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The 15-meter DG-200 is manufactured by a relatively new German company named Glaser-Dirks
Flugzeugbau. It was founded in 1973 by Gerhard Glaser, a civil engineer/ businessman, and Wilhelm Dirks,
a young aeronautical engineering graduate of Darmstadt University. Their first sailplane project was the
unflapped Standard Class DG-100, which was a development of the experimental 0-38 of Akaflieg Darmstadt.
It first flew in 1974, and it has been in production ever since.

Design on the flapped 15-Meter Class DG-200 sailplane
was started in 1976, and it first flew in 1977. It reportedly had
quite good performance and acceptance by European pilots.
Naturally, we of the Dallas Gliding Association were anxious
to include the DG-200 in our flight test series. The opportu-
nity came when Bob Gaines (‘Safety Corner” editor for Soar-
ing) offered to bring his new and well-polished sailplane from
Atlanta to Dallas for our appraisal and flight-test measure-
ments.

The sailplane is a real beauty to behold with its excellent
finish and sleek pointed nose. The canopy is exceptionally
good, and it provides outstanding forward visibility for the
pilot. It is a two-piece design extending almost to the forward
tip of the fuselage and reaching slightly more than halfway
down the fuselage sides. The forward canopy is fixed to the
fuselage, while its aft portion is hinged at the upper aft end
for cockpit access, much like the well-known aft-hinged
Kestrel sailplane canopies. These forward and aft plexiglass
sections are separated by thin fiberglass frames that create
a slight viewing obstruction from the cockpit, but this is not
very large and it is quickly accommodated by the pilot’s view-

ing techniques. Since the longer forward canopy is perma-
nently attached to the fuselage, there are no air-sealing prob-
lems there. The shorter hinged aft portion is provided with
springloaded side latches and has an excellent seal around
all its edges.

The cockpit is outstandingly good for moderately sized pi-
lots; I have never flown a sailplane that was more comfortable.
I flew several 5 and 6-hour flights in the DG-200 with no dis-
comfort whatsoever. The seat back is adjustable in flight by
a small squeeze bulb connected to an air bladder behind the
seat; a well-placed adjustable headrest is attached to the
rear canopy frame. Food, water, and other items can be
reached in flight from the baggage compartment located in

the area behind the head-
rest and forward of the wing
spars. Probably the most
important item contributing
to sitting comfort is the su-
perbly shaped seat floor, which fitted my 5-foot 10-inch frame perfectly,
providing ample leg support out to almost the knees. Apparently, it was
designed for an American-type parachute, as it accommodated my Secu-
rity 250 quite nicely.

The control stick uses the excellent parallelogram linkage elevator sys-
tem, which allows essentially no acceleration-induced feedback into the
elevator control surface. The horizontal tail is an excellent two-piece design
with conventional fixed forward stabilizer and aft-mounted movable eleva-
tor. Except for the center-mounted control stick, the lower instrument-panel-
mounted tow release, and rudder-pedal adjust knobs, all the other principal
controls are located on the left side of the cockpit (see photo). This makes
that cockpit area somewhat crowded, but I found that I could easily reach
and operate all of the control handles and knobs.

Very adequate ground clearance is provided by a generously large 5” x 5”
main wheel unit, which is equipped with an effective drum brake. The wheel
brake activation lever is a squeeze handle, well placed on the forward side

Owner Bob Gaines made this picture at Chilhowee,
Tennessee, just after he had gotten delivery of his new
ship last winter. Dave Stevenson is cleaning snow and
sleet off the wings.

Left fuselage panel holds flap handle
(upright, black), airbrake  (upright,
light), trim knob (below  flap handle),
and gear retract handle (bottom, be-
tween flap and airbrake). Wheel
brake handle is on stick; release
knob is visible behind stick at base
of instrument console.



of the control stick. A small pneumatic tail wheel is recessed
into the aft fuselage, making straight takeoff and landing
ground rolls easy to accomplish.

The wings were well smoothed and finished. Wave gauge
chordwise measurements of their surfaces showed average
peak-to-peak values of only about .0035 inches on the top
surfaces and .002 inches on the lower surfaces. This is ex-
cellent and as smooth as any factory-delivered condition
wings we have measured. The wing maximum thickness-to-
chord ratios measured an average .174 value, with no sig-
nificant differences between root, mid-span, and wingtip t/c
values. The wing planform area measured at 107.8 ft.2, which
is almost exactly the 10.0 square meter area listed in the
handbook. The airfoil profile is listed as a Wortmann FX67-
K-170. The wings are provided with bladder-type water-bal-
last tanks installed in the leading edges, and they can hold a
total of about 130 liters (286 lbs.).

Figure 1 shows the results of the airspeed system error
flight-test measurements. Data were taken with eight sepa-
rate flap settings scattered over a 37 to 115-knot airspeed
range. Only 1 to 2 knots of error is evident anywhere in the
test range. An airspeed system error this small is remarkably
good, especially consider-
ing that fuselage nose static
sources are used with the
DG-200.

High-tow, still-air test
flights were made to mea-
sure the DG-200’s sink

rates at various constant airspeeds and flap settings. Figure 2 shows sink-
rate data measured with +4˚, 0˚ and -8˚ flap settings, and Figure 3 shows
those measured with -4˚ and -12˚ flap settings. The best L/D values ap-
peared to be those measured with the 0˚ flap setting, where an averaged
value of about 40.5 is indicated at 51 knots. This L/D max value is excellent

for a 15-meter sailplane. My
old RJ-5 sailplane of the
early 1950’s barely achieved
40 to 1, though it had a lami-
nar airfoil and almost 1.8
meters more wingspan
(Raspet’s measurements at
Mississippi State Univer-
sity).

Figure 4 consolidates
the polar curves in Figures
2 and 3 on a single plot,
leaving out the test-data
points to improve clarity.
This provides a clear view of
polar portions measured
with each of the five test flap
settings. The optimum flap
settings over the test air-
speed range are fairly well
defined in Figure 4. The full
negative -12˚ flap setting
gives outstanding perfor-
mance at airspeeds above
100 knots. However, there
appears to be a dip in the
polar curves at 91 knots,
where the -12˚ and -8˚
polars intersect. This sug-

From top: “Airbrakes are very good,”
says the author, “but not quite up to
those of the superb LS-3A.”; Sherman
Griffith using new industrial thickness
gauge to measure wing surface wavi-
ness which proved to be as good as
anything measured in the FTE series
so far.; Flaps and ailerons function to-
gether at full negative (-12˚) setting.



gests that a -10˚ intermedi-
ate flap setting would likely
provide better performance
in that airspeed region. Re-
grettably, available time and
funds did not permit mea-
surements with the -10˚ flap
setting. The DG-200 did,
however, have a -10˚ flap
handle detent ready to use.

The final five test flights
were used to measure the
DG-200’s sink rates while
carrying 30 gallons (250
lbs.) of water ballast. One
flight had to be discarded
because the test air was in-
sufficiently still. The test
data from the other four
flights are shown in Figure
5. If the sailplane’s lift ver-
sus drag coefficients are unaffected by the somewhat higher
Reynolds Number effects, then theory says each point on
the dry polar should move up and to the right by a factor
equal to the square root of the sailplane’s ballasted weight
divided by its dry weight. In this case the ballasted test gross
weight was about 957 lbs., compared to a 707-lb. dry value,
which results in a √957/707 = 1.163 ballasting factor.

The Figure 5 flight test data show that the measured
sink rates with ballast fall fairly close to those computed by multiplying the unballasted values by the theoreti-
cal 1.163 factor. No significant Reynolds Number effects are shown, except that the -4˚ flap setting appears
to produce somewhat higher L/D values when ballast is carried. The maximum L/D still appears to be about
40.5, but it occurs at about 63 knots. This is almost 4 knots higher airspeed than one would normally expect
by multiplying the dry polar’s 51-knot best L/D airspeed by the 1.163 ballasting factor. Reynolds Number
effects upon the Wortmann FX67-K-170 airfoil laminar separation bubble can easily cause this polar shift.

For those interested in reading more on this phenomenon,
References 1 and 2 are recommended.

The airbraking and handling characteristics of the DG-
200 are very good but not quite up to those of the superb LS-
3A. The aileron control system friction was quite acceptable
when the flaps are in the -4˚ to +4˚ range, but it increases
noticeably when the flaps are set to larger positive and nega-
tive settings. This is a relatively minor fault, which only slightly
detracts from the pleasure of thermaling this fine sailplane
with its normal +8˚ climb flap setting. Climb performance in
thermals was excellent. Without ballast, about 42 knots CAS
provided comfortable control in average thermals, and only
47 knots were required when carrying the 250 pounds of water
ballast.

At 45 knots CAS with
+8˚ flap, the 45˚-to-45˚ rolls
required about 5 seconds to
perform when flying dry.
With the ballast and at 50
knots CAS, the rolls required
roughly the same 5 seconds
to perform. These roll rates
are excellent and about
equal to those exhibited by
most modern 15-meter sail-
planes. Yaw stability and
control are also excellent,
with little effort being re-

Horizontal tail uses a fixed stabilizer;
elevator coupling to stick is through
parallelogram linkage to reduce accel-
eration-induced feedback.



quired to keep the yaw string centered. Our tests were all performed
with the DG-200’s center-of-gravity located near its aft limit. For this
reason its longitudinal stability appeared to be somewhat low, but
acceptable, about like that of the AS-W 20.

Because of time and funding limitations, no “bug” test flights were
performed with the DG-200. However, since its airfoil is reported to
be identical to the Wortmann FX67-K-170 used with the LS-3A, the
20 bugs/meter polar test data measured with the LS-3A (Reference
3) should be close to that which the DG-200 will exhibit.

In general, I believe that Bob Gaines and the other new DG-200
owners will be justifiably proud of fine machines and happy with their
excellent performance. The Dallas Gliding Association provided the
funding for these tests, and flight testing assistance was provided by
Skip Epp and Sherman Griffith. Skip is also credited with the photo-
graphs.
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Side view shows large canopy area.
The forward section is fixed and
hinging is at the rear of the aft sec-
tion. Dick reports the thin separa-
tion band is a minor obstruction to
visibility which “is quickly accommo-
dated by the pilot’s viewing tech-
nique.” The main 5” X 5” wheel gives
good ground clearance and its
brake is very effective.


