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The 1 -36 Sprite is Schweizer's newest production model 
single-seated sai lplane design ,  and it is surprisingly good 

in many aspects. Ruggedly constructed almost entirely of 
aluminum alloy, it features modern Wortmann laminar flow 
airfoi l  sections on its 46-ft. ( 1 4.0 meter) span wing. It is an 
intermediate performance sailplane designed to be easy and 
safe to fly by a wide range of sport-loving pi lots. Our DGA 
flight tests confirm that its performance is about 45 percent 
higher than that of the 1 -26 models that it is replacing. This 
is a significant performance improvement, which wi l l  permit 
easier and better soaring flight achievements than were pos­
sible with the older and smaller 1 -26 models. It will l ikely 
provide the basis for a new one-design competition class in 
the U . S.A. 

The aluminum wing leading edge skins appear to be care­
ful ly formed of adequately thick material ,  so that no buckling 
of these surfaces occurs during normal soaring flight. Be­
cause of this, the wing apparently achieves a fair degree of 
low-drag laminar airflow. Measured tic values were about 
. 1 65 at the wing root, . 1 64 at the aileron root station, and 
. 1 31 at the wingtips. The wing spar is located at about .40c 
aft of the leading edge, and there, along the rivet l ine, an 
unfi l led skin wave existed that no doubt terminated the lam­
inar flow at that chordwise location.  There had been no fi l l ing 
of any of the wing-ski n rivet- l i n e  waves on our test 
1 -36 sailplane, but had that been done, it is probable that 
even higher performance could be achieved. A mixture of 
epoxy resi n  and microballoons is excellent for that purpose. 

The 1 -36 is offered with two landing gear options, neither 
of which is retractable. One option is a forward-of-cg main­
wheel with a spring-supported tailwheel.  Our test sai lplane 
had the second option which is a cg located mainwheel with 
a conventional fuselage nose skid. I prefer the latter option 
because the more aft wheel location provides better direc­
tional control ,  especially during crosswind takeoff and land­
ing. There is l ikely little or no aerodynamic drag difference 
between the two option configurations. 

The mainwheel is a generous 1 3-inch 0.0.  by 5-inch wide 
size that is normally used with Open Class sai lplanes. The 
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wheel is equ ipped with a standard hydraulic disc brake that 
reportedly functions wel l .  The wheel brake is actuated by the 
airbrake handle final aft movement, which is an excellent 
arrangement. I did not test the wheel brake with a hard ap­
plication because our test 1 -36 was to be displayed soon at 
the 1 982 SSA Convention in Houston, and we did not want 
to place any scratches on the forward skid. 

The airbrakes are beautifu l ly balanced plates that extend 
from both the upper and lower wing surfaces, similar to those 
of the 1 -26E.  Though not as powerful as those of some of 
the recent European designs, they are easy to use, and cause 
minimal pitching.  They are so well-balanced airloadwise that 
only very low actuating handle forces are needed to operate 
them in flight. 

Assembly of the 1 -36 is relatively easy, though a bit more 
involved than with a typical fiberglass sai lplane. The wing 
root spars insert into mating fuselage slots, and must be 
pinned along with the forward and aft drag fittings in addition 
to the main spar pins. The aileron controls must be pinned 
manually, but the airbrakes connect automatically. The tee­
tail horizontal surface has a 7.93 ft. (2.42 meter) overall span 
and uses a conventional fixed stabilizer with a small-chord 
movable elevator at the rear. It is divided into removable left 
and right panels that plug into mating sockets of a short-span 
section of the stabi l izer that is permanently fixed to the top 
of the vertical fin .  A small pin must be inserted to retain the 
left and right removable portions, but the elevators connect 
to the control system automatically, as aI/ control systems 
should. 

The airspeed system pitot is located inside the fuselage 
nose cockpit air vent opening, which is an excellent location. 
The static orifices are located on the lower sides of the fu­
selage, 1 4  inches (356 mm) aft of the nose. The overall 
system was calibrated during Fl ight #5, and the measured 
errors are shown in Figure 1 .  Less than 1 -knot error is shown 
above 56 knots indicated airspeed. Below 56 knots the error 
steadily increases Jo about + 4.5 knots at stal l  speed. This 
+ 4.5-knot error at stal l  means that when one indicates 28 
knots, they are actually going about 32.5 knots . This is a fairly 
good airspeed system ,  but the static sources may have too 
much error to achieve satisfactory total energy compensation 
with most variometers. Therefore, either a venturi variometer 
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SCHWEIZER 1 -36  N3621T 
POLAR TEST DATA - CLEAN : 
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static shou ld  be used , or an addit ional  low-e rror stat ic sou rce 
should be i nsta l l ed on the aft fuselage sides.  Our  test 
1 -36 used a factory- i n stal l ed ,  tai l-f i n -mou nted ve ntu ri , which 
worked wel l .  

S ix h i g h  tows were made to meas u re the Sprite's clean 
config u rat ion sink rates at various constant a irspeeds .  These 
were f lown by fou r  d ifferent pi lots , rang ing i n  height from my 
5-ft .  1 0- i n .  ( 1 . 78 meter) to Robert W i l l iams'  6-ft . 7- i n .  (2 .00 
meter) he ight .  These s i n k  rate test data are shown in Fig u re 
2. Reg rettably,  the a i r  was not as sti l l  as we wou ld have l i ked 
dur ing any of the th ree test days, and a fair amount of scatter 
exists in the data.  However ,  a c u rve fai red through the av­
eraged data points shou ld provide a fair ly representative po­
lar .  Th is  ind icates that a 1 30-ft .!m i n .  m i n i m u m  s ink  rate can 
be ach ieved at about 39 knots , and that an UD max of about 
31 is achieved at about 42 knots ca l ibrated ( = 3 9 . 5  knots 
ind icated ) .  This UD m ax is exce l l ent for this c lass of sai lp lane 
and fu l ly  u p  to the manufact u rer's c lai m .  

F igure 3 compares t h e  measu red 1 -36 polar t o  that o f  the 
DGA-measu red 1 -26E polar reported i n  Reference A .  As th is 
fig u re shows,  the 1 -36 is  marked ly su perior to the 1 -26 at 
a l l  except sta l l  a i rspeeds.  With the laminar  a i rfoi l  and a 
.93 I b . /ft2 (4 . 54 kg/m2) h igher  wing load i n g ,  the Sprite wi l l  
natura l ly  need t o  be f lown a t  somewhat h igher  ai rspeeds to 
ach ieve opt i m u m  perfo rmance . 

The f ina l  port ion of o u r  performance test ing was done with 
our standard pattern of 20 tape "bugs" per meter span at­
tached to the wing lead i n g  edges to obtain some est imate 
of how much the effect of i nsect impact roughening wou ld 
have on the 1 -36 s ink- rate polar .  Previous test ing of the 
1 -26E showed that s i m i l a r  roughen ing  had no measurable 
effect on that non laminar  wing profi l e  ( Reference A) . The 
1 -36 wing is  d ifferent ,  however ,  as the test data i n  Figu re 4 
ind icates . 

Agai n ,  u nwanted a i r  movements introduced scatter in the 
sink rate data at a i rspeeds below 50 knots. However, aver­
ag ing the avai lab le  test d ata shows a m i n i m u m  s ink  rate of 
about 1 60 ft .!m i n .  at 37 knots , and a best UD of rough ly  25 
to 1 at 42 knots . This is  about a 23 percent increase in 
m i n i m u m  s i n k  rate and a 24 percent decrease in maxi m u m  
g l ide rat io .  Obvious ly  it  w i l l  be advantageous t o  keep the 
1 -36's lead ing  edges smooth and c lean at al l  t imes poss ib le .  

The ro l l  rate at 40 knots cal ib rated was q u ite good , meas­
uring about 6 seconds for 45°-to-45° ro l l s .  Sta l ls  are gent le 
and preceded by buffet ing start ing about 2 or 3 knots above 
fu l l  sta l l .  D i rect ional  stab i l ity and rudder control are q u ite 
good . A centeri ng-spr ing tr i m system is  provided for the e l ­
evator,  with a reset release lever mou nted c lose to the left 
s ide of the control st ick.  Dur ing most f lyi n g ,  th is tr im system 
is u nnecessary ;  therefore I taped the release lever to the 
control stick d u ring later f l ights to tem po rari ly deactivate the 
trim spr ing system .  

Although the e levator system provided very adeq uate pitch 
control at al l  a i rspeed s ,  i t  was noted by al l f ive p i lots of our  
test group that  we a l l  tended to have some diff iculty in  main­
tai n ing  a steady aerotow pi tch att i tude ,  part icu lar ly d u ring the 
i n it ia l  port ion of the tows . The 1 -36 exhib ited a moderate 
tendency to osci l l ate in pitch d u ring tow i n g ,  for some u nknown 
reason . Possib ly  this was caused by the dynamics between 
the Su per Cub towplane,  the towrope,  and the Sprite's low 
towhook location .  Th is  is  easi ly contro l led ,  and after the prac­
tice of one or two takeoffs , I cou ld  q u ick ly damp the osci l lat ion 
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by proper t im ing of e levator movements.  Locking out the tr im 
spr ing system seemed to help there .  

The cockpit is comfortable a n d  we l l  laid o u t  and vis i b i l ity 
is good . The canopy is  s ide-h inged,  we l l -f itted ,  and sealed . 
The cockpit is relatively q u iet d u ring f l ight .  On ly one or two 
aft-of-spar wing-sk in  panels buck le s l ight ly  d u ring f l ight  in  
turbulent a i r ,  but these do not  produce much nqise to  the 
pi lot.  

The unequ i pped e mpty weight of N3621T was 470 pounds.  
Instruments,  battery , nose ba l last (5 I bs . ) ,  and misce l laneous 
equipment brought  the e m pty weight to about 492 pounds 
without t ip  whee l s .  The measu red wing area was 1 40 . 4  ft . 2 ,  
which is a lmost exact ly  equal  to the Handbook's 1 40 .6  ft !. 

A l l  considered , the new 1 -36 sai l p l ane appears to be an 
excel lent i ntermediate-performance sai lp lane with markedly 
better performance than its 1 -26 predecessor.  Its robust and 
durable a l u m i n u m  construction should make it an attractive 
sai lp lane for c lubs ,  sport f l iers,  and one-desig n-c lass advo­
cates . 

Special  thanks go to the Schweizer Aircraft Corporation for 
provid ing the f ine new test sa i lp lane ,  to the Dal las G l id i ng 
Association , p l u s  a few dedicated SSA members who k indly 
provided the test tow funds ,  the pat ient tow and test p i lots, 
and to our good photog rapher/test pi lot ,  Skip Epp .  
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