAILPLANE W

SINGLE-SEAT MID-WING SAILPLANE IN CARBON-GLASS-FIBER CONSTRUCTION WITH WING FLAPS AND FIXED T-TAIL.
DESIGNER: DIPL.-ING. KLAUS HOLIGHAUS

MANUFACTURER: SCHEMPP-HIRTH GMBH & CO. KG-7342 KIRCHHEIM/TECK, GERMANY

* TECHNICAL DATA FOR "“Ventus b” IN PARENTHESES

TECHNICAL DATA:

WING: SPAN 1500 M 49FT 251N MAXIMUM AIRSPEED:
AREA 949 M2 102 FT2 AT ALL WEATHER CONDITIONS 250 KM/H 155 MPH
ASPECT RATIO 2370 WING LOADING: 30-45 KG/M? 6.1-9.2 LB/FT#
FUSELAGE: LENGTH 6.35 M (653 M) 20FT 10 IN (21 FT 5IN) MAX. WATER BALLAST: 1680 KG 33 LB
WIDTH 054 M (0.62 M) 1FT 9IN{ 2FT OIN) PERFORMANCE: AT WS:30 KG/M2 6.1 LB/FT?
HEIGHT 075M (0.83 M) 2FT 6IN( 2FT 9IN) STALL SPEED 62 KM/H 38 MPH
WEIGHTS: EMPTY WEIGHT 215 KG (220 KG) 474LB (485 LB) MINIMUM SINK 0.54 M/S 106 FPM
MAX. PAYLOAD 115 KG (120 KG) 254 LB (265 LB) MAX. LID AT 95 KMH 44 59 MPH
MAX. WEIGHT 430 KG 848 LB
30
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Ask us for your complimentary copy of

Klaus Holighaus’ paper “Where Does Carbon
Fiber Lead Us?” Reprinted from the proceed-
Sk ings of the 1980 SSA National Soaring

Convention by kind permission of the
Seattle Glider Council.
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The VENTUS Story

For more than two years Klaus Holighaus has been
working with Dr. F.X. Wortmann and Dipl. Phys. Dieter
Althaus to develop a new wing profile that takes full
advantage of the unique strength and stiffness of car-
bon fibers.

The new profile is thinner and more laminar than
previously used Wortmann sections, and wind tunnel
tests have confirmed that it has better performance
throughout the entire speed range.

The unusually high aspect ratio of 23.7 is optimized
for the new section, and the triple-trapezoid planform
closely approximates elliptical lift distribution.

A special characteristic of the new wing ensures that
buffeting occurs well above the stall. This, together with
an extremely high lift coefficient (C, max> 1.6) ensures
a high degree of safety during mountain flying and
off-field landings. Landing is further simplified by the
(now patented) trailing-edge combination flap and dive-
brake system that has been adapted from the well-
known Nimbus series.

Construction of the wing employs a specially devel-
oped extra-fine carbon cloth. The coarse-weave finish
of the first carbon wings is now a thing of the past, and
more layers of the new material provide a hard, fine-
structured surface with superior durability and stability.

Special design features include the steel mid-
fuselage frame that has been used in all Schempp-
Hirth sailplanes for many years. It houses the landing
gear, flap and aileron drives, and main wing attach-
ments.

New to Schempp-Hirth sailplanes is the GROB
“Elastic Flap” hinge system for the ailerons. These are
on the lower surface, as wind tunnel tests have shown
that this arrangement provides the greatest perfor-
mance gains with the new profile.

The VENTUS is offered in two models. The A series
has a low-profile fuselage for pilots up to 5’9”. The B
series has a larger fuselage with a spacious cockpit for
taller pilots.

Our order book is filling up. All 1980 production has
been spoken for, but we have reserved a large block
of VENTUS A and VENTUS B for delivery to North
Americain 1981. Your early response is recommended
if you are interested in flying this top 15-Meter Class
sailplane next summer. The ex-factory price is DM48,150
for either model (about $25,000 at the present rate of
exchange). Your check for $3000 will hold an early
delivery position. Please make check payable to
Graham Thomson Ltd.

For more information contact Schempp-Hirth’s oldest
established distributor in North America:

GRAHAM THOMISON LTD

3200 AIRPORT AVENUE
SANTA MONICA,CALIFORNIA S0405
(213) 380-86549

BUSINESS@MEMBER



Here’s some solid counsel for
those contemplating their first
homebuilding project. . .

o0 YOU
O BUILD

WAINT

A SAILPLANE?

by BILL CARLSON
With the cost of modern day sail-

planes spiraling upward faster
than even the best Texas thermal,
more and more soaring enthusiasts are
turning to homebuilding as a means
of acquiring the sailplane that they
might otherwise not be able to afford.
The Experimental Aircraft Association
says that only one out of every ten
homebuilt aircraft started ever reaches
completion to flying status. Having
just completed my own ship, I realize
the pitfalls that could easily discourage
the first-time builder. With this in
mind, let’s discuss what it takes to
“beat the odds”” and get your ship out
of the shop and into the sky.
Building your own sailplane will be
less expensive than buying a new fac-
tory ship — but it will hardly qualify
as cheap. While people are constantly
calling for cheaper sailplanes, instruc-
tion, and rental, I think we have to
realize we have chosen an expensive
sport. To lower costs one would have
to lower the quality, and that is one
thing that is sacred in flying. I know
of very few flight schools or manufac-
turers that are making exhorbitant
profits. A set of plans will presently
cost between $75 and $200. Material
costs will vary according to your ability
to scrounge and the type of material
you are going to use. Sailplane kits cost
between $3000 and $6000, not includ-
ing paint ($300) and instruments
($1500). A trailer will cost $1100 for a
kit, less wheels, or about $3500 built
up. This adds up to between $6000 and
$10,000, depending on the sailplane
chosen, extravagance of your instru-
mentation, and your trailer.
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The idea of builaing your own sail-
plane has a romantic appeal to it.
Wanting to own a sailplane, and the
idea of saving a little money while
building it, is probably not enough to
carry you through the trials and trib-
ulations of homebuilding — what is
really needed is a very strong desire to
build and fly an aircraft that you have
built. Evaluate your own mechanical
skills, and do it honestly.

Are you qualified? A lot can be
learned while building, but a good
knowledge of tools and their uses is
a must. Look around your home for
any of those handy projects you started
but never completed. Or how about
that new sporting equipment that you
just had to have and used only one
season? If any of the aforementioned
cautions have you the least bit hesi-
tant, you had better reevaluate your
plans to build, because it takes a very
strict discipline and determination to
see construction through to the end.

Given the necessary desire, experi-
ence, and skills, can you find the time?
As a rule of thumb, you can multiply
any designer’s or kit manufacturer’s
estimates of time by two or three. Re-
member, they are generally optimistic,
have built more than one (the second
one always goes faster), and also are
trying to sell their product. Don’t for-
get that driving across town, writing
letters, or making telephone calls to
locate parts, rivets, glues, or infor-
mation, or making jigs and fixtures to
hold or align parts is counted as time
spent on building, although not
actually on the airframe itself.

Now that you have decided to build

a sailplane, you have to choose which
one you want. Fortunately for the
homebuilder, there is a large selection
of sailplanes to choose from; there are
T-tails, V-tails, upside down V-tails,
conventional tails, wings from eleven
meters on up, retractable or nonre-
tractable gears, and some with auxil-
iary motors. You also have your choice
of building materials such as alumi-
num, wood and fabric, and laminated
foam and fiberglass. By the time you
decide to build a sailplane, you should
have enough flying experience to know
which sailplane will best fulfill your
needs. Consider if you will be com-
petition flying or sport flying, the type
of building material you will feel most
comfortable working with, and the
amount of available working space you
will have. These are all determining
factors in which sailplane to select.
Once you have decided which sail-
plane to build, purchase a set of plans
separately and study them carefully.
The plans will show you the specific
type of construction involved, the kind
of work to actually be done by the
builder, and will give you a good in-
dication of whether you will be capable
of doing the project. The price of the
plans is usually deducted when the kit
is ordered, and if you determine that
the project is too complex, the set of
plans is definitely cheaper than order-
ing the entire unit in the event you
have misgivings. Half-completed glid-
ers can be a bargain if you know what
to look for, but remember, they are
selling it for a reason. Generally un-
completed gliders are sold for one of
two reasons: the builder’s interest in
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soaring did not last as long as the
building process, or the individual
found out that he was incapable of the
precision required in building. If the
latter is the case, get someone who has
built that type of sailplane before to go
along with you to look at the work-
manship and determine if the con-
structionis good. You can probably get
a lot of the special tools required in
homebuilding as part of the deal for
a fraction of their original cost.

Once you choose the sailplane, re-
sist all temptations to “improve” the
design. Very few of us are qualified in
stress analysis and structural engi-
neering or aerodynamics to make con-
structive changes. Sometimes those
super ideas will haunt you throughout
construction by getting in the way, by
just not fitting at all, or by drastically
changing the flight characteristics of
the aircraft. Just remember, after the
final inspection, the FAA inspector
stays on the ground and watches while
you go up and fly it.

Before you make that first cut in the
first part, it would be good to call your
closest General Aviation District Office
and talk to the person who will be
doing the inspections. Ask him if he
wants to get together before you start
work, or what his inspection schedules
will be. Generally, any part of the air-
frame will be inspected before it is en-
closed or made in any way inaccessible
to a later inspection. If he is not sat-
isfied with any part, you will be re-
quired to correct or remake the area in
question. So take your time and do
everything neatly and according to the
prints and you will have no trouble
with inspections. Make sure all of the
proper entries are made into the air-
craft logbook as the construction
progresses.

Most kit manufacturers will tell you
that their kit can easily be built within
a certain amount of time and with only
a few simple tools found in any home
workshop, but it usually doesn’t work
that way. This is not to say that it is
impossible to build your own sailplane
without buying out most of your local
hardware store — just difficult!

In building a metal sailplane you will
need a large assortment of drills, ream-
ers, a variable speed drill (we went
through two of them in building our
glider), microstop countersinks, files,
metal shears, drill press, bandsaw,
about 200 clecos (a temporary fastener
used in fitting the parts together until
the riveting is done) in the sizes of the
rivets you will be using, plus the com-
mon hand tools found in any good
home workshop. Since everyone uses
the term “common hand tools” but
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few describe what they consider them
to be, I would say that they should
include the following: a couple of ball-
peen hammers of different weights,
drift pins, center punches, chisels, a
set of high-speed drill bits, screwdriv-
ers and pliers of different sizes and
lengths, visegrip pliers, box wrenches,
socket wrench set, torque wrench,
electric hand drill, saber saw, orbital
sander, a good tape measure, layout
tools, square, files, hacksaw, and hand
saw for wood. Also in building a metal
glider, access to a vertical milling ma-
chine and filing machine will prove in-
valuable. You will also need an air
compressor, rivet gun, an assortment
of bucking bars, and a pop rivet tool.
Availability of a gas welding set if
there is any welding involved in your
glider is also a factor.

Wood gliders will need a saber saw,
electric drills, router and assorted bits,
lots of clamps (you never have too
many), belt and orbital sander, band-
saw, table saw, a jointer planer, and
again the normal hand tools.

The newest method of homebuild-
ing is the use of fiberglass over foam.
A combination of metal and wood-
working tools may be needed for kits
having wood spars and welded steel-
tube fuselages. The only additional
tool you will need is a hot wire frame
for cutting the foam blocks to shape.
This is usually a homemade item built
to the requirements of the specific
glider. A good supply of plastic pails
for mixing resins will also be needed.

One last item is painting equipment.
Nothing can ruin a well-built glider
faster than a lousy paint job, so get the
best you possibly can. You will need
an air compressor that will deliver a
sufficient volume of air, depending
upon the type of spray gun and paint
being used. If you have never painted
with a spray gun before, start out on
the smaller parts until your technique
can be developed. Whatever type of
paint you select (dope, enamel, or
polyurethane), follow the manufac-
turer’s instructions to the letter. When
you start substituting thinners and re-
ducers, funny things start happening
to the paint when you mix it, and you
may have problems of its not adhering
to the aircraft.

There might be occasions when the
homebuilder will find himself (or her-
self, did you know there are women
homebuilders?) short of facilities to
perform certain tasks. These usually
fall in the areas of machining of metal
fittings or heat treating of parts or
welding. These special problems can
be contracted out to local machine
shops, but be prepared to pay $25 per

If you're destined to be a home-
builder, it helps to have a father who's
an engineer, tool & die maker, and
model builder. Like author Bill Carlson.
His father’s teaching led him into model
building at an early age. “I was flying
RC sailplanes by the time I was in ele-
mentary school,” he recalls. “They
weren't easy to fly. In fact, I think it’s
easier to fly real ones.” Bill's “real ones”
began with an L-Spatz that he owned
until he got the urge to fly something
with higher performance. Then, with a
partner, he bought and finished a half-
completed HP-12; they spent 2000 man-
hours over two years. “The ‘12 used a
riveted instead of the bonded skins. It's
a much slower process, of course, and
I'm blessed that my wife Carol was so
supportive. This was especially true to-
ward the end when she did a lot of run-
ning as we spent more and more time
trying to finish. She has no desire to fly
it,”” he notes with a smile, “‘but she is
a great passenger in a two-place.”

The most memorable part of building
was the final day.

“We were up at dawn assembling the
ship on the lawn to be ready for a morn-
ing inspection by the FAA. When that
was done and the paperwork finally fin-
ished, we tried to put the complete ship
in the trailer for the first time — it
wouldn't fit. We had to carry the left-
over parts 40 miles to the airport in dif-
ferent cars. On the way I worried un-
necessarily because I had never flown
a vee-tail. It would have been nice to
have had Ed Frappier’s advice: ‘Just fly
the airplane — forget the damn tail!"”’
What with one delay and another, it was
dusk before he finally had a chance to
make a short flight. But now the ship
has logged 150 happy soaring hours; its
builders are looking forward to many
more. ,

There are other satisfactions, too. Bill's
10-year-old son, Brian, is building models
and has started flying with his father.
Soaring is becoming a family tradition
with the Carlsons.
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When author Carlson studiously avoided mention
of his own HP, the journal requested some pictures.

Here is N78HP, first flown on July 28, 1978.

hour or more for any outside work
done. Be sure to specify that this is
aircraft work, as it requires extra pre-
caution (no sharp corners, parts highly
polished, and machined to close fits
with mating parts). Welding is another
special area where, if you are not an
expert, it is better left to someone else.
Some night-school programs offer
courses in welding, but be sure to be
very competent and to practice and
develop your technique before weld-
ing on your glider.

Next you need the space tobuild the
sailplane. Garages and basements are
the most convenient for homebuilders,
but generally are small and need a cer-
tain amount of modification. I built a
17-meter glider in an 8-meter garage.
Simple mathematics will tell you that
some part of it has to pass through a
wall and into a special box built around
a window with the glass out to accom-
modate the wingtips. (I know of one
homebuilder who was building a set
of 17-meter wings in his garage and
had to cut a hole in the wall to an ad-
jacent closet. An error in measurement
was made and not only did the wings
pass through the garage and closet,
but into the bedroom without being
able to close the doors. I am sure this
was the start of many interesting con-
versations.)

If you elect to build in the basement,
be sure that the completed project can
be maneuvered up and out without
having to make an extra door or win-
dow. Check at your local city hall to
see if there are any codes or ordinances
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that would restrict or prevent your
project.

Your work area should have a heat
source if youlive in the colder climates
and expect to work year-round. Resins
and paints require temperatures of 60
degrees or better during the curing
time. Good ventilation is also a must
as most resins and paints give off toxic
fumes and can be very hazardous to
your health.

Think about your neighbors’ reac-
tions when the trailer becomes a per-

Bill took his bird outside his shop to spray it
with DuPont Imron polyurethane enamel.

manent sight in your driveway, as well
as the whine of your power tools and
the pounding of the rivet gun into the
small hours of the night. A little ad-
vance P.R. work on your part to make
them aware of, and perhaps interested
in, your project might prevent some
ill feelings further down the line. The
ideal situation would be to build in a
hangar, especially in the final stages
of construction when the glider has to
be worked on in the assembled state.
This may prove to be very expensive,
unless you are on very good terms
with your local F.B.O. One advantage
of hangar building over garage build-
ing is that the kibitzers will be fellow
pilots who understand and will show
interest in your project. Building at
home, you will soon tire of all of your
neighbors’” “Fred’s Folly”” jokes, and
all of their questions will boil down to
only one: “When are you going to get
that thing the hell out of there?”
When building a kit, all of the parts,
glues, nuts and bolts, pulleys, cables,
etc., are generally supplied. When
building from plans, however, the pro-
curement of all of these items is left up
to the individual. In this case a good
aircraft supplier is a must. There are
many good mail order houses, and in
large metropolitan areas there are usu-
ally several aircraft supply houses to
choose from. You should plan your
order carefully, as many places have
minimum orders of $25 to $50. This is
not a problem in the beginning of your
project, but toward the end when a
few small parts are forgotten, you
might end up paying a lot for a very
little. Another good source is your lo-
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cal airport. If they do any maintenance
and repair work, they will almost cer-
tainly have a lot of the parts you need.
Remember, factory-built aircraft are
put together with the same type of
wood, metal, nuts, bolts, rivets, and
fabric as the glider you are going to
build.

Probably the best way to get a good
insight into building would be to visit
someone in your area who is in the
process of building. This will give you
a chance to see all of the plans, tools,
materials, and types of construction
techniques required to build a glider.
If you do have the opportunity to visit
a homebuilder in progress, please re-
spect his time and don’t expect him to
stand and talk for hours. He is trying
to get his project completed and can-
not do it by entertaining everyone who
comes along, but an explanation of
your desires and an offer of help
should start a long conversation. If
your offer of help is accepted, don’tbe
offended if it is a very menial task.
Many areas of construction often need
a lot of “elbow grease” but a small
degree of skill, or just an extra set of
hands.

Once construction is started, it is
best to begin with a small part such as
the horizontal or vertical stabilizers,
elevators, rudder, ailerons, or flaps.
These can be completed in a relatively
small amount of time and, in the event
of a problem, are the least expensive
to replace. It is important to have a
completed component to look at for a
sense of accomplishment, and to show
off to your doubting friends, rather
than small assemblies of various parts

Cleco acupuncture of the wing not only is slower
than bonding, but aesthetically unsettling. . . .
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scattered about your shop. It is also
easier to develop your building tech-
nique on the smaller pieces before
going on to the bigger and more awk-
ward parts. When building two of the
same part, you will find that the sec-
ond one always goes faster and easier
than the first one because of the learn-
ing process. Another major plateau is
when the forward fuselage is com-
pleted. You will find yourself spend-
ing a lot of time in the cockpit getting
some stick time and just sittin’ and
grinnin’. Construction of the wings
requires the majority of the building
time. Some builders like to do them
first and get them out of the way,
while some save them until the end
when they are at their best in building
technique. Whatever your decision,
take your time and ensure everything
is done as accurately as possible, be-
cause the quality of the wing is going
to determine the performance you will
achieve.

Having owned one glider by myself,
and building and owning my second
one with a partner, I consider the latter
the only way to go. With two owners
in a sailplane the expenses and main-
tenance are halved, but more impor-
tantly, the glider flies more, which is
why you built it in the first place, and
there is rarely any scheduling prob-
lem. Most importantly, you have help
in building. [ would estimate that 75%
of your work requires two people
working together, and in a few areas
a few more will help. Once work be-
gins, it is important to set up a rigid
work schedule in order to make rea-
sonable progress. We set up two nights

SR
. . . . but with clecos removed the result
is a “’skin you love to touch,”

and a beauty that is more than skin deep —
how about that wing root?

during the week and one day of the
weekend. This gave us about 35-40
man hours per week, or about 1800-
2000 hours per year. If you try to build
it on a time-available basis, you soon
find your project moving off into the
corner of your shop and time becom-
ing less available, then you become
one of the nine out of ten who never
completes his (or her) glider. As you
near completion, you find yourself
working more and more, almost to the
point of obsession. Eighty hours per
week was the standard the last month
of construction on our glider. You be-
gin to hear your children asking their
mother, “Who was that stranger at
dinner last night?””, and ““Doesn’t
Daddy live here any more?” A large
portion of the credit (almost equal to
the building) should go to the family
of the builders for supporting and en-
during them during the construction.

This was not written to discourage
anyone from building a glider, but
only to call attention to points not
usually thought of when considering
building a sailplane. Nothing can de-
scribe the feeling of accomplishment
when flying your sailplane for the first
time. One of the best days of my life
was the day the FAA gave us the O.K.
and the initial test flight was made
(with everything problem-free and with
perfect handling qualities), followed
by a champagne party on the ramp
with my family and close soaring
friends. So, if you still want to build,
order those plans or kit today, you
won’t regret it . . . and yes, I would

do it again! -~
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...THAT’S YOUR CHOICE!

For a vacation at the worlds most complete soaring center.

1. Lennie Inn Motel 2. Campgrounds 3. Bookstore 4. Canteen 5. Flight Office 6. Theatre
7. Dormitories & Kitchen Facilities 8. Pilot Lounge 9. Campgrounds

# VER the years, Black Forest has gained international reputation as the foremost Soaring Center;
the place to spend a relaxing family vacation B We have accommodations for 24 residents with a
choice of dormitory living with kitchen privileges or private room with bath, TV, Radio, complete
bedding, linen and electric blankets B If you like the outdoors, you’ll enjoy our camp sites among
the pines, only steps away from pilot lounge, theater, canteen, book store and flight office B
Our flight school offers top quality training in every phase of soaring B The non-soaring members
of your family will have plenty to do and see in nearby delightful and refreshing mountain country B
30 minute drive to world famous Garden of Gods — Broadmoor Complex — USAF Academy B

For reservations, please write or call today.

WAVE FLIGHTS, INC.

9990 GLIDERPORT ROAD, COLORADO SPRINGS, COLORADO 80908
(303) 495-4144 OR 495-2436



(SSA in Action continued from p. 9)

PLAN AHEAD: PHOENIX '81

“The Seattle Glider Council put on
the greatest SSA Convention . . . so
far,” says Wally Raisanen with a twin-
kle in his eye. “But now the Arizona
Soaring Association is out to top it.
Phoenix ‘81 will surely be the best and
biggest Convention ever — that’s our
goal!”’

Wally and the ASA ain’t kiddin’.
The Arizonans have made Wally their
Convention’s Honcho, and he’s starting
early. Look, for instance, at the smash-
ing poster he got from Woodson K.
Woods. And ASA has already lined up
such stellar attractions as Helmut
Reichmann, Gren Seibels, and Klaus
Holighaus (Klaus is scheduled to re-
veal the secrets of his new Ventus 15-
meter carbon racer).

Besides the Convention showpiece
— the exhibit hall with its rich display
of soaring products, artifacts, and sail-
planes — there will be flight opera-
tions under the direction of Laz Hor-
vath (remember, this is the sun belt),
division and affiliate meetings, special
breakfasts, the SSA Awards Banquet,

tours and social events, and the exten-
sive program sessions. A total of six-
teen 90-minute sessions for the latter
will be divided into two sets running
in simultaneous time frames. One set
will mainly be technical and competi-
tion-oriented and the others more of
general interest.

The Phoenix ‘81 Committee is solic-
iting contributed papers and proposals
for invited sessions. Prospective au-
thors should submit a one-page sum-
mary by July 30. Those selected will be
notified by August 15 and will be ex-
pected to submit camera-ready copy
for the full paper by October 30. All
papers accepted will be published in
a proceedings book to be made avail-
able at the Convention. Prospective
organizers of invited sessions must
submit in writing by July 30 a session
title, a list of proposed papers, au-
thors, and a statement of the sessions’
value to the audience. Final selections
of the proposed sessions will be made
by August 15.

Papers and proposals should be sent
to Program Chairman Woodson K.
Woods, c/o Aero Meridian Produc-
tions, 14806 North 74th Street, Scotts-
dale, Arizona 85260.

Il IN MEMORIAM ||

Alvin Parker, the first soaring pilot
to cross the magic 1000-kilometer line,
is dead of a heart attack at 61.

[ first met this remarkable, quiet-
spoken, hardworking gentleman in
1961 and learned over the years to ad-
mire these qualities during our lasting
friendship. The son of a pioneer Texas
rancher, Al spent much time alone on
the range caring for livestock, doing
chores, and carrying out tasks as-
signed him by his father. These form-
ative years may have built the fierce
independence and self-reliance that
would later bring success. Following
graduation from Texas A&M Univer-
sity in 1941, he joined the Army and
fought in WWII with the 1st Armored
Division in North Africa and Italy, re-
ceiving a Silver Star for gallantry in
action.

May 1980
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Alex Aldott

After the war, he returned to marry
a beautiful young Odessa teacher,
Mildred ““Hoppie” Hopkins. She was
of equally strong character and high
morals, and it was no surprise to any-
one that they raised three talented and
handsome sons — Stephen, Timothy,
and Jeffrey. They have made their ca-
reers in aviation, the military, and
business, respectively, thus mirroring
their father’s three main loves and en-
deavors. As a businessman, Al had in-
terests in ranching, oil, and manufac-
turing. His Ector Aircraft Company
built the Ector Mountaineer, an out-
standing towplane with exceptional
climb.

But next to his family, Al probably
loved soaring more than anything else.
He excelled by pioneering world rec-
ords and made history’s first 1000km
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soaring flight. He never regarded soar-
ing simply as fun. It was a challenge,
a goal to be reached, and you flew to
produce results. One goal he set for
himself: to set world records from
Texas with a Texas-built sailplane. He
succeeded soon after he acquired the
Sisu by establishing a world goal rec-
ord of 487.24 miles in 1963 and by
making his historic 1000km flight the
next year.

I happened to be in the air with him
at the start of the 1000km flight and
took the picture on this month’s cover.
For me, it has come to symbolize Al’s
nobility of spirit and his excellence of
sportsmanship. And for me, Al pro-
jected a Gary Cooper-like image where
actions and not words count. He lived
by the old proven rules and solved
problems in a straightforward manner.
A yes or no meant exactly that, not
something in between. He treated his
family, country, and fellow-men with
love, respect, and honor. He believed
in hard work and common sense. He
used his radio sparingly for landing
procedure or emergencies. He was a
superb pilot who squeezed the maxi-
mum from the weather around him.
He refused help, but he was more than
generous to people and institutions: he
denated his BS-1 to Texas University

BJ-1B DUSTER

Most successful kit
sailplane available,
costs a little more
because it is best!

F AA Approved kits.
Builder catalog $5
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and his Sisu to the National Air and
Space Museum. Fittingly, it now hangs
there along with such immortals as the
first Wright aeroplane and the Spirit of
St. Louis.

In the high solitude of his cockpit he
accepted a basic truth of soaring: no
one on earth can help up there; each
of us must take the measure of our
own limitations; the experience is be-
tween God and the pilot.

—SANDOR A. ALDOTT

(I IN MEMORIAM |

Kurt Reupke, a soaring pilot well-
known in this country, in West Ger-
many, and a member of the Long Is-
land Soaring Association, lost his life
on February 7, 1980, in an automobile
accident.

Kurt was one of those individuals
whose generous contributions of time
and talent sustain many a soaring club
and the soaring community as a whole.
His own ambition as a pilot was prop-
erly matched by his desire to help. SSA
Instructor, tow pilot, teacher, chief
pilot and LISA board member, me-
chanic, organizer — Kurt was and did
it all. He was born near Hanover, Ger-
many, in 1924 and started flying pri-
mary gliders at age fourteen. After the

completion of an apprenticeship in air-
craft construction, he served in the
German Air Force and saw action as
a troop and cargo glider pilot in World
War II. His enthusiasm, experience,
and talents helped the soaring club in
Hanover to reestablish itself after the
war. In 1953 he completed his Silver
(@

Kurt emigrated to this country in
1954 and joined the Long Island Soar-
ing Association in 1956. He got his
glider, power, and instructor’s licenses
soon thereafter. Employed by the
Grumman Aerospace Corporation since
1958, he was Principal Model Designer
in the Aerotest Group at the time of
his death.

This gifted Diamond Badge pilot, in
years of devotion to aviation in general
and soaring in particular, had logged
2500 hours of flight time in gliders and
sailplanes of every conceivable design,
material, and performance. He will be
missed by all who knew him — for his
advice, his help, his criticism, his en-
thusiasm, his example, his wit, and his
warm friendship.

We extend our hearttelt sympathy
to his wife Margot and his daughter
Margrit. — RoLF W. BAHRENBURG
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HOMEBUILDER NEWS

Bob Smith (Homebuilder Workshop
ad hoc Chairman) Report:

Hundreds of homebuilders turned
up at the SSA National Convention in
Seattle. In addition to the standing-
room-only audience that crowded the
Homebuilders” Clinic in the ballroom
of the Washington Plaza Hotel, Stan
Hall also presided at his own session
titled “Homebuilding: Soaring’s Sleep-
ing Giant?”” I met with some of the ad
hoc committee members from our Har-
ris Hill workshop as well as Conven-
tion attendees; we discussed the road
ahead for sailplane and motorglider
homebuilders, and I reported on the
inputs I've been receiving in the mail
(overwhelmingly in favor of establish-
ing a soaring homebuilders’ associa-
tion). It was felt the form of the asso-
ciation, division, or whatever, needed
further refinement and the matter of
affiliation was deferred pending cir-
culation of the newsletter.

Speaking of the newsletter, Sherb
Klein and SSA’s John Lee are compil-
ing a mailing list for an interim news-
letter, the service most frequently asked
for by respondents. I'll report devel-
opments in more detail than space per-
mits here, and John may have a news
tidbit or two, but mainly the first issue

will be a roster of names to assist in
opening communications among us.
Things are happening. Exciting
things. We'reallimpatient to finish the
preliminaries so we can tackle the sub-
stantive matters that will promote sail-
plane and motorglider homebuilding.
Be patient a little longer. Have faith.
When we're ready, our bird will really
fly.
Tony Beck, Rt. I, Box 94, Leesburg,
Virginia 22075, thinks he may have the
answer to Bruce Shannon’s missing
horsepower in his Eaglet self-launch
sailplane (Soaring, March "80): “Small
two-stroke engines are incredibly sen-
sitive to exhaust-pipe configuration,”
he writes. “What Bruce probably needs
is a resonant chamber, or atleast a long
pipe and large-volume muffler. For
example, most 125c¢ (about 7 cu. in.)
engines produce around 25 hp (DIN),
but with the substitution of a stub ex-
haust stack they won't break through
the 10-hp level, and their specific fuel
consumption skvrockets. An excellent
text for the improvement of two-stroke
motorcvcle engines called The Tuwo-
Stroke Tuners” Handbook (bv Gordon
Jennings, available through Classic
Motorbooks, Osceola, Wisconsin 54020)
contains easv-to-use formulas for res-
onant chambers as well as many other
good ideas and precautions.”

MATCH IT — 11 LBS./FT.2!
TEST IT — KEVLAR COCKPIT/CARBON SPARS!

_APPLEBAY SAILPLAN

" 206 Indust

WwRancho, New Mexmo‘gﬁ
15)"898-6601
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John Lee reports that registrations
started coming into the SSA office in
March for the 2nd Annual Homebuild-
ers’ Workshop to be held at Elmira,
New York, August 29-September 1.

The first three registrants were from
individuals who attended the first
workshop: Larry Seikel and Richard
Shenton are both building American
Eaglet sailplanes, and Daniel J. De-
Vries, who is building his own original
design 13-meter ship, supplies tools
and machined parts for the Eaglet. It
looks as if DeVries will be bringing his
new ship, finished or not. Now that
a year has passed since the first work-
shop, it is hoped that several cus-
tomer-built examples of kit ships will
be on display.

An added attraction for this year will
be a Friday night get-together which
will enable builders who can’t bring
their work with them to show atten-
dees ten slides of their pride and joy.
One of the prime benefits from this
activity will be the sharing of new
tricks or short-cuts in building specific
sailplanes.

[f you are interested in attending the
workshop be sure to write for a reg-
istration blank. They are available
through the SSA office.

(Continued on p. 40)
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Jeannette Rand, 5842 K McFadden
Avenue, Huntington Beach, Califor-
nia, sent in some information on a 20:1
L/D motorglider version of the KR-1.
New wings increase the span of the
KR-1 from 17 to 27 feet and the area
from 62 to 91 sq. ft. The VW-powered
engine was designed to “‘minimize
cost and construction time by using a
combination of wood, polyurethane
foam, Dynel fabric, and epoxy resin.

... Construction of the KR is not un-
like that used in making flying model
airplanes, just scaled up a bit.”” Takeoff
and landing run of the spoiler-
equipped, retractable-gear design is
given at 300 feet. Speed range is 38-
144 mph.

Bob Gibbons called to say March
““Homebuilder News” got his item on
smoothing the wings of his Ka-6E
backward: When he was quoted as
having said he used Featherfill rather
than microballoons and epoxy, it should
have been the opposite he used
microballoons and epoxy rather than
Featherfill.

SO SORNG

NorhemsEaifornicss Finest
.7 5oaring (Center)

Schweizer Sailplanes
available for instruction and

rental

Calistoga Soaring Center =
Calistoga, Calif. 94515 -
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Don Dwiggin:;

1546 Lincoln Ave.
(707) 942-5592

FLIGHT TRAINING & SAFETY
BOARD NEWS

As Chairman of the Flight Training
and Safety Board, it is my pleasure to
announce that Gene Hammond, SSA
Region 7 Director from Illinois, is now
the chairman of the Safety Committee
for SSA. Gene is an airline pilot for
United Air Lines, as well as a Com-
mercial and Flight Instructor in power
planes and gliders.

Bob Gaines, past chairman who has
done an outstanding job editing the
“Safety Corner” in Soaring, has gra-
ciously agreed to continue as editor of
that column. Items of interest to either
Gene or Bob can be sent care of SSA.

In other news, the Flight Training
Committee notes that the time is near-
ing for the first revision of the SSA
Ground School Course, Soaring Flight
Manual. Comments and suggested re-
visions are requested for possible in-
clusion in the revision. Extensive
changes are very expensive and would
need a strong rationale for inclusion.
Your comments and suggestions may
be sent to Mike Moore, Flight Training
Committee Chairman, in care of the
Soaring Society of America, Box 66071,
Los Angeles, California 90066.

— DON SLOTTEN

FOR SOARING AT ITS BEST:

¢ Rides, Ratings, Rentals
¢ 2-33, 1-26, 1-34, 1- 35, Blanik & Lark
* Schweizer Dealership

Also Port-a-Port Hangar Dealership

VACATION DERBY AND WORLD
GLIDING CHAMPIONSHIP TOUR

Preparations are continuing for both
the 1980 SSA Vacation Derby and 1981
SSA World Gliding Championships
Tour to West Germany. Several in-
quiries have been received for both
events.

The Vacation Derby will be starting
at Hondo, Texas, near San Antonio on
July 5th with the weekend spent in
checking out the local area. San An-
tonio is one of the country’s most
unique cities and is always at the top
of seasoned travelers’ lists of places to
go.
If a couple of extra days can be ar-
ranged, Corpus Christi is a short drive
away. It has the well-deserved title of
“Crystal City by the Sea” and has sev-
eral new museums, a new fine-arts
theater, and of course, Padre Island.

The SSA Tour to West Germany is
still in the formation stage with ar-
rangements being made to visit var-
ious towns where sailplane manufac-
turers and soaring sites are located.

Interested? If so, write the SSA office
and have your name placed on the
event’s mailing list. — JonN LEE

*Recreational Facilities
* Camping and Showers

FANTASY HAVEN
BOX 918, TEHACHAPI, CA 93561
(805) 822-5267
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GEORGE MOFFAT

This month’s column is by Charlie Spratt, who is about the closest
thing to a professional volunteer that we are likely to see. For the
past several years Charlie has been making himself 1ot only useful
but often invaluable in running the totally necessary ground op-
eration side of things that I'm afraid many of us pilots take for
granted all too often. Me, I always feel a little extra spurt of
confidence when I hear Charlie’s crystal clear “’“Good Start, Double
X!"" one second after I've passed the line. — GBM

THE VIEW FROM THE GROUND

The soaring season is upon us again, and the thought of
a good sailplane race begins to enter the minds of those of
us who enjoy the game. Now there is no doubt that the
pilot is the center of the scene, and that he feels the pleasure
and pain of competition the most. But there are those who
enjoy it from another view. Workers! That’s right, I said
enjoy! When a contest is running smoothly and things are
happening the way they should, the job on the ground can
be very pleasant. Lots of sun. Lots of conversation with
interesting people. Lots of sailplane talk. But when the
ground operation goes poorly . . . well, why talk about it?
Take my word for it. It ain’t no fun!

Come try
the guaranteed fun
SOARING VACATION

LAS VEGAS

entertainment capital
of the world — where
nobody gets bored

and you can enjoy the
great flying weather of
Southern Nevada at

DESERT SOARING
of Boulder City, Nev. 89005

V\\:k 30 minutes from
o the FABULOUS STRIP
Rides — Rentals — Ratings
Blaniks 2-33's 1-26°s
Aero Tow — Ground Launch

702 293-4577
702 565-6914
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After a few years on the ground-support end of contests,
I've learned some things that can help ground tvpes to help
pilots. And maybe, if they know a little about our problems
and needs, the pilots can help us. Pilots and crews come
to win — and one of the things that reallv helps is confi-
dence in the ground pounders. Easy, huh? On-time launch.
Gate timing correct. Gate control tight. Telephone opera-
tion smooth. On and on, the list seems endless, but in my
experience the major problems that go with putting on a
contest can be eliminated with three basic principles to re-
member.

—

Charlie Spratt at start board.

Teamwork is first and most important. Now | know that
you've heard that a million times, but a lot of us have jobs
which are independent and we don’t get to practice the art
all that much. It works best with a good quarterback and
lots of team members, but lack of either can be compensated

.‘ -IIIIIIIIIIII.‘
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with effort. Teamwork tends to break down when one per-
son takes on more responsibility than he can handle or
enjoy. In order to enjoy a responsibility, you need time
— time to do the job and do it right. Time to relax, time
to talk to people you haven’t seen for a while. Time to get
to know your daughter again after a year of school. Time
to take a nap in the grass. In other words — enjoy the
contest! Ground types (as well as pilots) are in this for fun.
They want to work, they expect to work, but they also hope
to enjoy the contest.

Education is basic, not only for your job but for “getting
off” on the whole contest. It is a beautiful but complicated
event. Practice of teams and organization is, of course, most
important and can be done easily without anyone flying a
plane. I have found that teams such as Launch and Gate
can practice without any actual flying involved if the
weather poops out. The day before the official practice day
(remember, practice day is for the ground crew) is a great
day to run through the drills even if only for thirty minutes.
It gets everyone’s feet wet.

Keep it simple. In the past | have seen many contests made
much harder by unnecessarily raising the skill level of the
jobs involved. Elaborate launch procedures, unnecessary
rules, fancy computers, etc., can drop the enjoyment level
drastically. The launch should be simple to pmmote safety
— no surplus bodies running around. The Gate should be
simple, in a quiet place, with good equipment. Your best
radio should be here, not some beat-up old Bayside that
has been knocking around somebody’s trunk for the last
two years. I have found that the younger volunteers work
great on the Gate due, maybe, to good evesight and a large

e
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desire to be part of the action. And the Gate is the place
for action!

These three basics, teamwork, education, and simplicity,
are the real key to putting on a professional contest.

Volunteers? Get them anywhere you can. I've seen scout
troops used in launch. I've seen contests put on by com-
mercial soaring operations where all the help came from
the crews involved. Sailplane crew members who want to
be part of the action can volunteer for certain times of the
day. Remember Sonya Schuemann’s great job at the launch
in Seattle — while sporting a temperature of 102? Phone
duty, Gate relief, scoreboard work, cleanup, etc. If the or-
ganization doesn’t have any specific needs — oh well, back
to the sun tan (by the radio, of course!).

If for some reason this summer you should happen to be
a volunteer worker at a meet, remember it’s vour vacation,
too. Come planning to enjoy it. If you think something
needs changing, speak up. If they don't take vour advice,
so it goes. Maybe they know something you don’t. Maybe
they'll find out you knew something thev didn’t. You'd be
surprised how qulck things change that are wrong!

Most of the time soaring contests have given people some
of the most memorable vacations of their lives. You needn’t
be a great pilot to enjoy it. People tell me it’s not a spectator
sport. | disagree. Being involved, making it happen, adds
enormously to the enjoyment.

So if you get the chance to “volunteer,” plan to enjoy
yourself. If you're in a club and putting on a contest, take
all the help you can get. Many crew members are veterans,
and they are good help. The object of the contest may be
to determine the best pilot, but there is no reason not to
have some real good fun doing it!

See ya at the airport! ~—
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SAFETY
CORNER

ROBERT GAINES

Guest Columnist Dick Conwell’s article was submitted with
a short letter. He explained that he has been away from the soar-
ing scene for a few years and that upon his return he was sur-
prised by two things: adverse yaw and an extremely casual at-
titude toward flying safety by most clubs and commercial sites.
There were quite a few instances where somebody should have
told somebody to get a few hours of dual or tear up his ticket. But
gentlemanly disregard seems to prevail in place of common sense.
— ROBERT GAINES, SSA Safety Committee Chairman

GOOD HOUSEKEEPING

Did you ever notice that your average power pilot treats
his soaring brothers as if they were flying model airplanes? I
mean, even if you fly power but don’t happen to be doing it
at the moment, they’ll saunter over, glance in your cockpit,
shake their heads, and go away murmuring to themselves. I
always thought they misunderstood what we like to refer to
as “the joy of soaring,” until I joined the Pitwatchers of
America.

So let me explain what the true pitwatcher does. PW’s
spend a good deal of their time copping peeks into any
cockpit they happen to chance upon to see how the other
half isliving, and he or she is usually welcome to gorge his or
her orbs on whatever is available, unmolested. However,
pitwatching is not without risk when it comes to blatant
gawking at a really competitive pilot’s bird during a contest,
because the PW runs the risk of getting punched out for
being nosy unless the guy he’s watching is using a pellet
vario and a St. Francis medal as his winning combination.

In a contest situation, then, itis helpful for the PW to use
a series of diversions (““That bikini Smith’s crewperson
is wearing — is it pink, or mauve?’’) and ploys
(“Have you noticed the
Gerstufelflang averager
Fred is using?’’) to
sneak a glance at the
state of the art while
the owner is reacting to
the diversion or con-
templating the ploy.

As a pitwatcher, I
think I’ve discovered
why the People with
Pistons act the way they
do. Because in the last
couple of yearsI've seen
things which could ac-
curately be described as
The Pits, and thus are
perfect candidates for
any chapter of the
Safety Column.

Take belts and harnesses for instance. Some of them I've
seen are so worn and frayed that they would have been
refused by a poverty-stricken sado-masochist. This is espe-
cially true of some of the older foreign equipment which
seems to be made of vastly thinner material than the current
crop of foreign belts.
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Or consider The Strange Case of the Lumber Laden 1-26,
whose owner apparently suffered from the two-by-four
syndrome. A couple of two-by-fours were attached to the
rudder pedals by casually wrapping copper wire around the
wood and the pedals. I don't think the pedals could move
through their full arc unless the wire allowed the wood to
slide up as the pedal came back. I thought about the installa-
tion for a couple of days, and still couldn’t figure out what it
was for. But I could imagine the accident report after one of
the two-by-fours slid off and jammed something at an inop-
portune moment: Spin on final induced by displaced lumber.

Ballast is another thing thatis apparently taken lightly. Try
this one: Six or seven pounds of lead being held in place by a
couple of turns of ¥8” bungee cord wrapped around it and
tied to a hole bored on each side of it in the floor. This was in
aBlanik, and considering the aerobatic nature of the beast, a
bungee fracture could certainly change the voice of the pilot,
not to mention substantial distortion of the canopy if it went
sailing around loose.

You may never have seen a sailplane immolate itself, but
some of the battery installations I've seen make me wonder
if people realize what happens when a 14-volt
battery grounds out.
To minimize the
pyrotechnic possi-
bilities, I use fused, #12
wire on my gel/cell, and
I wire it to a 2-pin flat
automotive trailer con-
" nector with the female
half on the hot side,
leaving the bare pin for
the ground. I think
these connectors are a
good deal more secure
than the beloved Jones
Plug, which, inciden-
tally, I've seen wired
fuseless, using good old
zip cord with the male
plug on the hot side,
more times than I'd care to mention. When you add this
carelessness to the fact that people seem to stuff batteries
anywhere they’ll fit without any kind of assurance that
they’ll stay there if the glider fetches up against something
solid and stops abruptly, I'd say that there are a lot of very
lucky guys flying the friendly skies.

My next bit of snooping involves, I think, FAR 91.32,
which applies to placards or a manual which can be used by
the pilot in flight. (I guess the FAA feels that the manual will
be in the crew-car glove compartment where it can be read to
the pilot by the passenger; Schweizer nails an honest-to-god
placard right on the panel.) Since We Who Fly With Eagles
don’t usually get as much time in the book during the course
of a year as Those Who Fly With Fumes, it seems to me that
the possibility of forgetting some important part of the flight
envelope (Ilove to use this technical kind of language) of our
bird is much greater than theirs — especially after a winter
layoff or if you're new to the ship, or if you've been flying
glass with the airspeed in kilometers. It’s interesting to find
out what a 90 mph downwind leg will do for your L/D.
“Funny,” you’ll say as you deplane in somebody’s kitchen,
“I always trim for 90 in the "15.”

I've done as many dumb things as anybody when it comes
to installations that seemed very sanitary on the ground but
were perfect beasts in the air, and I suppose being around a
particular ship for a while tends to make you overlook the
slow deterioration that’s going on all the time. But there are a
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few things that seem to occur more often than others when it
comes to sailplanes. Among them: The Non-Current-
Parachute scam (very prevalent), The Wheel-It-Out-And-Fly-It
dodge, the That-Rope-Is-Good-For-Fifty-More-Tow epitaph,
and dozens more examples that you can fill in for yourself.

So in order for us to get the respect we deserve from our
powered peers, look over your ship, your club’s ships, even
your friendly FBO'’s fleet, from the dispassionate viewpoint
of a true Pitwatcher of America. Then repeat after me: I will
get out the vacuum cleaner, the soldering iron, screwdrivers,
wrenches, lube, and anything else up to and including an A & I,
and clean up my act.

Those of you who fervently recite the Pitwatchers of
America oath and carry it out get the Good Housekeeping
Seal of Approval. And reduced life insurance premiums.

~

ACCENT
ON
CLUBS

MICHELLE SILVER

Flying coordinated: insurance and guest release forms. Can
a club go bankrupt if a guest is injured at the airfield and
decides to sue? Are individual members of the club obli-
gated to pay the settlement of the suit from their personal
funds? Can a signed guest release form help allay such
problems? Under certain conditions the answer to all these
questions is yes, says Bob de Saro, a member of the New
England Soaring Council.

In “Flying Coordinated: A Financial Hazard Inspected,”
published in Wing Tips, NESCO’s newsletter, Bob writes
about the pros and cons of guest release forms.

To begin with, a guest release form is simply a written
agreement signed by a guest absolving the club of any
responsibility should the guest be injured. To be legal, the
release form must be signed in absence of fraud or duress.
One caution however: release forms are not a guarantee against
a successful lawsuit.

But why bother with release forms if the club has insur-
ance? Typically, club insurance is not complete. In the case
of MIT Soaring Association, for instance, they have insur-
ance on their four aircraft but are not covered for accidents
to non-MITSA owned gliders. As an example, if a private
owner accepts a MITSA tow and is injured due to a low-
altitude rope break, MITSA would not have insurance to
cover him and could be open to a lawsuit. With a signed
release form, however, the probability of a successful suit
against MITSA would be very small.

There is one major disadvantage for guests who sign a
release form that has to do with a legal doctrine known as
subrogation. If an insurance company pays a claim to one
of its policy holders, the company acquires all of the policy
holder’s rights. If the guest signs a release form, he essen-
tially has no right to sue and neither does the insurance
company. As a result, the insurance company may not be
willing to pay the claim since it would not be able to sue
and recoup its loss. Clearly, the private owner could end
up losing by signing. He may not be able to sue the club
successfully or collect from the insurance company. Private

owners should check their policies.
(Continued next page)
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~ ARIZONA SOARING inc.

You don’t have much time?
The weather is not good?
u haven't learned glider aerobatics yet??

At Estrella we fly 360 days
out of 365, we thermal, we fly the
ridge, we soar the wave, we loop, we roll,
we fly upside down, right side up,
cross-country, five hours, slow, fast . ..
What are you waiting for?
Come to Estrella Sailport™!

- You’'ll go home with a smile

ESTRELLA SAILPORT
P.0. box 27427
Tempe; ‘Ariz. 85282
(602) 568-2318

Estrella pilola:will be giad to know a new motel has opened in
nearby Maricopa, 6'2 miles from the field,
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Hand-Held
Sccurity

Blanket.

Aircraft transceiver
weighs only 1 Ib,,
includes 2 frequencies,
ni-cad batteries

and charger.

e The new KXC-2A air-
craft transceiver is
manufactured by Kraft
Electronics Inc. (leading
U.S. mfr. of model aircraft
radio controls) to exact-
ing mechanical and per-
formance standards.

e The transmitter deliv-
ers 1-1.5 watts carrier
power into a 50-ohm
load; peak power (PEP) is
4-5 watts at 95% modula-
tion. 2 channels.

e The KXC-2A is com-
pletely self-contained
with built-in microphone
and speaker, flexible
antenna and 12VDC ni-
cad battery pack. A bat-
tery charger (110VACQC) is
included. 2 frequencies
of your choice are sup-
plied at no extra cost.

e Size: 1.2 x 29 x 7.875
inches.

Frequencies available:

(specify 2 when ordering)

121.5 122.0 123.0
121.6 122.2 123.1
121.7 122.8 123.3
121.8 1229 123.5
1219

121.95

KXC-2A Stand-alone model with
batteries, charger, antenna and
2 frequencies §299.95

KSC-2A In-panel configuration
with aircraft interface module
and 2 frequencies . $249.95

Prices subject to change without
notice.

Calif. residents must add 6% tax. 5299.95

Mastercharge, VISA accepted;
list card number, expiration date

SKYBUYS on order.

P.O. Box 4111S
San Clemente, CA 92672
Phone (714) 498-5454

Release forms do not ensure that a club will not be sued,
nor that a case against it will not succeed. The release form
will lower the probability that the club will be sued and
perhaps lower the amount of any final award. But there are
still lawyer fees to pay, which may in themselves be very
expensive, even in the successful defense of a suit.

If the club is not incorporated, club members are liable
for any claims out of their own pockets; in such cases release
forms are imperative. A better solution may be to incor-
porate the club. The disadvantages are relatively minor.

The release agreement is an excellent line of defense, but
it is by no means a watertight one and should not be used
to replace a good insurance policy. Flying coordinated
means a good insurance policy and guest release agree-
ments used together — it’s the only way to fly.

The Winnipeg Gliding Club: In March, John Bahndorf
wrote in ““Homebuilder News’’ about his new Duster, but
in his letter he also sent along some interesting information
about his club:

““We have a great gliding club here in Winnipeg,” he
writes. “Our annual membership is about 125-140 members.
We are heavily student oriented and every year train about
25 to 40 students from April through October. There is
training every week night plus Saturday and Sunday morn-
ings when afternoon activity is among member pilots since
they rely on thermals which start around noon.

“The club has two 2-33’s, one 1-26, one Lark, and two
towplanes. Privately owned ships number about 14. Six
homebuilts are under way — two Monerais, two HP-18's,
and one each of the Tern and Pioneer.

“Last year we recorded 3400 flights — all organized and
run by volunteer workers. We have our own 45-acre field
with hangar and campground, and we welcome visitors
very much.”

Pool your resources: When a club lists its resources, it often
will cite the gliders and equipment it owns, the towplanes,
hangars, bank accounts, etc. But what about the people?
The Oregon Sailplane Council is busy devising a list of
member resources and talents available to the club, includ-
ing such things as the contributions of newsletter produc-
tion materials and carpenter skills. Writes OSC Secretary
Nancy Zirkle, “Think about it. The true assets of the OSC
are the talents of the members and their willingness to use
them for the club. Together we are strong and will soar
together.”

A deserved mention: Too often in the hustle and bustle of
getting the ships in the air and back on the ground safely,
we can forget the unique camaraderie and friendship avail-
able to us as soaring pilots. Richard Warrington, of the
Cloudniners, and his friend Steven Dougherty found an-
other club that is keeping this soaring tradition alive. They
wrote in to “Accent on Clubs” to share a recent experience
and publicly express their appreciation to soaring friends:

“My friend and I would like to draw attention to a display
of friendship extended to us by the Mid-Atlantic Soaring
Association at Fairfield, Pennsylvania. We were allowed to
land our powered aircraft at Fairfield for a little sightseeing,
but upon trying to leave we couldn’t get the darn thing
started. We and the club members spent a great deal of
time and effort bringing it back to life. Those people dis-
played patience and understanding 1 would like to think
1 was capable of. Anyway, it’s refreshing to still meet people
that nice, and they deserve better than a mere thank-you.
So if you have the opportunity, give them a much deserved
mention in your column.”
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TEACHING
SOARING

A VISIT WITH DEREK PIGGOTT

Last February, Derek Piggott, author and renowned Brit-
ish gliding instructor, spent a week at Skylark North Glid-
erport in Tehachapi, California. Lecturing in the evenings
and flying with students during the day, Piggott attracted
pilots from as far away as San Diego. His talks covered a
wide range of topics, touching on test flying, the first glider
ever built (Piggott flew a replica of this sailwing glider de-
signed in 1853 by Sir George Cayley), his military career,
stalls and spins, and low-g sensations, among other things.
The 3000-hour plus pilot (he also has over 4000 hours in
power aircraft) also shared some motion picture clips and
his experiences while flying for the films The Blue Max and
Those Magnificient Men in Their Flying Machines. In between
the frequent rainstorms he instructed students, combining
airwork with theoretical discussions. One afternoon after
a short lesson on aerobatics, Derek stopped to discuss loop
technique with a student. As he spoke, he held a cast-
aluminum sailplane model aloft to demonstrate the ma-
neuver. His keen enthusiasm for teaching emerged in his
bright eyes and animated gestures and soon attracted a
small group of listeners — a not unusual occurrence during
the week.

Despite his broad range of experience, Derek Piggott is
perhaps best known as an instructor and author (he is cur-
rently working on a book for transition pilots in the United
States). When rainstorms kept the ships on the ground one
afternoon, Derek took some time to share his thoughts on
gliding instruction and the philosophy behind it all.

“I never do anything without really thinking it through,”
he said. “And everything I do, I can say exactly why I do
it.”

Piggott is chief gliding instructor for the Lasham Gliding
Club in England, a club comprised of nearly 120 club and
privately-owned gliders. He approaches the job of instruct-
ing glider pilots in a professional manner. Aside from hav-
ing a reason for every step in his training program, Derek
continuously analyzes his teaching techniques, looking for
ways to be more efficient and effective.

“More than anything else, instructors need to have the
widest idea of the widest possible way of doing things so
they can choose. If I'm teaching someone about affecting
the controls, I'll say, ‘This is what the books say, this is
what some people say, this is what is generally recognized,
and this is what my experience shows is best.” This way
the instructor (and the student) has a much broader outlook
on the whole thing.

“There is a tendency to say, ‘Now this is the way you
do it — do this, this, and this.” The person ends up with
a very narrow view and probably never changes. Most in-
structors are not professional at it and will not say, ‘Now,
how can I make my instruction even better than it is now?” "

In his approach to instruction, Derek emphasizes the
need to produce pilots who are capable right from the start,
not of making a perfect pattern, but of making indepen-
dent analyses of a.situation with good judgment and act
accordingly.

“The very early flights dictate the way in which people
think about flying. They are the most important of all
flights, really. If you have very good basic training, you
can go on to other things very easily. If you have poor basic
training, you don’t develop the right way of thinking about
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things, and you've got a poor pilot at the end who's going
to come unstuck at some time or other.

“Thinking ahead is really what you have to grasp at the
point when you're first learning the pattern, adjusting for
things that come up, and looking at the possible eventu-
alities. Usually it's too late when a person is already a soar-
ing pilot to convert his habits and way of thinking.”

A second important aspect about the early stages of train-
ing (and an important breakthrough in instructing tech-
nique) is the realization of what the problem areas are in
learning to glide and conveying this information to the stu-
dent, says Piggott. Quite often the student pilot isn’t told
that on the first few flights he may experience some dis-
comforting sensations, such as the low-g sensation, the
subject of a recent booklet by Derek. The result of not in-
forming the student beforehand can be isolation. He feels
that he is the only one to experience this and can become
very demoralized about flying.

Learning coordinated controls is another area where a
student’s misunderstandings can get in the way of his learn-
ing.

“Coordination of the stick and the rudder is difficult, and
the hardest thing of all is to fly a glider straight. Yet in-
structors will try to teach a student to fly straight right off.
It's an absolute waste of time because you hardly use the
controls if it's smooth air, and in rough air you can't do it
anyway.

“It's very demoralizing. The student thinks, ‘Hell, I've
been flying for three days, and I can’t even fly straight.’
The other thing that happens is that the air work gets quite
good and the coordination is quite good, but on landing
the student suddenly finds he’s weaving all over the place
and can’t control it.

In the early stages of instruction, Derek explains the the-
ory behind such things as stalls and spins, but doesn’t
require that his students “learn” it.

“With theory, what very often happens is the person
needs an explanation to put his mind at rest, or as a basis
for his confidence. I don’t say that you have to learn it. But
you have to go through it so that you're no longer con-
cerned with the theory while you're doing it. But then you'll
have that confidence based on something solid. Then the
student can say, ‘Although I can’t remember what this is
all about, I know that if I ease the stick forward a bit in a
stall, this will do what I want.” ”

Pressured by the high demands of running operations
for Lasham (which averages 200 launches on a good week-
end day and has been known to launch as many as 500
gliders in a day), Piggott continuously probes and experi-
ments with new techniques for more efficient gliding in-
struction. A major breakthrough in training in the past 10
to 15 years, said Piggott, has been the use of the motor-
glider. :

“The motorglider has turned out to be the tool for train-
ing, no doubt whatsoever. You can do so much that is
difficult to do in a glider. For example, if you're doing
landings, say, you can do seven or eight in half an hour.
This is much more efficient than aerotow, and is better
training. The way you learn to judge a pattern is by com-
parison with your last flight. If you only do one or two at
a time, you forget what you did before. With the motor-
glider you can increase your capacity for instruction, with-
out increasing congestion at the aerodrome.” Piggott said
that over the years he has continued to refine his techniques
to be more efficient and effective on the ground and in the
air. ““The more precise you are, the more potent you are,”
said Piggott, “but the main thing is to keep trying to im-

prove one’s flying and instructing.” MICHELLE SILVER
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FIA.'I
BADGES

CINDY BRICKNER

INTERNATIONAL F.A.l
BADGES FOR SOARING

Earned or Recorded in the
United States
Through February 1980

ALTITUDE DIAMONDS

5000-meter gain

(16,404-1t.)

Robert C. Feulner: 2-32: Boulder. CO

Keinosuke Komiya: 1-34: Black Forest. CO
(Certified to Japan)

John P. Squires: Jantar: Tehachapi. CA

Charles H. Stark: BG-12BD: California City. CA

Charles K. Theis: 1-26: Reno. NV

Hirotaka Yokoi: 1-26: Black Forest. CO
(Certified to Japan)

GOLD BADGE LEGS

Altitude: 3000-meter gain

(9842-t.)

Brian L. Beals: 1-34: Black Forest. CO

William H. Blackburn: LS-3: Frederick. MD

Robert B. Gibson: 1-26. Moriarty. NM

Jens B. Jepsen: 1-34: Black Forest. CO
(Certified to Denmark)

Klaus Meyer: 2-32: Black Forest. CO
(Certified to West Germany)

Lynn Parker: 1-34: Calistoga. CA

Allen M. Paul: 2-32: Black Forest. CO
(Certified to Canada)

Bryan D. Quickmire: 2-32: Black Forest. CO
(Certified to Canada)

Kent L. Uhley. Diamant: North Conway. NH

Duration: 5 hours
Andrew C Frechtling: 1-26: Elmira. NY

Altitude/Duration
Lynn Parker (See Gold Alt.)

SILVER BADGE LEGS

Altitude: 1000-meter gain
(3281-ft.)

Gary Duhaime: 1-35: Indiantown. FL

Luis Fernandez: Ka-8: Frederick. MD
Douglas B. Grabill: Ka-8: Frederick. MD
Russell A.S. Janzan: 2-33: Indiantown. FL
Kimberly Jaszlics: 2-33: Black Forest. CO
Bryan D. Quickmire (See Gold Alt.)
Charles R. Roberts: Blanik: Winter Haven. FL
David R. Thompson. Jr: 2-33: Reno. NV
James A. Zapata: 1-26: El Mirage. CA

B BADGES

5-min. flight
David Beerman
Robert E. Buchanan
Donald Chambers
Melvin E. Dick
James F. Edwards. Jr
Bennie H. Flowers
Michael W. Freeman
Scott Goodfellow
A.J. Heaberlin
Kimberly A. Jaszlics
Dale A. Johnson
Panos J. Kanes
Russell R. Mayberry
Thomas W. Sanco
Timothy H. Simmons
James L. Walkup
Albertus Wolfkamp

C BADGES

30-min. flight

10.359 Harrie L. Bateman
10.360. David Beerman
10.361. Jeff W. Bentley
10.362. James L. Brickey
10.363. . Donald Chambers
10.364. James F. Edwards. Jr
10.365 Bennie H. Flowers
10.366. Michael W. Freeman
10.367. Frank R Gibson
10.368. Scott Goodfellow
10.369 A J Heaberlin
10.370. Kimberly A. Jaszlics
10.371. Dale A. Johnson
10.372. Russell B. Mayberry
10.373. John C Mealka
10.374. Louis Percival
10.375. Robert N. Reber
10.376.  Thomas W. Sanco
10.377. Chris E. Steinbroner
10.378. James L. Walkup
10.379. Albertus Wolfkamp

RECORDS APPROVED

Massachusetts: Single-place: Junior: Alt. Alt. Gain:
9753 f.6500 fi.: John A. Interrante: 1-26:
Feb. 2: North Adams

RECORDS CLAIMED

World National State: Feminine: Single-place. Out
and Return; 621.5 mi. (1000 868km) Doris
Grove: AS-W 19: Mar. 11: Julian. PA
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Contests listed in bold-face type are sanctioned by SSA

May 12-16, Region 2 Contest, Blairstown Airport,
Blairstown, New Jersey. Contact Ray Young, 192
West High Street, Somerville, New Jersey 08867.
(201) 722-3737.

May 17-18, 23-25, Region 1 Contest, Sterling Air-
port, Sterling, Massachusetts, sponsored by
the New England Soaring Council (bid sub-
ject to approval). Contact Nicole Szurovy,
550 Commonwealth Ave., Newton, Massa-
chusetts 02159. (617) 244-4594.

May 18-19, 24-26, Region 11 Contest, Douglas County
Airport, Minden, Nevada. Contact Carl White,
Box 3377, San Rafael, Calif. 94902.
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May 19-23, Pasco Cross-country Camp, Minden,
Nevada, Contact Tim Broyhill, 6814 Roble
Way, Sacramento, Calif. 95842. (916) 445-
1417 days.

May 19-24, Region 9 Contest, Estrella Sailport, near
Maricopa, Arizona. Contact Richard H. Elliott,
P.0. Box 33907, Phoenix, Arizona 85067. (602)
264-2261.

May 22-24, AOPA's First Regional Fly-in, Kansas
City, Missouri, Downtown Airport. Contact
Wm. S. Brassel, AOPA, 7315 Wisconsin
Ave., Washington, D.C. 20014. (301)
654-0500.

May 24-26, Seventh Annual Vintage Sailplane
Regatta, Harris Hill, Elmira, New York. Con-
tact Vintage Sailplane Association, Scott
Airpark, Lovettsville, Virginia 22080.

May 24-26, “Task Days,” Ridge Soaring, Julian,
Pa. Contact Ridge Soaring, Inc. (814)
355-1792.

May 24-26, The 32nd Annual Wright Memorial
Glider Meet, Caesar Creek Gliderport,
Waynesville, Ohio. Three classes: 1-26,
Sports Class, and high-performance. Write
Caesar Creek Soaring Club, P.O. Box 581,
Wright Brothers Branch, Dayton, Ohio 45409.

May 24-26, Apalachee Soaring Society Contest,
Quincy Airport, Quincy, Florida. Contact
Apalachee Soaring Society, Box 12472,
Tallahassee, Florida 32308.

May 24-26, May 31-June 1, AGCSC Sports Class
Contest, Hemet Gliderport, Hemet, Califor-
nia. Contact Rob Terry, 868 Poinsettia Ave.,
Vista, Calif. 92083. (714) 727-1424.

May 24-28, Region 4 and Mid-Atlantic Competition at
the Mid-Atlantic Soaring Center in Fairfield,
Pennsylvania. Contact Charles DeWald, 1504
Auburn Ave., Rockville, Maryland 20850.

May 25-31, Region 7 Contest, Joliet Airport, Joliet,
lllinois. Contact Lance Flynn, 849 Brookside
Lane, Deerfield, lllinois 60015. (312) 945-7153.

May 30-June 1, 25th Anniversary Meet and Dinner
Dance of the Long Island Soaring Associ-
ation. Contact Mary Jane Glenn, 6 Broad-
hurst St., Port Jefferson Station, N.Y. 11776.
(516) 928-1647.

June 1-7, National Soaring Week. Contact John
Lee at SSA for assistance in planning local
activities. SSA, Box 66071, Los Angeles,
Calif. 90066.

June 7-8, 4th Annual Sportsman & Amateur Soar-
ing Meet. Contact Aero Soaring Club, Dart
Airport, P.O. Box 107, Mayville, New York
14757. (716) 753-2112.

June 9-13, Region 10 Contest, Marfa, Texas. Contact
Fritz Kahl, Box 1047, Martfa, Texas 79843.

June 14-15, “Task Days," Ridge Soaring, Julian,
Pa. Contact Ridge Soaring, Inc. (814) 355-
1792.

June 17-26, 5th U.S. National 15-Meter Class Soaring
Championships, Springtield Municipal Airport,
Springfield, Ohio. Contact Tom Stoops, 3741 Sil-
ver Oak St., Dayton, Ohio 45424, (513) 236-1463.

June 23-27, Region 8 Contest, Ephrata, Washington.
Sponsored by the Seattle Glider Council. Contact
John Sager, 240 SW 183rd St, Seattle, Washing-
ton 98166. (206) 246-5225.

June 28-29, 4th Annual Great 1-26 Sailplane
Race, Fun Country Soaring, Wellington,
Ohio. Contact Ray Malloy, 15309 London
Ave., Cleveland, Ohio 44135.

June 28-30, July 1-4, Region 12 Contest, Bishop, Cal-
itornia. Sponsored by the Bishop Soaring Club.
Contact Adriaan Schat, 120 Mandich, Bishop,
California 93514 (714) 873-6311.

June 29, 50th Anniversary of Soaring Banquet,
Elmira College, Elmira, New York. Contact
National Soaring Museum, Harris Hill,
RD #3, Elmira, N.Y. 14903. (607)
734-3128.

July 1-10, 11th U.S. National Standard Class Soaring
Championships, Harris Hill, Elmira, New York.
Contact Shirley Sliwa, %NSM, Harris Hill,
RD #3, Elmira, New York 14903.

July 2, Commemorative Flight — An Official U.S.
Glider Mail Flight, Harris Hill, Elmira, New
York. Contact National Soaring Museum,
Harris Hill, RD #3 Elmira, N.Y. 14903. (607)
734-3128.

July 4-6, 12th Annual Soaring Fun Meet, Parlin
Field, Newport, New Hampshire. Hosted by
Kearsarge Soaring Assn. (10th Anniversary
Year). Contact Harold F. Smith, Crocketts
Corner, New London, N.H. (603) 526-4219.

July 4-6, Sportsman Contest, Hinckley, llinois.
Contact Al Freedey, 754 N. Gladstone,
Aurora, lllinois 60506.

July 5-13, 3rd Annual SSA Vacation Derby from
San Antonio, Texas, to Hobbs, New Mexico,
by way of Odessa, Marfa, and Big Spring.
Soar historical skies. Contact John Lee,
SSA, Box 66071, Los Angeles, Calif. 90066.
(213) 390-4447. (See March 1980 Soaring)

July 9-19, Canadian National Soaring Champi-
onships, Claresholm Airport, Claresholm,
Alberta, Canada. Contact Rick Matthews, 3
Westwood Drive S.W. Calgary, Alberta,
Canada. T3C 2V6. (403) 263-7670 busi-
ness, (403) 242-4726 home.

July 11, Friday, SSA Directors' Summer Board
Meeting, National Soaring Museum, Harris
Hill, Elmira, New York. For information con-
tact SSA, P.O. Box 66071, Los Angeles,
Calif. 90066. (213) 390-4447.
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July 15-24, 47th US. Open Class Soaring Champion-
ships, Hobbs, New Mexico. Contact Jack Gomez,
310 W. Taylor St., P.0. Box 831, Hobbs, New Mex-
ico 88240. (505) 393-3252.

July 17-24, 1-26 National Championships, lonia,
Michigan (bid subject to approval). Contact
Jerry Benz, 260 E. Main, Saranac, Michigan
48881. (616) 642-9019.

July 19-20, “Task Days,” Ridge Soaring, Julian,
Pa. Contact Ridge Soaring, Inc. (814) .
355-1792.

July 19-27, National Aviation Space Education
Convention, Florida Institute of Technology,
Melbourne, Florida, and the NASA Kennedy
Space Center. Write: American Society for
Aerospace Education, 1750 Pennsylvania
Ave. NW,, Washington D.C. 20006.

July 26-Aug. 3, 5th Annual Sun Valley Regatta,
Hailey Airport, Idaho. Contact Klaus or
Joyce Ansorge 7 Condor Sky Sailing, Box
1101, Hailey, Idaho 83333.

July 27-Aug. 3, Eighth International Vintage Glider
Rally, Sutton Bank, Yorkshire, England.
Contact Vintage Gliding Club of Great Brit-
ain, 60 Well Road, Oxford, Kent, England.

Aug. 11-15, Tenth Annual South Region 5 Con-
test, Cordele Airport, Cordele, Georgia (bid
subject to approval). Contact Bob Grey, 200
Grey Creek Drive, Athens, Georgia 30606.
Phone, business (404) 549-6988 or home
(404) 548-1805.

Aug. 24-29, Region 6 Contest, lonia, Michigan
(bid subject to approval). Contact Jerry
Benz, 260 E. Main, Saranac, Michigan
48881. (616) 642-9019.

Aug. 27-Sept. 1, SSA's 2nd Annual Women's
Soaring Seminar, Ridge Soaring, Inc., Ju-
lian, Pennsylvania. Contact SSA, P.O. Box
66071, Los Angeles, Calif. 90066. (213)
390-4447.

Aug. 29-Sept. 1, 2nd Annual SSA Homebuilders
Workshop, National Soaring Museum, Har-
ris Hill, Elmira, New York. ContactJohn Lee,
SSA, Box 66071, Los Angeles, Calif. 90066.
(See March 1980 Soaring)

Aug. 30-31, Sept. 1, “Task Days,” Ridge Soaring,
Julian, Pa. ContactRidge Soaring, Inc. (814)
355-1792.

Sept. 6-7, Joint Aviation Committee Air Show,
Chemung County Airport, Elmira, New York.
Contact National Soaring Museum, Harris
Hill, RD #3, Elmira, N.Y. 14903. (607)
734-3128.

Sept. 13-14, Central Ohio Soaring Association
Annual Fall Roundup. Marion, Ohio. Contact
Karlee Lemley, 5288 Butternut Ct. W., Co-
lumbus, Ohio 43229. (614) 888-1987.

Oct. 4, Commemorative Flight of Wolf Hirth —
Elmira to Binghamton. Contact National
Soaring Museum, Harris Hill, RD #3, EI-
mira, N.Y. 14903. (607) 734-3128.

Oct. 11-12, Fall Foliage Festival sponsored by the
Harris Hill Soaring Corporation, Harris Hill,
Elmira, New York. Contact National Soaring
Museum, RD #3, Elmira, N.Y. 14903. (607)
734-3128.

Nov. 28-30, Snow Bird Soaring Contest, Harris
Hill, Elmira, New York. Contact National
Soaring Museum, RD #3, Elnira, N.Y.
14903. (607) 734-3128.

May 24-June 7, 1981, 17th World Gliding Cham-
pionships, Paderborn-Haxterberg, West
Germany. Contact SSA, P.O. Box 66071,
Los Angeles, Calif. 90066. (213) 390-4447.

May:June 1981, SSA World Soaring Champion-
ship Tour including visits to sailplane fac-
tories. Contact John Lee, SSA, Box 66071,
Los Angeles, Calif. 90066. (See March 1980
Soaring.)

SEND NOW FOR INFORMATION
1980 YOUTH CAMPS — JUNE / JULY / AUG.

(AGE 14 - 18)

TREAT YOUR
YOUNGSTER
TO AN
UNFORGETTABLE
SUMMER

BLACK FOREST GLIDER PORT

9990 Gliderport Road, Colorado Springs, Co. 80908
PHONE (303) 495-4144 or 495-2436

GLIDER PILOTS GROUND SCHOOL

PREPARE FOR THE FAA WRITTEN EXAMINATION IN JUST ONE DAY!

GLIDER PILOTS GROUND SCHOOL is an accelerated school with airline quality up-to-date
instruction using the most effective ground training available. You practice answering actual
FAA-type questions and hear clear explanations from our professional instructors. You'll enjoy
learning with ourslide presentations on aerodynamics, regulations. instruments, weather, cross-
country, glider operations, more . . . . A printed COURSE SUMMARY and chart is supplied at no
extra cost. Low, low price with 50% discount for family members attending the same class. We
GUARANTEE that you will make a passing grade. If you do not pass you may attend any scheduled
GPGS free by showing your Airman’s Written Test Report. DIRECTORS and PRINCIPAL INSTRUC-
TORS are David E. Seymour, Edgar D. Seymour and John C. Seymour.

1980 SCHEDULE
Roc/Elmira, NY 19 Apr Washington, D.C. 7 Jun Denver, CO 27 Sep
Waterbury, CT 26 Apr Chicago, IL 19 Jul Los Angeles, CA 4 Oct
Brookhaven, NY 27 Apr Miami, FL 26 Jul San Francisco, CA 5 Oct
Montpelier, OH 3 May Brookhaven, NY 16 Aug Montpelier, OH 1 Nov
Houston, TX 10 May Atlanta, GA 23 Aug Houston, TX 8 Nov
Flemington, NJ 17 May Flemington, NJ 13 Sep Roc/Elmira, NY 15 Nov
Phoenix, AZ 24 May Waterbury, CT 20 Sep Brookhaven, NY 6 Dec

To enroll. complete the following and mail to: or call (716) 865-9511

GLIDER PILOTS GROUND SCHOOL
69 Rhea Crescent. Rochester, N.Y. 14615

Enclosed is my check for $10. Please reserve a space for me in the class checked below. |
understand the remaining fee will be due during registration at the beginning of class.

NAME Phone ( [

Address

Zip

Class Location/Date
Registration 8:00 a.m. to 8:30 a.m.
[ Private Glider $70

Class 8:30 a.m. to 8:00 p.m.

[ Private, Commercial and CFI Glider $90

| will be unable to attend any of your scheduled classes but please send your COURSE SUMMARY
with over 100 FAA-type questions and answers. Price includes first class postage and handling.

[] Private pilot COURSE SUMMARY $9.00
[] Private, Commercial and CFI pilot COURSE SUMMARY $11.00
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Rick’s
Glass
Teck

Specially trained in fiberglass repair
in Germany with
RUDI LINDNER SEGELFLUG
TECHNOLOGY

> ONLY GERMAN MATERIALS _g
LJSED FOR REPAIR

FACTORY AUTHORIZED
FIBERGLASS REPAIR FACILITIES FOR
ASTIR CIRRUS KESTREL SALTO
SCHNEIDER LS 1 and SCHNEIDER LS 3
LIBELLE MOSQUITO PHOEBUS
SCHLEICHER ASW 15, 17, 19 and 20
MINI NIMBUS NIMBUS
FAA Cert. repair station 401-118

Fast and Courteous Service at
Rosamond Airport
P.O. Box 655 ® Rosamond
Ca 93560
(805) 256-3870
CALL FOR FREE ESTIMATES

‘+ Keep 'em in the Air
With Fiberglass Repair!
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CLASSIFIED
ADVERTISING

CLASSIFIED ADVERTISING

The rate for classified advertising is 40¢
per word (or per group of characters).
The minimum charge for ads is $4.00.
A fee of $9.00 is charged for each photo-
graph (subsequent insertions of the same
illustration—$7.00). The closing date for
accepting ads is the 20th of the month
|| preceding publication (the magazine is
|‘ published and ready for mailing to sub-

—
I
l“

|

scribers on the 15th of the month pre-
| ceding the cover date). Thus the deadline
| for receiving a classified ad for, say, the
| May issue would be March 20th. Send ad,
photo (color or b&w print but no slides,
transparencies, or negatives), and check
‘| (payable to SSA) to:
|

Classified Advertising Department
SOARING Magazine
Box 66071, Los Angeles, Calif. 90066 |

SAILPLANES FOR SALE

STANDARD LIBELLE #201. Factory
trailer, instruments, radio, oxygen. $14,-
500. (916) 622-4991.

STANDARD LIBELLE in top condition,
fully sealed. Full competition panel in-
cluding Schuemann T.E., Bayside radio,
oxygen, cameras, Smiley bags. Original
Kuhn trailer. $15,000. (313) 761-5481.

R i :..w

MOSQUITO #80 WK (as pictured in the
1981 Richard Bach Calendar) 4th place
1978 Nationals. Full race-ready to go!
Cambridge vario/audio, PZL, Winter
Sollfahrtgeber, Edo-Aire 360, oxygen,
and custom water ballast system. Komet

H-301 Libelle. Contest-ready or basic
ship, trailer. Your choice. J. Gill, Elmira,
New York. (607) 733-5453 eves.

H-301 LIBELLE. See cover April ’'78.
$17,500. Robert Gaines, (404) 973-1414.

H-301 LIBELLE (formerly Tango Tango),
contest-equipped, trailer. Hangared at
Chester, South Carolina. One-third part-
nership, $5000. Terry Frazier (704) 376-
9360.

trailer. $24,000. (602) 948-7626/948-
4121.

MOSQUITO: Competitive, contoured,
sealed, CG'd, $20,500. Instruments,

$1400. Trailer, $3900. Radio package,
$750. Choose, offer. A. J. Smith, (606)
887-1203.

MOSQUITO, serial #75 contest ready,
contoured wings to .002” (Alan Bikle) &
sealed. Extra blank panel. Airspeed,
nose hook, trailer. Flight-tested by Dick
Johnson. 3502 22nd St., Lubbock, Texas
79410. (806) 792-6153 or 795-4879.

LIBELLE H-301, serial #40. Full instru-
ment panel, oxygen, tail chute, extra
canopy, Mentor TR-10X. $13,800. Home-
built trailer available. Luther Moyer,
Kutztown, Pa. (215) 683-7364.

H-301B, serial #93. Contest ready. 20-gal.
ballast system, large tail, Schuemann
wing mod, lots of spare parts, 48 or
22-cu. ft. oxygen bottle, tail chute, light-
weight rainproof trailer (new in '75),
electric brakes. $15,500 with basic in-
struments. Pete Newgard, (415) 368-
7561.

STANDARD LIBELLE PV, contest pre-
pared, perfect for cross-country, wave,
or contests. Super condition. Two cano-
pies, ATC’d, fully instrumented, radio,
oxygen, never damaged, fixed gear. New
Schreder trailer. A deal at $13,500. J.
Hartshorn, 744 Henderson Ave., Sunny-
vale, Calif. 94086. (408) 248-8357.

H-201B LIBELLE Serial #177. Factory
trailer, Ball and Sage varios, PZL com-
pass, calibrated 35,000’ altimeter, clock,
Endurox oxygen, barograph, compass,
spares. Dinged but not broken. Immac-
ulate, $15,000. Bill, (814) 355-1792 or
(608) 233-4815.
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MOSQUITO. Present owners are relocat-
ing in two different parts of the country.
Professionally prepared, excellent instru-
ment package and radio, Pfeiffer custom
trailer. (312) 887-0854 or (312) 825-
4663.

GLASFLUGEL BS-1, serial #17, 18.3-
meter span, 44:1 best L/D. Open Class
sailplane with trailer, airspeed, altimeter,
Cambridge electric variometer, Sollfahrt-
geber. New canopy and license $14,500.
Call (213) 651-0598 or (714) 674-1584.

KESTREL 17. Excellent condition, fully
instrumented, no radio, factory trailer.
$16,800. Mandla, 3320 Beauclerk, Mont-
real, Quebec, Canada HIN 3J8. (514)
326-1243 days.

MINI-NIMBUS, fully sealed, Bikle con-
toured wings, complete panel, Eberle

trailer. Robert Nethercutt. (213) 459-
3601.
STANDARD CIRRUS, serial #310G,

Grob built. No damage, Pfeiffer trailer.
Excellent performance. No instruments.
$16,000 firm. John Bourland, (214) 291-
7655.

AUSTRIA SH-1. Mint condition, never
broken. New Stits fabric & paint. Basic
instruments plus dual range Cambridge
with audio & T.E., oxygen, Alpha/10
portable, factory trailer. $9000. John
Price, (214) 253-0074 eves, (214) 637-
3860 ext. 406 days.

STANDARD AUSTRIA, all-metal enclosed
trailer, oxygen, 90-channel radio, PZL
and Ball varios, ground radio. $5500.
Write or call Wes Morris, 7422 E. Mc-
Kinley St., Scottsdale, Ariz. 85257. (602)
947-0362.

SHK-1. Part share in Connecticut or all.

Displayed at 1980 Convention. (203)
565-5809 days, 635-2860 eves.
SHK-1, enclosed metal trailer, 360-

channel aircraft radio with Plantronics
microphone, 100-channel ground radio,
triple range Cambridge variometer w/
audio—total energy, Winter combination
airspeed variometer, spare Winter vario-
meter, new constant-flow oxygen. Para-
chute, Globe 14-volt 7.5 amp-hr gel/cell
with charger, wing root fairings, baro-
graph, double camera mount with
cameras, covers. Supership with every-
thing you need! $10,500. Ray, (714)
983-1511 or (714) 981-4472.

DART, 17-METER, retractable, in ex-
cellent condition. Fully equipped for
Diamonds. Enclosed trailer, Baysides,
oxygen, audio, barograph, and chute.
Best performance buy. Available, $10,-
000. Chuck Rockhold, (801) 363-9238.

SLINGSBY DART, 17-meter convertible
to 15-meter with removable tips. New
tinted canopy, full panel, two electric
varios, netto, and T.E., 360 radio, oxy-
gen, parachute, enclosed trailer, all in
excellent condition with fresh annual.
32:1 L/D. Great Sports Class and badge
ship. $8900. (800) 648-3523 days, (702)
322-9010 eves.

SKYLARK 4. Instruments with Ball and
PZL varios, T.E. probe in fin, enclosed
trailer, oxygen, parachute, new canopy,
internal antenna. Annual through May
1980. Canadian registration, C-GDXN.
Excellent condition. $10,500 CDN. (613)
584-3835.

SKYLARK 4. Trailer, tail dolly, oxygen,
PZL, Schuemann box, Cambridge vario,
audio, radio, new canopy. Annual
through April. Must sell. (714) 375-2431.

DIAMOND AIRCRAFT owned by Can-
ada’s Open Class champion. Skylark
4, CFOUO, complete with instruments,
oxygen, parachute, and trailer. Good
ship for those between a 1-26 and glass.
Stays up when others fall down. A steal
at $9000. Can be seen at Hawkesbury,
Ontario. Ask for Peter Tramp. (514)
733-8217 or (514) 739-6182.

SKYLARK 4, Dream to fly, fantastic
climber, proven 36:1. Ideal transition
trainer to fast glass. Instrumentation
used winning 14 badge legs, 3 Diamonds
1979. Oxygen, radio, trailer. Classic at
half Libelle cost. (714) 375-2431.
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SKYLARK 4, superb condition, fresh
Imron, enclosed trailer, oxygen, instru-
ments. Plane won Nationals in 1963 &
1964. $8000. (303) 936-1121 eves.

NUGGET. This 15-Meter racer outclimbs
most and runs with any. Extensive-
ly sealed and detailed. Complete—ready
to race. Cambridge with Schuemann,
Ball netto/cruise. 100-channel Genave,
oxygen, factory trailer. 200 hrs. T.T.
$19,850. (303) 482-9838.

LP-49 KIT, 90% COMPLETE. Laister
trailer. Bayside 90-channel radio. Pack-
age deal only. (713) 846-1664.

LP-49, 115 hours T.T., U.S. ATC, oxy-
gen, instruments, radio, enclosed trailer,
parachute, ground radio. All $9500 or
best offer. Bob Isaacson, 124 Lock Drive,
Columbia, South Carolina 29210. (803)
772-8476 or Elaine Schlee, 2609 Gone-
away, Charlotte, North Carolina 28210,
(704) 554-6654.

LS-3, N4EH, instruments,
bottle, and tandem wheel Komet trailer.
$27,500. Contact Darryl Watson, (806)
794-2523 home, or (806) 741-3210 office.

radio, oxygen

LS-3.
$21,000. Zimmerman,
evenings.

Instruments and trailer available.
(803) 271-8248

JANTAR 2B. Extensively sealed and
smoothed. Custom trailer permits easy
two-person assembly. (714) 840-4765
eves.

JANTARS. Orders now being taken on
the Standard 2 and the Open 2B. Quick
delivery dates available. Hughes/Love-
lace, 2702 McKinney, Dallas, Texas
75204. Tom Lovelace or Ray Hughes,
(214) 748-9477. Evenings and week-
ends, (214) 233-3501.

HOMEBUILDERS BARGAIN. Open Class
Oldershaw 0-3 (see 1974 Soaring Di-
rectory, page 48). Wings glassed, ready
for paint, fuselage 80% finished ready
for insides, controls 60% finished, Dia-
mant canopy, and nearly all material
needed to finish. Excellent all-metal en-
closed trailer. Call or write for photo
brochure of plane and parts. Could make
an excellent power sailplane. Driving to
East Coast in July, delivery possible.
$4200. Al Weymouth, 2893 Helm, Clovis,
Calif. 93612. (209) 291-7812 evenings,
or 486-7240 days.

PILATUS B-4, 100 hrs. T.T., radio, oxy-
gen, audio, never damaged. $14,000.
(213) 883-6295.

DIAMANT 16.5. Full instrument panel,
radio, water ballast, trailer. (213) 985-
5615.

DIAMANT 16.5. Low time, excellent con-
dition. Latest modifications incorporated.
Special limitations lifted. (215) 644-
5322.

DIAMANT 16.5, one-third interest. Fully
instrumented, radio, oxygen, water,
chute, metal trailer. Contest-ready, S.F.
Bay Area based. $4000/B.O. (415) 881-
0597.
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Houston’s

only complete
soaring center

at KATY Gliderport.

T/H Enterprises

Rentals. Lessons. Rides.

Aero tows. Auto tows.

Come fly our
*Blanik

Call for an appointment

*Pilatus

Jantar

(713) 771-4246, or come on out.

¥+ “TODAY HOMES
SALT
MINE

HOCKLEY

CLAY RD.

1MORTON

-l @“l 0 mi g

Mail: T/H Enterprises, 7435 Jackwood,

Houston, Texas 77074.

A business member of the Soaring Society

of America.

TN
3

SN

Sprin 3
pPopping out all
) over.

Soar
Hemet

Fly thermals, ndges and shear at Hemet,
where soaring’s always in season There’s
everything in flying — instruction, services
and complete accommodations nearby

Saliplane Enterprises
North Side of Hemet-Ryan Airport
PO Box 1650

Hemet, California 92343 S
(714) 658-6577
L

" CHARGE IT! ™

YUASA

maintenance-free
rechargeable
battery

YUASA BATTERY CO. LTD. I

MADE N aRAN

and recharge it up to 500 times with our new battery charger

kits and gelled electrolyte batteries. Charger kits feature hands-

battery life.

| Charge it! We accept both Visa and Mastercharge.

12 volt charger kit $17.50
14 volt charger kit $19.50

off regulation and a special hi-charge circuit for optimal |

12 volt, 6-amp-hr. battery $27.50 |
14 volt, 6-amp-hr. battery $47.50 ’
4

L 4

\ ORDERS or FREE CATALOG: / Radio Systems Technology

‘S.._ (916) 272:2203

© 10985B Grass Valley Avenue
Grass Valley, CA 95945
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SECURITY
SAFETY-CHUTES

Lightweight, low
volume chairback
type parachutes
designed for
maximum
comfort

and ;

MODEL 150 - Low Speed Category:

For use in aircraft under 150 mph. Weight 16 Ibs. List
$661.50. Sale $579.00. With intlatable air bladder add
$25.00.

MODEL 250 - Standard Category Certification:

For use in high performance aircraft at any speed.
Weight 17 Ibs. List $675.50. Sale $599.00. With inflatable
air bladder add $25.00.

Available from stock in Red, Blue or Black, complete with
manual and carrying case. Please specify 1st and 2nd
color choice.

k. MIDWEST PARACHUTE

MIDWEST ¢ PARACHUTE

22799 Heslip Dr. Novi, Ml 48050 - U.S.A.

313-349-2105
\ J

HAVE YOU TRIED
HANG GLIDING?

Join the World's Fastest Growing Sport . . .
Soar Like Birds of the Wind . . .
Climb in Thermals at Over 500 F.P.M.

Fly Cross-Country

The Economical Way to Fly
Fun and Easy to Learn!

We are the world’'s largest manu-

facturer, represented in over 21

countries. Delta Gliders are world

famous — backed by 20 years of

experience. We have a dealer near

you who can get you into the air!
For FREE Details Write to:

Bill Bennett's

DELTA WING KITES and GLIDERS, Inc.
P.O. Box 483 Dept. A 308
13620 Saticoy Street
Van Nuys, California 91408
Phone: (213) 785-2474

DIAMANT 19, winner of the 1977 Region
11 Open Class. Metal trailer, instruments,
oxygen, water ballast. Cleanest Diamant
you’ve ever seen. Best offer. Ray Po-
quette, (916) 273-6516.

CONCEPT 70, serial #5. 39:1 perform-
ance. Water ballast, Cambridge vario,
Bendix 360-channel. Painted glass.
Wood Moffat-type trailer, new Imron.
For photos and history see Soaring,
3/71 and 4/72. $10,500. Located ELF
Soaring, Montpelier, Ohio. (419) 485-
3716. Owner, (219) 484-3724.

SISU-1A, N1110T, excellent condition
and finish. Instruments, Bayside, oxygen,
trailer. Don Ott, 2423 Club, Los Alamos,
New Mexico 87544.

15-METER SAGITTA. Complete X-coun-
try equipment, covered trailer, U.S.
ATC. Has slight warp in left wing, but
flies great. $4500 or best offer. (916)
243-7700 days or (916) 221-1818 eves.

MODIFIED CHEROKEE II, instruments,
ready to fly. $2800. Pennsylvania, (717)
545-5462 evenings.

PROTOTYPE J-4 JAVELIN, experimen-
tal. Including trailer. Needs paint. $3950.
(805) 268-0663.

JAVELIN J-4. Good condition, low time.
No trailer. (612) 854-6606.

TERN, glassed, filled, and smoothed. Ex-
cellent condition, with enclosed trailer,
instruments. No radio. $4800. (801) 295-
8062.

TERN [|-A, N1723, 51-ft. span, honest
34:1, wood/fiberglass construction.
Epoxy adhesive used throughout. Basic
instruments, chute, trailer. Never dam-
aged, needs some work, cleanup, and
painting for relicensing. $2995. (714)
436-3966.

PHOEBUS B. Complete X-C package.
Enclosed trailer, Schuemann T.E., 2nd
vario with audio, radios, oxygen, g-meter,
barograph, chute, cameras, etc. $11,500.
(412) 283-5223.

PHOEBUS B. Standard Class sailplane.
Instruments, enclosed trailer, spares.
(315) 853-5842.

PHOEBUS C, excellent condition, basic
instruments, enclosed trailer, parachute,
equipped for one-man assembly. $9500.
Stan Smith, (302) 368-1089.

DUSTER, N11BJ with 2 varios w/audio,
radio, chute, and open trailer. John
Newman, (209) 734-4451.

BJ-1B DUSTER. Complete kit, fiber-
glass, and plans. Not started. (209)
957-9186.

DUSTER complete kit, half done and
signed off. Bench and trailer included.
Very reasonable. Southwest Michigan,
(616) 429-9007.

BG-12BD, GOOD CONDITION. Standard
instruments, Ball electric w/audio, oxy-
gen, chute, and excellent enclosed metal
trailer. $4800. Call Al Weymouth, (209)
486-7240 days, or 291-7812 eves.

BG-12BD, excellent condition, complete
instruments, oxygen, radio & parachute.
Buck Davis, (805) 488-5211.

BG-12/16 PARTS. Briegleb fabricated
fuselage, rudder, and elevator kits. Com-
plete plans. Best offer. (612) 462-1291.

HP-11A, trailer, $7000. (512) 684-8470.

HP-14, the nicest flying. Hydraulic flaps,
brake. Radio, instruments, oxygen, para-
chute, Imron finish, enclosed trailer.
$10,000. (714) 796-9706.

HP-14, Bayside radio, instruments, oxy-
gen, PIK style flap crank, steerable tail-
wheel, featherfill, enclosed metal trailer.
Chute available. $8000. (516) 671-3949.

HP-18 FOR COST. 50 percent complete,
includes completed Schreder trailer,
excellent workmanship. $7000. (308)
236-5856 evenings.

RS-15. Complete sailplane kit, only tail
was started (not covered). Schreder
trailer 95% complete (nice workman-
ship). No reasonable offer refused.
(313) 425-1052.

PIK-20B. Carbon fiber spars, trailer, ex-
tras. (904) 258-7110 days, (904) 673-
1392 eves.

PIK-20B, half interest. Based at El
Mirage. Excellent. $9000. (213) 246-
2484 days.

PIK-20D-78, 265 hrs. T.T. 93 flights,
complete. $22,800. (206) 747-4486.

PIK-20D, contest ready, with Schue-
mann TE compensator on a Cambridge
vario, 2%” Winter netto, 360-channel
Bertea, Eudurox oxygen, factory trailer.
150 hrs. T.T., fresh annual. $20,000.
(303) 825-1394 days, (303) 756-3985
eves.

M-100S, 1965, 31:1 L/D. Basic instru-
ments, chute, enclosed metal trailer.
$6200. (705) 324-7755.

PIK-20D, demonstrated performance in
competition. Full panel except radio.
Metal trailer. $21,500. (313) 761-5481.
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PIK-20D-78, factory trailer, radio, instru-
ments. T.T. 95 hrs. Contest ready.
$24,000. (305) 253-6822 or (305) 887-
2794.

PIK-20D, excellent condition. Ball varios
with netto/cruise control. Schuemann
box. No radio, no trailer. $19,900. (213)
398-9733.

SCHLEICHER PUTS IT TOGETHER. Un-
beatable performance with easy handling
and excellent craftsmanship. AS-W 19 top
performer in the Standard Class, AS-W
20 unbeatable racer in the 15-Meter
Class. Fifty years of building fine sail-
planes is your guarantee of excellent
value. Write or call for further informa-
tion. Schleicher Sailplanes, Inc., P.O.
Box 118, Port Matilda, Pa. 16870. (814)
237-7996.

Ka-6E, 1967, N11718, excellent condi-
tion, trailer w/cover, oxygen. Completely
covered w/glass and new Ceconite.
Finish work makes it one of a kind.
Ready for the summer. Tom Cohen,
(206) 223-4050 days, (206) 283-6479
eves. :

Ka-6CR, new annual, 2 varios w/audio,
radio, gel/cell, oxygen, parachute, en-
closed trailer (tilt). $8000. (702) 329-
2443 7:00 a.m.-7:00 p.m.

Ka-6CR, excellent condition, fully instru-
mented, 2 varios, radio, oxygen A-14A,
parachute, enclosed trailer. Ready to
fly! $8000. Hangared at Scott Airpark
Lovettsville, Virginia. Call Albert Uster,
(202) 965-5257 or (301) 299-5695.

Ka-6CR, EXCELLENT, new canopy, in-
struments, varios, SST trailer, radio, bat-
teries, oxygen, A-14A. $8000. Doug La-
mont, (213) 823-6657 eves.

Ka-6CR, new fabric, fully instrumented,
oxygen, parachute, and trailer. New an-
nual, ready to fly. Call Rick, (805) 256-
3870 days.

SUPERB Ka-6CR, like new, basic in-
struments, open trailer. Call (817) 461-
0660.

Ka-8, beautiful condition, large bubble
canopy, Cambridge dual range vario with
audio. Genave Alpha/100 radio, A-14A
oxygen, parachute, enclosed metal
trailer. Less than 400 hrs. T.T. $7500.
(415) 676-8451.

AS-W 20. Wally Scott, (915) 366-0506.

FOR SALE, AS-W 19, low hours, no
damage, without trailer. Call Steve
Doak, (214) 465-7457.
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PIK-20E * PIK-20F
SMITTY’S SOARING SERVICE

Appointed by EIRIAVION 0OY as
a sales agent to take care of your
ordering and delivering require-
ments. Short waiting positions
available. Contact:

Tom W. Smith

Deansboro Road, Rt. 12 B
Clinton, New York 13323
315/853-5842

//NEW .. .FOR 233 & 233A GLIDERS \
FULL SWIVEL TAIL WHEEL

- - Fits Existing Points
- Heavy Duty
~ oy ‘Fully FAA Approved
i ‘Guaranteed
eSend check with order

$ 99 gé Postpaid

Allow 3 weeks
for delivery

A. CRONIG & ASSOCIATES
18708 Lomond Bivd.

Shaker Heights, Ohio 44122

(216) 751-6161 7

-

RIIE

Variometer
Systems

Send for free
brochure and
information package

REDWOOD INSTRUMENT COMPANY
368 Rutherford Avenue,
Redwood City, CA 94061
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ULTRALIGHT

\
: PILOT DESIGNED “SUPER PERFORMANCE
4 MW S TRECHEDWDEBODY L/D 20:1
4K HIGHER GROSS WEIGHT RATING CLIME 450 Fpm®
K PITCH TRIM FOR CRUISE FLIGHT T. 0. ROLL 180 Fr.
LONG RANGE WING TANKS STALL/MUSH @ 21 MPH
K CRUISE 60 MPH

X TWIN ENGINE RELLABILITY
OPTIONS AVAILAELE

L STANDARD FEATURES
WING TANKS - 5 GALLON CAP.
MOLDED WHEEL PANTS

9K RETRACT/STEERING NOSE WHEEL
X COMFORTABLE ENCLOSED COCKPIT

SIDE STICK W/3 AXIS CONTROLS ~ MOLDED SNOW SKIES

STRONG FIBERGLASS CONSTRUCTION' BALISTIC AIRFRAME CHUTE
4 PILOT SAFETYBELT & HARNESS SINGLE ENGINE W/RED..UNIT
K FOLDS FOR TRANSPORTATION * TWIN ENGINE W/RED..UNIT
EASY TO OWN

® Available in 2 kits — Economy or Fast Flight
® QUICK to build ® CLEAR plans ® FAST delivery

STRIPLIN AIRCRAFT CORPORATION

P.0. Box 2001, Lancaster, Calif. 93534

Why wait? For 20-page, 12 color photo
newsletter, send $5 U.S., $7 foreign.

D S8 e S 0 0 0.0.8.8.8. 8080808088,

S S S S 0 0 0 0 0. 0.0.0.0.8.8.0.0.8.8.8.8

12 2 232028 8.8

Manufacturers of THE BEST TRAILERS and SOARING EQUIPMENT
& ONE MAN RIGGING FEATURE AVAILABLE

Contact TOM or BILL STOWERS (702) 782-4944
PO.BOX 1932, GARDNERVILLE, NEVADA 89410
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Big discounts on everything. FLOOD DISASTER

In stock, ready to go —
Five Ogars (2 flyable, 3 airframes), SALE AT

one Jantar Standard 2 (new), one Blanik (used). AEROSPORT!
Four Japanese manufactured Pilatus B-4's
will be available later this year.

Sailplane and crew car radios, including portables.
Parachutes, oxygen equipment, instruments.

MG-23. Closed metal trailer, Bayside,
38 cu.ft. oxygen, PZL/dual Cambridge/

Super special sale on gyro horizon packages! Piep Varios, Security chute, X-25 cam-

: eras, Winter barograph, Genave ground

Special offer on Jantar & Ogar spare parts. radio, Fiberglass/Imron finish. $8000.

Eleven logged Diamonds. Ideal econom-

ical partnership bird for Sports Class

Ei:r more gxffiméxzt;gg wrxtelfgiifggfllg‘i 32301 Corydon Ave., Cormtition x=Soull Rzl LELiRsH
sinore, Cali or call (714) 674- ing. Camarillo, Calif. (805) 482-2415.

THE ONE AND ONLY ELFE PM-3, 16-
meter wooden classic Swiss sailplane.

How Igl'lg have you S RS | Joe Personett, (915) 584-5938.

LB l? s BE READY for summer soaring. The
e-'saﬂ'pla"ne' s new Speed Astir IIB is here! A super
sailplane at a super price. We have

rom towlines. two in stock for immediate delivery at
F_Qr pgérformance. at a reasonable pnce‘ - the old price. The next available posi-
y - can’ build. P tions are in January 1981 and will be

at the new higher price. Call or write:

Soaring Systems, Inc., 724 N. Mission
rican Eaglet Road, Wichita, Kansas 67206. (316)
Self-launcl'ling sailplane M 684-2823 or 686-5499.
Is walting for: you! .

THE BUY OF THE YEAR. 79 Speed
Astir. Low, low time. Basic instruments.
Excellent condition. Call Rick (805)
256- 3870.

THE NEW COMPETITION Standard
Astir is on its way. We have one still
available in this container at the old
price. The next available positions are
in December 1980 and will be at the

new higher price. Call or write: Soaring
Information $5 (§7 overseas) Systems, Inc., 724 N. Mission Road,

Plans $150 (refundable with complete kit purchase} S Wichita, Kansas 67206. (316) 684-2823
Complete kit $2950 Nt or 686-5499.

DG-200, 15-Meter Class, built in ’78-
'79, 80 hrs. T.T. 32 happy landings,
never damaged. Good-looking and well-
ENGINEERED TO BE SIMPLE| | iiincytocor: mi savees
trailer. Delivered from Bremerhaven.

SPORT FLYING e e "_' _ West Germany, to any point in the
IS FUN AGAIN! U.S.A. $40-44,000. Contact G. Duke

Duncan, 568 A Wakefield Drive, Char-
lotte, North Carolina 28209.

® Fully Aerodynamic Stick Controls

for YAW/ROLL and PITCH

® Tail Dragger Landing Gear

® 100 Ibs. Thrust from 48” Dia.
Prop

* No FAA License Required

© 20 Hour Kits or Ready to Fly

e 230 Ibs. Payload to 45 MPH

® Fold in 15 Minutes for Cartop
Transportation

"841 Winslow Ct.
Muskegon, Mi 49441

DG-100, approx. 100 hrs. T.T. Full in-
strument panel, diluter-demand oxygen
with mask, 235 Ibs. factory water. New
Radair 360 radio with speaker. Gear
warning system. Entire plane filled and
smoothed. Competition ready. New cus-
tom, all-metal clam shell enclosed
trailer. Most docile high-performance
Std. Class sailplane made. Equipped
with low drag stabilizer tail but no
Providing Ultralight Powered Gliders pitch instability. Can be trimmed hands
for Almost 4 Years! off from stall to 260-km redline. ATC’d,
1980 ROTEC RALLY 2 may be licensed experimental or stand-
ard category. Priced at $18,900 for
Kit $2680 immediate action. (512) 684-5111, ext.
Ready to Fly $2940 . R OTE C g 2670 or (825) 653-2294 evenings.

SCHWEIZER 1-34. New white enamel

. e E NG
Pt Ol )(/ ; NG,N:NEc.ER‘ 7 'Q with black racing stripes. New low pro-
o Gl Yoo : PO BOX 124 » DUNCANVILLE TEX. 751 &S AN file canopy with vent scoop. Annual as
i 0 of sale date. $12,750. (215) 683-3821,

Kutztown Aviation.

54 SOARING




HELP! Get me out of this snow! 1970
SGS 1-34, serial #¥42, 3 varios including
a Winter and Ball audio w/netto, alti-
meter, compass, oxygen system w/tank,
G-meter, Winter bubble, plus others.
Radio extra. Excellent condition, excel-
lent paint. $11,750. Call Tom Dixon,
(208) 376-6718 eves. or (208) 383-
7838 days.

1-34. Basic instruments, Schweizer
trailer. Hangared Salisbury, Maryland.
Tom Burton, Box 236, New Church,
Virginia 23415. (804) 824-4015 nights.

1-26B, #192. Basic instruments, open
trailer, $7000. Ball vario with audio, A-14
oxygen, $7750. (606) 987-2711.

1-26C, serial #252. 592 hrs. T.T. Two
radios, 360-channel Genave, 2 varios,
oxygen. Enclosed trailer, two canopies
(closed & open sport). Excellent condi-
tion. $8950. (602) 995-2116.

1-26D, #480, 570 hrs. T.T. Excellent
condition, basic instruments included
for $7500. Electric vario and radio extra.
(914) 949-6336 or 354-2750 eves.

BADLY BENT 1-26D including instru-
ments & oxygen. Empennage, spoiler/
brake and control systems useable.
$650. (714) 628-1460 eves.

1-26E, serial #¥652, 65 hrs. T.T. Enclosed
trailer. Radio, total energy. Excellent
condition. $12,000. (608) 274-7296.

SCHWEIZER 1-35, repairable wings and
excellent custom trailer for sale —or
will buy fuselage. T. EImore, (904) 264-
8444.

SCHWEIZER 1-35. Excellent condition.
Custom enclosed all-metal trailer avail-
able. (213) 765-6611 days, (213) 883-
5579 eves.

SCHWEIZER 1-35C, excellent condition,
low time. Basic instruments, A-14 oxy-
gen, radio, & new Gehrlein convertible
trailer. $14,000. Call (303) 340-2085.

1-35C, white/blue trim. Basic instru-
ments, 38 cu. ft. A-14 oxygen. Late style
flap and trim handles. Fresh annual with
purchase. $13,900. (303) 495-2392.

1-35, serial #41, 175 hrs. T.T. Hinged
canopy, drooped tips, interconnect, de-
luxe red/yellow finish. Brittain, Cam-
bridge triple range/audio, PZL, oxygen
brackets, tip wheels. Factory enclossd
trailer, serial #2, with easy-loading
dollies. $20,500. (315) 866-4902 eves.,
(315) 866-3963 days.

SCHWEIZER 1-35, all mods, competition
ready, immaculate. Trailer available.
$17,900. J. Seymour, (203) 775-9260.

1-26B, NEW CONDITION. New electric
panel, radio, crew radio, trailer. Com-
plete package, expensive. Call after 6:00
p.m. (305) 238-2761.

1-26B #272, 2 varios, T&B, Radair 10S,
oxygen, new Ceconite, custom trailer.

Excellent condition. $7500. Call Art
Zigas, (415) 495-7711 or 563-4777
eves.

1-26B, #343, oxygen, basic instruments.
$7000. Trailer available. (201) 877-6619
days, (201) 221-9010 eves. and week-
ends.

1-26B, N8626R, serial #159, mfg. 1962,
1390 hrs. Needs recovering. Standard
instruments plus audio vario. $4800
w/ open trailer. A/100 radio extra. (217)
344-1133.

May 1980

1-26E, #677. Auxiliary ballast, T.E. tube,
Winter vario, 300 hrs. T.T. Can lease-
back. $10,500. Gehrlein trailer available.
(201) 996-6772.

1-26E, serial #555, Winter with Schue-
mann TE, PIEP audio and tail statics,
Cambridge dual range w/audio and
venturi, Genave 100, oxygen, Schweizer
combo trailer, new Winter barograph,
Instamatics, parachute, turn coordinator.
All flush rivets, always hangared, never
bent. $10,950. (901) 725-4021.

1-26E, serial #580, T.T. 283 hrs. Flush
riveted wings. Winter with Schuemann
box, Cambridge with audio, 5-channel
Mentor, 14-volt gel/cell, push-to-talk
switch. Always hangared. Ranger en-
closed metal trailer. Many extras. Call
after 9:00 p.m. (212) 580-3616. Ask for
George.

1-26E, 1974, 500 hrs. T.T., Flush-riveted
wing, fuselage, & vertical stabilizer.
Winter & Cambridge dual varios with
audio & T.E. $8900. (312) 896-9570.

1-26E, serial #622. Schuemann bottle &
vario, speed ring, Piep audio, Radair
10S, extras. Always privately owned.
220 hrs. T.T. $9900. (513) 288-2609.

1-26E, serial #519. All flush rivets, all
white. Winter and Cambridge vario
with audio, full instruments, Mentor 6-
channel radio, oxygen, covers, Schwei-
zer combination trailer. One private
owner. 120 hrs. T.T. $9500. (216) 893-
2050, 893-2722.

1-26E, #651. New Imron. Radio, dual
varios, zippered ground cover. $10,000.
(305) 886-1480 after 6:00 p.m.

1-26E with a leaseback business to
Great Western Soaring School. $9000.
Call (213) 376-7300.

1-26E, #562, excellent condition. With
trailer. 113 hrs. T.T. (714) 983-1761
days.

CUSTOM INSTRUMENT INSTALLATIONS

Total energy systems installed and tested.
Radio systems, computers,

oxygen systems, panel layouts.

FINEST WORKMANSHIP.

Call or write.

Ken Hornbrook, 633 Norumbega Dr.,
Monrovia, Calif. 91016 (213) 359-5027

yailplane
fepair
yarvice

Spread your wings

at Australia’s largest

Soaring Centre.

Fly the sleekest birds in the \

westernskies! W

Two Blaniks, and IS 28, 1529, N

Janus and Club Libelle. Two Hornets ™\,

and Nimbus sailplanes. Launches N\,
powered by one of fwo gutsy Pawnee 235°s.

Stoppress!
You can now also fly the Mini Nimbus new
to the fleet.

Call us orwrite for details.

NARROMINE
SOARING
CENTRE

PO. Box 77, Narromine, N.SW. 2821 Australia.
Telephone (068)89 1856

NSC 0028
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MMRadair——

Factory Direct

Prices
3 Year Extended
Warranty

TPX 10
HAND HELD

Transceiver

49500

Quality receiver and
2 watt transmitter,
meets range needs
for most air craft
or ground uses.
Includes 1
channel, batteries
and charger. Crystals
for optional channels
(upto 10) $17.50 each.

IRadair
&0

18 .30

R360
COMM

Transceiver
600 oo 360 channel
comm transceiver:
low power drain, yet long range
8 watt transmitter. Digital syn-
thesized channels and high
clarity audio for total reliability.

WRadair

R10B
COMM
Transceiver
1to 10 optional 495
comm channels for excep-

tionally low power drain. Has 8
watt transmitter to really reach
out.

MRadair

Division,

09000 torporation

3520 Pan American Freeway, N.E.
Albuquerque. N.M. 87107 (505) 345-5621

SEND ME MORE INFORMATION

NAME
ADDRESS
CITY STATE ZIP

DEALER LOST FIELD SALE: '77 1-26E,
#669, zero hrs., $12,995; '75 1-35, #21,
130 hrs. T.T., $17,000; 77 B-4, #261,
270 hrs. T.T., $14,950. No damage, trail-
ers available. (206) 454-2514.

1-26E, 1974, 210 hrs. T.T., radio, oxygen,
trailer. $9000. 1-26E, 1977, 240 hrs.
T.T., basic equipment, new cover and
paint. $9500. Mike, (303) 495-5812 or
495-4158.

TWO-PLACE FOR SALE

SCHWEIZER 2-33A with Schweizer
trailer. Excellent condition. Now on
leaseback at Van Sant, Pennsylvania.
Will deliver east of Mississippi. (215)
368-1197.

SCHWEIZER 2-22, wings, other parts.
(201) 696-8823 eves.

SCHWEIZER 2-22 sailplane, #5, recent
annual, white and red, good condition,
new instruments, trailer. Keith E. Ack-
man, 114 First Avenue, New Eagle,
Pennsylvania 15067. (412) 258-9723.

NICE 2-22CK, all Ceconite, new Lexan,
recent rebuild. Custom trailer. In annual.
(814) 692-8321.

2-32, 700 hrs. T.T., good condition. With
open trailer and extras. Call (415) 651-
9244,

USED TWIN ASTIR with water ballast.
Like new condition, with or without in-
struments, radio, etc. Call or write:
Soaring Systems, Inc., 724 N. Mission
Road, Wichita, Kansas 67206. (316)
684-2823 or 686-5499.

2-33A, 1975, 190 hrs. T.T. Had cockpit
chewed by a Cessna. Front fuselage
structure, fiberglass and canopy is new
from Schweizer. New Ceconite and
Imron. Pilots at Van Sant Airport think
this is a new 2-33A, but the price is
$10,700—not $17,000. Roger Buchanan,
395 Dutchtown Road, Belle Mead, N.J.
08502. (201) 874-8228 evenings, (201)
874-9000 ext. 4190 days.

2-33A, 1971, excellent condition. Instru-
ments. Fly away. (315) 853-5842.

2-33A #381, 1975, basic instruments,
excellent condition. $9500. Will consider
leasing. Located in Connecticut. Call
Art Zigas, (415) 495-7711 or 563-4777
eves.

TWO 2-33A’s, 1977, excellent condition.
Hangared since new. No damage. Call
Southwest Soaring, (214) 527-3124.

THREE 2-33A’s. Never assembled since
factory pickup. $1500 each off new price.
Call Southwest Soaring, (214) 527-3124.

2-33, Serial #43. Excellent condition, al-
ways hangared. Radio with Ni-Cad,
charger. Make offer. Indiana, (812) 336-
3945 evenings.

2-33A, 1977, 510 hrs. T.T. Standard
equipment. $9000. Mike, (303) 495-
4812, 495-4158.

2-33A, 1975, 1500 hrs. T.T., optional
paint & ballast. Excellent, $9600. Also
76 model. (312) 896-9570.

SCHWEIZER 2-33A, rebuilt, new instru-
ments. $7500. (305) 597-3228.

2-33A, 1976. Striking red, white & blue.
Good condition. Asking $10,900. Rob
Wilkinson, Box 541, Wilton, Connecticut
06897. (203) 762-9583 office, (203)
762-5489 home.

TWO 2-33A’s. Late '76 & '77, excellent
condition, hangared. $11,500 each.
(615) 338-2000 or 266-1767.

DEALER LOST FIELD SALE: '77 2-33A,
#492, 390 hrs. T.T., $11,250; '78 2-33A,
#528, 150 hrs. T.T., $12,500. No damage,
trailers available. (206) 454-2514.

WE NEED SOMEONE to look after
mother in her declining years. 1963 SGU
2-22E, 1734 hrs. T.T. Still some spring in
her step! Fresh paint & annual. $4500.
Dave or Nan, (203) 259-2935 evenings.

AS-K 13 w/open trailer. $9750. (615)
266-1767 or 338-2000.

Ka-7, Schleicher, fresh license, always
hangared, Ceconite covering, 1849 hrs.
T.T. $7000. (914) 888-2791.

BN-1 “Phantom” modified L-K. New
wings and T-tail. Aluminum trailer. New
annual. $4000. Offer or trade. (213) 450-
2223.

LK-10A, flat-top. July annual. 1100 hrs.
T.T. With trailer. $3000. (208) 664-2937.

LK-10A modified in Experimental. Extra
clean, much fiberglass, oxygen. $5500.
Trailer available. Robert Archer, 21818
Ocean Ave., Torrance, Calif. 90503.
(213) 542-3396.

LARK 1S-28B, 17 meter, 36:1. Test-fly
one at Colville, Washington. Contact Jey
Aero, P.O. Box 64, Colville, Washington.
(509) 684-5162.

LARK 1.S.-28B2, serial #101, excellent
condition. Full panel front and rear.
(303) 925-9080 days, 925-3960 eves.

TEST FLY a new Romanian Lark I.S.-
28B2 at Ridge Soaring, Inc., Julian, Pa.,
your eastern Lark dealer. For information
on the complete line of Lark or Slingsby
Vega sailplanes, write or call Ridge
Soaring, Inc., RD Julian, Pa. 16844.
(814) 355-1792.

SSA POLICY ON ADVERTISEMENTS

Aircraft and product advertisements
in Soaring are published as a service to
readers. Such publication is not an en-
dorsement, approval, or guarantee of
either the product or company placing
the advertisement. The Society and its
journal have neither the facilities, staff,
or legal authority to investigate advertis-
ing claims, but readers are requested to
notify Soaring if misrepresentation occurs.
If any advertisement does not specifically

| state “U.S. ATC'd,” prospective buyers of
aircraft offered for sale in Soaring may
wish to ascertain whether the aircraft
being considered has been awarded a
| government Approved Type Certificate.
Otherwise it may be licenseable only in
the Experimental Category under F.AR.
218
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LARK I.S. 28-B2 ’77. Dual instruments
and radio. No trailer. $18,500. Call any-
time and ask for Bill. (805) 822-5267.

LARK |.S.-28B2. Fully instrumented with
Cambridge vario/slave, and. dual oxy-
gen. 75 hrs. T.T. Never banged up. Seek
one or two partners or sell outright. Cur-
rently based Air Sailing, Nevada. Cus-
tom Kocher trailer also available. Beau-
tiful ship. (702) 331-3050.

LEFT WING for a Blanik L-13, complete
with flap and aileron. Ready to install.
Asking $4500. Turf Soaring School,
(602) 582-3621.

BLANIK FACTORY SPARE PARTS are
available exclusively from Blanik Parts
Co., 8782 Hewitt Place, Garden Grove,
California 92644. (714) 897-9852.

BLANIK, 1974. Ceconite, custom paint
and interior, full panels. Will aerotow.
$12,500. Mike Machat, (213) 593-7741
days or 433-6221 evenings and week-
ends.

1976 BLANIK, fresh annual, new custom
three-color poly paint. $12,500 or con-
sider competition ship trade. (609) 428-
8079.

BLANIK, standard instruments, clean.
$11,000. (817) 261-1782 evenings. Ask
for Don.

BLANIK FLOWN BY ART SCHOLL in
Disney movie “Sky Trap.” U.S.A.F. cam-
ouflage paint scheme. $15,950. Write to
P.O. Box 35, Wildomar, Calif. 92395 or
call (714) 674-5467.

'72 BLANIK, N12YA, 80 hrs. T.T., with
trailer. Located at Indiantown, Florida.
$15,000 outright or equal trade for
Cessna 172. Miramichi Air Service Ltd.,
P.O. Box 90, Douglastown, N.B. EOC
1HO. Canada.

BLANIK. This is world’'s best Blanik.
Winner of ““Have-A-Lark’” contest. Holds
two state records. Custom trailer allows
easy handling for cross-country soaring.
Full instrumentation includes Schue-
mann and Ball total energy systems.
$15,495 for complete package. Can be
owner financed. Demonstration flights
by appointment at Black Forest Glider-
port, Colorado Springs. (816) 453-0669
after 6:00 p.m.

May 1980

BLANIK, 1975, excellent condition, dual
instruments, radio, Ball T.E. vario
w/audio. $14,500. (813) 949-3167.

POWERED SAILPLANES

WHY WAIT? Start now on your own
“Eaglet.”” Fuselage, tail section & plans
in their original shipping crates, never
unpacked. Immediate shipment, must
sell. Asking $1200. Cashier’s check or
C.0.D., freight collect. Write or call:
Leland Canady, P.O. Box 312, Lloyd,
Florida 32337. (904) 997-4902.

1962 SCHEIBE SF-24 motorglider, 26hp
Hirth 4-cylinder engine. 23:1 glide ratio,
German airworthiness certificate. An-
nual to 5/30/80. $7500 or will consider
Cessna 150 in trade. (219) 294-2823.

SPERBER RF-5B. 280 hrs. T.T. engine.
Well-instrumented, oxygen. Hangared,
mint condition. LeGrande Boyer. (615)
282-4661 days, (615) 323-8867 evenings.

JOIN THE GROWING NUMBER of PIK-
20E owners who are acquiring the first
true self-launching high-performance
sailplane. Retractable engine, water bal-
last. Agent, Tom Smith, Deansboro Road,
Clinton, New York 13323. (315) 853-
5842.

PIK-20E self-launching, L/D 40:1, 15-
meter sailplane. Buy the highest per-
formance powered sailplane being pro-
duced in the world. 800 fpm climb rate.
PIK*Pacific, 4935 W. 121st Street, Haw-
thorne, Calif. 90250. (213) 644-1552.

OGAR MOTORGLIDER with 70 hp Turbo
Revmaster. Excellent high-altitude per-
formance, 28:1 L/D, 118 mph cruise with
3 gph. Nav-Comm, oxygen, aux. tank,
many other extras. Hangared, like new.
Respectable discount. Phil Paul, 8782
Hewitt Place, Garden Grove, California
92644.

ULTRALIGHT EQUIPMENT
AND PUBLICATIONS

MITCHELL WING ULTRALIGHT and
power undercarriage kits. Untouched.
$500 less cost. (714) 955-0254.

AFFORDABLE SOARING. Experience
what flying is all about—fun! We sell
three different types of rigid wing
gliders, with or without landing gear or
engines. Color brochure $4 ($5 for-
eign). Power Systems, Inc., 39-B Cool-
idge Ave. Ormond Beach, Florida 32074.
(904) 672-6363.

f_ b/
It’s all here...
in our catalog

Glasflugel
Hornet C Standard Class
with carbon or
fiberglass wings
Mosquito B 15-Meter Class

fiberglass wings
Schempp-Hirth

Ventus A 15-Meter Class
Ventus B with carbon wings
Nimbus 2C Open Class
with carbon or
fiberglass wings
Janus B Two-place with
fiberglass wings
Janus C Two-place
with carbon wings
Janus CM Two-place powered
sailplane” with
carbon wings
Scheibe
SF-H34 Two-place all
fiberglass

Tandem-Falke Two-place powered

sailplane

Super-Falke Two-place powered
sailplane with side-

by-side seating

In addition to the most complete
range of sailplanes and motorgliders,
we have a large selection of soaring
equipment from all over the world. Air
data computers, barographs, books,
cameras, instruments, oxygen sys-
tems, parachutes, radios, and all
kinds of soaring accessories are in
stock, ready for immediate delivery.

Ask for our free price list, or send
$2.00 for our 24-page illustrated
catalog “FOR THE SOARING
PILOT,” refunded with your first
order.

GRAHAM THOMSON LTD

3200 AIRPORT AVENUE
SANTA MONICA,CALIFORNIA 50405
(213) 390-86854

LT -.-».H-s.u:vall-
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LONE STAR HANG GLIDERS. Pioneers
in motorized hang gliding. Sales, repair,
instruction. 2200C, South Smithbarry,
Arlington, Texas. (817) 469-9159.

SUPER CESSNA 150-150 hp Lycoming
0320-E2D, 800 hrs. SMOH, towhook,
climb prop. Great mechanical condition.
$9500. Call Daryl, (703) 938-1777.

SAILPLANE TRAILERS: Used 1-26
trailer, $100. Near-new tilt bed 2-33
trailer, $1000. New 2-33 tilt-bed trailer,
$1200. Rob Terry, (714) 727-1424.

HANG GLIDING MAGAZINE, monthly
magazine of the United States Hang
Gliding Assn., Inc. Covers all aspects of
ultralight flight including recent develop-
ments in power. Info kit—$1.00. Full
membership $20. Subscription only: $15
—1 year, $26—2 years, $36—3 years.
USHGA, P.O. Box 66306s, Los Angeles,
Calif. 90066.

TUGS AND PLANES

235 HP PAWNEES for sale. Also have
hitch kits for Pawnees & 1000’ spools of
towline. Benz Aviation, lonia County Air-
port, lonia, Michigan 48846. (616) 527-
9070.

1977 BELLANCA SCOUT. 180-hp, 350
TTAE. Climb prop, tow package, 70-gal.
tanks, corrosion proofed, tundra tires,
skylight. Hangared. Fresh annual. One
owner. Must sell! (201) 996-6772.

UNIVAIR CAN SUPPLY PA-18 Super
Cub, PA-25 Pawnee, Citabria, and Scout
parts from the world’s largest tail
dragger inventory. All are new factory
original or new FAA-PMA approved of
our manufacture. Send for free list—
specify aircraft. Univair, Rt. 3, Box 59,
Aurora, Colorado 80011. (303) 364-
7661.

PIPER PA-12, Lycoming 0.320 engine,
greenhouse. Good instrumentation.
(315) 853-5842.

CITABRIA 150 AND PILOT for rent.
Southern California. Court Aero Service,
Box 442 Harbor City, Calif. 90710. (213)
377-2041.

SAILPLANE TRAILERS

GERMAN FACTORY OPEN TRAILER,
good for Ka-6, 1-26, etc. Best offer. Long
Island, New York. (516) 589-3549.

NEED A TRAILER? Let EIf help. We
custom-build a trailer for most any one
or two-place ship. Call or write us today.
Elf Soaring Enterprises, R.R. 3 Airport
Road, Montpelier, Ohio 43543 (419)
485-3716.

TRAILER: SCHREDER DESIGNED 15-
meter aluminum/fiberglass trailer. Never
used. $2700. (313) 761-5481.

LIGHTWEIGHT

COMFORT
AND

RELIABILITY

FAA Loft No. 202-69
Q’lemher SSA/TSA for 25 years

Al SECURITY SAFETY CHUTES

IN STOCK

Model 150- Low speed category
(under 150 m.p.h.) 16 Ibs.
Model 250- Standard category
total weight 17 lbs.
Colors- Red, Blue, Black or Gold
Complete with matching carrying case
Available with inflatable air bladders

For FAST Service
Call our TOLL FREE Number
1-800-527-7530

Ask about our special deal to fellow “glider guiders”

PARACHUTE sswwcsﬁ

2615 Love Field Drive
Dallas, Texas 75235 e 214/351-5343

Write or visit
Gehrlein Products
9001 Hamot Road,
Waterford, Pa, 16441
Phone: Erie (814) 866-1131,
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_ Convertible flatbed trailer
available ip-complete or kit form

Available with 24-ft., 26-ft., or 28-ft. bed leéngth
AII models knock down for easy shipping

Send for mforrnatlon on all'our open and
enclosed sailplane trailers

\

CLOSED TRAILER for 15-meter, reason-
able. (607) 868-4803.

INSTRUMENTS

RADAIR 10S TRANSCEIVER, Kollsman
Airspeed, ABA oxygen system. See April
1980 Soaring. (512) 255-2910.

PERAVIA BAROGRAPH, B139, SN 545,
6km, 20-hour clock, 10 rolls paper. $750.
M.D.F., 663 Broad Blvd., Dayton, Ohio
45419.

ELECTRIC TURN COORDINATOR. New
standard 3%"”, 9.5-17 volts D.C. White
plane on black background, slip/skid
ball, 2-minute turn. $150. 90-day money
back. Limited quantity. Send cashier’s
check or money order to Tom Lowder-
milk, 2968 Sandra Dr., Snellville, Geor-
gia 30278. (404) 972-1724.

CAMBRIDGE single range (3%” knots)
and Cambridge audio, both 2 years old.
Also, Schuemann netto, model C. Sell
everything, $350 or trade for a used
Security 150. (513) 897-7566 after 6:00
p.m. EST.

CAMBRIDGE VARIO, triple range, dual
damping (knots). Cambridge repeater
meter. Cambridge speed director. Schue-
mann compensator, Model B, for Janus.
Please call Wes Morris at (602) 947-
0362 or write 7422 E. McKinley St.,
Scottsdale, Arizona 85257.

MONITOR YOUR BATTERY’S condition,
8-16v expanded scale voltmeters. Gov-
ernment surplus hermetically sealed,
anti-magnetic, ruggedized, designed for
aircraft use. Includes hardware/instruc-
tions for panel mounting. $14.95 plus
$1.50 for shipping. Ridout Services Co.,
521 Bardfield, Garland, Texas 75041.
(214) 271-3935.

RADIO

RADAIR 10S, 10-channel radio. $430.
(313) 357-4564.

BAYSIDE MODEL 1060-A, 360-channel,
portable transceiver with % wave high
gain antenna. Will accept best offer
posted before June 1, 1980. P.D.
Schaeffer, 2128 E. 31st St., Tulsa, Okla-
homa 74105.

PARACHUTES

MIDWEST PARACHUTE is the world’s
largest volume dealer for Security Safety-
Chutes. Model 150 and unlimited Model
250. All colors and models in stock. FAA
Certified Parachute Loft #2471. 43 years
of service. Order from Midwest Para-
chute, P.O. Box 341, Novi, Michigan
48050. (313) 349-2105.

PARACHUTE. Surplus 26-ft. back, NB-6
Pioneer w/carry bag. First $125. Julian
Martin, (602) 748-1117 days, (602)
748-1150 eves.

SOARING




PARACHUTES (three) B-4 Navy jet bail-
out 28-ft. Mark canopy, never jumped.
Fresh inspection/repack. $150 each.
Sacramento Soaring Club, Lynn Orgill,
(916) 445-4797 days; (916) 961-8854
evenings.

TENNESSEE SOARING; year-round, open
daily; rides, rentals; instruction, examiner
on field; located at western border of
the Cherokee National Forest. Chilhowee
Gliderport, Highway 411, Benton, Ten-
nessee 37307. (615) 338-2000.

SECURITY 150, 26-foot low porosity
steerable chute. Packed in surplus navy
thin back pack with quick release har-
ness. Never used. $175. Larry Randall,
4423 N. 18th St., Arlington, Virginia
22207. (703) 243-2116.

CALL TOLL FREE to check our low
prices and large inventory of new chutes
by Security, Strong, and Para-Innovators.
Also, full line of excellent quality surplus
chutes. For fast service call 1-800-527-
7530 (outside Texas) or write McElfish
Parachute Service, 2615 Love Field
Drive, Dallas, Texas 75235 (214) 351-
5343. Member SSA & TSA for 25 years.

SAILPLANE REPAIRS

SAILPLANE REPAIR and refinishing.
Also assistance in building. ELF Soaring
Enterprises, R.R. 3, Montpelier, Ohio
43543. (419) 485-3716.

SMITTY’S SOARING SERVICE, special-
izing in caring for your soaring equip-
ment. Fiberglass, wood, or metal. FAA
certified repair station 101-07. Tom W.
Smith, Deansboro Rd., Rt. 12B, Clinton,
New York 13323 (315) 853-5842.

HURT YOUR BIRD? Bring it to Rick’s
Glass Teck for first aid or major surgery.
For more info check our display ad (see
index of advertisers).

GEHRLEIN PRODUCTS. Quality fiber-
glass and metal repairs. FAA certified
repair station 114-14. 9001 Hamot Road,
Waterford, Pa. 16441. (814) 866-1131.

SCHOOLS, CLUBS,
SOARING SITES

NEW YORK CITY metropolitan area
soaring. Club memberships available in
Sail Flights, Inc. Excellent soaring 75
miles from New York City at Wurtsboro,
N.Y. Airport. Licensed pilots only. Lark
1.S. 28-B2 two-place, Pilatus B-4 single-
place. Contact Dale D. Embich, 4422
Third Ave., Bronx, N.Y. 10457. (212)
960-9526 eves.

WANT TO LEARN TO FLY a glider?
Let EIf help. EIf Soaring offers a glider
course for all ratings. Examiner on staff.
Tows and rentals available 7 days a
week. EIf Soaring Enterprises, R.R. 3
Airport Road, Montpelier, Ohio 43543
(419) 485-3716.

WANTED

| AM A FULLY RATED gliding instructor,
also tug pilot. | am currently instructing
at England’s largest gliding centre at
Lasham. | am married with two young
children and we would, if possible,
like to reside in Florida or California
area, or would consider any other site.

A.J. Porter, 14 Crawford Drive, Fare-
ham, Hampshire, England. Fareham
281135.

WANTED: Glider instructors and/or tow
pilots for June through August employ-
ment. Prefer instructors with experience
in all Schweizer aircraft. Contact Black
Forest Gliderport, 9990 Gliderport Rd.,
Colorado Springs, Colorado 80908.
(303) 495-2436.

RAF & BGA Gliding Instructor seeking
permanent and responsible post with
commercial concern in U.S.A. For fur-
ther details, please contact D.T. Wright,
10 Chesney House, Lewisham, London,
SE13 5EJ, England.

1969 MERCEDES 300 SEL 6.9. Trade
or negotiate for Blanik, 2-32, or 1-35.
(503) 981-6770.

NEED SCHLEICHER Ka-8B left wing.
Call (615) 266-1767.
WANTED: Need Schleicher Ka-7 left

wing. The Vultures, (313) 751-2894 or
(313) 626-5188 evenings.

MISCELLANEOUS

LEASE on a seasonal basis. Schweizer
1-35 fully equipped. Competition ready,
trailer. (203) 775-9260.

SIERRA SOARING. Where the Mojave
Desert meets the Sierra-Nevada Moun-
tains at Inyokern. Tows, instruction,
rentals, and plenty of good tiedowns
now available for sailplanes and trailers.
Operating weekends. Sierra Soaring,
P.O. Box 601, Inyokern, California 93527.
Call (714) 375-4281 eves.

COMING TO PHOENIX? Visit Turf Soar-
ing School (established in 1967). Care-
free Hwy. and Lake Pleasant Road. Open
every day 9:00 a.m.-6:00 p.m. (602) 582-
3621.

AIRBORNE ARTS, Pittstown, N.J., off
convenient Route 78. Sailplane instruc-
tion, rentals, tiedown, major and minor
repairs, annual inspections, three L-19

towplanes available daily. (201) 996-
6772.
May 1980

FOR RENT: Pilatus B-4, fully wave
and cross-country equipped. Based in
Truckee, California. $50/day for week-
days, $75/ day on weekends, $250/week.
Also three bedroom house 1 mile from
airport and 5 miles from ski resorts,
$150/weekend or $300/week. Package
deal available for great fly/ski vacation
for you and your family. Write lan
McFall at 577 Centralia Ct., Sunnyvale,
Calif. 94087 for full details.

SPAR AND D NOSE ASSEMBLY for LK-
10 right wing. Including root fittings.
Original WWII spare. Make offer. Dean
Reynolds, 12448 83rd Ave. S., Seattle,
Wash. 98178.

1-34 CANOPY. Low profile. Slightly
damaged and easily repairable. $175
plus shipping. (303) 449-0706 days.

AMAZING NEW JET

100% Throttleable

INFO PACKAGE PLUS TECHNICAL

HANDBOOK WITH DIAGRAMS, PHOTOS

& USES ILLUSTRATED

> 4, B x 10 PHOTOS AND BROCHURES
PHOME (213] 321-8499

ECIVE G ENGINEERING CO.

18518-E 50. BROADWAY, GARDENA, CAL. 30248

FILM RENTALS

all 16mm color & sound
“SOARING COUNTRY"”

A 30 minute informative guide
to soaring. Highlights include
Aerobatics enhanced with a strong
musical track. (Rental $20.00)
“THE CHANGING SKY”

15 minutes of soaring over the
Colorado Rockies including color-
ful cloud time lapse.

(Rental $15.00)
“ZERO, ZERO, ROMEO"*
A 20 minute film by Olaf Soot
tells the story of the prototype
2-32. (Rental $15.00)
Sorry, no shipments outside U.S.

WAVE FLIGHTS, INC.

9990 Gliderport Road (303) 495-4144
Colorado Springs, Colorado 80908

POWER: A GLIDER, SMALL PLANE,
¢ REVOLUTIONARY! All who see it
marvel at its POWER, SIMPLICITY,
PUSH-BUTTON STARTING!

ASK THE PILOT
WHO OWNS ONE

When you communicate you’ll
be thankful for the dependability
of your MENTOR, proven in
hundreds of sailplanes and
crew cars around the world and
backed by a reputation for ex-
cellence - big in value and
performance - small in size and
current drain. Mobile and base
stations available.

Optional
TR-12 1to 10
$484 Channels

See your dealer or contact:

i g
[M ENTO R]
™ ~
RADIO COMPANY

1561 LOST NATION ROAD
WILLOUGHBY 0OHIO44094
Phone (216)-3942-2025
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NAGEL AIRCRAFT carries large stock
of parts & supplies, new & used. Poly-
fibre coverings, dacron, grade A linen.
Also large stock of pilot supplies and
books. Closed Sundays. Torrance Air-
port, Torrance, Calif.

AIRCRAFT SOLAR BATTERY CHARGER.
For brochure send 2 stamps, aircraft
type and model to Sun Air Systems,
P.O. Box 367, Toughkenamon, Pennsyl-
vania 19374 or call (215) 268-2637.

COMMERCIAL GRADE anemometer wind
station. Manufactured for A.E.C. Original
cost was $2000. Displays wind speed/
direction to 90 mph in three ranges.
Includes all cables and manual. $350
plus shipping. Ridout Services Co., 521
Bardfield, Garland, Texas 75041. (214)
271-3935.

PLANS & PUBLICATIONS

COMPETITION CROSS-COUNTRY Tef-
lon tape stays put. Order early. 1” x 36
yards, $33.00. 1%2” x 36 yards, $49.50.
Free postage, handling. Wally Scott,
1304 Parker, Odessa, Texas 79761.

SEAL THOSE GAPS! #70 white vinyl
tape, ¥%” x 66’ roll—3 rolls $9.75, 6
rolls $17.50 including shipping, tax &
handling. California residents please
add sales tax. Blue Sky Sales, 3070-P
Kerner Blvd., San Rafael, Calif. 94901.

EMBLEMS CUSTOM EMBROIDERED;
for club or business; minimum ten. Write
TLM 30, 1929 East 52nd St., Indianapolis,
Ind. 46205.

COLLEGE SCHOLARSHIP, pin, patch —
soaring pilots age 14 through 18 earning
the Century I, Il, or Il Award may apply
for the Kolstad Youth Scholarship. Selec-
tion Committee begins work July 15th,
yearly. After soaring cross-country 100,
200, or 300 kilometers, apply for your
pin, patch! ($2 donation partially covers
costs.) Paul Kolstad Memorial, 429 E.
San Rafael, Colorado Springs, Colorado
80903.

COCKPIT CHECK BEFORE TAKE-OFF
ALTIMETER SET - ADJUST SEATING
BELTS & HARNESS ON & SECURED
C ANOPY-CLOSED & LATCHED
C ONTROLS CHECKED - TRIM SET
C ABLE & TOW RELEASE CHECKED
DIVE BRAKES CLOSED & LOCKED

FREE! Order an SSA sailplane check
list/flight data card today and receive
a cockpit check list free. The check
list/flight data card is screen printed
on plastic and includes eight different
check lists while the flight data side
contains room to write information on
weather forecasts and task information.
The card also includes conversion and
measuring scales. The free cockpit
check list is screen printed on alumi-
num. Quantities are limited on the free
item. Price is 90c plus 10c for postage
if ordered by itself. Order from SSA,
P.O. Box 66071 CA, Los Angeles, Calif.
90066.

BUILD YOUR HOME at the Black Forest
Gliderport in Colorado. For sale, only
available 5-acre lot in exclusive Wild
Ridge subdivision #1. Located on north-
east corner of airfield with runway ac-
cess. Excellent view of gliderport and
Pikes Peak. Brochure available. Call Jim
Nance, owner/agent. (303) 750-8677.

WOODSTOCK is for all seasons. “Nice
flying ship”—Joe Stasneck, age 68 and
for 53 years a glider pilot. “Very enjoy-
able flight including a climb from 500
feet, stalls, full turn spin, slips, etc.
Thanks a lot”—Derek Piggott, British
author and test pilot, “My first flight in
Woodstock. Flew with a 1-26 and out-
climbed him. Loved it"—Glenn Barrett,
age 14. Plans, kits, info pack, $5.00.
Woodstock, Box 5127, San Pedro, Calif.
90733.

HALF PRICE BOOK CLOSEOUT: Win-
ning on the Wind (Moffat), Advanced
Soaring, Soaramerica, Soarsierra, All
$3 paperback, postpaid. The Soaring
Press, Box 960, Los Altos, Calif. 94022.
Quantity discounts, but quantities lim-
ited.

SOARING back issues. Buy, sell, swap,
locate. Lynn B. Comfort, 7131 Owens-
mouth, #76A, Canoga Park, Calif. 91303.
(805) 522-4119.

BOOKS ON SOARING and powered
flight, The Zweng training manuals.
Pilots’ logbooks. Free catalog. Pan
American Navigation Service, P.O. Box
9046, Van Nuys, Calif. 91409.

SAILPLANE & GLIDING — the only au-
thoritative British magazine devoted
solely to the sport of gliding and soaring.
48 pages of fascinating material and
pictures. Published every other month.
Send £6.25 (or U.S. $13.75) for a year’s
subscription to British Gliding Associa-
tion, Kimberley House, Vaughan Way,
Leicester, England.

AUSTRALIAN GLIDING, monthly publi-
cation of the Gliding Federation of
Australia. $13.50/yr. Box 1650, G.P.O.
Adelaide 5001, South Australia.

THE GLIDING KIWI. The official journal
of the New Zealand Gliding Assoc.
Edited by John Roake. Mail your per-
sonal check for $10.00 (annual sub-
scription) to: Private Bag, Tauranga,
New Zealand.

TECHNICAL SOARING, a quarterly jour-
nal of technical papers on soaring,
published by SSA’s Technical Board.
$6.00/yr., U.S. and Canada. $7.00/yr.
elsewhere. Six back issues are available
at $2.00 each. Order from SSA, Box
66071CA, Los Angeles, Calif. 90066.

SOARING




Now ... the world’s best two-place sailplane
is even better. And you get a choice!

Graham Thomson Ltd. is proud to introduce the 20-meter
JANUS C with carbon fiber wings, and the
JANUS CM powered sailplane.

ey

The compeete tine of JANUS sailplanes includes:

JANUS B, 18.2 meter span. filberglass wings.
Price: DMB2.000 ($32.200;" Delivery: Fail 1980,

JANUS €. 20.0 meter span, carbon fiber wings.
Price: DM76.000 {$39 5001 Delivery: Fall 1380

JANUS CM. 20 0 meter span. carbon fiber wings.
Frice: BDM106.000 ($55.100)" Delivery: Summer 1882,

"Ali prices are ex-factary. Dollars are approximate.
based on the present rate of exchange. Your check
for 33000 will hold the next delivery position.

Piease make check payable to Graham Thomsen Ltd

For more information contact Schempp-Hirth's
oldest established distihutor in North Amengca:

GRAHAM THOMSON LTD

3200 AIRPOAT AVEMNUE
SANTA MONICA, CALIFORNIA SO405
(213) 390-8654

HUSINESS@M[MBE H
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