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Gliding is one of the most exciting and often quite baffling sports ever devised. 
Unlike most sports men and women are on absolutely equal terms, middle-aged and 
even elderly pilots frequently do better than youngsters, there are no special uniforms 
and no snobbery. The important qualifications in a beginner are keenness, readiness 
to help others and willingness to learn. Given good health and ordinary co­ 
ordination anyone can learn to fly a glider. Physical strength is no asset (except 
perhaps when the aircraft have to be pushed or lifted about on the ground), for 
modern gliders are controlled with quite gentle pressures of hand and foot

COSTS AND COURSES: You don't have to 
be wealthy. The membership list of the London 
Gliding Club which is the largest in the country, 
includes people of every conceivable occupa­ 
tion. Joining the club is quite straightforward 
the entry fee is 7 guineas, the annual subscrip­ 
tion is 10 guineas. (Associate and country 
members pay less.) How much you spend after 
joining depends entirely on how much flying 
you do. Alternatively and better in many 
respects, you could join a fortnight's residential 
course during the summer and get through the 
initial training stage quickly. 
EARLY FLIGHTS: To begin with progress 
seems slow as it does with anything new. You 
watch enviously as more experienced pilots 
climb into their graceful craft and sail away 
while you grind round in the two-seater making 
skidding turns and sloppy landings. Even more 
often you work on the ground, driving tractors, 
waving signal bats, running with wingtips. The 
club employs several full-time professional 
instructors and ground engineers, but all the 
less skilled jobs are done by ordinary members. 
Even on the ground there is much to learn; how 
to park a glider safely, how to inspect it before 
flying, how to drive a winch, keep the flying log, 
even how to repair damaged equipment and 
build new winches and other apparatus. 
Eventually, after something like forty or fifty 
short flights with the instructors and probably a 
few longer soaring trips, you find yourself 
surprised and a bit apprehensive sitting all alone 
in a narrow cockpit ready to be towed up on 
your first solo. All goes perfectly and after 
your first solo you will probably do two or three 
more straight off, to qualify for your B Certificate.

STAYING UP LONGER: Now the fun really 
starts—and the difficulties are of a different 
kind. You know how to control the glider, take 
off, climb on the launch, turn this way or that 
and land safely. But other people stay up all day 
long while you just fly round the circuit and 
trundle back onto the ground again within five 
minutes. You listen to their talk in the club 
restaurant and in the bar after flying, quiz the 
instructors, read books and magazines, fly with 
experts in a high-performance two seater. Then 
you learn to hill soar and obtain your C 
Certificate which is a big step forward. 
The ridge of the Chiltern Hills which runs from 
near Dunstable to Whipsnade, with a steep 
west-facing slope forms an obstruction to the 
prevailing westerly or south-westerly winds. 
Since the moving air cannot go through the hill 
it must go upwards to get over it. This produces 
an area of upcurrent in front of and above the 
slope so when the wind is 'on the hill' gliders, 
sometimes twenty or more at a time, can beat up 
and down for hours at heights between four and 
eight hundred feet.
Then you catch and hold your first thermal. 
THERMALS: Thermals are bubbles of rising 
warm air, their presence often marked by a 
growing cloud and on entering one it can 
usually be felt surging up under the wings. A 
sensitive instrument, the variometer confirms 
your judgment. Now you must learn to recognise 
and 'centre' thermals, for merely blundering 
into one is not enough. Other gliders will 
probably be circling nearby so you must keep a 
good lookout to avoid collision and also decide 
where the next thermal is likely to be. There's a 
cloud over there, but it looks a bit ragged.
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Flying low over the car park, a pilot 'beats-up' the ridge at Dunstable.

Probably the upcurrent that made it is already 
fading. Further on, there's a growing puff of 
white cloud over a village, but you aren't high 
enough to reach it. Suddenly you have lost the 
thermal—thinking so hard about the next one 
your flying became inaccurate, the circles 
uneven, and you drifted out of the rising air. 
The glider feels soggy, the variometer confirms 
you are sinking. Turn to the left then to the right 
to try and find the 'lift' again but it seems to have 
gone. You glide away. This is a mistake, for 
looking back you see another glider still climbing 
in the place so recently left. 
CROSS-COUNTRY FLYING: By the time 
you arrive below the other machine and find the 
thermal again, the other pilot has risen two- 
thousand feet. He speeds off like an arrow 
towards that puff of cloud now much larger, 
you had picked out ten minutes before. 
Struggling to gain height you watch him out of 
the corner of your eye as he spirals upwards 
under it, then glides off again into the distance 
and out of sight. That's how it's done! 
In the thermals you must circle accurately, 
flying slowly but always in the best lift. Then 
you straighten out at the top of the climb, speed 
up by inclining the nose down a little and glide 
swiftly across the wide gap to the next thermal. 
Climbing again you must pick out the next 
growing cloud. If you choose wrongly reach it 
too late or fly clumsily you will soon be on the 
ground again.
NAVIGATION: Suddenly you are lost. You've 
never seen that peculiar looking river before. 
Where's the clubhouse ? There is a town on one 
side, a stately home below, a cement works, a 
huge disused aerodrome, but where are you?

With relief you pick out the famous Whipsnade 
white lion on the hill and the club field. 
ADVANCED FLYING AND COM PETITIONS 
You will one day be able to keep up with that 
other pilot, the one who passed you—he 
covered nearly two hundred miles and ended 
the day having tea and toast in a west-country 
farmhouse after landing in a pasture field. Go 
with a trailer to retrieve him. On the long journey 
back dreaming; you'll manage it next year, 
perhaps get your Silver C, even a Gold, and 
possibly add a Diamond or two as well! You 
might hire a radio and chat to other pilots in the 
air, exchanging information about conditions 
with gliders over Hampshire, Shropshire or the 
Midlands. Or fit oxygen apparatus and climb 
high in the clouds, wings sprouting ice, or take 
a trip to Scotland and ride the mountain waves 
to twenty thousand feet. You could enter 
competitions ... or maybe just be content to 
spend your Sunday afternoons floating quietly 
around in the sunshine. That's gliding.

First steps in hill soaring again at Dunstable.
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STARTING OUT ...
The best way to start is to join a two-week residential course at

Dunstable. A brochure and application form can be obtained
from the club manager. After two weeks of reasonable

weather an average beginner would be at or very
close to solo standard that is, he would be able to fly club

single-seat gliders. He would, however, still be
under supervision and would have several more instructional

flights in the two-seater to come. Failing a fortnight
to spare for a course, shorter periods can sometimes be arranged.

At weekends and at certain times midweek, the club also trains
pilots who cannot get time off for the more intensive

course. Since the waiting list for instruction
is nearly always long, learning to fly in this way

can become rather frustrating. Nevertheless many pilots who
have been keen enough to come regularly every weekend,

get up early to start preparation for the day's
flying and who have persevered even in the coldf short

days of the winter, usually advance successfully
from the most elementary stages to competition

flying in about three years. To get to solo standard this way
will probably require several months of regular weekend

attendance, and this would be followed by at least one summer
season of solo flying before any cross country

flights would be achieved. To gain Silver C (required
before entering competitions) in the first season, a weekend

pilot would have to be either extraordinarily lucky or unusually able. Most
people could reasonably expect to make the attempt in their second flying season.

DOES IT HELP
FLYING?

The days when people took up gliding as a unless he is anxious to perform aerobatics, or to
cheap substitute for power flying have long enter aeroplane races, he is likely to find aerial
gone. It is still cheaper than flying aeroplanes bus driving rather unexciting after a while. The
but it is a highly developed sport in its own modern light aeroplane has become something
right and glider pilots are not interested in power like the modern car — a useful, reliable and fast
flying except as a means of launching gliders, means of transport, most valuable when hurry-
Quite often in fact professional aeroplane pilots ing about one's business but not in the long run
take up gliding in the same way as a sea captain very much fun.
might be interested in yachting. Commercial flying and gliding sometimes
All the same a pilot who has advanced beyond find their interests actually conflicting. Large
the elementary stages in gliding can if he so zones in the air are allocated exclusively to
wishes, learn to fly with an engine and he will airliners or military aircraft, and in the other
probably go solo much quicker than someone areas glider flights are restricted in the interests
with no flying experience. He will find the power of safety. Every year, it seems, more air space
flying world considerably more governed by is lost to sport and pleasure flying of every
formality, regulation and certification, and kind. A most regrettable development.
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THE GLIDER AND ITS COMPONENTS

ABOUT GLIDERS
OWNERSHIP: The London Gliding Club 
owns five two seater and eight single seat 
gliders for hire to club members at between 15s 
and 30s per hour in the air. Also on the site, 
stored ready for use in the long two-wheeled 
road trailers, are about thirty privately-owned 
gliders. Each of these is operated and owned by 
a group of three or four friends who have pooled 
their resources to purchase the aircraft.

COST : A new high performance glider can cost 
from £1,400 to over £3,000. The more highly 
priced machines are very rare, the gliders at 
Dunstable nearly all come in the lower price 
brackets. Excellent second-hand gliders still 
capable of winning competitions can be pur­ 
chased for less than £1,000, while some of the 
older types flown nowadays mainly by 'vintage' 
enthusiasts, can be picked up for less than £300.

SIZE: The most important dimension of a 
glider is its wingspan, from tip to tip. In general, 
the longer narrower and thinner the wing the 
better the glider and the higher its price. High 
performance machines usually span between 
55 and 65 ft (17 to 20 metres). The Standard 
class is fixed at 15 metres (49J ft).

WEIGHT: With pilot, parachute and instru­ 
ments a typical high performance glider weighs 
about 800 Ibs or 550 Ibs empty. Although light 
compared with aeroplanes of similar wing area, 
it is no advantage these days to have a very 
lightly built glider. For cross-country flying in 
good weather heavy gliders have a distinct 
advantage, some actually carry water ballast

tanks to give them greater 'penetration' when 
the thermals are strong. The ballast is dropped 
in the evening when upcurrents weaken.

CONSTRUCTION: Older gliders were in­ 
variably made of wood, usually a spruce frame­ 
work covered with thin birch or gaboon 
plywood and cotton fabric, doped and painted. 
Now many components are made of glass fibre, 
light alloys and steel tubing. Some modern 
types like the H P14 and Blanik are all metal and 
in Germany several companies are building 
gliders entirely in glass fibre. A vital feature of 
modern gliders is the smoothness of the wing. 
Ripples in the covering, even specks of dirt or 
blobs of paint on the leading edge of the wing 
can reduce the performance of a glider by a third 
Pilots notice an immediate difference in their 
'gliding angle' if they fly through rain, the drop­ 
lets of water on the wing being more than 
enough to spoil the airflow.

PERFORMANCE: Most modern gliders have 
a best sinking rate of about two feet a second 
(120 ft per minute). This means that when 
carefully flown they can gain height in up­ 
currents of greater speed than that, and such 
upcurrents are not rare—climbs of three or four 
hundred feet a minute are common; six 
hundred feet a minute is considered very good. 
After climbing in one upcurrent, the pilot needs 
to sweep a large area so that he has a good 
chance of finding the next one. He therefore 
judges the performance of the glider in terms 
of its gliding angle or 'glide ratio'. The best (and 
most costly) machines can achieve ratios of



more than 40:1 ; that in still air they can glide 
forty miles from a height of 5,280 ft. A more 
typical machine like the Dart 17 has a ratio about 
36:1, while a trainer like a T21 or Prefect 
achieves only 15:1.
To make headway across country it is also 
important to have a glider that can achieve a 
good, flat gliding angle at a high forward speed. 
It is not at all uncommon for pilots to cruise 
between upcurrents at eighty or ninety mph 
and we shall soon see speeds over 100 mph. 
TRAILERS: A glider's trailer is an important 
piece of equipment, used both for storing the 
machine between flights and for retrieving it 
after an 'out landing' which might easily be one 
or two hundred miles from base. The trailer is 
designed for roadworthiness, balance and 
weather-proofing. Inside there are elaborate 
fittings and padded cradles for the wings, tail 
and fuselage to rest in. Plywood is usually 
employed for the body but metal and glass fibre 
have been used at rather higher cost.

THE CONTROLS
The glider pilot's controls are much the same as 
those of a power pilot. The ailerons on the wings 
are used for banking and turning, a sideways 
movement of the control stick causes one 
aileron to hinge up as the other goes down. As a 
turning aid to stop side-slipping and skidding, 
the rudder is operated by the pilot's feet on 
pedals. To build up speed and dive the control 
stick is moved forwards which depresses the 
elevators and raises the tail; to slow down and 
lift the glider's nose the stick is moved back, 
raising the elevator and thus depressing the 
tail. Since there is no engine, a 'stall' involving 
loss of height will be experienced if the glider's 
nose is raised too far. This manoeuvre is quite 
pleasant to perform and is part of the normal 
training of all pilots. The air brakes, used in 
landing or to check speeds in blind flying, are 
operated by a simple push-pull lever usually on 
the left of the cockpit. The trim tab is also oper­ 
able in flight, not all gliders have this refinement.

FROM THE PILOT'S SEAT
Imagine you are sitting in the cockpit of a 
modern single seat high performance glider, 
although sitting is not strictly accurate. You will 
almost certainly be half lying on your back and 
in some types right down, head raised slightly 
on a little pad, feet on the rudder pedals beyond 
the instrument panel. This semi-reclining 
attitude is the glider designer's device for 
cutting down head resistance. Motor cyclists 
lean forward, glider pilots lean back and are 
faired into a beautifully shaped streamlined 
perspex canopy. This position is very comfort­ 
able—and needs to be for the pilot may be 
sitting or lying there for several hours. There is 
little room to move—the perspex is only an inch 
above the head and the sides of the cockpit 
touch the shoulders unless the pilot is slim. 
Your bottom will be an inch or two off the 
ground with a mere couple of millimetres of ply, 
metal or glass fibre beneath. 
On the left is a lever—the air brakes. Pull it to 
open them, push it to lock shut. The main joy­ 
stick or control column is within easy reach, in 
some designs nowadays it comes in from the 
side of the cockpit to enable the designer to 
squeeze another square inch off the frontal area. 
To the right there will probably be another lever 
for operating the retractable wheel. It comes up 
with a satisfying clunk when the glider is off the 
ground—but don't forget to lower it again when 
landing I Also on the right is a small knob for the 
tail trimmer—this will help to set a constant 
flying speed. Move it forward to fly faster, back 
to fly slowly but it is only an auxiliary to the 
main control column. Somewhere behind the

head there will probably be a radio on the glider 
frequency and the microphone can be clipped 
to the parachute straps or to the straps that keep 
you firmly in that reclining seat. You will have a 
notepad strapped to your knee and air maps in a 
side pocket or somewhere down the side of the 
cockpit where they can be easily reached. 
Ticking away in a special compartment under 
the back is the barograph which will record the 
height on a revolving drum chart as the machine 
flies. This will be needed as evidence if you do 
anything remarkable—no 'fishing' yarns in 
gliding! Also, clipped to a little bracket on the 
side of the transparent canopy will be your little 
camera—cheap but necessary to photograph 
turning points as you pass round them at three 
or four thousand feet.
Is it loaded with new film ? Sealed by an official 
observer? Right. Check the instruments. The 
altimeter: set it to zero, but remember once you 
leave the local area to re-set it to the inter­ 
national 'sea-level' equivalent so that your 
height will be intelligible to other pilots. The air 
speed indicator reads in knots up to 140 but 
you will probably never see it beyond 120. The 
variometers: there are several of these very 
sensitive climb and descent indicators scaled in 
knots again up to eight or ten, but to see '10 up' 
is unlikely unless conditions are really extra­ 
ordinary. One variometer is mechanical. It's 
working already for as the wind eddies round 
the glider on the ground the needle quivers a 
little. The second one is electric. Switch it on. 
The needle flickers, and a sudden buzzing noise 
comes from a little speaker near the left ear. This
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instrument works an 'audio', indicating whether 
the glider is rising or falling without even having 
to look at the panel. Very useful if you are 
sharing a thermal with a dozen other gliders. 
Keep your eyes out of the 'office' and watch out 
for the others! The third variometer is a bit 
crude—a standby in case the more elaborate 
ones fail. A little green pip pops up in a tube if 
you climb, a red one pops up if you lose height. 
It is rather sluggish in response but it never goes 
wrong. Then there's the artificial horizon. Switch 
it on and hear the gyros revving up. Also run up 
the turn and slip indicator. Then switch them 
both off; you'll only need those two if you enter 
cloud. Then they will be needed badly! Yes, 
and you might need the oxygen. Is the mask 
handy? Can you reach the regulator valve? 
O.K. What else? Oh yes, the 'G meter', which 
will indicate the loads being placed on the 
wings if you decide to do a few aerobatics. Then 
there's that new instrument, the one that 
measures the rate of climb or descent over the

last several minutes. Useful for getting the best 
out of a thermal. And there's the small panel 
clock which needs rewinding. It has a stop hand 
for timing climbs and races. Mounted on a 
bracket well away from the electrical gear, is the 
compass and finally the little circular slide rule 
type calculator which will tell you how far the 
machine will glide from a given height against 
or with whatever wind is blowing. All ready 
now ? Oh no! Sandwiches and a drink bottle, 
and that other bottle, and you still haven't 
decided where to go. What shall it be, Evesham, 
Andover, land back at Dunstable? It looks a 
good day, it might be on so scribble hastily 'I 
declare 300 kilometre triangle attempt: 
Dunstable, Evesham, Andover Aerodrome, 
Dunstable'. Sign it, give it to the observer—he 
smiles and wishes you luck knowing as you do 
that you probably won't make it. They'll have 
to pick you out of some farmer's field this 
evening, but you never know today might be the 
great day!

LAUNCHING GLIDERS
The earliest method of launching gliders was the 
rubber catapult or 'bungey'. A 'V of elastic rope 
was hooked onto the nose of the glider while 
teams of ten or more men stretched the catapult 
by running down the hill in front. Behind, one or 
two more men would hold the tail skid of the 
glider letting go only when they could hold it no 
longer. The resulting launch though fairly 
sudden, was smooth and usually placed the 
pilot immediately in a 'slope wind' so he could 
gain further height by slope soaring. 
The next development was the auto-tow, a long 
cable being attached to a car, the other end to 
the pilot-operated release hook on the glider. 
This method is still much used at clubs on air­ 
fields where there are long runways. The car 
drives away into wind at about thirty or forty 
mph with the glider rising behind like a kite on a 
string. The height reached depends mainly on 
the length of the cable and the runway—1,500 
ft is not exceptional.
The winch launch as used at Dunstable, is 
similar in principle to the auto-tow but the cable 
is wound in on the winch drum. The method is 
suitable for smaller fields without runways 
where the ground is rough or uneven. Heights 
obtained vary from 400 to 1,000 ft depending 
on conditions and the characteristics of the 
glider. Some machines (eg, Prefects and Ka 
6's) can climb very steeply, others at a slighter 
angle.
In both auto—and winch launching the cable 
incorporates a 'weak link' at the glider end. This 
will break if the pilot tries to climb too steeply or 
if a very severe gust strikes the wings. The weak

link will part long before any too-great stress is 
placed on the glider's structure. Costs vary, but 
a winch launch at Dunstable is 6s 6d. 
The aero-tow is the best method of launching 
but also the most expensive costing about 25s a 
time for a tow to the usual release height of 
2,000 ft. The tug pilot is almost always himself 
a glider pilot—very probably he took up power 
flying chiefly in order to help his fellow club 
members. He thus knows where thermals are 
likely to be found and tows the glider to them. 
The glider pilot will often release before reaching 
2,000ft if he feels a thermal and will then begin 
circling at once as the tug dives away. This 
saves both money and time. Speeds on tow are 
usually about the 50 or 60 mph mark. The rope 
used is nylon or hemp about 100 ft long. 
Over the years many gliders have been fitted 
with little engines on the 'outboard motor' 
principle. The idea is to take off with the engine 
like an aeroplane, find a thermal and then switch 
off the engine and revert to gliding flight. At the 
end of the day the engine is re-started and the 
aircraft flown home if it has landed away. 
Unfortunately this attractive notion has so far 
failed to catch on. The addition of an engine 
involves a great deal of clever engineering if the 
glider's performance is not to be ruined. A 
protruding propeller, cylinder heads or radiator 
system cause a great deal of drag, the wings 
have to be made bigger and stronger to carry the 
extra weight, and space has to be found for fuel. 
In spite of these snags 'motor glider' com­ 
petitions are held regularly in Germany and we 
may see them here some day.



THE SAFETY ASPECT
One question everyone asks about gliding is 
always whether it is very dangerous. Gliding 
people are not desperate daredevils but all the 
same, gliding is flying and it has some inherent 
safety problems. In landing, for instance, if a 
pilot makes a serious misjudgment of height 
distance or speed he might fly into the hedge at 
one end or other of his landing field. If he did 
this in a power plane he might be burned in the 
resulting fire. In a glider there will be no fire, the 
aircraft will not hit the hedge at more than thirty 
or forty mph and the chances of his escaping 
scot free are therefore high. Not so the glider 
itself—this will certainly be badly broken. A 
glider pilot only gets one opportunity to plan 
his landing—he cannot open up the engine and 
'go round again' as a power pilot can. 
On take off, gliding's problems are slightly 
different again, for since some kind of towed

start is always used, signalling and team work 
are necessary. The pilot himself does a check of 
all the glider's controls and instruments before 
starting the signalling process. The signaller 
keeps a sharp lookout and the winch driver or 
tug pilot is also on the alert for anything going 
wrong. If anything does, like the glider running 
forward over the towing cable or rope, there is a 
standard procedure for stopping the take-off 
instantly. The pilot can always release himself 
if he is not satisfied that all is well. On a winch 
launch, the cable, or more likely the special 
'weak link' included in its make up, may break 
when the glider is climbing steeply (see notes 
on winch launching). This is only dangerous if 
the pilot has not been taught how to cope— 
which he does by returning the glider to normal 
level flight and landing. 
In the air, since gliders are carefully inspected
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No licence is needed to start gliding. You 
qualify as you go along. After the first solo 
flight the pilot gains his A Certificate and is 
entitled to wear a badge with a single white bird 
on a blue disc. The B Certificate involves 
three solo flights with turns in both directions 
and the badge has two birds. The C Certificate 
requires a soaring flight of more than five 
minutes, preferably twenty or thirty to make sure 
of it. There is also a written examination in air 
law and airmanship. The C badge carries three 
birds and its possession marks the pilot as a 
soaring pilot, distinct from one who can only 
glide down after the launch. Next comes the 
Bronze C which is more elaborate, being a 
compulsory test before the pilot is permitted to 
go on cross-country flights. He must make two 
flights of more than thirty minutes each, carry 
out an accurately judged 'spot' landing, and 
satisfy an instructor on general airmanship and 
flying during two flights in a two-seater. There 
is a further written test ia meteorology, 
elementary aerodynamics and airmanship. The 
badge is like the C badge but carries a small 
bronze filigree along the top edge. 
The next step forward is represented by the 
International Silver C. To gain this the pilot 
must perform three tasks, any two of which may 
be in one flight or all three separately: a duration 
flight of five hours, a height gain of 1,000 
metres (3,281 ft) and a cross country flight of 
50 kilometres (32 miles). 
The Silver C badge carries three birds on the 
blue disc, with a full silver wreath round the 
outer edge. Between eighty and a hundred



before flying each day and since their design 
and construction are submitted to rigorous 
supervision, breakages are very rare indeed. 
Only if a pilot is stupid enough to deliberately 
exceed the speed and stress limits of his 
machine can he get into difficulties and even 
then he has his parachute as second defence. 
Two hazards which have appeared in recent 
years caused certain changes to be made in the 
instruction procedures. One of these is the 
danger of actually colliding with another glider 
in the air. The other occurs only in advanced 
flying in very large thunder clouds. A few 
gliders have been struck by lightning and 
damaged, the extent of damage varying from 
slight to very serious. The pilots have suffered 
only slight after effects and have been able to 
bring their machines to earth again safely, or in 
the worst cases, bale out. Gliders for cloud 
flying are now electrically bonded to protect the 
pilot from lightning shock and with the advent 
of all metal construction the danger of struc­

tural damage is lessened. Nonetheless, para­ 
chutes are always worn when entering cloud. 
A cross country pilot will look out for a suitable 
field if he gets down to 2,000 feet. From this 
height, even in a training glider, he can glide 
four or five miles in any direction and still have 
several hundred feet in hand to make his 
approach and landing. In Britain there is always 
somewhere suitable for a touch-down within 
that distance. If he chooses badly, for instance 
if he mistakes a field of green corn for grass, 
he might still damage the aircraft. The best 
landing grounds are cut hay or stubble fields, 
next in order of preference come pasture fields 
without cattle in them. There are in fact many 
aerodromes where gliders are welcomed and 
other gliding clubs make the very best 'dropping 
in' places for pilots on distance flights. The real 
expert, however, probably never has to 'land 
away', he sets off round a triangular course of 
some hundred or two hundred miles and 
completes the circuit back at his club.

British pilots complete their Silver C each year, 
but the number qualified is just over 2,000. 
The Gold C badge carries a gold wreath. This 
requires a height gain of 3,000 metres (9,850 ft) 
and a cross-country flight of 300 km (186 
miles). Fewer than 200 pilots in Britain had 
achieved this by 1967. The height climb would 
almost certainly require either an extended 
period of blind flying in a large cloud, or an 
ascent in a mountain lee-wave, the latter being 
a rare condition except in the highland regions. 
The distance flight would take a pilot from 
Dunstable to Durham, Plymouth or Anglesey 
but could be achieved by performing a 'dog 
leg' flight round a specified turning point (for 
which photographic evidence is needed. 
A Gold C pilot may win up to three diamonds' 
but so far only a very small handful of British 
pilots have gained all three, and some of their 
flights were made abroad. The first diamond 
may be gained at the same time as the Gold 
distance test, if the pilot reaches a pre-declared 
goal 300 km away from his tow-released point. 
Thus a pilot might declare in writing his 
intention to fly to an airfield in Durham and if he 
reached it would win a diamond as well as Gold 
distance. The second diamond would probably 
come from a thunderstorm flight or wave ascent 
to more than 5,000 metres (16,400 ft) above 
tow-release. This would require oxygen breath­ 
ing equipment. The third diamond is the most 
elusive for British pilots, involving a 500 km 
(311 miles) distance flight. From Dunstable the 
only directions in which this can be achieved in 
a straight line would take the glider across the 
Firth of Forth, into Western Ireland or into 
Germany. Every British pilot's secret ambition is 
to gain his third diamond by completing a

'500 km triangle', ie taking off from the home 
site to fly first to a turning point over 100 miles 
away, then to a second turn 100 miles from the 
first and finally to fly back home to complete a 
311 mile triangular trip. No one in the country 
has achieved this, though close to it.

LONDON GLIDING CLUB
Membership & Flying Charges
Flying Member: Entrance Fee £7 7s Od; Annual 
Subscription £1010s Od or £1 10s 6d per month for each 
remaing month of the Club year after July 31st. 
Associate Member: No Entrance Fee; Annual Subscrip­ 
tion £2 2s Od. Wife of Flying Member: £1 1s Od. 
Country Member: Entrance Fee £7 7s Od. Annual 
Subscription £4 4s Od. (A Country Member is one who 
resides more than 80 miles radius from the Club—as the 
'crow flies').
Overseas Member: Entrance Fee £7 7s Od; Annual 
Subscription 10s whilst out of the Country. Whilst in this 
Country, £1 10s 6d is payable for each month with a 
maximum (including the 10s) of £10 10s Od due for any 
one year. 
Temporary Membership:
(1) Current Flying Members of clubs affiliated to the 

B.G.A. or F.A.I, may join the Club as Temporary 
Members at a fee of 5s per day; 10s for 3 days; 
£1 Os Od for 10 days; and £2 2s Od for one month. 
Flying charges are payable in addition. Damage 
liability £50. In the case of overseas visitors the £50 
must be deposited before flying, owing to Exchange 
Control restrictions in various countries.

(2) Other persons may join the Club as Temporary 
Members for one month during which time they may 
only receive 'air-experience' flights for which the 
charge is 15s per circuit or 25s for a soaring flight of 
up to 15 minutes, which includes the cost of the 
above membership.

Damage Liability: Members are liable for the first 
£50 Os Od of any damage which they cause to Club 
property. This liability may be reduced to £10 by the 
payment of £2 Os Od per annum 'Damage Insurance'.



A BRIEF HISTORY
Sir George Cayley in the early years of last 
century was the first man to build a successful 
glider. He made many experimental models and 
launched his garden boy and then his coach­ 
man into flight across a small valley on the 
Cayley estate in Yorkshire. The coachman 
resigned on the spot. Lilienthal in Germany, 
Pilcher in England and Chanute in America also 
flew gliders later in the 19th century and finally 
the Wright Brothers, hearing of Lilienthal's 
work carried it further, developed a satisfactory 
method of control and built several gliders, to 
one of which they eventually fitted an engine to 
be the first successful powered plane in 1903. 
Interest in gliding then waned till after the first 
World War, when a group of youths in Germany 
began gliding at the Wasserkuppe in the Rhon 
Mountains. The first soaring flights were made 
by the Wrights in 1911, one lasting as long as 11 
minutes. The Rhon group by 1922 achieved 
flights up to three hours duration, and the 
gliding movement developed from then on 
very rapidly in Germany with distance flights, 
altitude gains and competitions. It is still very 
popular in that country. The movement did not 
really begin seriously in England until 1930, 
although gliding was held in Sussex in 1922. 
The London Club was formed in 1930 a few 
weeks later than the Kent Club, which later fell 
on hard times and for some years ceased to 
exist. (Now flourishing again.) The London 
Club began operations at Ivinghoe Beacon a 
few weeks after the foundation meeting, but 
crowds of spectators gathering at Ivinghoe were

so great that the police compelled the club to 
seek a new site. The present site, which has 
always included a piece of land on top of 
Dunstable Downs as well as at the foot, was 
rented in late 1930 and was eventually bought 
outright. The clubhouse and hangar now used 
were built in 1936 to the designs of a member 
who was a leading architect. Aeroplane towing 
began in the same year, using Avro 504 biplanes. 
With the 1939-45 war, the club premises were 
used as a prison camp. The field still bears the 
marks of the fence posts which make landings 
rather bumpy in places. The wooden hut which 
was the first clubhouse still stands, but two 
others were added for the prisoners. The brick 
detention cells are now used for storing paint 
and fuel for the club tractors. 
Since bungey launching from the hill top is now 
very rare, the club land on the Downs has been 
turned into a car park and although no charge 
is normally made for parking there, the club does 
reserve the right to charge for admission at the 
time of the annual air display. 
In recent years the club has enlarged its field by 
further purchases of land on the southern side 
and a large scale levelling operation has been 
launched to fill in the central, steep-sided 
hollow which restricts operations and makes 
launching and landing rather tricky. 
Something like 20,000 launches are made each 
year, the number has been increasing steadily 
since 1950. Most of these are short, training 
flights by club two sealers. The flying member­ 
ship of the club is now at about 450.

SOME SINGLE 
SEATER RECORDS
DURATION : The record here stands at 56 hours 15 mins, this being achieved by a Frenchman
Charles Atger in 1952. Attempts to better this led to a serious accident when a pilot apparently fell
asleep in the air and was killed after more than 48 hours. Duration records are therefore no longer
recognised and no further attempts to break them are permitted.
ALTITUDE: The world record was set up in California in a mountain wave and stands at 46,267 ft
above sea level, 42,303 ft above the height of release from tow. The pilot was Paul Bikle. The
British National Record set up by Nick Goodhart is 37,050 ft, also done in California. The best
figure for England is G. J. Rondel's climb to 30,580 ft.
DISTANCE: Again by an American Al Parker, the distance record in a straight line is 647 miles.
The British record was broken in Germany by P. Lane with 460 miles, the best achieved in Britain
itself being Nick Goodhart's 360 miles.
SPEEDS ROUND A TRIANGULAR COURSE:
The best time so far achieved for a 100 km (64 mile) triangular circuit is 79.77 mph by George
Moffat USA, the best in Britain is 48.0 mph by lan Strachars.
The 300 km World Record is also Moffatt's, with 74.48 mph, the best figure in English conditions
is Nick Goodhart's 41.2 mph.
The 500 km triangle at the time of writing has never been completed in Britain. The world record for
this is 66.56 mph, Anne Burns, the former British Champion, achieved 64.2 mph in South Africa.



the ramntete car people
These days, LMC are so much more than simply Ford 
main dealers. We have achieved a wonderful repu­ 
tation for offering the best quality used cars for miles 
around.. accessories and radiosforall makes of cars.. 
and also the LuMo Leathertop — a novel accessory 
that is attracting tremendous interest all over the 
country. These developments reflect the style of 
LMC these days .. modern, progressive, the COM­ 
PLETE car people who really carefor their customers.

SALES
All the 1967 Ford models 
are on display in our 
showrooms, the wonder­ 
ful value - for - money 
Anglia, the exciting Cor­ 
tina, the Corsair, with its 
get-away performance 
and the very distinctive 
new Mark 4 range — the 
last word in luxury. 
Please telephone for a 
demonstration drive.

SERVICE/PARTS
We are equipped with 
the most modern servic­ 
ing and testing equipment 
and as Ford main dealers, 
we carry a vast stock of 
parts and accessories for 
immediate fitting or 
across-the-counter sale. 
Mr. Danny Malone, the 
service manager at Chaul 
End is at your service.

Never before have you 
been able to get a 12- 
month guarantee on a 
used car. Now LMC, and 
only LMC, make this 
possible. All vehicles are 
less than three years old 
and genuinely in superior 
condition throughout — 
it's all part of the 
standard you can expect 
from an AI Used Car.

This leathercloth top is a 
very attractive compli­ 
ment to any car and very 
practical, too. It acts as 
an effective sound 
deadener and insulator 
against extremes of temp­ 
erature. Available for 
most cars with a choice 
of five colours. Prices 
(fitted) from £17.10.0. 
Enquiries to The Body­ 
work Division, Chaul 
End.

really care for your car
THE LUTON MOTOR COMPANY LIMITED 326 Dunstable Road, Luton. Chaul End Trading Estate, 
Connaught Road, Luton. Telephone Luton 31133 «§S> FORD MAIN DEALERS FOR SOUTH BEDS. 
A MEMBER OF THE LUTON MOTORS GROUP



TWO TITLES FROM ARROW BOOKS
ANTHONY SMITH
THROW OUT TWO HANDS
The story (with 16 pages of dramatic photographs) of his safari across
Africa in the now famous balloon 'Jambo'.
'Deserves to rank with Kon-Tiki', Gavin Maxwell, Observer.
'A remarkable new paperback', Daily Mirror, 9-7-66.
This fascinating paperback', Glasgow Evening Times, 2-7-66.
Price 5/- in paperback form.

DEREK WOOD & DEREK DEMPSTER 
THE NARROW MARGIN
The Battle of Britain: 576 pages profusely illustrated. A major motion
picture will shortly be produced, based on this unique record of one of
the most dramatic moments in all history.
'Should become a standard general reference work for Battle of Britain',
Spectator.
'A comprehensive work', The Times.
Price 9/6 in paperback form.

England's Only The books, plans,
^ J photos you want on

_j 1-1 Aviation are here—we
DOOKSnOp stock nothing else!

We BUY, SELL or EXCHANGE
Thousands of magazines and books always in stock

Send for our FREE 22 page catalogue
HISTORICAL MODEL 
ENGINEERING REFERENCE

BEAUMONT AVIATION 
LITERATURE

11 BATH STREET, LONDON E.C.1 
CLE. 9512

Open 9.30 a.m. to 5.30 p.m. daily



DAN-AIR SERVICES LTD.

Scheduled Services operate to: Bristol, Cardiff,
Swansea, Liverpool, Newcastle, Tees-side,
Gatwick, Isle of man, Jersey, Ostend, and

Kristiansand (S. Norway)

All AIRCRAFT ARE AVAILABLE FOR CHARTER
De Havilland Comet IV 99 pass. Douglas DC7 C/P 15 tons Freight only 
Airspeed Ambassador 55 pass. Douglas DC 3 3 tons 34/36 pass. 
Bristol B170 Freighter/Wayfarer 5 tons up to 8 passengers

Telephone 01 -283 4288 or 01 -283 8711 Ext. 6612
(Head Office) (Gatwick Airport)

DAVIES & NEWMAN LTD.
SHIP, OIL AND AIR BROKERS

BILBAO HOUSE
36-38 NEW BROAD ST., LONDON, E.C.2 

Telephone 01 -283 4288



EDWARDS9 TEXT

TENTS, MARQUEES, TABLES AND CHAIRS
ON HIRE FOR ALL SHOWS 

GARDEN PARTIES AND FETES

BALLROOM TENTS A SPECIALITY
Furniture Removals and Storage

STATION BUILDINGS, MAIDENHEAD
Telephone: Maidenhead 24221

DISCOUNT MOTOR ACCESSORIES
Maserati Air Horns Sprint or Normal—6 or 12
volt. List Price £5.19.6. Reduced to £4.19.6!
Maserati T3 Minor 6 or 12 volt. List Price
£8.19.6. Reduced to £7.15.0!
Fiamm Mini Demon—the unique compact
model! List Price £8.8.0. Reduced to £7.7.0!
Fiamm Venom HF-the devastating Italian horn!
List £6.19.6. Reduced to £5.19.6!
Colonel Bogey—a five trumpet horn! List
£22.9.6. Reduced to £19.9.6!
Bennett Morris Rally Jackets Navy blue with
scarlet lining. Scarlet flash down sleeves, or plain!
Extra large, large, medium and small. State size.
List £8.8.0. Reduced to £7.7.0!
Racing Mirrors Chromed, fully adjustable.
31 inch diameter. Flat lens. As advertised nationally
List 27/6 each. Reduced to 21/-! 40/- per pair.
PMA GT Gearknobs in polished spun alloy.
Three alternative inset motifs-X Flags, St.
Christopher or Monza! State car and type with
order. List 17/6. Reduced to IS/-!
PMA Walnut Gearknobs—polished, sealed,
with brass inset! State car with order. List 12/6.
Reduced to 10,'-!
Austi Headrests in black or red! Continental
£3.9.6. Reduced to £3.2.6! Pullman £2.19.0.
Reduced to £2.14.0!

ALL GOODS COVERED BY FULL
SATISFACTION OR MONEY-BACK

GUARANTEE POST FREE

GP PRODUCTS
Dept. GR, c/o Coburn Improvements Ltd.,

Nether-hall Gardens, Hampstead,
London NW3. Tel. HAM 6743.

Gliderwork
L.GLOVER

FORD OWNERS!
At last you can have complete driving comfort

At last—the perfect answer for that cramped 
driving position! Seat adjuster brackets for all 
models of Anglia & Cortina including Mk II and 
Corsair range, including Lotus. Simply fitted, no 
drilling or screwing, uses existing mounting 
points. Extra leg room, rakes the seat back, yet 
keeps the full range of adjustment. Simple fitting 
instructions supplied. 12s 6d per pair plus Is 
p & p, ready to fit.

GROUP TWO ENGINEERING,
Dept. G c/o 23 Boreham Holt, Elstree, Herts.

No callers please. Mail order only. State Model.



WANT TO FLY?

THREE COUNTIES AERO CLUB
have an established Flying Centre at
BLACKBUSHE AIRPORT
to meet ALL your requirements in the LONDON area.

(1) Board of Trade (Civil Aviation Dept.) approval for P.P.L. Course (35 hours).
(2) Fleet of Modern Piper Aircraft up to Twin Engine.
(3) Advanced Training in Instrument, Night Rating and Radio Licence.
(4) Modern Clubhouse with Grill and Licensed Bars.
(5) Sited near Camberley on A30 trunk road, only 45 minutes from London.
(6) Special courses for glider pilots to obtain powered licence.

WRITE: EXECUTIVE MANAGER—
OR RING YATELEY 2152 (Management) YATELEY 3747 (Operations)

From nova-tech the AVIATOR II
FOR ALL PILOTS, STUDENT PILOTS & AIRCRAFT ENTHUSIASTS

Here for the first time is a 12-transistor 4-band portable VHP RECEIVER COMBINED WITH A LONG RANGE 
DIRECTION FINDER. The compact AVIATOR II quickly and accurately gives you a bearing from any Low Frequency 
Radio Range, Aircraft Beacon or Standard Broadcast Station. Combined with OMNI, this gives you an instant 
position fix. When no OMNI is available, navigation is accomplished by standard cross bearings or homing.

Our VHP designs were first introduced 8 years ago and 
our portable direction finders 2 years ago; now, more 
Nova-Tech Receiver and Portable Direction Finders are in 
use all over the world than all others combined! Now, Nova- 
Tech combines both units in one compact package at 
£47. An outstanding bargain. 
4 BANDS 
VHP—108 to 136 Me. 
All the general Aviation Band.
MARINE/SHpRT WAVE 1.5 to 4.5 Me. Ships, Coast 
Stations, Radio-Telephone.
BROADCAST—550 to 1600 Kc. Standard AM Stations for 
DF or Homing.
BEACON—200 to 400 Kc. Low frequency, weather. 
Marine and Aircraft Beacons, Radio Range Stations. 
UNCONDITIONAL MONEY BACK 
GUARANTEE
/f you ore not completely pleased with your Aviator 11 return 
it within 10 days for full refund. No questions. No explanations. 

B.F.O. OPTIONAL £4 EXTRA 
NO TECHNICAL KNOWLEDGE NEEDED 
NAVIGATE . HOME IN FIX POSITION 
AVIATOR II is the perfect self-powered emergency 
standby receiver and direction finder. Take it with 
you every time you fly.

£47

nova-tech INC
72 WARDOUR STREET, LONDON, W.I. TEL: GER'RARD 4589



AVIATION CLASSICS SERIES
In the brief span of time since flying began, there have been many books which give 
humanity to the history of aviation: stories of endeavour, humour and courage which 
have become a part of a great legend. This new series seeks to retain permanently in 
print the most famous and worthwhile of these books. The first two titles are:
Alone Over The Tasman Sea

Francis Chichester
First published in 1933 under the title "Seaplane Solo", this is Francis Chichester's story 
of one of his earliest solo adventures, a flight of 1,450 miles across the Tasman Sea in 
a frail wood and fabric biplane. For this first east to west crossing, the author had to 
devise new methods of navigation: during it, he had to rebuild his aircraft on a tiny island when it had been wrecked in a storm. This is a book which demonstrates Chi­ 
chester's early determination to be "master of his fate" and to meet nature's physical 
and psychological forces—alone. 
246 pages, 53 photographs, map. 7j" X 5". 18s.
War Birds

Elliott White Springs 
—The Diary of an Unknown Aviator
In the latter years of the First World War the first American flyers came to Europe 
to fight in the air and one of them kept this revealing diary. It tells of his brief 18 
months in Europe, first in England under training and then of his war in France. Simply 
and dramatically, it evokes the essence of what flying meant in 1918: the gaiety, the 
insouciance, the dare-devilry—and the feeling of imminent certain death. This is one 
of the most poignant stories to have come out of the war and the early days of flying. 184 pages, illustrated. IV X 5". 18s.
FROM ALL BOOKSELLERS, or, in case of difficulty Is. extra each 
by post from Temple Press Books, George Newnes Ltd., Tower House, 
Southampton Street, London, W.C.2.

See what's 
in the air 
for 6d.
Clip and send coupon 
below with your name 
and address, attach 6d 
stamp and you will re­ 
ceive specimen copy of 
AIR PICTORIAL, the 
magazine for air enthus­ 
iasts. Every month 2/- at 
your newsagent.

AIR PICTORIAL |
2 Breams Bigs, London EC4 _
Send me specimen Air Pictorial ™
NAME........................ |
ADDRESS.................... .

P.P.S.
(PERSONAL PLANE SERVICES LTD.)

Wycombe Air Park, 
Marlow, Bucks.

Telephone: HW 29432

For 25 years specialists in sales 
and repair of continental aircraft

Manufacturers of historic replicas

All overhauls repairs 
and maintenance



Viva goes 
estate!

New Viva Estate does it 
with style. She looks so 
slim, so sporting, so like 
her sister Viva. Viva 
Estate is the sporting 
estate! She comes 4 
ways: de Luxe, 90 de 
Luxe, SL and 90 SL. 
From only £729.

TEST-DRIVE HER AT 
YOUR VAUXHALL DEALER



every
aspect 

of aviation
Every week, the British viewpoint on 
the international aviation scene, expertly 
covering all aspects of this complex field. 
FLIGHT probes the economics, politics, 
technology and human factors in avia­ 
tion and aerospace including civil and 
military operations, the industry and 
private flying for business or pleasure.

THE COMPLETE AVIATION 
JOURNAL - THURSDAY 2s.

Printed by Young Myers & Co. Ltd. and f. A. Clements (Chatham) Ltd. 
of Harrow and Chatham, for the London Gliding Club


