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SGS 1-26 FLIGHT HANDBEOOK

The SGS 1-26

The 5GS 1-26 is a single-place all metal, fabric covered

Intermediate type sailplane built by Schwelzer Aircraft Corp.
at Elmira, New York. Over-all dlmensions are:

Length - 21'3"
Span - 40"
Height - 7' 2"

Flight Controls:

2.

1. Tow Helease - located at center bottom of instoumant
panel., A pull of approximately 1 inch 1is required to -
release the tow rope.

9. Dive Brake - wheel brake lever located on left side of
cockpit. Unlock and pull aft to actuate.

3. Control stick - a conventlonal stick mounted on & single
torque tube for allercn ané elevator control.

4, Rudder pedals - are conventlional toe type and are not
ad justable.

5., Trim lever - is a small "T" handle located under the bot-
tom right side of instrument panel. This 1s a bungee
type or spring loaded mechanlsm, attached to the eleva-
tor system, It is an any position control used only for
nose heaviness., Turn left to unlock and right to look
into position.

4. Instruments - ASI is required. Additlonal instruments
are optional, up to full panel, as desired.

PREFLIGHT
Wing:

Check spoller hinges and connecticns

Check alleron hinge points and pushrods
Check fabric

Tall Agsembly:

Check all hinge polnts

Check pushrod attachment to elevator horn
Check stabllizer attachment to fuselage
Check rudder cable attachment to rudder horn
Check taill wheel assembly

Check fabric
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Puselage:
eck all controls for free movement including release

Check instrumente
Check canopy attach polntas

Check safety belt and shoulder harness

Check fabriec

Check Wheel, tire and brake

Check statlc and pltot tubes for water or foreign objects.
Check wing and control attachments

. Check tow rope.

AERO TOWING 1-26

1. The allerons and elevator controls are quite sensitive and
cautlon 1s needed to keep from over sontrolling.

The contreol feel on the stick is muech lighter than on most
sallplanes, therefore, after once getting used to sensi-
tivity snd light touch, you will find that towing is easier
than ever.

2. Towlng procedure iz normal.
3. Recommended towing sapeed 1s 50-60 mph.

WINCH OR AUTO TOWS

Precautions:
l. Be sure equipment is sultable for purpose.

2. Parscen driving car or operating winch should be experienced
with equipment and Jmow towing characteristics of a 1-26.

3. Never attach rope or wire to empty salilplane.

Wineh or suto tows may be axecuted in the usual manner with

either the forward or cg release, although, & higher altitude
1s reached with the cg relsase. There is no tendency to oscil-

late with elther release. Maximum auto or wineh towing speed
ias 60 mph.

Cautlon:
1. Do not olimb at full back satick position until a safe
altitude for stall recovery ls reached.

2. Level cut before releasing.

3. DBe sure alrspeed i1s indlcating less than placard speed for
winech or auto tow.

FREE PLIGHT

Flying Speeds Best gliding speed (L/D) 48 mph 231
Speed at lowest sink 38 mph 2.6 fps
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Placard Speeds Dive - 104 mph
Aerc tow - 95 mph
Spollers Qpen - 104 mph
Auto or winch tow - 60 mph

USEFUL LOADS - Placard weights on instrument panel should be complied with.
The following gross weights apply:
1-26 and 1-26 A — 575 lbs,
1-26B and 1-26C — 800 Ibs,
1-26D and 1-26E — 700 1bs.

NOTE: 26058G ballast should be installed if necessary. See page 23.

AEROBATICS - The 1-26 is fully aserobatic bhut extreme sare should
be used not to exceed the placard speed when en-
tering or recovering from any maneuver,

STALLS - Straight ahead. The 1-26 generally falls stralght
through without tendency to fall off on a wing.

- In a turn., The 1-26 always falls in the direction
of the turn with no tendency to go over the top.

A pronounced buffeting wlll cccur before the stall.

STALL RECOVERY - Inerease flylng speed by easing stick forward
until nose falls through horizon and then re-
sume desired speed, Directional control main-
tainred with rudder.

SPINS - May be entered by use of full back stick and full rud-
der. It is nose down with no danger of flat spin if
placard welght is complied with. The further forward
the cg, the more nosedown the spin will be. This will
result in a higher alr speed while spinning and during
1ecovery.

SPIN RECOVERY - Normal

Note 1. Do not use excess forward stick, The 1-26 ac-
celerates very rapldly and could exceed placard
speed.

Note 2. It is highly recommended that pllot's without aerc
batic experlence, refrain from any type of inverted
flight or difficult maneuvers without sdequate dual
in same.

SPIRALLING IN THERMALS - In order to remain aloft or gain alti-
tude, it is ncessary to spiral. The average thermal dlam-
eter 18 quite small, therefore, a fairly steep bank is re-
quired, Although this 18 general practice, it is
not necessary ln areas where large dlameter thermals are
found. The best flying apeed in any thermal, at any de-
gree of bank 1ls one or two miles per hour above the buffet
before the stall.



EXAMPLE

Stalling Speed Level Flight - 28 mph
20° Bank 30° Bank 45° Bank 60°Bank

Stall Speeds 28.9 30.1 33.4 39.6
Buffeting up te up to up to up to

Speeds 35 mph 37 wmph 39 mph 43 wph
Spiralling

Speeds 36-37 mph 38-39 mph 40-41 mph L44-45 mph

Kasp in mind that the steeper the spiral is, the higher the
minizum sink and stalling speed will be. It ls very often
necessary to sacrifice slow speed and low sink to remaln with-
in the limits of the thermal. This is specificglly true in
gtrong, small dlameter thermals.

SLIPPING - The 1-26 can be slipped both forward and while
turning. Both procedures are normal. Best slip-
ping speed ig 45-50 mph.

LANDING

Pattern - It 1s general procedure tc fly a rectangular traffiec
pattern. Downwind and base legs and approach. Ex-
tra alr speed is also used depending on wind veloclty
and gust conditlons. It is good practice to add
1 mph of alrspeed for each mph of wind.

Spoilers- Approach should always be made high wlth generous use
of spollers. Spoilers increase sink which in turn
makes a steeper and more controllable glide path.
They can also be used to lose altlitude rapldly at any
time during & flight or durlng tow to take up slack
rope or to lower sailplane from a toc high position.

Touch down with spoilers - The glide path with spollers on is
quite steep, therefore, 1t ls necessary to flare-
out 2-5 ft. above the ground at 42-45 mph., Spollers
should also be closed to 1/3 to 1/2 open. If spollers
are not partly closed, it results in a tail first
landing. Full spoilers can be, used on touchdown 1if
landing speed is increased to 50 mph. Cautlon: Do
net flare out too high and drop or stall in.

Touch down without spollers - is executed by letting sallplane
Tand itaelf at 42-45 mph. If it ls done at a slower
apeed, 1t will result in a tall first landing. Use
extra care not to ease stick back after touchdown.

. This will increase angle of attack and the sallplane
will become airborne again.

axil aftar touch - Even though the sailplane 1s on
the ground, it is very important to fly it to a com-
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plete stop. The wheel brake may be used if a quick
stop 1s desired or needed. There is no danger of
nosging over.

Getting out of 1-26 - When on the ground, the tail is down

2.
3.

when empty and nose down with pilot aboard. When
pilot gets out, he should keep his weight on side of
cockpit untll he is in a position to lower taill
gently.

GENERAL FLIGHT PROCEDURE IN HIGH WIND

Be extra careful during ground handling operation. Xeep
tail high when going to and from tle down area.

Keep well upwind of take off and landing area.

When flying against wind, it 13 good practice to add the
wlnd veloclity to speed at best L/D.

EXAMPLE
Speed &t best L/D - 448 mph
Wind Velocity - 15 mph
Desired speed - & mph

This speed will give a better L/D than a slower cne.

Land into the wind whenever possible, Crosswind landing -
erab into the wind just enough to maintaln desired path
over ground and at last moment stralghten ship in line of
flight and touch down. Be careful while ship is rolling.
Downwind landing - land with brake full on and malntain con-
trol as long ags possible.

TIE DOWNS

Special tie down rings are used to secure the 1-26. One
is used at 3/16" holes at eech wing tip and tail wheel
bracket. Be sure rope used to secure ship 1s adequate and
in good condition.

USE OF TAPE (Masking or Electrical). The 1-26 will fly
more quletly and the buffet will be reduced by several mph
if the wing-root-fuselage Junctlon and back canopy hateh
are sealed with tape.
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Flight Limitations for 1-26 through 1-26C

In any aircraft, it is. important to know the operating limits and
that exceeding these limits can highly endanger the aireraft and its
occupants. The following information is provided for the 1-26 and
1-26A at 975 lIbs. gross weight and the 1-26B and 1-26C at 600 lbs.
gross wt. For slightly different conditions on the 1-26D and 1-26E,
please refer to Page 21.

For the 1-26 thru 1-26C, the speeds with which you should be famil-
iar are:

Placard Speed {never exceed) with or without 104 mph
spoilers open

Placard Speed (never exceed) for aero tow 95 mph

Speed to begin maneuvering with caution 65 mph

Placard Speed (never exceed) for auto or winch tow 60 mph

In the 1-26, at speeds over €5 mph, the pilot must maneuver with
caution, The maximum load factor which shouid be attained in flight is
5.54G, and the pilot can easily exceed this in abrupt maneuvers at
speeds over 65 mph. The speeds between 65 mph and the 104 mph
placard should be treated as a cautionary range and maneuvering within
this range should be gradually reduced to a minimum as velocity in-
creases.

The 1-26 limit load factor of 5.54 should not be exceeded in op-
eration. A safety factor of 1.5 is required hy the FAA which gives an
ultimate load factor of 8.3, but this safety factor is required to allow for
material variations and inadvertent atmospheric conditions. Because of
its light wing loading, a sailplane can develop very high loads if speed
limitations are not rigidly adhered to. Normal category light airplanes
are usually certified {o a limit lead factor of 3.8 G.

Understanding the Flight Envelope

The FAA required design flight envelope is presented on the following
page. On the horizontal axis are indicated velocities in miles per hour,
and on the vertical axia are load factors expressed in "G" units,

The straight lines labeled "gust load factors™ represent the effect of
the FAA required 24 ft. per second gust on the sailplane as speed varies.
They diverge from the one "G" situation where the glider would be at
rest or in perfectly balanced level flight. The curved lines diverging
from zero "'G" represent forces which can be induced by moving the
elevator {or other) control abruptly at various speeds. As you can see,
the faster you fly the more effect moving your controls will have. Gusts
will also have more effect as speed Increases.



Understanding the Flight Envelope cont'd. :

The speed for maneuvering with caution occurs where "G" loading
from an abruptly moved control meets the 5,54 limit load factor,
Assuming smooth and limited movement of the controls, the placard
or "red-line" speed occurs where gusts could meet the 5.54 limit
load factor without any maneuvering.

Normal placard speeds are reduced 10% from design speeds to pro-
vide an extra margin of safety. Thus, on the graph, the diagonal
hatched area indicates speeds at which you must use caution in maneu-
vers. You should neither maneuver nor fly so fast as to expose your
ship to loads within the cross-hatched area marked, "NO'.

It can be inferred from the graph that abrupt maneuvering in gusty
conditions is dangerous and can lead to very high "G" loads.

In normal operation the major cases of high "G" loads are tight
spirals in thermals which would not normally exceed 2 or 2,5 G's.
Winch or auto towing can produce high loads, but if the auto-winch
placard speed is observed, this will be within safe limits. The best
ground launch climb is obtained at speeds well below placard limits,

Aerobatics should be done with extreme caution since it is very easy
to greatly exceed the placard or cautionary speeds in improperly ex-
ecuted maneuvers. They should not be done without previous instruction
in two-place aircraft.
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FORM F-10¢ -
ERECTION AND MAINTENANCE INSTRUCTIONS

MODEL SGS 1-26

Erection Procedure:

This salilplane is designed to be assembled quickly., No
rigging is necessary if normal procedure is followed. This
erectlion procedure shall start with the sallplane on the

traller and continues until the sallplane 1s ready to rly.
The ateps for disassembly is the reverse of the ersction pro-
cedure and therefore, are not listed in detall except where
they differ.

{(a) Unloading Preparations:
1. Release traller from towing vehicle.

2., Plock trailer. Place tow-bar end down and block the
other end with a saw horse, Jack or other means,

{b) Wing Removal from trailer:

1. ERemove ring and cable assembly located at the ocut-
board tie down fitting hole.

2. Loomsen ana remove bolt that fastens the apar butt to
the trailer.

3. Place one man at the wing tip, holdlng the leading and
tralling edge.
4. Place one man at the root, 1lifting at the. leading edge.

5. Have both men lift stralght up slmultanecusly, high
enough to clear the traller.

NOTE: With the horizontal stabllizer attached to the
fuselage (fuselage supported in the tail high position)
it 1g necesgary to lift wing up and tllt outward at the
same time to clear horizontal stabllizer.

6. When completely clsar of the trailesr, the wing should
be carried to the place of asgembly and placed flat on
the ground.

7. Rsmove opposite wing, following szame procadurs as out-
lined above,

{¢) Horizontal Stabilizer, removal from traller.
1. Remove wing nuts from frame and pilvot strapa.

2. Remove stabllizer from traller and set aside,

{4) Puselage removal.
1. Remove canopy (front and rear).

2, HRemove support from under rear of trailer, tilt traller
so that rear end is on the ground and block front of
trailer.
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3. Remove supports from rear spar wing attach holes
making sure fuselage is supported manually.

4, Remove bolt attachlng tail wheel bracket to fuselage.
With one man guiding tall, and one man on each side of
fuselage at the cockplit, 1ift up fuselage enough to
remove wheel from trough and back saillplane off traller.

e) Fuselage to wing assembly.
Before placing wing on fuselage, check to be sure that there
1gs no dirt on the spar butt or between the fuselage carry
thru plates. A soft cloth can be used to wipe these sur-
faces clean. The main wing pin holes and rear carry thru

fittings should be checked for the same condition.

A step-by-step procedure should be followed each time to
prevent trouble., The following ls recommended.

1. Support the fuselage in normal position with both
cancoples removed.

2. MWings placed on the ground or 1n racks on the correct
glde of the fuselage.

3. Line up pins,wing pins and rear carry thru bolts
located so they are readlly accessible.

4, Attach the wing spoller cable tec the alleron push rod
temporarily with a rubber band so that it can be in-
serted thru the fuselage spar slot together with the
push tube,

5. Have one person level the fuselage standing on the
same slde of the fuselage as the first wing is to be
installed. Two men pick up the wing, one at the tip
and one at the root. The leading edge of the wing is
handed to the man supporting the fuselage, and the
man carrylng the wing root suppert the tralling edge.

6. The apar butt is placed into the carry thru, and the
aileron push rod and spoller cable ls started thru
the fuselage slots. The rear wing fittlng is now 1n
position to be lnserted into the rear carry thru.
Extreme care should be taken so that the man guiding
the fitting into the hole does not have his fingers
caught between the sharp wing skin and the failring
strips. A friction device 1s installed to keep the

rear wing fitting stralght.

7. When the rear fltting has been placed into the carry
thru hole, the wing may be rocked slightly to slide
it into position, use care to guide the wing butt
skin over the failring strips and flange on the root
rib. Two 3/8" aligmment holes are provided 1n the
spar on each side of the carry thru structure to llne
up the wing-attach pin holes. A 3,8" tapered drift
pin (SAC Part No, 23724) should be used in these holes
to align the wing-attach pin holes. (DO NOT USE A
DRIFT PIN IN THE WING ATTACH PIN HOLES.) After lining

12



10.

up the wing attach holes the {2) 26B-424 main wing
pins are lnserted usling finger pressure, and at the
same time rocking the wing.

NOTE: A coat of graphite powder may be used on the

pins to aid i+ kistallation and removal. Install the
AN365-624 nuts and 26A-435-1A washers on the wing pins
and tighten only enough to prevent washers from turning.

Install the AN5-16 bolt in the rear carry thru and
safety using (1) AN416-1 safety pin..

The wing which was lnstalled first can be placed on
the ground and left in this position while the oppo-
site wing is installed or, if another man is avall-
able, he can hold the first wing in the level position

while three men install the copposite wing ln the same
manner outlined above. (4} through (8).

After both wings are installed, the twc ailleron push
rods are attached toc the zileron idler horn using (2)
AN393-23 clevis pins and (1) ANM16-1 safety pin.

(One” safety pin belng used to safety both clevls pins.)
The two spoller cables are attached to the spoller
brake idler horns by (2) AN393-13 clevis pins and (2)
AN416-1 safety pins. Check operatlon of the alleron
and spoller control system for freedom of movement.

() Fuselsge to Horizontal Stabilizer Assembly.
The horizontal stabllizer and elevator form a complete unit,

and should not be disassembled.

1.

The two stabilizer forward fittings are attached to
the fuselage by (2) ANL-1L4A bolta, (2} AN365-428 nuts
and (2) ANS60-416 washers.

The stablilizer rear spar is attached to the fuselage
by (2) AN5-37A bolts, (2) AN365-524 nuts and (2}
AN$60-516 washers.

The elevator horn is attached to the elevator push
rod by (1) AN3-7 bolt, (1) AN310-3 nut, (1) AN960-10
washer and (1) AN380-2-2 cotterpin.

Check operation of the elevator control system for
freedom of movement.

GENERAL MAINTENANCE

The sallplane can be gserviced with a minimum of two lubri-
cants; a good grade of lubricating oll and wheel bearing gresse

1.

Lubrication should be accomplished as followa:
See Table I.
(a) Lubricating oil should be used on the following

parte:
Alleron hinges Elevator hinges
Rudder hinges Spoller hinges

Torque tube hearings

13
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LUBRICATION
SGS 1-26

A - lubricating oil as required

B - wheel bearing grease as requlred

CODE:
A -LUBRICATING OIL AS REQIIRED

B-WHEEL BEARING GREASE AS REQUIRED

TABLE 1




(b) Lubricate at the following intervals:
(1) 011 hinges and torque tube bearings every 20
hours flying time or é monthg elapsed time,
whichever is sooner.

(2) Greage wheel bearings as required, or if whesl
should become nolsy.

(c} Rod End Bearings - are the sealed type and re-
gulre no lubrlcation under normal conditions.

(4} Control Pulleys - are the sealed type and re-
gquire no lubrication under normal conditions.

2. Leveling:
(a} To level fuselage laterally, prop up wings and

test for horizontal across fuselage longerons Just
aft of forward wing carry thru structure.

(b} To level fuselage longltudinally, prop up tall

and test for horizontal on the fuselage longeron
between Sta.'s 74 and 90.

3. Rlgging:
{a) The proper dihedral angle and angle of incldence
are bullt into the wing and fuselage at the factory.

(b) Elevator and rudder control system rigging is ac-
complished by turnbuckles on the cables.

Elevator cables are rigged to 301 5 pounds ten-
sion, Rudder contrel system tension 18 maintained
by springs on rudder pedals. However, cables should
be rigged with the turnbuckle threads flush with

the barrel. Double safety turnbuckles in accor-
daence with standard alrcraft practices.

{c) The spoilers have no initial tension. They should
be rigged so that there is no slack or lost motion
when control 1s started. Slngle safety turn-
buckles in accordance with standard ailrcraft

practices.

(d) Tow hook release spring tenslon s checked by
applying a force of 6-12 1bs. at the end of the
releasa arm, the hook should then release. If the
tension is not within this tolerance, the spring
should be replaced.

INSPECTION (PREFLIGHT)
1. Inspeect the following for conditlon, operation, security of
attachment and any signs of wear, damage or fallure,

{a) Wing and attachment
(b) Stabilizer
15
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Flevator

{d) Fin

Rudder

Fuselage covering and structural tubling

Control Cables

Controls and contrel system push rods

Allerons

Spollers and controls

Main wheel and brake

Tire (maintaln tire pressure at 20 lbs.)

Tall wheel and bracket

Skid and skid shoes. (Skid should be replaced if
eracks or spllts are evident. B8hoe need not be re-
placed except where there is excessive wear.)

{0) Shoulder harness and salfety belts

(p) Canopy and Canopy release

{q) BRelease hook and release system

(r) Pitot system {after prolonged tie down or ex-
posure to rainy weather, remove llnes from instru-
ments and expel any water which may have collected
in lines by blowing through them.} CAUTION: DO
NOT BLOW INTC PITGT TUBE WITH INSTRUMENTS CON-
NECTED.

la X
—
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INSPECTION (Annual and/or 100 hrs.)

1. PFusslage Group:

{a)

{b)
(c)

(a)

()

(g}

{h)

Check control stick and torque tube assembly. 011
torque tube support bearings.

(1) Inspect internal surface of torque tube for cor-
rosion, clean and apply Paralketone if necessary.

Check controls for ease of cperation.
Check control cables for safety, corrosion wear asnd
securlty of attachment.

Check elevator push tube for conditicon, wear - especial-
ly at falrlead and securlty of cable attachments.
Check fuselage members for cracks, misalignment and any

other damage. Weld clusters for rust particularly in
Yeupped” areas wlthout adequate drainage.,

Note if the primer has bheen scraped off any fuselage
nember leaving exposed metal, sandpaper lightly to re-
move rust or dirt and touch up with zinc chromate

primer, speciflcation MIL-P-85854.

Check cable pulleys for wear and attachment, replace if
necessary. '

Check fairleads for wear and attachment, replace 1if
neces888Yy.



2.,

3.

L.

(1)

(1
(k)
(1)
(m)
{n)

Check fuselage fabric and finish for oracks and de-
terloration (check tensile strength, if below 35 Ibs.
fabric must be replaced.

Check canopy for condition and attachments.

Check plexiglas for cracks or excesslve crazing.

Check safety belts, shoulder harness, bracketa & bolts,
Check springs for corrosion, cracks and wear at ends.

Check bungee control for coperation and security of
attachment.

Landing Gear Group:

(a)
(b)
(¢}
(4}
(e)
(r)
(g)

Remove wheel, inspect for cracks.
Ingpect wheel bearings for condition, repack.
Check tire pressure {20 1lbs,.).

Inspect tlre for wear and cuts.
Inspect tall wheel and bracket for cracks and wear,

Inspect skid and shoe for cracks, wear and attachment.

Inspect brake for wear and operation.

Empennage Group:

{a)
(b}

(e)
(d)

{e)
()

(g)

Ingspect stablliger for condition and attachment.

Inspect stabllizer fittings and bolts for wear and
glgns of failure,

Inspect elevator and hinges for condition and security
of attachment.

Inspect elevator horn for condlitlon and pushred for
security of attachment.

Ingpect fin for condition and attachment.

Inspect rudder and hlnges for condition and security
of attachment.

Check fabric and finish for cracks and deterioration.
{(Check tenslle atrength, if below 3% 1bs., fabric must be
replaced.)

Wing Group:

{a)

(v

Remove turtledeck and inspect wing attachment fittings
and bolts for condition and security of attachment.

Inspect alleron push rods for condltion and security
of attachment.

17



6.

(e)
{a}

(e)
(r)
{(g)

(h)
(1)

Tow
(a)

(b)

(c)
(d)

Inspect spoiler cables for corrosicn, wear and se-
curity of.attachment,

Inspect fixed surfacesa for corrosion, loose rivets and
other signs of gtructural fallure of damage.

Ingpect allerons and hinges for condition, operation
and attachment,

Inspect spoiler and hinges for conditlon, operatlon &
attachment,

Inspect bellcranks for condition, evidence of damage
and attachment,

Ingpect pushrod and cable fairleads for wear or break-
age and attachment.

Check fabric and finlish for cracks and deterloration.
(Check tensile strength, if below 35 lbs., fabric must be
replaced,)

Hook:
Inspect hook for wear, cracks, roughness and attachment,
Check mechanism for freedom of operation,

Check release mechanism by applying a force of 6-12
lbs, as outlined in Paragraph B3(d).

Check ring clearance between hook and fuselage when
heok is closed, with a ring made from 5/16™ dia. stock.

Cabin Group:

{a)

(b)
(c)

{d)

(e)

Inspect instruments for range markings, zero reading
and security of attachment,

Inspect instrument panel for security of attachment.

Inspect placards, nameplates, decals for legibility
and security of attachment.

Inspect alr vent for operation and security of attach-
ment,

Inspect seates for damage and securlity of attachment,
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SUPPLEMENT FOR SGS 1-26D & E
FLIGHT HANDBOOK AND MAINTENANCE INSTRUCTIONS

The 8GS 1-28D differs from the previcus models in that it has a modified
nose with monocoque construction forward of the main spar carry-through.
There are changes in the wing structure, including Dive Brakes in lieu of
spollers. The alleron structure has been revised. With the above changes
the maximum groes weight has been increased to 700 Ibs.

The SGS1-26F differs from the 1-26D in that the monocogue construction
has replaced the welded steel tube structure aft of the main spar carry-through,
making the fuselage entirely monocogque. The vertical fin has been revised
to accommodate the contour and fin-attach points, which differ slightly with
the new construction, The rudder and horizontal tail surfaces are the same
as for the 1-26D,

The dive-brake/wheel-brake control handle on the left hand side of the
cockpit, has been changed to a conveniently longer length and the main wheel
brake shoe 1s changed, The elevator cables on the 1-26F have the turnbuckles
located at the aft end of the cables

Flight speeds, CG limits, maximum weight and overal! dimensions remain
the same as for the 1-26D.

Overall Dimensions Placard Speeds (maximums)

Length 21' 6 1/2" Glide or Dive 114 mph
Span 40' 0" Airplane Tow 114 mph
Height 7T 2i/2 Dive Brakes Open 114 mph

Auto or Winch Tow 63 mph

FLIGHT CONTROLS:

Dive Brakes - As stated above, the SGS 1-26D and E incorporate dive brakes
in the wings rather than the spoilers used in previous models.
Throughout the Flight Handbook, the term dive brake can be
assumed wherever the word spoiler appears. The dive brakes
are operated by a lever-type control on the left side of the
cockpit, D Model: Depress the thumb-button on the top of
the lever to unlatch the control. E Model: Move handle to right
to disengage from detent. The lever is then moved aft for the
desired amount of dive brake effect. Full rearward movement
actuates the wheel brake, To close dive brakes, move the lever
to the full forward position where it will automatically latch in
place,
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FLIGHT CONTROLS cont'd. :

Wing to Fuselage Assembly - Assure that the dive brake control lever
in the cockpit is in the full forward position and latched.
Also be sure the dive brakes in the wing are fully closed.
This will index the respective fittings on the wing torque
tube and in the fuselage to engage as the wing is inserted
in the carry-through. There are two bearings for the
bellerank in the dive brake area of the wing which should
be lubricated with oil periodically and alsc the actuating
mechanism in the fuselage.

8GS 1-26D and E FLIGHT ENVELOPE

The 1-26D and E have a load limit factor of 5.33 (see graph - page 22) which
should not be exceeded. A safety factor of 1.5 is required which gives an

ultimate load factor of 8.0. The 1.5 safety factor is for inadvertent conditions
and material variations.

The placard speed is 114 mph. The speed for cautionary maneuvering is 68
mph, and the cautionary range should be considered between 68 and 114 mph.

Refer to the 1-26 Flight Envelope text for additional information.

STALL WARNING

As flying speed is reduced, a "burble" develops at the root of the
wing which buffets the tail surfaces and so acts as a stall warning. In
co-ordinated turns as the speed is reduced, this buffeting should not
occur until the air speed is below 40 mph. This "burble" peint can be
delayed several miles per hour by sealing the wing —- fuselage junction
-- and aft deck with plastic tape.

FREE FLIGHT 1-26D and E

Flying Speeds Best Gliding Speed (L/D} 53 mph 231
Speed at lowest sink 40mph 29 fps
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REMOVABLE BALLAST FOR 5GS 1-26

A removable ballast installation part number 26058G has been
developed for all 1-26 models to simplify the balance requirements necessary
for a relatively light weight pilot.

The installation consists of a cannister assembly which is securely
attached to the sailplane structure in a well forward location for maximum
effectiveness. The ballast proper, is a cast lead bar with a handie for
convenience in inserting or removing from the cannister. A snap-in pin
retains the ballasl in place. For each ballast instaliation, a special *‘Flight
Limits” placard is installed and is stamped to show the resultant actual
minimum and maximum pilot weights when the removable ballast is in
place. These figures are calculated for each sailplane based on the current
weight and balance at the time the ballast is installed.

Thisinstallation provides a safe and convenient means of ballasting for

flight for the light-weight pilot without the penalty of reduction of useful
lvad, as would be incurred by a like amount of permanent ballast.

23



BAILPLANE TIE DOWNS
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Many more sallplanes are damaged on the ground by the wind than in flying acci-
dents. It ie usually due to leaving the ship unsecured or using inadequate tie downs.

In the normal, tail down, ground position, the wing has a high angle of attack.
A 1-26, (empty wgt. 380%), facing into the wind will be subjected to lift forces as
shown:

WIND LIFT NET LIFT WIND LIFT NET LIFT
30 mph 545 165# 60mph 2,110 1, 7304
40 mph 945 565# 70mph 2,880 2, 500#
50 mph 1,455 1, 0754 80 mph 3,420 3, 0404

Therefore, it is very important that adequate tie downs are provided. The
fallowing procedures are recommended:

1. Sheltered Area: Tail down, ropes (%), at wings and tail (**¥),

2. Unsheltered Area: Facing into prevailing wind. Rope at wings and tail, and chain
tie down to relfease hook.

3. Unaheltered - High Wind Hazard: Tail supported on padded stand. Rope to winge
and two ropes to tail, Short chain (5/16" welded link), tie down to tow hook.

4. Flightline Tie Down: Short chain tie down to tow hook (tail in alr). Water filled
tire tube on end of one wing.

NQTE: *Minimum size of recommended ropes - 5/16" nylon, or 1/2" manila - renewed
each season. (Knots can reduce rope strength by 50%.)

** Bize and style of ground anchor will depend on soil composition and type of mail-
plane, In light sandy soils, anchor arm or chain longer and set deeper. A ground
anchor should be able to withstand a vertical pull of at least 2, 000#, Should pot be
located directly under tie downs.

*»*Rudderlock - recommended if control locks are not used. Allerons and elevator
can be secured with seat belt around control atick.

s#+#8ecuring the spollers or dive brakes open will decrease Hfting forces.
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