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When you outgrow your sailplane,
you don’t have to outgrow your insurance.

When it comes to insurance, selling an old sailplane and And, you can always counton Eastern for prompt, reliable
buying a new one can be a bit tricky... unless you're claims service.
covered by Eastern Aviation & Marine Underwriters, Inc. So, if you fly sailplanes, make sure you are covered by
We'll automatically cover your new sailplane with up to the people who know sailplanes. Certain other limitations
150% of the protection we provided for your old sailplane. and restrictions apply to this and all insurance policies so
Just make sure we're notified within 30 days of be sure to discuss your needs with one of the
your purchase. independent agents listed below or call your local

These kinds of features make Eastern’s policy
the most comprehensive protection you can buy.

independent agent and ask for coverage from
Eastern Aviation & Marine Underwriters, Inc.

EASTERN AVIATION & MARINE UNDERWRITERS, INC.
P.0. Box 10631/ Towson, MD 21204

HAYES, UTLEY & KB & ASSOCIATES, INC. McWETHY BROTHERS, INC. PIK*WEST INSURANCE AGENCY TURNER BARKER &
ASSOCIATES P.0. Box 5889 540 W. Galena Boulevard 4421 Cochran CO., INC.

P.0. Box 18285 Lakeland, FL 33803 Aurora, IL 60507 Simi Valley, CA 93063 157 Fox Street
Louisville, KY 4021-80285 813/646-9688 312 /897- 4296 805/ 522-3428 Portland, ME 04101

502/491-7420 207/773-8156
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We will venture a guess that your typical U.S. soaring site doesn’t look
quite like this. But there are places like this where you can fly gliders, as
Don Wemple found out, and he tells us in ‘A View of Camelot.”

The Soaring Society of America is a nonprofit
organization of enthusiasts who seek to foster
and promote all phases of gliding and soaring
on a national and international basis. The
Society is also a division of the National
Aeronautic Association (the U.S. national aero
club) which represents the U.S. in the
Federation Aeronautique Internationale (FAI,
the world sport aviation governing body
comprised of national aero clubs). NAA has
delegated to the SSA the supervision of FAI-
related soaring activities such as record at-
tempts, competition sanctions, issuance of FAI
Badges, and the selection of a U.S. team for
the biennial World Gliding Championships.
SOARING is the Society’s official journal.

Division: The 1-26 Association, R.R.4 Box 597,
Blairstown, NJ 07825

Division: The Vintage Sailplane Association,
Scott Airpark, Lovettsville, VA 22080

Division: The Sailplane Homebuilders
Association, 3425 John Street, San Diego, CA
92106

Affiliate: The National Soaring Museum,
Harris Hill, RD #3, Elmira, New York 14903

Affiliate: The National Soaring Foundation,
P.O. Box 831, Hobbs, NM 88241

SSA Officers: President, Hal M. Lattimore
Vice-President, Richard N. Hall, Jr.
Vice-President, William C. Sproull
Secretary, Richard Schreder

Treasurer, T.E. Sharp

Executive Director, Larry Sanderson
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Production Mgr., Paul Sengebusch

Offices: SSA business office and Soaring
magazine business and editorial office: P.O.
Box E, Hobbs, NM 88241.

Phone (505) 392-1177.

Cover: Grob G-109B over the ocean off the
coast of Southern California. Sailplanes over
water are a rare enough sight—that’s what
the security of an engine can do for some
people. Photo by Bob Said.

Total paid circulation of the
February issue was 16,768
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“Soaring Mail” may include letters from members
who are advocating or opposing changes in SSA poli-
cy or operations. In this respect, SOARING strives to
serve as an open forum and publish as representative
a sampling of all views as space permits.

But publication of a letter can only give an idea

P e, not impl ion. Society bylaws dele-
gate policy and decision-making to the SSA Board of
Directors (The SSA Regional Directors) and, between
meetings, its Executive Committee.

Correspondents who want action should contact
their SSA Regional Director or the Executive Com-
mittee (Names and addresses of Regional Directors
are in the SSA Membership Roster, and the names of the
three Executive Committee members are given at the
close of the Executive Director’s Report which is pub-
lished in SOARING following each Director’s
Meeting.)

Material published in SOARING magazine is con-
tributed by individuals for the reading pleasure of
soaring enthusiasts. Monetary payment is made
only for the front cover photograph ($50). Anyone
is invited to contribute articles, reports and photos
concerning soaring activities. However, any materi-
al that is to be returned must be accompanied by a
stamped self-addressed return envelope. Manu-
scripts accepted for publication are subject to what-
ever deletions, additions or revisions are necessary
to adapt the material to the space requirements and
quality standards of the magazine.

Advertising is published. as a service to readers.
The publisher reserves'the unequivocal right to ac-
cept, reject, discontinue or edit advertising, the sub-
mission of which shall be evidence of agreement to
that right by any prospective advertiser. SSA and its
journal have neither the facilities, staff, nor legal
authority to investigate advertising claims, but read-
ers are requested to notify SOARING if misrepre-
sentation occurs.

The Society and its journal assume no responsibil-
ity for the opinions expressed and facts stated in
articles and advertising published in SOARING
magazine, which are the sole responsibility of the
contributor, author or advertiser. Publication is not
an endorsement, qualification, approval or guaran-
tee of either the advertiser or the product or service
advertised, nor that the product has actually met
any advertising policy criteria. The reader should
independently evaluate the accuracy of any state-
ments in this publication and rely upon such
evaluation.

Cover and entire contents of SOARING are fully
protected by copyright ©1986 Soaring Society of
America. Permission for reproduction in any man-
ner whatsoever must be secured in writing from
The Soaring Society of America.

SOARING magazine, publication number USPS
499-920, is the journal of the Soaring Society of
America, Inc., editorial and business office P.O.
'Box E, Hobbs, NM 88241. Telephone (505) 392-
1177. SOARING is published monthly. Second-
class postage paid at Hobbs, New Mexico and at
additional mailing offices. Subscription to indi-
viduals in the United States available only as
part of SSA membership.

Membership in SSA is open to anyone interested
in the art, the science or the sport of motorless flight.
Membership categories are:

FULL MEMBER $ 35
FAMILY MEMBER 17
STUDENT MEMBER 22
ASSOCIATE MEMBER 25
LIFE MEMBER 450
BUSINESS MEMBER 100

SOARING subscription price, $20 in U.S., $25 for-
eign (pay in US. funds from US.A. banks only).
Subscriptions to individuals are only available to
anyone outside the U.S. and the price includes post-
age. In the U.S. only libraries and institutions may
subscribe.

SOARING magazine mailing schedule: The jour-
nal is delivered from the printer the third Friday of
each month. The following Monday it is sent to an
outside mailer for addressing. Considerable varia-
tions in delivery time have been reported, but the
average appears to be two weeks. U.S. members de-
siring faster delivery may pay an additional $15 per
year to have their copy delivered by first class mail.

SOARING magazine is printed by American
Web Offset, Denver, Colorado. (Postmaster
please send change of address form 3579to SSA,
P.O. Box E, Hobbs, NM 88241.
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The Fun Alternative

The Sailplane Homebuilders Asso-
ciation is the non-competitive alterna-
tive to a soaring calendar filled with
contests. S.H.A. is the division of
S.5.A. devoted to making soaring
more affordable.

In addition to our major East and
West coast Workshops we offer small-
er regional gatherings, and even
smaller interpersonal meetings. We
believe that knowing what makes
them work is almost as much fun as
flying ‘em. We exchange dreams,
ideas, experience and skills freely and
most of all we have fun. Join S.H.A.
and get more fun from your soaring.
Call or write: Bruce Weber, 490 Broad
Ave. Apt. #5, Leonia, N.J. 07605. (201)
944-6529.

BrUCE WEBER
President S.H.A.

The Elimination of Pilotage

The modern sailplane is becoming
computer-equipped, and if we don't
give some thought to the matter, we
may see the nature of the sport—and
certainly of competition—changed
into something we don’t recognize as
piloting. Do you remember in the
movie “The Right Stuff”? —test pilot
Yeager was reluctant to become an
“astronaut” because monkeys could
do the job riding on the top of a rocket
while the whole thing was controlled
automatically

It seems only a question of time be-
fore this type of technology will be ap-
plied to the myriad problems that
beset a sailplane pilot as well. As each
function is added it will be one less
thing for the pilot to do or to be profi-
cient at doing in a competition.

Can we decide now where to draw
the line on what computer technology
we should allow in order to preserve
the trueness of the sport? How much
of the sport is the person and how
much is the machine?

We see that theory, mathematics,
and computerization spurred by the
drive for greater speeds in contests
and records, (and of course, “safety”)
can, and will soon, allow many pilot
functions to be taken over by an auto-
pilot or fly-by-wire. For example,
cruise speed control could be easily

coupled to the vario cruise-speed indi-
cator to control precisely the interther-
mal speed so the pilot could “read
maps”, “observe safety”, “do other
things”. A cruise control is a very nice
thing to have on a car on the freeway
but it sure isn’t like the soaring I love.

Thermal centering strategies could
likewise be programmed to have the
glider automatically climbing while
the pilot did the other things. It
doesn’t take much power to operate
the controls and a battery-powered or
pilot-pumped air or vacuum system
for the actuators could do the job.

One can see that these things are
feasible, and wonderful in a way, but
to allow them in the competition sport
of soaring will, in my view, be a mis-
take with profound consequences.
Can you imagine an aerobatic compe-
tition which was flown by pro-
grammed autopilots in something like
Pitts Specials? Would you admire the
pilot riding along like a monkey on a
rocket while the plane executed letter-
perfect stunts? If we don’t make rules
to be sure that pilotage is what is to be
tested in soaring competition, then we
will eventually see pilotage give way
to artificial intelligence, because A.IL
can do most of the flying more effi-
ciently than a human can.

I proposed therefore that whereas
the purpose of soaring competition is
to determine the best human soaring
pilot (for these aspects of pilotage that
may be called upon during a soaring
contest);

That no autopilot or computerized
control or navigation devices be al-
lowed in soaring competition.

That no location devices such as
VOR, DME radio, radar, sonar, satel-
lite, etc. be allowed in soaring
competition.

That no distant thermal detectors
based on electronic, infrared, etc. tech-
nology be allowed in soaring
competition.

That no transmitted or received aid-
to-navigation or weather information
be allowed from the ground, air, or
space except in cases of imminent dan-
ger (safety) during soaring contest

flights.
R.T. ALLEMAN

SOARING




Heading for Europe?

“A visit to Charles-les-Eau” by Ned
Jacoby (Soaring Dec 86, p. 55) threw
me straight from a rainy Indiana
Christmasinto a Provencal summer.

The French Alps are home to 6 large
soaring operations—5 clubs and 1
state-run instructor training center.

Put together, they offer 200 fiber-
glass sailplanes for rent. The very af-
fordable rates are due partly to state
help, but mostly to the non-profit sta-
tus of these clubs. They all have a few
employees—instructors, mechanics,
maybe a part-time secretary—but
much of the work is done by club
members, with much talent and
dedication.

The emphasis is very much on
cross-country flying: anybody with a
bit of experience (say a silver C) is ex-
pected to be ‘sur la campagne’ (over
the country) daily—which is made
safe by the high density of gliderports.
Many cross-country flights take place
in wolfpacks of 4 or 5 sailplanes, with
usually two seasoned pilots, one lead-
ing and one trailing, and two or three
relative newcomers. This also makes
for very safe flying, as it is practically
impossible to get lost or to err into
dangerous areas.

With such great flying at such low
prices in such a magnificent country-

side, it is surprising that the place is
not filled with Americans! Language is
not the obstacle, as in summer there
are more Germans, U.K . ers, Scandina-
vians, Dutchmen, than there are
French pilots flying in the region.
Many instructors speak enough En-
glish to administer a check ride, which
will often be a two hour, 150 km flight
over the Alps. A French license can be
obtained at no cost upon presentation
of a U.S licence. Housing varies from
place to place, but is usually available
at reasonable rates. Food and wine are
French—need I say more?

To secure a place in July and, even
worse, in August, one should apply
around March. One can expect that, in
the summer, there will usually be two
pilots per glider on most days. The
best period is May/June, when the
crowd is less dense and there will usu-
ally be a glider for each pilot.

If anybody needs help, Ill be glad to
oblige—although not being French, I
know the language and have flown of-
ten in the area. You are welcome to
publish my address and phone num-
ber if you wish.

JeaN CLAUDE Disraux
6020 E. 65 Place
Indianapolis, IN 46220
(317) 849-8437

‘““Meathead” Responds

Robert Gaines struck a chord in his
Safety Corner, Dec. 86. (“The Step
Up”, p. 62).

Thirteen years ago I retired as a pilot
in the Air Force. Not long ago I got a
contract in a small town and am still
working there. They had an Aviation
Day at the local airport. An Air Guard
C-130 was in on static display. I have
about 5000 Air Force pilot hours and
about 2800 hours as a tactical airlift in-
structor pilot in the C-130. It was a
great nostalgia trip.

After the C-130 left, I noticed some
gliders on the grass. The club market-
ing scheme was awesome. Took half
an hour to find anyone who knew
anything about the gliders, and even
longer to get any information. “You
fly these things?” “Yup.” “When do
you fly?” “Weekends, if the weather’s
good.” “What time?”” “Oh, 'bout
noon.”

Asking for more information, the
leader said, “Luther, go get him a yel-
low sheet”” Some time later, he ap-
peared and handed me a data sheet
about the club. They offered no fur-
ther information.

Calling the number on the yellow
sheet put me in touch with the then-
president/instructor pilot/tow pilot/
mover-shaker. He agreed to give me

ENJOY A WESTERN SOARING VACATION...
IN ARIZONA

IN BUSINESS SINCE 1967

* GLIDER RIDES ¢ LESSONS  RENTALS ¢ 3 TOW PLANES
* 4000 FT RUNWAY  PILOTS' LOUNGE

+ HORSEBACK RIDING * CAMPING ¢ BOATING & FISHING (3 MI FROM LAKE PLEASANT)

OUR FLEET OF SAILPLANES INCLUDES: 4 SGS 2-33A'S * 1 SGS 1-26D
1 SGS 2-32 ¢ 1 BLANIK L-13 » 2 GROB 103'S
STEVE POWELL'S AEROBATIC
SEMINAR MARCH 28-29

8902 W. CAREFREE HIGHWAY
BOX 1586 BLACK CANYON STAGE PHOENIX, AZ 85029

(602) 439-3621

TORE

SOARING
SCHOOL

AND ARIZONA STABLES

OPEN 7 DAYS
A WEEK

auswsss@uzmuu
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instruction.

The first minute in the Ka-7 was
wonderful. I was back in Western
Oklahoma flying formation in a T-33
and loving every minute of it. He tried
hard to break some of my bad habits in
the pattern, flaring, low and slow, etc.
After seven rides he soloed me and
soon I was off in the 1-26.

When I survived 20 flights, I went
for an endorsement to my commercial
license. The checkout was with some
hard bumps. For one thing, the “ner-
vous nellies” continually found fault
with my performance. Whether they
were more interested in my carcass or
their equipment, I was never sure. I'd
get slow in the pattern and even land-
ed in the grass a couple of times. Re-
crimination, benching and another
“Bi-annual Flight Review” followed
each of these episodes.

One reason for the short landings
(not a good one) is that I spent many
years over the globe landing big air-
planes on short airstrips. There the
survivors learned quickly that runway
behind you, even inches, was not cool.
Perhaps it was even fatal.

After I got the endorsement, I
moved into the K-8. When the club
lost the hanger, the Ka-7 went in the
rafters and the club sold the K-8.
Those were nice ships. We now use a
2-33,1-23 and a 1-26.

Over the past two years, the “ner-
vous nellies” have faded. I am proba-
bly a better glider pilot, too. I am glad
that I knew no one who was foolish
enough to let me try their “Schweiger-
Fliegel” or let me into a club ship and
“have a go at it.”

Now, if any one has a nice Libelle
for sale at a reasonable price, please
drop me a line.

Kerra C. McDoNALD
Swansboro, North Carolina

Happy Birthday RESCO

Last October RESCO—Region 12
Soaring Council—held its third Dia-
mond Badge Banquet for Region 12.
Over 120 people came to honor the re-
cipients and celebrate the end of the
1986 soaring season. This season saw
RESCO sponsor two sports class con-
tests, a wave camp, and a cross-coun-
try camp. The banquet was also a
celebration of RESCO’s 4th
anniversary.

1987 promises to be an even bigger
year, with both a regional and a na-
tional contest sponsored by this young
organization. A bigger and better
wave camp, cross country camp and
sports class contest are also being
planned.

Region 12 is probably the most ac-

tive gliding area in the country—if not
the world. The Mojave Desert & sever-
al mountain ranges produce year-
round ridge, thermal and wave
conditions—no matter what the wind
direction. These factors, together with
a super-abundance of world class pi-
lots, produce a steady stream of na-
tional and world records.

Bob Harris beat the old world alti-
tude record (Bickle/1961/Region 12)
with a 49009 ft flight. Henry (Lighter
than Air) Combs made his one hun-
dredth flight of greater than diamond
distance last August. Fritz Seger beat
diamond distance for seven consecu-
tive weekends. Ross Briegleb beat sev-
eral world champions in the Hitachi
Invitational—in spite of not having
flown for two years. The year before—
b.c (before child)—Mike Koerner
made a winter flight of 906 miles in
spite of a late start and a 400 mile de-
tour to take a picture for a California
goal record.

Then there are Jim Payne and Tom
Edwards. Jim has been collecting na-
tional records for the standard class in
his LS-4; Tom has done better than di-
amond distance thirty times in a 1-26!

All these fine people and many oth-
ers are more than willing to help oth-
ers improve their skills and experience
the joy of soaring.

The originators of RESCO wanted to

SKYRACE

A Cross-Country Soaring Game/Simulator
Apple II, Commodore 64, IBM-PC, Macintosh (NEW)

Your introduction to the world of high-performance sailplanes,
SKYRACE simulates cross-country soaring flights of up to 225 miles.
Combine the real time action of thermal soaring with the strategic

tension of cross-country flight planning. From your hangar you may choose from the Nimbus 2,
15-Meter Mosquito, Schweizer 1-26 or enter your own sailplane performance data!

The SKYRACE flight manual describes the principles, variable soaring conditions and task options for beginners to
experienced pilots. High resolution graphics, sound and joystick** operation make you pilot-in-command.

Minimum equipment list:

IBM PC, XT, PC Jr. or compatible, 128K, DOS 2.0, color graphics adapter, joystick optional. Or Apple Il
with Applesoft in ROM or language card, Apple 14, Apple lle, lic or Apple [II** in emulation mode, one
disk drive. Color monitor or TV. Commodore 64 with 1541 disk. MaclIntosh 512.

Program package: $39.95 pp. ($2.00 postage outside USA and Canada

**Joystick use optional except for Apple lll, which uses the keyboard only.
Apple and Maclintosh are trademarks of Apple Computer, Inc.

IBM is a trademark ot International Business Machines Corporation.
Commodore 64 is a trademark of Commodore Business Machines, Inc.

P.O. Box 1731, New Britain, Connectlcut 06050

Marche Software

peczfy system.

BUSINESS@MEMBER
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take advantage of the geographical
and manpower advantages of Region
12. They hoped to be able to create new
projects and recreate several older pro-
jects that had become extinct or dor-
mant. They planned to act as a clearing
house for ideas among the diverse
groups, clubs and individuals in the
region—as well as provide a source of
volunteers and trainees for projects be-
yond the scope of individuals and
clubs.

Representatives from the clubs,
FBO’S, and any interested individuals
were solicited to help achieve these
goals. A monthly newsletter, Final
Glide, was published, and has become
a forum for ideas and dissemination of
information.

A dedicated group of individuals
has kept things in motion, but it hasn’t
always been easy. The biggest prob-
lem has been regional apathy. With
over two thousand SSA members in
the region, we have been hard-pressed
to sign up more than ten percent for
membership.

Of those that joined, it was exceed-
ingly rare to see or hear anything from
them. Attendance at meetings was
limited to the lonely nucleus of offi-
cersand board members, most of them
hangers-on from the charter group—
this, in spite of the fact that an SST
transceiver was raffled off at the end
of the year, with all those attending
having one chance to win for each
time they had been present.

During the last two years, not a sin-
gle ballot was returned for the election
of officers.

Burn-out was a constant problem, as
so few were doing everything and at
times we were close to throwing in the
towel, and calling it quits. Yet each
time we hit a low, someone new
would show up, present new ideas
and perspectives, and revitalize the
organization.

Most recently, Trip Mellinger (who
has been responsible for preserving an
annual regional competition for the
last five years) showed up full of ener-
gy and ideas, including RESCO spon-
sorship of the Regionals and 15-Meter
Nationals in 1987. He and Ross Brieg-
leb met with the SSA directors and
were successful in bringing the Na-
tional event to Region 12.

We now have great need of a large
number of volunteers, with experi-
ence and/or enthusiasm to help run
these contests, as well as a Sports Class
contest prior to the Nationals and at
the same site—Barstow-Dagget. This
wouldallow local and visiting pilots to
get some practice and prepare for the
national competition if they so desire.

For the new volunteers, this is a

March 1987

golden opportunity to get some valu-
able experience and meet some of
those great people we have been talk-
ing about, expand your horizons and
make new friends. For some of the old
hands, many who have been burned
out—this is an opportunity to pre-
serve and promote soaring, as well as
to inspire and train a new generation
to ensure a future for soaring. At the
very least, it is an opportunity to get
away from the world’s problems, re-
new old friendships—and it’s a great
excuse for a few parties.

Make no mistake, soaring has been
on the decline this past decade. Several
sites are now lost to us, several are for
sale, the clubs are losing members, and
everyone is facing the liability/
insurance demon.

If every individual, club and FBO
stands alone, there will be even fewer
members of the soaring community to
start the next decade. If we all stand
together to support the sport and each
other, we will have a fighting chance
to maintain or increase our soaring
sites and groups.

United we may be able to attract
new people, train them and install and
maintain the enthusiasm necessary to
undertake advanced training and
cross-country, competition, etc.

United we have more clout with
politicians, the FAA, and insurance
companies. Together we may be able
to attract financial support from large
corporations and business.

Once the foregoing has been accom-
plished, our short-term RESCO goals
will be accomplished. Long term goals
are only limited by the imagination of
our members. What do we need from
our members?

First, the realization that passive

non-participation will not stop the de-
cline in soaring, loss of sites and mem-
bers or further restrictions by
government

Second, participation! For RESCO to
survive, we need support in the form
of input of ideas/suggestions and vol-
unteers. Show up at meetings, write or
phone us. Donate articles to Final
Glide. Get involved in RESCO events
or ask us to help you with your pro-
jects. Clubs, send your representative
to our meetings. Most of all-support
Soaring, spread the word, take up peo-
ple for rides, tell them where they can
get lessons.

Last of all, we must get the support
of the non-soaring community. We
can use legal and political help. Glid-
ing clubs can be organized by large
businesses; they can also support
school, scout and other groups who
are a source of student glider pilots.
The numerous local military bases
contain a vast pool of potential glider
pilots. Anyone having contacts within
these and other organizations should
get the ball rolling or help us to utilize
those contacts. Donations of money or
equipment to soaring organizations,
contest committees and clubs should
be encouraged.

In summary, the problems RESCO
faces are the same problems the clubs
and soaring in general face in this
country at this time. The future of
soaring does not look bright. Unless
something is done soon to affect the
future, this beautiful and soul-satisfy-
ing sport will wither away in this
country. The suggestions above are
only a few ideas of what might be
done. We need your suggestions and
participation—for the good of soaring.

FiNAL GLIDE

ResCo Supply

830 Terrace Dr. Check our prices !
Long Beach, CA 90807
All Products in Stock !
Hamilton Vertical Card Compass, “S” version $ 180
Winter Acoustic Audio, 2.25”, built in speaker $ 327
Winter Vario, 2.25”, | sec speed $ 256
Power-Sonic gel cell battery, 12V 10AH $ 50
Power-Sonic charger, 12V auto float $ 40
ARCO Solar charger, G100, 350 ma, 13” x 13” $ 90
All prices plus shipping and handling, Calif. residents add sales tax.
COD or Check..Sorry, no Credit Cards 213-423-4466 ANYTIME
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SSA
IN
ACTION

HITACHI MASTERS
OF SOARING

NEW FLASH! Three time World
Champions George Lee, Helmut
Reichmann, and Ingo Renner have all
confirmed that they will attend the
1987 Hitachi Masters of Soaring event
to be held May 16 through 23 at Es-
trella Sailport, Arizona. The remain-
ing slots on the pilot roster will
include the best competitive soaring
pilots in the world!

Wouldn't you like to be part of such
a prestigious event? The World’s best
can’t compete without sailplanes! The
Hitachi Masters of Soaring is a 15-me-
ter class competition, and preferred
aircraft are the AS-W 20A, B, or C,
Ventus A or B, LS-6 or any late-model
15-Meter ship. Aircraft may be leased
or offered free of charge, and owners
are encouraged to offer crew vehicles
and assistance if they wish.

Experience the unique comraderie
of this World Class event—start a soar-
ing friendship you'll keep forever—
only you can make this event happen!
Contact Judy Lincoln at 6827 N. High-
lands Dr., Paradise Valley, AZ 85253,
(602) 840-5287 for information, in-
cluding insurance options for all
aircraft!

GAINES NAMED AS NEW
PUBLICATION BOARD

CHAIRMAN

The SSA is very pleased to an-
nounce the recent appointment of Bob
Gaines as SSA Publications Board
Chairman. Bob, as devoted Soaring
readers know, has long edited the
“Safety Corner,” which brings impor-
tant safety items to the forefront
through members” own commentary.
Bob himself has tended to down-play
his work in organizing this column,
saying, “Well, when I'm asked by any-
one to do a column on a certain sub-
ject, I figure that person has a reason
behind the request. Usually, it’s a good
first-hand account, one that deserves
to be in the magazine! So I really don’t
write . . . I delegate!”

Bob’s first contact with soaring was
in 1960, through the Wichita Soaring
Association. When relocated by the
Air Force to Little Rock, Arkansas, Bob

became the driving force in forming a
local club there. In the 60’s, Bob ac-
quired the DFS Weihe Dick Johnson
had flown to a win in the 1959 Nation-
als, and again courtesy of the Air
Force, spent some time in Texas as an
active member of TSA, and editor of
their newsletter. Now out of the Air
Force and into the airlines, Bob has set-
tled in Marietta, Georgia, where he ed-
its the Mid Georgia Soaring
Association newsletter. (But he doesn’t
travel light—the partially restored
Weihe resides in the basement.)

Bob takes his new chairmanship se-
riously. “After all,” he says, “SSA pub-
lications, and Soaring in particular, are
the main contacts we have with our
members! [ hope to see more emphasis
on the people in soaring, and the sites
we're flying from. Contest coverage
needs to be in the magazine, of course,
but there’s room in the spotlight for
the unsung “average” hard working
soaring pilot”.

But, as one would expect from Bob
Gaines, he won’t shy away from the
controversial . “I'm not above banging
on the typewriter a bit now and then
to keep things lively!” Welcome
aboard, Bob!

YEAR OF THE MEMBER

Have you nominated anyone as
SSA’s “Member of the Year?” Use the
nomination card from the February
Soaring, or send us your nomination in
any l-page letter, with “Member of
the Year” written across the top. We'll
include both an Honor Roll of all nom-

inees and excerpts from outstanding
nominations here in Soaring.

Who's eligible? Both you and your
nominee should be current SSA mem-
bers. Nominations should include
both names, along with a brief de-
scription of the qualities and/or
achievements that you feel best prove
your nominee to be worthy of being
SSA’s 1987 “Member of the Year”. The
winner will be determined by draw-
ing, during June’s National Soaring
Week, and Soaring will continue to
publish both the Honor Roll and nom-
ination excerpts throughout 1987, for
all nominations received prior to the
drawing date.

The “Member of the Year” is not an
SSA award, as such, but is our way of
celebrating what SSA is all about: our
members! We're planning a special
honorary function for our drawing
winner —he (or she) will be SSA’s
guest at the dedication of our brand
new office building in Hobbs. There’ll
also be time set aside for some of our
famous southwestern soaring during
this weekend trip!

So, go ahead, nominate your CFI,
your crew, your weekend flying bud-
dy, any SSA member (except current
Directors) who you feel best personi-
fies what SSA is all about!.

—Jupy LINCOLN

INVITATION TO COMPETE

The President of the Bulgarian
Aeronautical Federation has issued an
invitation to the United States for the
upcoming European Feminine Glid-
ing Championships to be held in
Bulgaria.

Prominent U.S. women pilots are
invited to participate in the S5th Euro-
pean Feminine Championships to be
held July 12-26, 1987 in Shumen, Bul-
garia. Interested individuals are asked
to contact the SSA Office in Hobbs for
detailed information concerning this
event.

IN MEMORIAM

Our friend, Stanley Strauss. Stanley
died on the operating table Jan. 22,
1987 in Berkeley.

Stanley will be remembered as a ge-
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nial, good natured soaring enthusiast,
always willing to help. He specialized
in servicing oxygen systems and at-
tended many international contests,
usually helping.

Stanley started his soaring career in
England, long ago. He traveled widely
and I had the privelege of doing a
grand tour of Europe culminating
with delivering him to Chatoureaux at
the International Contest there.

Our team was amazed by his ability
to get things done. He was a long time
member of Bay Area Soaring Asso-
ciates and will leave a huge gap there.

Within the last week before his
passing, he had a nice wave flight
with another club member at Sky Sail-
ing Airport.

He spoke several languages and was
awell-educated person. While driving
across the Alps, he would casually re-
mark,
crossed with his elephants”. In Vien-
na, he and an aunt of mine had a long
discussion on who made the best sala-
mi. They drove all the way across the
grid-locked city to buy it. It was good,
and it lasted through Czechoslovakia,
Austria, Italy and Switzerland. We
bought another salami in France.

Stanley made his living as a free-
lance automobile mechanic and I bet

“here is where Hannibal

his customers miss him as we do.
—Em1L KisseL

It is with great sorrow that I report
the passing of Hal Lawrence on Octo-
ber 26, 1986. He died unexpectedly,
but apparently peacefully, of a heart
attack at his home in Portola Valley,
California.

I read with great interest Hal’s arti-
cle in the most recent issue of Soaring
magazine (“A Little Dual Time With
Ingo”, Jan. p 40). I went with Hal to
Tocumwal, Australia in 1984 to fly
with Ingo Renner. It was on that visit
that Hal earned his Diamond Distance
(and pin).

Hal was born in Elmira, New York
in 1923. He grew up there and knew
the Schweizer family well. He went to
the Naval Academy and graduated in
1944. While in the Navy, Hal flew
PBY’s in the Pacific Theatre. After the
war, he moved to Palo Alto, California
where he founded a very successful
advertising agency. He worked with
many of the pioneering firms in Sili-
con Valley.

In 1967, together with three others,
Hal helped found the Bay Area Soar-
ing Associates (BASA). He designed
the logo for the club and edited its
monthly newsletter for man years.
BASA will be celebrating it 20th birth-

day of continuous operations in Au-
gust of this year.

During the 1970’s Hal conceived of
flying a motorglider around the pe-
rimeter of the United States. Together
with many friends around the country
who flew legs with him, he completed
his circumnavigation of the 48 states.

During the same period, he devel-
oped an airshow aerobatic routine that
he performed to accompanying Bee-
thoven music. This performance was
called the Ballet of the Blue. Hal per-
formed all over Northern California in
one of BASA’s Schweitzer 2-32's over a
period of 10 years, and was the only
performer to be asked to fly at the
Moffatt Naval Air Station Airshow for
13 consecutive years.

His act invariably was the hit of any
airshow, regardless of who else per-
formed. He never accepted payment
for any of his performances, saying it
was his way of promoting soaring to
the general public. At the last per-
formance at Moffatt in 1984 there
were over one million spectators at the
two-day show.

Hal Lawrence’s extrordinary talents
are missed, but will always be remem-
bered, by his many, many internation-
al friends, both in an out of the soaring
community.

—Davip C. PENNING

UNIQUE OPPORTUNITY
324 Acres Available

One of this country’s very best soaring sites is available for a commercial soaring oper-
ation at Edgewood, New Mexico. The site is 35 miles east of Albuquerque and 55 miles
south of Santa Fe, New Mexico. There is no other commercial operation within 300
miles. The city of Santa Fe has an annual tourist exchange of 2.5 million people.

Thermals often average 1200 feet per minute or more. There are two primary waves
to be worked and the secondary of one is right over the approach end of runway 80. Ex-
celent opportunity for a 1000 km flight. The site has two grass runways ready to go and
is situated in breathtaking beauty. A hangar for twelve gliders, office trailer (three
bedrooms and bath included) and a well plus improvements go with this deal. Land and
improvements are for sale at a reasonable price. A well-run operation will do very well
here. The compnay has a growing number of regular clients from the surrounding area,
and draws visitors from all over the United States and many countries in the world.

For further information please contact:

Erik Von Barnekow

Burro Alley Properties, Inc.
138 West Water Street

Santa Fe, New Mexico 87501
(505) 984-1011

(505) 984-1762
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Take a wedding, a bicycle, a Berlitz
handbook, mix well and presto—an
Italian soaring vacation with enough
memories for a lifetime

View
Camelot

by DON K. WEMPLE
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Ithough this is being written in
A 1986, the story has its origin

eighteen years ago in 1968, dur-
ing the time I was an instructor for
Karle Jessop’s commercial operation at
Skylark Field, Elsinore, California.
One weekend afternoon during a lull
in the flight schedule I noticed an in-
terested sideline observer and decided
to strike up a conversation with him—
perhaps as a shill for a $20 demonstra-
tion ride.

It turned out that he was Italian, but
had enough English, along with arm
waving, pointing, and all the gestures
used by a stranger in a strange land, to
make himself understood. He was a
sailplane pilot himself with several
hundred hours of flight time, had
heard of the gliderport at Elsinore and
decided to drive down from the Los
Angeles area to have a look at it.

He told me of his club in Northern
Italy, described some of his flying ex-
periences and I some of mine. In short,
we did some real universal language
hangar flying and became the kind of
friends that you know result from our
world-wide shared interest in this re-
markable sport of soaring.

When we parted, we exchanged ad-
dresses and Georgio de Felip promised
to contact me if he was ever again in
America and I promised to contact
him if I ever got to Italy. I wrote his
name, address, and soaring club in my
log book, and with another student
coming up, went back to work.

The years rolled by and suddenly I
had occasion to plan a trip to Italy. My
oldest son, Steven, had met an Italian
girl from Carpi, a city of 70,000 70 km
north of Bologna, while she was
studying in San Francisco, and for the
past three years had carried on a jet-
set, story-book romance with her. We
all loved Antonella and she loved us,
but family ties are strong in Northern
Italy, no member of her family had
ever left Carpi,and being rather well
placed professionally she really had a
difficult time deciding if my son and
her love for him was worth giving up
all she had in Italy to come live with
him in America. Finally she did, in her
charming words,“take a decision” to
marry Steve and the wedding was set
for May 24th in Carpi.

What an excuse to go to Italy! Anne
and I cast financial prudence to the
winds, decided to take leave without
pay from respective teaching jobs to
go, and started making plans. We de-
cided that as long as we were going to
spend the money to fly all the way to

On final in the ASK-13. The paved takeoff

runway on the right, the grass landing strip
on the left, and Lake Varese.
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Italy that it would be totally dumb just
to fly for the wedding and then turn
right around and fly home. Yet, since
Anne’s school didn’t break for sum-
mer until June 19th and mine finished
at the end of May, we settled on a two
week trip, leaving San Diego on the
22nd and returning on the 5th of June.

Suddenly the idea struck me that I'd
be on summer vacation and since I'd
be over there anyway, perhaps I could
stay a bit longer. In addition, I find
that when I'm home “vacationing”
and Anne still has to hit the road to
work everyday, she does have some
mixed emotions about the arrange-
ment, that have led me to take a few
soaring trips during those first two
weeks in June in the past!

So ... since bicycling has been a
hobby with me since the early 60’s
and even though most of my riding
has been as a commuter, I'd always
been intrigued by bicycle touring; so
why not tour in Italy?

A call to TWA confirmed that they
allow one to carry a boxed bike as one
of the two pieces of luggage. So I or-
dered panniers, a new jersey, a pair of
new cycling gloves, and an Italian
made Vetta helmet. TWA even provid-
ed a bike box, and was it big! I didn’t
even have to remove the wheels, and
it carried not only the bike but the
panniers, front bar bag, and all the
clothes I would need for the entire
trip. The whole package came up to
TWA’s 42 pound bag limit, but nobody
seemed at all interested in weighing it.

My thoughts then turned to where I
was going to ride. Since we would ar-
rive in Italy at Malpensa, 50 km.
northwest of Milan, I would already
be near the famed Lake Area of North-
ern Italy, and not too far from the Ital-
ian Alps. We certainly don’t have
much scenery like that in Southern
California, and if the ups and downs
of mountain riding proved to be too
strenuous for me, I could always slide
south down the map to the flatlands.

It was then that I remembered my
Italian friend and his home gliderport
in Northern Italy. I dug up my old log
book, #2 out of 5, and wrote him a
letter, hoping that he’d still be at the
same address, to tell him of my plans.
Unfortunately, I didn’t get a response.
However, I did have the name of his
club field and address: “Volo a vela,
Calcinate del Pesche (Varese)”. The
city of Varese I knew was situated at
the foot of the Italian Alps between
Lake Como and Maggiore, but I was to
find out that when one puts a city
name in parenthesis in an Italian ad-
dress, it refers to the American equiva-
lent of a county. So. I'd have to find out
where Calcinate del Pesche was after I

got into the general area of Varese.

After the plans, the event. Off we
flew on the 22nd. Takeoffs, landings
and connections were perfect and on
time—most amazing to us. But it was
the first time that we had made a in-
ternational flight on a scheduled air-
line. Our past European travels have
been via “cattlecars” (aka charter
flights) and the experiences of 4-5
hour delays lay heavy on our
thoughts.

At Malpensa we were met by An-
tonella and Steven. Charming and
beautiful as we remembered, Anton-
ella proved invaluable in explaining to
the left-luggage clerk what I had in
mind regarding the bike and its box.
We then set off for Carpi.

Steve was just beginning to master
autostrada driving. He’d been in Carpi
for only two weeks, the required time
to establish residency before the mar-
riage. I just closed my eyes as we
passed the trucks!

The meeting with our future rela-
tives is a story in itself. Antonella’s
brother, Alberto, speaks a bit of En-
glish, but her mother and father, Anna
and Renzo, speak about as much En-
glish as I speak Italian (mine all
gleaned from “Italian for Travelers by
Berlitz”—not too much help for meet-
ing and greeting in-laws!) But lots of
smiling, hand shaking, back patting,
etc., helped us feel at home and truly
Antonella’s family was as wonderful
as Steven had told us they were.

The wedding day arrived and we
motored in mass and finery to the City
Registry where the beautifully done-
up couple were married by the mayor
of Carpi (complete with tri-color sash),
in front of 60 family members and
guests, and then fled amidst rice and
rose petals and several hundred
townsfolk gathered outside in the
piazza.

Later that evening the 60 of us
drove about 50 km. to a beautiful small
country lake with an elegant “ristor-
ante” and had the wedding feast: as I
remember, about 12 courses conclud-
ing with a wedding fruit torte about 4
feet in diameter, carried regally in
amidst cheers from all. Vino, toasts,
more vino, more toasts, etc., etc.

I'hope that you haven’t given up on
me as a soaring writer yet, thinking
that I'm going on and on in such great
detail. I'm not! Rather I'll shorten
things here a bit and summarize by
saying that two days later, Anneand I
left by train for 5 wonderful days in
Florence, 3 in Venice, and a day and a
half in Milan. June 5 finally arrived
and we sadly bussed to Malpensa.

Emotions were strong since we’d
never been separated for more than 3



or 4 days, but plans are plans and off
she went to San Diego. I went to the
left-luggage department.

Now it was my turn without An-
tonella’s help to try to explain that I'd
like to take the bike but leave the box
for another 14 days before taking the
whole thing off their hands. Somehow
I succeeded and after an hour assem-
bly time I was a touring cyclist, all my
possessions tucked into two rear pan-
niers and the front handlebar bag of
my trusty Nishiki. My first goal was a
town rather close to the jetport, in or-
der to establish a home base that I
could come back to in two weeks time
that would be near enough to allow
me to ride to the jetport, pack up the
bike and still be set to board the noon
flight as Anne had done.

After finding a hotel that filled the
bill, checking in and getting show-
ered, I still had time to stroll the streets
and shops of Gallarate.

With the late afternoon sky filled
with elegant cumulus clouds, my
thoughts turned to “Vola a vela, Cal-
cinate del Pesche”. Where, exactly was
it? Since I'd forgotten to pack a pen
and really needed one in order to keep
a log of my trip, I entered a small sta-
tionery store. Following the purchase I
asked the owner in my “Berlitz” Ital-
ian whether he had ever heard of such
a place. I mentioned the words “Volo a
vela” (Italian for sailplane, I now
know) and he immediately sum-
moned his teenaged daughter.

Sure enough, she knew of it, and
when I produced my detailed biking
map of the Lombardy area, she pin-
pointed it for me on the eastern edge
of Lake Varese, about 25 km. to the
north. As I left the shop, the cumuli
really did look better toward the
north.

Friday dawned clear and warm and
I loaded up early and took off for Lake
Varese. The snow-covered Italian Alps
glistened in front of me as I rode
north. Varese is charmingly nestled in
a depression between two alpine foot-
hills and the lake to its west is in a
separate valley, about 100 meters low-
er. I headed straight for the lake with
the idea of possibly finding lodging
fairly early, near the gliderport, then
continue my ride that day around the
lake, hopefully doing some sightsee-
ing at the gliderport as well as around
the picturesque lakeside area.

The first road I took down to the
lake proper dead-ended at a small vil-
lage called Schiranna, complete with a
storybook lodge with open air lake-
front dining garden, rental boats
pulled up at the shore, etc. I booked
quickly, left the 8 kg. of panniers and
continued north in a counter-clock-

10

Pilots lounge of the Aeroclub Volovelistico
Alta Lomardia at Cacinte del Pesche
(Varese).

The filled trophy case of the A.VA.L.
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wise direction around the lake.

Within a kilometer—a runway! At
lake’s edge, the south end of an as-
phalt runway, and then a sign show-
ing the entrance to the Volo a Vela
Ristorante(?). I followed the road
down toward the lake and came upon
a couple of buildings, including the
relatively good sized and very fancy
restaurant.

This certainly wasn’t like the glider-
ports that I knew and loved. But be-
yond the restaurant complex were
three hangars adjacent to the runway,
and the familiar enclosed trailers of
the glass birds. I leaned the bike
against a friendly wall and set out to
more closely investigate things.

It was about 10 AM and the restau-
rant was closed, so I moved north and
entered a door with a lot of soaring
stickers pasted on it. I entered a world
that I didn’t know existed—first, a
large clubroom with a fireplace, tro-
phy case (filled!), comfortable couches
and chairs; next an adjacent classroom
with maps, adiabatic charts, and as-
sorted soaring paraphernalia on its
walls; and finally, a control room with
a full view of the runway, hangars and
lake, and a very complete weather sta-
tion, a communications center and a
full time chief airport operator—
Nando Broggini.

I introduced myself, and since his
English was only a bit better than my
Italian, we communicated using a lot
of gestures, poor grammar, etc. I asked
about my friend de Felip, and he did
remember him but said that he hadn’t
seen him for 4 or 5 years and thought
he had perhaps moved, was flying at
another gliderport or had given up the
sport entirely.

“Was it possible for visitors to fly
here?” I asked. “Yes.” “Was today a
possibility?” “No, tomorrow would be
better since it was Saturday.” Was I go-
ing to stay around an extra day? YOU
BET!

I got back to my bike about noon
after nosing around through the han-
gars and looking enviously at their
lakeside, tree-covered and grass-car-
peted camping area with its scattering
of clubmembers’ house trailers, and
continued my ride around the very
scenic Lago de Varese.

For lunch it was a couple of pieces of
fruit purchased from a roadside ven-
dor and relaxation on a wall on the
west shore of the lake looking back
across it toward the gliderport. Far
across the lake I watched a few week-
day pilots testing the currents in an
ASK-13 and an Austria. My last memo-
ry of that day was in my hotel room,
glimpsing the ASK-13 whisking by my
second floor window, low, on final, at
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about 5:30.

Before I describe my Saturday at
Calcinate del Pesche, let me tell you
what I have since learned about their
club, Aeroclub Volovelistico Alta Lom-
bardia. In addition to their magnifi-
cent facilities, they have 7 club-owned
sailplanes: 2 ASK-13’s, 2 Janus’, 1 Twin
Astir, 2 single-place Astir’s; and 5 Stin-
son L-5 towplanes—one with 180hp,
the others with 230hp engines. The
higher horsepower is appreciated
when one sees the lakeside takeoff
runway with fairly well developed
forests at either end!

The total runway length is 400 me-
ters, 300 of it paved for a takeoff run-
way and the landing strip lakeward of
it, all well-mowed, luxurious grass (re-
member that I'm from Southern Cali-
fornia, and by grass I'm impressed!).
The 150 members also account for
about 35 privately owned sailplanes of
assorted vintage, right up to a Discus
that I helped assemble and a Nimbus 3
whose pilot, Roberto Manzoni, former
Italian National Open Champion, was
preparing in order to leave Sunday for
the European Championships in
Germany.

The Club doesn’t own the Volo a
Vela Ristorante, but leases the space to
a private investor. However, they do
have a club-owned snack bar that is
open on weekends and operated on a
non-profit basis by two of their club
members. The snack bar is at field lev-
el adjacent to the swimming pool. Oh,
I didn’t mention that before, did I? Yes,
it’s a large tile one overlooking the
runway and hangar complex.

Indeed, this is Camelot! But Camelot
has its price. It is true that there is
some government subsidy, but this is
primarily subsidization of the youth
program. The club members each pay
about the equivalent of $800 per year. I
was also told that assessments are pos-
sible and are common during the year
when special maintenance needs to be
done.

Additionally, their tows are more
expensive than ours, averaging
around $30 per tow, due to the greater
expense of fuel in Europe and the poor
fuel economy of the towplanes to get
the sailplanes off in this relatively
short field condition.

So, as you see, Camelot does cost,
but believe me it is Camelot, especially
so to one of my experience, who
learned to soar at the world-renown
Torrey Pines where there’s not a blade
of grass in sight, and we didn’t even
have a “portajohn”!

Saturday morning was cloudy with
a drizzling rain. What a dramatic
change in the weather, since Friday
had been such a perfect soaring day!

The rain finally stopped at 9:30 and at
10:00 I walked over to the gliderport.

I stood around not knowing exactly
how to get involved, and without the
language it’s rather a problem. Soon
the opportunity presented itself as a
Discus was being pulled out of its trail-
er. I must have looked as if I had
enough knowledge to be allowed to
hold a wingtip, guide it out of the box,
and support it while the main pin was
being driven home.

Suddenly the stream of Italian was
interrupted by the very cultivated En-
glish of one of the assemblers, who
turned out to be Roberto Paolieri, a
chemical engineer who had worked in
America for a number of years and
was married to a charming English
woman. He must have discerned my
national origin when he overheard a
few low-volume English epithets re-
garding the weight of the Discus wing
in comparison to that of my 1-26!

Quickly, he took me under his wing,
so to speak, and introduced me to ev-
eryone, making me feel quite at home.
Almost all the pilots had much more
English than I had Italian and were
soon probing me all about Hobbs, El
Mirage, Marfa, etc. Even though there
were some language problems, that
marvelous camaraderie that exits
among soaring pilots bridged all the
gaps.

I met Franco and Giovana Zuliani,
who so much reminded me of Anne
and myself 20 years ago; Jens Kroger,
who was so interested in the “UV-blue
shield” sun glasses that he had read
about in Soaring (unfortunately I
hadn’t brought mine with me, so that
he could see how well they worked);
Gianluca Tranconi, a soaring badge
collector who gave me an AVAL decal
and is now eagerly awaiting a badge in
return; Lorenzo Scavino, editor of Volo
a Vela, Italy’s equivalent of Soaring (he
gave me 4 back issues of the journal
and put me on the mailing list for fu-
ture ones); and finally Ernesto Ali-
verti, flight instructor and longtime
club member.

By this time the sky had begun to
clear up a bit, the stratus condensing
into rather gray, isolated cumuli. The
pilots began to pull their ships out to
the south end of the asphalt strip. Er-
nesto, with a gleam in his eye, said
“Let’s go!” I didn’t need a second invi-
tation to move rather quickly toward
the waiting ASK-13.

This bird was not altogether unfa-
miliar to me since the AGCSC had
owned one of its predecessors, the Ka-
7,a number of years ago and I had had
many happy hours in it. Parachuted
and belted in, we took off into the
“iffy” sky. With the knowledge of
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what wet ground does to soaring in
my environs, I expected little in the
way of an extended flight. But, even
with a short flight, the prospect of see-
ing this beautiful area from the air
filled me with expectation.

We towed north toward the foothills
of the Alps northwest of the city of
Varese. We passed level with a magnif-
icent mountainside castle overlooking
the city and the lake and continued
climbing, ultimately cresting the
mountain. We encountered lift be-
neath a cumulus and, at 1000 meters,
released. The wet ground evidently
had little effect on the lift below the
gray cumulus and we climbed easily
the 200 meters to its base.

Then, almost as quickly as we had
hit the lift, it stopped and we began
descending. We moved south nearer to
the field, trying other clouds along the
way, but they provided little more
than scattered bumps—certainly not
enough to sustain the ASK-13. At
about 300 meters, Ernesto, in his
clipped, unsteady English announced,
“Look for birds! The last stand!” While
I was “scoping and craning” for birds,
we hit a great save and as if we were
on a glass elevator, we smoothly rose
back to 1300 meters. Halfway up this
thermal, Ernesto said, “It’s yours”, and
my flying skills were on display. The
ASK-13 has the exact feel that I remem-
ber the Ka-7 had and was truly a joy to
fly. If anything, the directional stabil-
ity has been improved, as the Ka-7 had
a habit of wandering that required one
to be constantly “rudder conscious”.

It seemed like no time at all before
Ernesto interrupted my concentrated
efforts and said that others were wait-
ing, the hour was up, and that we
must return to Calcinate. Prior to the
descent, the loop he performed was
duly recorded at its high point by my
ever-present camera and sure enough,
the slide shows the Alps to be upside
down!

The landing was as smooth as possi-
ble on the closely mowed grass and
soon after touchdown, Roberto Pao-
liere pulled up on the retrieve tractor
and towed the ship back. I walked the
wing tip to the queue waiting for their
turn to takeoff.

My soaring adventures for that day
were not to be over quite yet, for I was
hardly settled down in the lawn chair
area after being introduced to more lo-
cal pilots when Gianluca Tranconi
came over and pulled me toward the
Janus. Although two-place sailplanes
of this quality and performance had
been at gliderports I'd flown at, I'd
never actually flown in one. I soloed in
a TG-2, instructed in 2-22’s, 2-33’s and
Blaniks, but that was it. The Janus is a
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classy 2 place ship and it took me no
time at all to develop a taste for it.
Mind you, nothing will ever replace
my 1-26, but the next time I introduce
a friend to soaring it will surely be in
one of these new, sleek and most im-
pressive glass birds.

The flight with Gianluca lasted al-
most an hour, with improving condi-
tions adding to the better performance
of the Janus as compared to the ASK-
13, we were able to fly high and wide
in that span of time. In fact, we flew
west to the edge of Lake Maggiore and
I was able to look at a large part of the
area over which I was to bike during
that week. Needless to say, the aerial
scenery in the Alps made it a flight to
remember; the glacially carved lakes
Maggiore, Varese and Como; Mount
Rose glistening in its snow-capped
beauty; the small cluster villages
tucked carefully in the valleys. Our
flight ended as did the one with Er-
nesto with the camera handed to Ro-
berto to take a picture of both pilots,
smiling, arm in arm.

The afternoon tapered down with
birra and panini in the snack bar and
lots of hangar flying, just like at home.
Later that afternoon was to come an
invitation to the Paolieri home on the
hill overlooking Lake Varese for tea
and ultimately a delicious dinner. It
was there that I learned that Roberto’s
other passion is sailing and that he’s a
world class Lazer sailor. The two
sports, soaring and sailing, often go to-
gether, don’t they? Anyway, after a
day of memorable soaring, an evening
of stimulating conversation with the
Paolieri’s over a grand meal, I was
back at my lodge at midnight to be up
and on my way in the morning, again,

The author and Gianluca Tranconi follow-
ing a flight in the A.L.TA. Janus.

as a touring bicycle rider.

The next few days took me around
Lake Maggiore, to Lake Orta and final-
ly to Locarno and Lugano in Switzer-
land. From there it was around Lake
Como to the city of Como where I had
been invited for dinner at the Aliverti
home. During my soaring day I told
him I'd probably make Como on
Thursday and calculations were per-
fect, as I pulled into the Youth Hostel
(yes, they allow oldsters there too!) in
Como at 3 p.m. Thursday.

Ernesto and several of his children
are involved in the fabric trade in
Como, a large employer in this region
of Italy. His most beautiful home is
halfway up the hill at the south edge
of the lake. The Aliverti living room is
decorated with a table covered with
silver trophies—his wife’s golf tro-
phies. Ernesto joked about his single
soaring trophy—a clay coffee mug!

After leaving Como, the weather
began to turn worse with light rain al-
most every day. It drove me to the flat-
lands and I biked to the city of
Bergamo (my favorite of all the cities I
visited), then on to Montova, Cremo-
na, Pavia and finally back to Gallarate.
It was with a heavy heart that I cycled
in the rain to Malpense to pack the
bike up and get ready to fly home. I
had never in the whole trip been
soaked as thoroughly as I was that
morning, but I arrived, retrieved my
bike box and loaded it all up under the
watchful eye of a friendly carabinieri
(airport security, you know!) and was
off to America at noon.

I had visited a magic land, seen its
magic cities, conversed with its charm-
ing citizens, and had been to Camelot.
I'll be back.
=

o
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Wave flying is a world unto itself, a
world you enter at your own risk, in
search of rewards of truly personal
meaning . . . and a badge

((Or
What’'s a

Heaven
For?”

‘Ah, but a man’s reach should exceed his
grasp, Or what’s a heaven for?”’—Robert
Browning.

other operatory, “there has to be

some doubt about the sanity of
anyone who would leave south Flori-
da in February and tow a thirty foot
trailer due north for two days in order
to fly over a mountain in an airplane
that doesn’t have any engine—and
that you put together yourself!”

And not only that, we had been do-
ing it for the past five years. Such is
the compulsive glory of the Diamond
Climb Attempt.

In Marion, North Carolina, the local
paper explained that sailplanes were
owned and flown by doctors and air-
line pilots and other wealthy types.
That day also included were a peanut
farmer, a manager of a state farm mar-
ket, and a formerly wealthy, recently
divorced dentist. Henry Mangles, ra-
conteur, lover, aviator, and banjo play-
er; Frank Connor, philosopher and
humorist major of Zolpho Springs,
Florida, and me.

Mt. Mitchell proved fickle and gave
up her 16,400 altitude gains only on
days we weren't there, so for the past
two years we had journeyed even far-
ther into the frigid inhospitality of a
climate that has contributed so much
to the prosperity back home. The plan
was to test and be tested by the Alle-
gheny Ridge.

The topography of this fine soaring
site is unique. It is manifestly a furrow,
plowed through several states by that
early Nittany Lion nose tackle, Paul
Bunyan. The wind, when it’s right,
blows hard across the plain, drops
abruptly into the valley and shoots up
over the ridge forming a standing
wave of over 20,000 feet astride moun-
tains that are surprisingly only around
3,000 feet high.

S he was telling the patient in the
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The wave clouds are actually large
rotor clouds with bases around 5000
and topping at 10 or so. The windows
between them vary in width with the
change in wave strength and conden-
sation level. Oddly, there are no lenti-
culars above, just clear air all the way
up. Sometimes from the satellite these
wave clouds can be seen repeating all
the way to the coast, like sand ripples
on the bottom under a clear blue sea.

Losing the initial thermal after re-
lease at 3,000 produced a handsome
notch to 2400 MSL or about 1400 feet
above the ground, and the game was
on. Climbing the leading edge of a ro-
tor is about as unpleasant a way to
gain altitude in a glider there is. Actu-
ally, there is plenty of up but it is com-
pounded by a lot of down and not
inconsiderable sideways, all occurring
in such rapid succession as to con-
found the senses.

At about 4500 a probe toward the
wave failed to make contact and I was
back again trying to climb the greased
pole. This time I would go to cloud
base before trying a new penetration.
Just as I turned out from under the
edge of the cloud something hit me
hard from ahead and below and ev-
erything went black. I had been
sucked up into the cloud and conden-
sation had fogged over the canopy. I
was back on instruments for the first
time since tooling a Mustang through
the English overcast some 40 years
ago.

The canopy cleared as quickly as it
had fogged and I burst out into bril-
liant sunshine and wave. There is no
more mind-boggling change in all of
soaring meteorology—from fighting
the rolling black turmoil of the rotor,
suddenly to explode into bright white
light, breathtaking clouds, and lift so
glassy smooth you don’t even notice
the variometer is pegged up. It sort of
makes a person consider for one brief
moment that he has passed over.

A light touch on the stick for a slight
increase in speed to move forward on
the wave—but not over the front,
drifting back but not too far, gentle
turns to tack back and forth seeking
always the stronger surge; I worked
up over the vast white Partonian bo-
som of the two wave clouds into the
clear air above.

At about 15,000 feet the secondary
began to peter out. It was time to make
the run for the stronger and higher
primary wave.

By constantly forming in the front
and dissipating in the back our rotor
cloud does in effect stand still, com-
pletely belying the presence of a 60
knot headwind. We dive across the
canyon at speed to traverse the area of
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heavy sink as quickly as possible, but
seem to be getting nowhere. Our
ground speed (or inter cloud speed) is
some 60 knots slower than indicated;
and the visual effect is that if we don’t
get rid of whatever it is we're dragging
and pass through this inexorable sink,
we’ll surely be into that cloud up
ahead. It is important to keep out of
that one. That’s the one with the
mountain in it.

Slowly the vario needle moves
away from 10 down, and there is a per-
ception of more speed. We aren’t going
one bit faster; we're just getting closer
to that cloud down there and it seems
so. Is it time to turn back? Wait a little
longer. The vario definitely looks bet-
ter—600, 500, 400; then just as we be-
gin to sink into the puffies there’s a
tentative peep from the audio, fol-
lowed by a few more, then a steady
song. What lovely, joyous music that
thing does make!

This is indeed a manic-depressive
sport, and the depths of our depres-
sion to the heights of our elation can
be measured by the needle on the al-
timeter. Mere numbers, signalling dis-
tance to earth, elicit on exaggerated
emotional cycle which is quietly taped
by the barograph for an EKG of our
psyches.

Right now I was feeling great! Pass-
ing 12,500 in steady, very steady 300 ft.
lift while pointing in one direction is
something lowland thermal pilots
dream of at night. Doris came on 123.3
and reported a snow squall coming
through Hopewell Gap. Everyone
should return to the field. Not a
chance. Let it snow.

At 17,000 it was still 200 ft. up and
there might be a possibility for that
worthless little third Diamond. Here is
where all the other attempts had ter-
minated. At 18.5 it was going and at 19
it was gone. The apogee had been
reached and that writhing, surging
serpent we were riding down below
had expired; with only an occasional
death twitch to seek out for a final
hundred feet.

I did make it to 19.8 before several
factors intervened to convince me of
the wisdom of returning to planet
earth. One thing that I hadn’t even
mentioned is that it’s cold up here. My
God, it’s cold! The inside temperature
reads 30 below.

Then someone said something on
the radio to the effect that it looked
like the window might possibly be
closing. From where I was at altitude
looking down between the clouds
there was plenty of ground visible. Be-
sides, from this point on was the glide,
the good part, the fruition of all our
hard work; and what a glide! With a jet

stream tailwind we could go forever.
The view itself is worth the trip. It tin-
gles the spine. So what’s the hurry to
get down?

Doris came on and said the window
really was closing and even from my
vantage point it obviously was. Maybe
I better open the spoilers and drop the
gear.

Now instead of a gear warning
horn, which I can land right through,
to get my attention this sexy, southern
voice admonishes “Hey honey, are
you sure the gear is down? I wouldn't
want you to skin up your pretty little
Astir, so check the handle over there
on the right side of the cockpit and be
sure it’s all the way forward.” The sec-
ond part of my clever invention is that
it doesn’t stop when the gear goes
down, thus providing a spoilers open
warning before take-off. Sometimes
my inventions go awry. I couldn’t turn
the damn thing off.

At lower altitudes the curve of the
clouds tends to obscure the opening,
and when it did appear there was very
little left. I made a dive for the fast dis-
appearing hole. And missed. Back into
the black boiling caldron of the rotor
cloud and this time I'm really in it. No
way to turn if F knew how. It’s all I can
do to keep it right side up and strait
ahead. I'm being thrown in every di-
rection and that sexy southern voice
keeps repeating “Hey honey—check
the gear—I wouldn’t want you to skin
... ” finally silenced in frustration by
the simple expedient of yanking the
wires out of the micro-switch. Needle,
ball, yaw string and airspeed! Keep the
airspeed somewhere about half way
between stall and rough air red-line. If
I had the time I'd probably be
terrified.

To have the audacity to violate the
sky like a bird, with no engine—to
have the ego to think I had done it all
by myself, by my own wit and skill.
The gods of the lower eight clouds will
tolerate no such arrogance! I was
wrenched, puminelled, shaken, and
then vengefully flung out the bottom
of the cloud ...

Into a completely strange valley.
The town was gone, the river was
gone, the mountains were unrecogniz-
able and the valley was going in the
wrong direction.

From the heights of glory to the
depths of ignominy. Completing a Di-
amond Badge after five years of trying
only to land out in some obscure West
Virginia valley and be retrieved by
two guys who would never let me for-
getit.

Suddenly, my eye caught the flash
of sun on a white wing. Another glid-
er was in the same area. We Diamond
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provey pilots don’t like to admit we are lost so
' I disguised my voice and said, “Aaah, I
seem to be temporarily disoriented.”

Tom said, “Bill, if you'll look under
your left wing the airport is right
there.”

Now being somewhat unnerved
and having deactivated the gear warn-
ing device you probably think I'm go-
ing to forget the landing gear. Not so, I
reached up and pulled that lever all
the way back and heard it clunk into
detent.

Yup, that’s what I did.

Epilogue

Thanks to an alert crew with a
handheld I got the gear down and put
the old Astir on the ground unscathed.
Then Frank and Henry went on to
achieve their 5,000 meters in a much
more sedate manner.

But now something is missing.
Once you've got it there are really
very few places you can wear that
oversized Rotary Club button; and the
challenge is gone. As in love and fly
fishing the quest is ofttimes better
than the trophy. Or as Browning eru-
ditely queries, ‘A man’s reach should ex-
ceed his grasp, Or what’s a heaven for?”’

But wait, Frank is mumbling some-
thing about west Texas for 1000 k’s.

Petersburg, on a clear day

Three Florida glider pilots enjoy(?) the brisk
West Virginia weather.
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Fi

ight Testing
erformance
Improvements

Through Wing Profile

Sailplanes pop out of their molds
pretty close to what the designers
intended, but as our flight test
expert found out, there’s always
room for a little improvement

by RICHARD H. JOHNSON
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Correction

INTRODUCTION
Flight test polar measurements were performed with two
modern sailplanes, a Ventus A/16.6 and a Nimbus 3/24.5, to
compare their polars when measured in original factory
delivered condition to those recently measured after their
wing surfaces had been carefully profiled to within about
+0.5 mm.

DISCUSSION

Sailplane wing molds are very carefully constructed
these days; however, wing surface distortions of 1 or 2 and
sometimes up to 3 mm do exist on even the best sailplane
wings. Those unwanted distortions degrade the aerody-
namic characteristics of the sailplane, principally by in-
creasing the profile drag.

The wind tunnel test models, from which the airfoil
characteristics are derived, are constructed to a tolerance of
about 0.1 mm or less; and that is about 10 to 20 times
more accurately than current sailplane production tech-
niques apparently permit.

Therefore, any reduction in sailplane airfoil distortions
should result in improved performance. The purpose of the
recent Ventus A and Nimbus 3 flight test measurements was
to measure the magnitude of the performance improve-
ments that were achieved through improving the wing sur-
face contour to more closely match those of the airfoil wind
tunnel models.

SOARING



DESCRIPTION OF
WING SURFACE
MODIFICATIONS

The approximately true coordinates for the Ventus and
Nimbus 3 Wortmann FX 79-K-144/17 proprietary airfoils
were measured from full scale factory Mylar drawings, and
with the kind permission of Klaus Holighaus, the approxi-
mate basic coordinates for that new airfoil are presented
here in Table 1. A scaled drawing of that new 14.4 percent
thick airfoil section is shown in Figure 1.

These preliminary coordinates have not yet been com-
pletely smoothed by the currently available airfoil aerody-
namic flow computer programs. However, Dan Somers of
NASA/Langley has kindly run the Table I coordinates
through his airflow program, and he concluded that
though there was some waviness in the upper and lower
surface pressure distributions, no large errors existed.

His computed chordwise pressure distributions for the
FX 79-K-144/17 airfoil coordinates are shown in Figure 2. It
is likely that the usual wing surface sanding and smoothing
will further reduce the magnitude of the small airfoil coor-
dinate errors, and thus the expected extensive laminar flow
regions can hopefully be achieved in practice.

The Table 1 airfoil coordinates were used to construct 25
upper surface and 25 lower surface templates, spaced ap-
proximately 500 mm apart, which were then used to correct
discrepancies in the factory produced airfoil surfaces. The
Ventus appears to use exactly the same airfoils as the Nim-
bus, except that its 8-meter-shorter wingspan omits the
Nimbus 3/24.5 inboard panels.

Each template was prepared by plotting the appropriate
full-scale coordinates on graph paper, cementing those to
aluminum sheets, then carefully sawing and filing the
sheet aluminum to faired lines through the coordinates.
Both the upper and lower surface templates overlap the
wing leading edge by about 1 cm to provide better shape
continuity in that region. The templates ended at about .80
chord and no attempt was made to carry airfoil corrections
onto the moveable flap and aileron surfaces.

Table 1

APPROXIMATE COORDINATES FOR
WORTMANN FX 79-K-144/17 AIRFOIL

& = -9.3°
POINY fie . BOINT AN
NO. tOXIC UPPER LOWER l NO. xC UPPER LOWER
1 00000 | .00000 100000 26 53270 109560 04250
z .00107 100480 o030 | 27 " ses26 09270 -.04160
H 00428 | .00990 -00870 1] 59755 08880 -.04010
4. 00961 01510 -.01250 29 62941 08450 -03840
5 i .01704 .02060 i -.01590 30 66072 07980 -03640
& ¢ 02653 i .02650 -.01920 3n 69138 07350 -03430
H | 03806 | .03270 . -02230 32 22118 106580 -.03190
] 05156 ' .03910 02520 33 75000 105690 -02880
¥ 06699 | 04540 -02790 38 B 1) 04780 -.02470
10 08427 05160 -.03030 35 . 80438 03970 -02030
" 10332 | .0s770 -03250 36 82967 03340 -.01570
12 12408 06370 -03430 37 85355 02930 -01170
13 . aa6as | 06950 . -03610 38 87592 02540 -.00840
1 17033 . .07a80 -03760 39 89668 102200 -.00560
15 19562 ;07990 -03880 40 91573 ,01880 -00330 |
16 . 22221 |.08480 -03990 a 93301 01560 -.00160
w1 o2s000 | .0ss0 -04080 2 94848 01270 -00030
s 27866 09260 -.04160 a3 96194 i 01000 00050
19 1 30866 109550 -.04240 44 97347 I_ .00760 .00100
20 33928 .09780 -.04300 a5 98296 .00570 .00100
0 37059 09920 -0a3a0 | 4 I 99039 00410 00080
22 .40245 10000 -.04370 7 99572 .00280 .00040
3 4378 | 10010 -04380 8 99893 100220 100010
2 46730 | .09930 -04370 a9 1.0000 100200 100000
2 50000 | .09770 -04330
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The wing surface corrections were accomplished by
sanding down any high points on the wing surfaces at each
template station; being very careful to limit surface removal
to onlv excess gelcoat finish material and not disrupting
any structural fibers below.

A filled epoxy resin, such as Duro EPF-39 or Sears No.
80605 was then used to make a 5- to 6-mm wide bead to fill
any remaining low regions under each template. In fitting
the templates to the wings, care must be taken to keep the
leading edges relatively straight and symmetrical between
the left and right hand wing panels because wing heavi-
ness may result.

Once each wing station has its correctly formed “rib” in
place, then it is relatively easy to place a spanwise-oriented
straight edge between the corrected “rib” stations and again
remove only excess gelcoat at any high regions. The re-
maining low regions between the ribs are then filled with a
light-weight mixture of epoxy resin and small hollow glass
spheres, such as Emerson 7 Coming Eccospheres IG-101.

This epoxy-microballoon mixture is prepared sufficient-
ly thick to not run before hardening, and any excess
amounts are carefully screeded off while soft by slowing
drawing the spanwise-oriented straightedge in a chordwise
fore and aft direction while held firmly against the correct-
ly formed ribs.

About five successively more thinly mixed screeding
coats of the epoxy-microballoon mixture were required to
properly fill the low regions between the “ribs”. After each
coat hardened, all high points were carefully sanded flush
so that the following coat could be smoothly screeded. Fol-
lowing that a polyester surfacer such as Simtec 2081 white
sanding surfacer was sprayed on the modified wing sur-
faces to fill any remaining voids. Before final painting, the
wings were carefully wet sanded, and a chordwise oriented
wage gage was used to identify any waves in excess of £0.1
mm for elimination.

17



The final spray finishing was performed with Simtec
Prestic 2381 polyester gelcoat on the Nimbus wings and
with DuPont Imron polyurathane enamel on the Ventus
wings. Both finishes appear to be very satisfactory, but the
polyester gelcoat was much easier to final sand and smooth.
It is estimated that the entire profiling sequence added
about 18 pounds (8.2kg) to the weight of the Nimbus wings,
and about 12 pounds (5.5kg) to the Ventus wings.

NIMBUS 3 RESULTS

Figure 3 is a three-view drawing of the Nimbus 3 sail-
plane that was flight tested in its 24.5-meter span configu-
ration. The unmodified airfoil testing was performed by
the Dallas Gliding Association during the late summer of
1982 when the sailplane was about six months old, and
those test data are shown in Reference A. The recent test
data for the same sailplane four years later, but with the
profiled wings, are shown in Figure 4.

The 1982 testing determined optimum flap settings for
each test airspeed by actually measuring sink rates for sev-
eral flap angles, and then using those which resulted in the
lowest sink rate at each airspeed. Since then we have devel-
oped and sufficiently tested the Reference B wing relative
profile drag probe to have fairly good confidence in its abil-
ity to indicate near optimum flap setting at each airspeed.
Those flap angles are noted on the lower portion of Figure

The effects of the wing profiling on the Nimbus 3 were
gratifying, in that 2 to 3 knot speed increases were mea-
sured at airspeeds between 60 and 110 kts for the same sink
rates, as shown in Figure 5. Between 42 and 46 kts the L/
Dmax measured a solid 59, which is exceptionally good for a
modern Open Class sailplane, without ballast.

Between 48 and 59 kts an anomalous behavior of the sink
rate polar was observed, where during two of the five data
test flights the measured sink rates were unusually low,
whereas during the remaining three test flights the mea-
sured sink rates were unusually high. Little data scatter
existed in the region and the sink rate data points seemed to
fall either on the higher or lower curve, and not between.

It did not appear to matter if the test data were measured
there while increasing or decreasing airspeed from the pre-
vious test point. That is, no repeatable hysteresis effect
were shown, and that was checked during the flight resting
by taking the sink rate data from both increasing airspeed
test run schedules. Perhaps future testing will answer the
anomalous sink rate questions there.

The above described Nimbus 3 flight testing was per-
formed with normal 1 mm high by 5 mm spaced dimpled
turbulator strips installed on the lower surfaces about .80c.
Also, the wing surfaces were carefully polished and waxed
with paste wax and well rubbed into both top and bottom
wing surfaces.

VENTUS A RESULTS

Figure 6 is a three-view drawing of the Ventus A sail-
plane that was flight tested in its 16.6 meter wingspan con-
figuration. The unmodified testing was preformed by the
DGA during the winter of 1983-84 and those test data are
shown in Reference C. The recent test data for the same
sailplane three years later, but with the newly profiled
wings, are shown in Figure 7. The optimum flap settings
used were determined through use of a wing drag probe, as
they were for the Nimbus 3 testing, and those angles as
shown on the lower portion of Figure 7.

The same type of dimpled turbulator strips were also
installed at about .80c on the wing lower surfaces, but the
wings were rot polished and waxed, only fine sanded with
400 grit wet paper. Here the flight test results were disap-
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pointing, with an L/Dmax of only about 42.5 shown at 45
kts. However, between 60 and 80 knots, and above 100 kts
the airspeeds increased by about 2 to 3 knots for the same
sink rates. The climb performance was relatively poor and
that definitely needed to be improved.

The Ventus wings were then carefully polished and
waxed to place its wing surfaces in the same condition as
those of the successfully tested Nimbus 3, discussed above;
and the Ventus was re-tested. Those test data are shown in
Figure 8. The effects of polishing and waxing on the Ventus
performance were again disappointing, with an L/Dmax of
only about 41.6, shown at 40 kts. However, at airspeeds
above 70 knots, an additional 1 to 2 kts were shown for the
same sink rates. That was quite encouraging; however, be-
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tween 40 and 60 kts the performance was worse than be-
fore, with even poorer climb capability noted.

When the Ventus A was initially tested in 1981, it was in
its 15 meter wingspan configuration (Reference D). At that
time sink rate tests were performed both with and without
the factory supplied dimpled turbulator strips installed at
.80c. Better performance was measured without the turbu-
lators installed, so they were then removed for the follow-
ing 15 meter and 16.6 meter wingspan testing, where
excellent L/DMax values of about 45 and 50, respectively,
were measured.

Since the factory had observed better Ventus perform-
ance with the turbulators installed, it was assumed that
small differences in our test sailplane’s wing surfaces had
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resulted in the lack of need for the turbulators. After profil-
ing the wing it should have had an airfoil profile that was
very close to that of the Nimbus 3, where early flight testing
has shown the turbulators to be beneficial (Reference A)
and recent profiled wing testing had shown excellent
results.

Since our test Ventus 16.6 had repeatedly refused to show
good performance with turbulators installed, they were re-
moved for our final testing, and those data are shown in
Figure 9. The effect of the turbulator removal was an unex-
pectedly large improvement in the Ventus’ low speed polar
below 65 kts. An L/Dmax of about 48.8 was shown at 44 kts,
with equal or slightly better sink rates measured at air-
speeds above 70 kts. The reason for this unexpectedly large
performance improvement to the Ventus’ polar is puzzling,
especially since the recent Nimbus 3 testing with the same
airfoil had shown excellent performance with the turbula-
tors installed.

Figure 10 compares the Ventus 16.6 polar measured be-
fore wing profiling to that recently measured with the pro-
filed, waxed and polished wings. Both polars are without
turbulators because better performance was measured in
that configuration. Below 43 kts both polars show excellent
performance with minimum sink rates of 87 to 89 FPM (.44
to 45 M/S). Above 43 kts the profiled wing configuration
showed significantly lower sink rates at given airspeeds, or
viewed from an airspeed standpoint the cruise airspeeds
improved from 1.5 to 4kts at a given sink rate. The largest
gains were measured in the 80 kts and the 105 kt regions of
the polar, where 4 kt airspeed improvements are shown.

CONCLUSIONS

Significant drag reductions in the Nimbus 3 and Ventus A
polars can be achieved through carefully profiling of the
wing sections, to more closely match those of the airfoil
wind tunnel test models. Factory production accuracy of
wing profiles are now much better than they used to be
where distortions of up to about 8 mm have been measured
by DGA in the past.

However, even the current 1 to 3 mm production and/or
post mold curing accuracies are not sufficiently good to pro-
vide sailplanes with their full performance potentials. That
can be remedied by either further improvements in the
manufacturing process, or by laborious post-manufacture
profiling.
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A *NEW’ SOURCE
OF LIFT?

by DUDLEY MATTSON

‘m frequently made to wonder
I again at the tremendous forces of
nature affecting our atmosphere
and which we casually experience in
tiny samples in our sport. Since these
aerial flows are mostly invisible to us
we have had to find them by trial and
exploration, by observing soaring
birds or by their visible effects, clouds
or dust. I want to share with you some
discoveriesI've made in hopes some of
you have also encountered a source of
lift I've used on few critical occasions.
As a result of a recent flight in the
Sierras (200km record flight for Re-
gion 11) I was reminded of earlier
flights of ridge soaring along the Blue
Ridge mountains of Pennsylvania and
Virginia.. While I have done a fair
amount of ridge running in the East,
it’s not my favorite form of soaring,
even though exciting. Extended low
altitude flying can be tiring, not to
mention hazardous.
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Lift is where you find it, but what if
you find it where you had no right to
expect it? Herewith a point to ponder.

Perhaps some of you who under-
stand air flow over rough terrain can
help explain what I've “discovered”.
To cut the suspense, here it is. The fol-
lowing conditions seem to be re-
quired: (1) A strong steady wind, 15-
30kts; (2) At least some instability to
encourage convective air movements;
(3) A notch or abrupt end of a ridge
running approximately normal to the
wind direction; and (4) A glider pilot
trying to penetrate upwind across, or
around the end of, the ridge. (Obvi-
ously #4 is not required for the phe-
nomenon to occur).

Given these conditions, there ap-
pearsto develop a stream of lift similar
to cloud street down the wind line
from the notch or ridge end. How far
this stream extends is unknown but
may be 10-15 miles.

Let me briefly describe some of my
experiences. My first encounter was
on my Diamond Goal flight in Virgin-

ia (1976) though I didn’t then have a
clue to explain the last five upwind
miles to my landing at the goal. Nearly
the entire 200 miles were flown in
ridge lift.

The last of the flight was flown un-
der an overcast showing dark spots,
indicating cu’s. After “hill-hopping”
20 miles I arrived at the start of the
Skyline Drive and the first good bluff.
I was then directly downwind from
Front Royal Airport two miles, and
from the abrupt end of the Massanut-
ten Ridge, seven miles. The best alti-
tude I could get on the bluff was about
2300’ above the gently rolling land be-
tween me and my goal, six miles up-
wind. With a headwind of 30-35kts no
chance to make it.

I decided I would have to settle for
Front Royal and Gold distance. I found
as I crept forward at 15mph ground
speed that by staying under the dark-
est clouds there was zero or reduced
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sink and I passed over the ER. Airport
with nearly 2000". So I kept on, losing
very gradually until I suddenly real-
ized I could reach my goal.

For weeks afterward I puzzled over
what had enabled me to reach my goal
(a problem to tangle with on sleepless
nights). It wasn’t until much later after
encountering streams of lift in similar
conditions near Front Royal Airport
that I formed my tentative hypothesis.

Some years later, at a contest held at
Ridge Soaring, Pennsylvania on a ther-
mal day, I reached a turnpoint down-
wind from the ridge and thermaled to
about 2500” acL. I was five miles
downwind from the ridge leading
home. Since I had only about 1000
above ridge height there was very lit-
tle chance to reach it in a 15kt wind;
thermals were weak. I could see a dis-
tinct notch directly upwind. You
guessed it, I made it home after a
straight ahead penetration to the
notch of the ridge, crossing it with a
comfortable 300".

The most exciting penetration I
made—still later— was on a cross-
country flight from Lexington to Front
Royal, Virginia, on a day with a 25-
35kt wind from about 300". It was all
ridge flying except for 12-mile pene-
tration from the Blue Ridge to the
Massanutten Ridge. This is a beautiful,
classic ridge, 46 miles long between
very abrupt tips dropping down to
rolling plains. I-81 runs along its full
length only 3-6 miles to the west. The
northwest face is quite smooth with a
few breaks where the ridge shifts for-
ward or back, 1-2 miles. These breaks
seldom cause trouble in running this
ridge in as little as 45 minutes.

The much older Blue Ridge, more or
less parallel, is broken up with valleys,
gentle slopes and knobs, a real chal-
lenge to fly with ridge lift alone.

On this trip I made reasonable pro-
gress under blue sky with a few cu’s
along the Blue Ridge. As I progressed
northwest I could see a stream of cu’s
coming southeast from the southern
tip of the Massanutten. Sure enough,
as I came under the line of cu’s a ther-
mal boosted me to 2000" above the
hills. Twenty minutes later I had pene-
trated those 12 miles to that tip and
gained 1500” with no turns. I reached
Front Royal, 53 miles, less than an
hour later. Now you will say I used a
cloud street and you're right. But the
fact remains that street began just off
the end of that ridge.

Now my most recent experience,
near Truckee, California. On my
200km record flight, the last ten miles
from Verdi Peak was directly into a SW
wind of 20-25kts. I've sketched this
last course as it might look from SW of
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Truckee airport. There is a distinct
notch formed by Boca Hill on the NW
side of I-80 and the steep slopes lead-
ing SE to Mt. Rose. The SW wind
across the airport and surrounding flat
terrain seems to pick up speed as it
drops slightly through the notch con-
taining I-80 and the Truckee River.

At the end of my run south along
the Verdi ridge I turned SW toward
Truckee. As I did I was prepared, if en-
countering “down”, to turn into “Boca
International”, a straight stretch of
gravel road Les Sebald had told me of.
As I penetrated I found only slight lift
and climbed 400" straight ahead over
the next slow five miles until Boca Hill
was under my right wing. With 3000’
over the runway, now only four miles
away, I dove off the remaining
distance.

This lift was entirely unexpected
but shouldn’t have been. From my
previous experience in Virginia I
should have looked for it. However
this was not a typical notch in a ridge
as specified above. Rather it was more
like a narrowed “drainage” slot at the
downwind end of a basin several
miles wide containing Truckee and the
airport.

Now for a little speculation about

causes. Is this an example of venturi
action? Is it possible that air streaming
through a notch or around the end of a
ridge, as it speeds up, sets up vortex
turbulence which in unstable condi-
tions produces a stream of rising air?

In my experience the lift has always
been weak but fairly steady and turbu-
lent. I have not encountered strong
convective bursts. Is unstable air re-
quired? Are there other flows associat-
ed with this stream of lift? Possible
down currents? Has anyone ridden
such a stream of lift downwind?
Wouldn’tit be great on adownwind X-
C to use ridge lift as encountered
across the course, turning downwind
after reaching a notch or tip and hope-
fully avoid the downflow off the back
side of the ridge, and even extending
the next glide?

Harry Senn, you should have en-
countered this in North Carolina. And
you fellows in New Jersey, Pennsylva-
nia, Maryland, and Virginia, what are
your experiences? Lets get some dis-
cussion about this and maybe learn to
understand and use this “new” lift
source. As I do more mountain flying
I'm certainly going to explore this
more deliberately.

RESERVOIR
1-80

WIND 220°
Looking NE from

VERDI PEAK,
8444 FT.

TRUCKEE RIVER

\\ TRUCKEE AIRPORT

above Truckee Airport

e
Slope of
MT. ROSE

Runway 19
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The author, strapping m for the 1986
RESCO Dust Devil Dash.
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The RESCO
Dust Devil

Go along for the ride with our author
as he gives a thermal-by-thermal
account of a record-setting flight.

by JIM PAYNE

March 1987

Dash

Midnight, Sunday
September 7, 1986

I hate retrieves! So, pray tell, what
am I doing many hundred miles from
home in the well-worn 50’s-vintage
travel trailer that serves as the lounge
of Harriet Field, Wells, Nevada? Wait-
ing, of course, for the heroine of my
story and scribbling notes on one of
the best soaring days of 1986.

The guy I have to blame for this fun
is our Southern California SSA Gover-
nor, Rob Morgan. Last year, he decid-
ed that California needed its version of
the Kansas Kowbell Klassic. So, Rob is
offering an annual prize for the lon-
gest straight out flight from a desig-
nated gliderport in Southern
California on the first Saturday after
Labor Day.

September was chosen because the
normal weather would keep the re-
trieve shorter. And in 1985 this was
true, as the crews were always able to
stay within radio range. But this is
1986. ..

Let’s go back a couple days and see
where the fun started...
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On the line, ready for Dust Devil Dash
launch.
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11:01 a.m., Friday
September 5

To broaden the background of test
pilot trainees, the USAF Test Pilot
School curriculum includes glider in-
struction. On this particular Friday, I
am flying a student sortie at Fantasy
Haven Airport, Tehachapi, California.
We have just topped out an 800 fpm
thermal 12,000 feet msL. If tomorrow is
this good this early, the Dust Devil
Dash ought to be a marathon.

8:00 p.m. (after dark)

Jackie and I rig our LS-4a, “JP”, by
the rays of Glass Teck’s yard light. She
has reminded me that my biggest
weakness is failure to be ready before
the lift starts. During the first Dust
Devil Dash at Crystalaire, Bill Bartell
threatened to ace everyone with an
early start. He was suffering from flu
that day and aborted, giving me a
chance to win. Lesson learned.

8:30 a.m., Saturday
September 6 ‘
Having camped at the airport, we
are watering the ship. The rules re-
quire a five percent penalty for water,
but we smell a great day and want to
go as far as possible. Besides it’s always
easier to dump before launch than to
fill the ship at the last minute.

9:00 a.m.

Dan Gudgel has collected an array
of weather charts and satellite photos.
At the impromptu pilot’s meeting he
presents-a weather briefing worthy of
a national contest. The day will be one
of the best of the year with excellent
lift, cumulus markers, and a light tail
wind along a heading toward the
northeast corner of Nevada. He does
warn that there will likely be areas of
overdevelopment in the northern
parts of Nevada.

10:15 a.m.

“JP” is ready to go. I have declared
Jackpot Airport, Nevada as a goal, a
cruise of 516 miles.

March 1987

11:00 a.m.

I take off exactly on the hour, the
first launch of the race. The tow pilot
knows the rules. He circles the airport
so that I do not get any “intel” con-
cerning the lift in the hills to the
south. I depart his umbilical at 3000
feet above Fantasy Haven and back-
track south to the area that worked so
well the day before. Hark, it is work-
ing, but not well enough to get ahead
of the rest of the field. So I head north
toward Tehachapi, encountering the
first good thermal just southwest of
the field.

11:22 a.m.

I have topped out at 11,000 feet msL
and have sent Jackie to Inyokern. (JP
ground: “So much for having the time
to de-bug the windshield.”) Cu are in
evidence on the Sierra and it looks ev-
ery bit as good as forecast.

1:53 p.m.

Two and one-half hours after leav-
ing the first good thermal, I am 14,000
feet MsL over Basalt, Nevada, 202 miles
from Fantasy Haven. This early 80
mph run is the best start I have ever
enjoyed. And I have company to keep
my feet to the fire. Rick Wagner in his
ASW-20C “MS” took off second and
every time I have seen him since Kelso
Valley, he has been about 1000 feet
below me.

3:00 p.m.

“Moon Shiner” and “Jet Pilot” are
back together south of Austin, work-
ing a band from 14,000 to 17,000 feet
MsL. During the separation of our
paths he has beaten me, as he is now
500 feet above. He is flying dry, lead-
ing me to conclude that on this day his
negative flap is the equal of my water.
The trouble is that his handicap dry is
three percent better than my wet one.

But, with the beautiful lines of cu in
front of us I have visions of 1000 kilo-
meters, the Barringer Trophy, and a
couple of Standard Class Records, so I
am willing to concede the Dust Devil

Dash to Rick. So much for counting
my chickens.

3:30 p.m.

Ouch! I am passing between two
cells of overdevelopment at Austin,
Nevada. It looks ok ahead, but there is
reason to worry. “MS” and I have sep-
arated again and he reports severe
sink. We both are entering unfamiliar
territory. The cockpit becomes crowd-
ed with charts as I attempt to keep an
accurate position. I finally decide that
the good landmarks are so far apart
that I will just stay high and press
north. (JP Ground: Rob Morgan gives
arelay that “last he heard JP was head-
ed for Canada.” The relay is corrected
to “headed for Idaho.”

4:30 p.m.

It is still early as I pass Interstate 80.
But, Dan’s forecast “‘area” of OD is in
fact wall of overdevelopment across
my path. I climb to cloudbase at the
last reasonable looking cloud and be-
gin a sidestep toward Wells, Nevada.

5:00 p.m.

I am over Harriet Airport at Wells,
Nevada with 10,600 feet on the altime-
ter and two hours of daylight remain-
ing. A huge storm is rapidly
dissipating over my goal of Jackpot. It
is only 50 miles away, but the air has
an eerie smoothness, the intervening
sky is one big blue hole, the winds
have switched to the east, and the local
elevation nears 6000 feet. The terrain
ahead is forbidding, with the road be-
ing possibly the only place to land. As
Einar Enevoldson once succinctly put
it, “For me it is a point of honor that I
not intentionally risk my life or my
ship.”

So, I tested the air around Wells.
Over some hills to the southwest there
were a few bubbles, but nothing was
working to reasonable altitudes.

I hear Graham Thomson (Discus)
land at Winnemucca, Nevada to claim
the U.S. National Standard Class Dis-
tance to a Goal record at 401 miles.
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Rick Wagner is shot down at Elko, Ne-
vada, 422 miles out. Hannes Linke
(LS-6) is flying near Reno. I wonder if
it is OD’d over that way. (JP ground:
Bill Jones, “20C” passes the word that
“Jim is headed for Wells.” I'm not yet
in Nevada so it is going to be a long
evening.)

5:59 p.m.
Gravity wins and I land at Harriet
Field.

6:30 p.m.

The ship is tied down, my landing
card is signed, the call to the retrieve
phone is complete, and I am settled
down for a long summer’s night. So
what does one do while counting the
hours?

A couple of passersby offer rides toa
casino downtown. The phone number
to Rose’s Ranch is prominently dis-
played on the wall. Free pickup. But
no, I want to be by the phone in case
Jackie calls. Thanks to a good idea
learned from Dale Bush, my crew has
packed me a book. The title was one
she gave me for Christmas, one which
until tonight has thankfully not been
opened.

7:30 p.m.

(JP ground: Austin, Nevada knows
how to party on a Saturday night.
Main street (the only street) has no
traffic except for pedestrians, as if set
for a parade. Only after I pass three
sidewalk saloons do I realize that we
are the parade.)

9:30 p.m.

Jackie calls. She is still more than
three hours away. She has Grandma
Payne, Julie, and Jason with her. She is
doing great considering that there is
no direct road to Wells. (JP ground:
“No direct roads, that’s an understate-
ment if I ever heard one! I have been
dodging cows on the open range by
day and by night; it’s really slowing
me down.”)

11:30 p.m.
“Yeager” is half read. It is a pretty
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good book. I am tired.

1:00 a.m., Sunday
September 7

Jackie arrives, covering 650 miles in
13 hours. She parks the motorhome
next to the glider and we turn in, so
tired that she doesn’t give me the usu-
al interrogation, prying all the details
of the flight from me. There’ll be too
much time to do that tomorrow.

8:00 a.m.

We awake to a light sprinkle. It has
overdeveloped already. The sprinkle
lasts only a few minutes. We break out
the towels and chamois, dry “Jet Pi-
lot”, and de-rig, fearful of another
shower.

10:30 p.m.

We arrive back home, the 1300-
mile retrieve equaling the sum of all
her previous retrieves of the LS-4.
Jackie reminds me one more time that
she’ll retrieve only one straight out
per year (JP ground: amen.) I am
thankful that the Hilton Cup is for
triangles.

Monday, September 8

Crunching the coordinates in my
Apple computer indicates that I have
gone 458 miles, far enough to claim
the U.S. National Standard Class Dis-
tance Record. I learn that Hannes
landed at Rosendale, California for a
409-mile flight. Tom Massoth (Kestrel
15), Bill Jones (ASW-20C), and Rob
Morgan (LS-4) all aborted back toward
the south, flying raw distances of 467,
449, and 418 miles respectively.

Saturday evening
October 18

The Region 12 Soaring Council has
gathered for the annual Diamond
Badge Banquet. Bud Hopp has done a
great job of setting up this event to
honor the four 1986 Diamond Badge
recipients in Region 12. In addition,
awards are presented to Henry Combs
for his 100 Diamond distance flights,
to Fritz Seger for soaring Diamond dis-
tance on seven consecutive Saturdays,

and to Bob Harris for his world alti-
tude record. Ross Briegleb is presented
his Hitachi "Master of Soaring” jacket.

Compliments of Rob Morgan, Jackie
is awarded the 1986 RESCO Dust Dev-
il Dash tee shirt. And deservedly so,

she did all of the work.
Actual/
Handicap
Pilot Ship miles
1.Jim Payne LS-4a 458/418
2.RickWagner ASW-20C 422/396
3. Graham Thomson Discus 402/366
4.Hannes Linke LS-6 409/365
5.Tom Franklin DG-300 386/352
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by DOUG JACOBS

day. The colors of Nature’s fall

paint brush were beginning to
flow across the hillsides, heralding an
end to the season. The cool breath of
winter was not far behind. As he
swung out onto the Parkway and
headed northeast, he could see that the
robins-egg blue of the sky overhead
was marred at the horizon by the
dusty haze of a strong inversion. To
the north and inland over the high
ground a few cu’s had begun to form.
However, their energy had been most-
ly spent in the ascent through the in-
version, and they hung at the top of it
lifeless and limp. It would be a diffi-
cult day with indifferent thermals and
long searches for lift, he knew. A day
when soaring was hard work.

A season of racing was behind him
and he was tired. The constant jug-
gling of job, family and flying had tak-
en its toll over the course of the
summer, as it always did. Eager and
irrepressible in the spring after long
winter’s hiatus, he nonetheless felt
spent in the fall, almost welcoming
the restful winter weekends ahead. To-
day would have been a good day to
relax, to putter around the house, to
enjoy the gentle pleasures his children
brought him. He’d been reluctant in
gathering up his gear and had almost
decided to stay home.

Still, he drove northeast, vaguely
aware that this was a pilgrimage of
sorts, knowing that he had to fly today
or perhaps never again.

The crowd at the field was subdued.
Crewless, he rounded up a few friends
to help with the wings and got the
glider together. He tried not to think
of the last time it had been assembled,
purposely keeping his mind blank as
he taped and washed down its elegant
form. Several pilots stopped by to
chat, but he was inattentive and they
drifted off.

His turn came quickly in the launch
line. He ran to the car to leave the
keys, unsure who might be persuaded
to retrieve him if he went down, but
not thinking that he would. The L-19
roared into place in front of him, the
tow rope tightened, and he felt the

It really wasn’t much of a soaring

Illustration by Charles C. Kratka
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sailplane leap forward. He eased back
on the stick and the trees bordering
the field fell all around him, magnify-
ing the effect of the climb and bring-
ing with it the heady first taste of
flight.

As if sprung from a trap, the glider
leapt upward behind the tow ship, the
air welcoming him back, he rejoicing
in its embrace. He gained altitude
quickly behind the powerful tug and
was soon at release height. Pulling the
tow release, alone and on his own, he
swung the nose around in a graceful
arc and headed west.

His route took him over the high
ground of western Connecticut for the
first thirty miles. Farmland with invit-
ing pastures soon gave way to hillsides
forrested with New England hard-
woods and narrow valleys drained by
fast moving streams. He tried to hop
from airport to airport in the hope that
an aero-retrieve might be arranged if
he lost it. There were few along his
course at first, and as expected, the lift
was weak. Each thermal took forever
to climb through and was surprisingly
turbulent for so gentle a day. Perhaps a
wind shear existed at the inversion
level.

Whatever it was capped him out at
medium altitude, and each succeeding
thermal seemed all the harder to find.
He was often low, through never dan-
gerously so. Just enough to tell him
that today was not the day, that to turn
back was advisable. Even so, at the top
of each climb he continued west.

Soon he was near the shores of the
Hudson. Here the river was broad and
deep, and the surrounding shores
were low and wet enough for ten
miles in either direction to make cross-
ing it difficult without good height.
Over foothills on the eastern side he
found good lift and decided to take it
as high as he could. As he rose, he
gradually realized that he had begun
to enjoy the slow climb and the pan-
oramic view of the Hudson valley that
it afforded him. He also knew why,
that the driving pressure of the racing
season had yielded few opportunities
such as this for aimless enjoyment.
Flying for seconds and minutes sel-
dom permitted such luxury, and he
was happy for the freedom of these
moments. Reaching the top at last, he
reluctantly headed onward, anticipat-
ing a long glide before reaching the
active portion of the river’s far shore.

There was heavy traffic on the river,
mostly pleasure boats. For many, it
would probably be the last cruise of
the summer. At ground level, the wa-
ter flowed smoothly, untroubled by
the massive scale on which it moved.
Boats fighting the current northward
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did so with seeming ease, their bows
scarcely rising and falling. From
above, he admired the spindly lines of
the boats wakes. It was easy to imagine
them as mindless insects intent on
capturing the river in a spider’s web of
coiled bonds. That’s us, he thought.
Trying to stop the inevitable with
wishes and hopes, hardly aware of
what we're up against.

From his vantage point above he
could also see a deep churning pattern
to the water’s movement, not visible
from the surface. Deep within the riv-
er were massive upswellings spread
out over miles, as though a huge kettle
were just beginning to boil. The water
was smooth and complacent on the
surface yet churning below, seeking
release. Like me, he thought.

His glide was absolutely still for a
long time, the ship seemingly sus-
pended in amber. He sank lower, trad-
ing distance for altitude as cheaply as
he could. He was easily within range
of the big county airport but, never
having landed there, he was uncertain
of his likely reception. On the chance
that he might need their help, he
jumped into the busy flow of radio
traffic at a quiet moment.

“Hello Stewart tower, this is glider
Delta Juliet on a cross country flight
transiting your area between one and
four thousand feet.” “Roger Delta Ju-
liet, how’s the lift?” was the delighted
reply. “Not great, but as good a day as
you can expect this late in the year,”
he said. “Yeah , fall is here. Good
flight, Delta Juliet and we’ll watch out
for you.”

Yes, please watch out for me, he
thought. Watch out for all of us.

To the west of the Hudson the lift
became more reliable. This was famil-
iar sky, and he felt at home. The Cats-
kills gleamed in the distance, their
rugged peaks the site of so many soar-
ing hours. Like a geological freeway,
the Wurtsboro ridge below him ran
straight toward them, ready these last
hundred million years to bear a sail-
plane on a favorable northwest wind
into their heartland.

To the south, the ridge melded into
others, and their collective might ran
for almost five hundred miles. He re-

membered how they had flown this

sky intensively together, had seen
each corner of it from almost every
conceivable angle. On good days they
had raced one another, never having
called it such but each inevitably
pressing to take the lead. On poor days
they had huddled together, searching
for the needed lift as one, helping each
other home. Far overhead they had
caught wave, riding its silky thrust
until the mountains had been hum-

bled far below, until the sky directly
overhead began to blacken. Here and
there was the site of an outlanding, the
result of to much confidence, each one
having taught its lesson of restraint.
He knew this sky well, and greeted it
now with warm affection as it lay in
the midafternoon sun.

At first he couldn’t find the small
grass strip just short of the ridge. He
had been over it many times and
knew its pilots well but had never ac-
tually flown there. Suddenly it
popped out at him, paralleling a high-
way and hidden by the pattern of the
surrounding fields. Its surface was
lush and green, and the sailplanes tied
down around its perimeter seemed to
be quietly grazing in bovine compla-
cency. To the west at the end of the
runway was the small triangular
cornfield.

He found a weak thermal and began
to circle, looking hard at that field.
Somehow he had expected something
more dramatic. It looked like most
other cornfields, and was almost free
of any signs that could be damage or
disarray, despite the number of people
who had tramped around in it. A bare
spot showed here and there, but these
might have easily been the result of
poor drainage patterns. Perhaps in
their wisdom, the natural forces at
work below had conspired to swallow
the outward effects of the tragedy, had
straightened the crushed cornstalks
and made them green again. Dust to
dust, he thought, vaguely disappoint-
ed. Perhaps it’s best to put it behind us,
to give up trying to understand, to
simply forget.

He noticed that the cockpit had be-
come strangely silent. At first he
thought his ears were blocked, but a
forced yawn brought no release. The
choppy turbulence of the thermal had
been replaced by a quiet calm that felt
like wave but couldn’t be. Stick and
rudder remained almost motionless
under his light touch, and the glider
flew almost by itself.

He switched off the electric vario
and heard the silence intensify. An un-
natural lack of airframe noise made
him think he was close to stalling. A
glance at his airspeed indicator
showed a solid fifty knots, and the
controls had none of the butterfly-like
trembling that signalled separation.
Perplexed and suddenly anxious, he
had a mad thought.

“Robert?” he said aloud. The sound
of his voice crashed across the still
cockpit. ‘

“Robert,” he repeated, quietly this
time.

He never saw the approach of the
red-tail. It was just there suddenly,
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twenty feet over his canopy. He’d seen
many before; the ridge below served
as a major migratory route for thou-
sands of hawks, but he’d never seen
one act quite like this. The bird hung
just above him, flying inside his circle
and remaining motionless relative to
his canopy.

He stared at it for long moments,
mostly reacting in surprise to its sud-
den presence in the seemingly empty
sky. Its fierce eye was plainly visible,
and as he watched, it glared at him,
challenging him somehow. For several
circles they shared the thermal, eyeing
one another. This is my sky, it seemed
to be saying. Fly it as I do or be gone.

While the hawk continued to stay
with him, so close above, he admired
the beauty of its banded wing, the
flexibility of its tail, the thrusting
pointed beak that defied the wind.
How nice it might be, he thought, to
be immersed in the air, to be rid of
fiberglass and instruments, to fly as Ic-
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arus dreamed, without restraint or
fear.

The hawk disappeared as quickly as
it had come, swinging its talons for-
ward and flexing them at him with
one last ferocious glare. With a half
roll it dove behind his left wing. He
quickly rolled the glider into near ver-
tical bank and pulled hard on the
stick, searching for his companion.
Shuddering from the g forces, the sail-
plane slewed around quickly and
nearly stalled, but it was no use. The
sky was empty again.

He headed east, retracing the
ground he had worked so hard to
cross. While the flying continued to be
difficult, he knew full well that he
would make it home. The empty feel-
ing with which he had begun the day
persisted, but had diminished. He felt
challenged, felt like this need to be in
the air would not now abate. He also
knew that the events of this flight
would not bear close examination, that

the release he had found could be easi-
ly lost if he thought too much about
what had happened. He simply knew
that he carried with him all the an-
swers he was ever likely to get.
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Eight-One-Charlie




And Me

by ANDY HOLOUBEK

Do you remember what it was like
when it was all still new and capable
of producing adrenaline every time?
Of course you do, you just haven't
thought about it in just that way for a

while. Take a moment . . .

day dawned clear and cool in the
San Gabriel Mountains north of
Los Angeles.

I prepared a lunch, double-checked
the contents of my flight bag and was
on the road by 8:00 for my 9:30 ap-
pointment with a sleek Grob G-103
glider—and the brilliant blue sky
above. It was going to be a great day. I
could feel it!

The 75 minute trip to the gliderport
was, as always, filled with a mental re-
view of the basics: ground preflight
checklist; rope break plans; cockpit
checklist; landing checklist; stall, spin
and spiral dive recovery procedures;
flight at minimum controllable air-
speed; glider/towplane signals;
weather; FAA regs;and onand on.

“So much to learn!” I thought. “But
you must learn it ! No time to check the
book— when you're up there!” I re-
mind myself. Before I know it, the
field is in sight. I feel great, confident
that I have been thoroughly trained to
calmly and correctly deal with what-
ever in-flight situation may arise
today.

L abor Day weekend, 1986. Mon-
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The temperature was already start-
ing to climb. The forecast high, here in
the Mojave desert south of Edwards
Air Force Base, was for just over 100°
F. Needless to say, it was promising to
be an excellent soaring day!

I discussed plans for the day with
John Stevenson, my instructor. Tail
number 3981C was assigned to me for
the day’s flying, a ship I had flown
many times before and knew well.

I proceeded to the tie down area and
performed a thorough preflight in-
spection on “Eight-One-Charlie”. All
was in order. John arrived, with the
Honda ATC, and we slowly towed to
the runway.

He told me that this first flight of
the day would, as usual, be a high pat-
tern tow and that he would ride the
back seat. He would play the “silent”
instructor and observe my every ac-
tion. Therefore, in effect, this would
be a solo flight. The flight was without
incident, except for some coaching by
John while I was struggling through a
few Dutch rolls. This flight lasted 23
minutes.

The second and third flights were

short pattern tows during which John
gave me some pointers on landing ap-
proach and flare techniques. One of
the areas, I had told him, where I felt I
could be doing a better job. He then
approved me for solo flight for the rest
of the day.

It was almost noon, by then, and I
was hungry. I made one solo pattern
tow, to reinforce the points that John
had just made, and then broke for
lunch.

Two sandwiches and a pint of or-
ange juice later, the sun, under cloud-
less sky, was baking the high desert
sand in earnest. The temperature was
in the high 90’s— and still climbing.
According to Ed Green, the tow plane
pilot (and also instructor), the ther-
mals were developing very well now.

This was what all the training dur-
ing the last year was for (I can only fly
once a month, usually). This was what
I had been waiting for all summer! A
superb soaring day. A fine ship. The
approval of my instructor for solo
flight and plenty of time to just go up
there and enjoy.

My pulse quickened as I planned
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“So much to learn!” I thought. “But you
must learn it ! No time to check the
book— when you’re up there!”

the remainder of the day. I was look-
ing forward to this afternoon with al-
most as much eagerness as my first
solo, way back at the end of June. On
that flight, I didn’t realize I was actual-
ly alone in there until . . . But that’s an-
other story.

I busied myself with preparations
for the next flight. I had decided that I
was simply going to enjoy the flight,
let the conditions take me wherever
they might (not forgetting the bounds
of the training area) and stay up as
long as possible. Just flight—for the
sheer joy of flying.

“Drafting” a somewhat nervous
looking bystander—awaiting his first
“intro” ride with John—to walk my
wing tip, I towed Eight-One-Charlie to
the runway. “Memories,I hope you are
prepared to be hooked!”, I thought,
wathcing my wing-walker. How long
ago that first, magic, intro flight
seemed, the event that guaranteed my
life would never be the same again.

Upon reaching the runway, I un-
hooked the tow line, thanked my “vol-
unteer” and wished him a good flight.
As I watched him turn and head back
toward the office, I remember think-
ing “Good flight—nothing! You would
have to be made of stone not to fall in
love with soaring on a day like this!”

Anticipation rapidly building now.

As I was next in line for takeoff and
Ed was already taxiing the towplane
into position, I quickly went through
my equipment checklist once again:
Hat—check; water bottle, full—check;
pencil—check; pocket notebook—
check; sunglasses clean—check; all
loose gear stowed—check. I had previ-
ously prepared the back seat for solo
flight by fastening the harness straps
and securing any loose items. I double-
checked everything at this time and
then lowered and locked the rear can-
opy before climbing into the front
cockpit.
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The towplane swung a 180 in front
of me. I grabbed the open canopy with
one hand and held full left stick with
the other, against the blast of the prop-
wash. The line boy walked toward me,
towrope in hand.

Pulse rate quickening. Adrenaline
beginning to flow.

“OK, nothing to it. ” I tell myself.
“Just relax and tend to the business at
hand. You can do it!”

The preflight cockpit checklist, CB-
SIT-CB, was next:

Controls: full and free movement—
check.

Ballast: should be out—check.

Straps: both cockpits secured (the back
is secure and my harness is—click-
click-tug—secure)—check.
Instruments: altimeter set at field ele-
vation of 3420 ft—check.

Trim: set at neutral—check.

Canopies: both down and locked (turn
and visually confirm that the rear cock-
pit canopy is latched)—check.

Dive brakes (Spoilers): closed and
locked—check.

Loose gear: safely stowed—check.

The line boy offers the end of the
towrope for my inspection. It’s slight-
ly frayed (not enough to worry about
though) and I OK it for this tow. I can
also see that it is free of strength-rob-
bing knots, as I quickly scan the length
of yellow rope all the way to the tow-
plane release mechanism. The rope is
connected to the nose hook. He gives it
a pull, hard enough to drag the sail-
plane a foot or so along the runway.
Towrope—check.

Pulse rate jumps yet another notch.
Palms beginning to perspire slightly
now.

While he walks to the wingtip, I
quickly review my rope break plans—
again.

“Remember: expect that the worst is
going to happen—on this flight—and
be prepared for it!” I remind myself.

“Emergencies are only events for
which you are not prepared.”

He is now at the left wingtip. I ask
him if the landing patterns are clear.
He confirms that the patterns are
clear—check.

Windsock: indicating about 5 kts.
straight down the runway—check.

Stick: centered and slightly aft of
the neutral position—check.

I give him the thumbs up signaland
he responds by raising the wingtip to
the wings-level takeoff position.

Left hand: resting on—but not hold-
ing—the yellow towrope release
knob—check. (Just in case).

I actuate the stop watch on my wrist
in order to monitor elapsed flight
time.

I'signal Ed for takeoff by fanning the
rudder. A few seconds later he re-
sponds with the same signal, applies
power, the tow rope goes taught and
we begin to move.

“From now until I reach the first
rope break decision point; I will de-
ploy spoilers as necessary and land
back on the runway if the tow rope
breaks. If the towplane develops trou-
ble on takeoff, I will release immedi-
ately and land to the right of the
runway,” I remind myself.

At this point, I need to inform the
reader that I never, really, fly “solo”.
You see, I have this “passenger” who
always insists on tagging along when-
ever I am going up—alone. I've never
seen him, but we carry on a running
dialog nonetheless. He keeps me in
the real world. He looks over my
shoulder and watches everything that
I do. On several occasions, my first
solo being one, he has kept me from
making a potentially serious error. I
therefore tolerate him. He is, however,
a perfectionist and grades almost ev-
erything that I do. This can be most
annoying. He has no name. He is just
there, my invisible co-pilot—and I
would not fly solo without him.

Now then. Oh yes...

With a tremendous roar and a great
deal of obvious effort from the tow-
plane, we slowly accelerate down the
runway. As the airspeed builds, the
controls begin to bite into the hot thin
desert air. Slowly at first, with very
large movements of the control sur-
faces required to accomplish the small-
est correction, then rapidly settling
down to near normal responsiveness,
and Eight-One-Charlie approaches
flying speed. The ship feels as though
it is coming alive in my hands now.
Slowly awakening from a deep sleep.

“OK, get that nose wheel up. Balance
the ship on the main gear. Keep those
wings LEVEL!” my passenger fairly
“shouts”. Comforting to know he’s
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there—annoying—but comforting
anyway.

Airspeed continuing to build. The
ship is feeling very light now, almost
as though she is anticipating what lies
just a few feet ahead. “Wait—just a few
more seconds.” I tell myself. “Just a
few more knots and—now!” I apply
very slight back pressure on the stick
and we immediately lift clear of the
runway. We're flying!

Looking out of place on the ground,
Eight-One-Charlie is all beauty and
grace in her element—the air. We be-
come one, Eight-One-Charlie and me,
and we respond, to each little buffet
and gust, as one. We are flying. We are
home, again.

“Check that airspeed indicator. Make
sure it's working. You don’t want to get up
there and find out your airspeed indicator
isdead. Could make landing a whole new
experience.” he says, as he snaps me
back to reality.

Accelerating through 55 knots. Air-
speed indicator—check.

Passing the mid-point of the run-
way, the towplane becomes airborne
and begins a slow and steady climb
toward my planned release altitude of
2000 ft. above the desert floor.

“You're getting a little high on him.”
my invisible co-pilot says. “EASE it
down a bit. But don’t hug the ground to
close, a gust could slam us into it.”

We pass the first rope break decision
point. From here, until we have 200 ft
of altitude, if the tow rope breaks I
lower the nose to maintain flying
speed, execute a gentle left turn and
land in the emergency field across the
road. “Piece of cake,” I remark to my-
self, as I swallow, very hard, and hope
that I never, actually, have to do it.
That emergency field looks awfully
short, especially when you consider
those power lines that must be cleared
on final approach. Yet something in-
side me says that if I did have to use it,
I could do it.

We continue to maintain position
behind the towplane and pass
through 200ft. From here on, if the
rope breaks, I can safely execute a 180
degree turn and return to the field for
a downwind landing.

I start breathing again, now that I
have a little altitude with which to
work.

The towplane is turning now. I try
to hold position, aimed at his high
wing tip. “Looks good,” the voice says,
“but could be a little cleaner: B-plus, so
far”

“Look, there’s a lot of turbulence out
here.” I point out.

“Excuses, excuses,” he says.

We continue to climb. Passing
through 1000 ft now. Suddenly, the
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towplane jumps up about 5 ft. and
then, 3 seconds later, I apply slight for-
ward pressure to the stick, just before
we encounter the same rising air mass.
We pass through it cleanly and contin-
ue on course.

“What's the matter with you?” he
says. “That was a perfectly good thermal
back there. Why didn't you release?”’

“It could have been just a bubble.
And we're too low to do any hunting
if it was just a bubble. I'm sticking to
the plan: tow to 2000 ft and then re-
lease near the best thermal I can find,”
I tell him, firmly.

“I still say we should have released back
there” he says.

“And I say we stay on tow. Who's
pilot-in-command of this ship any-
way?” I remind him.

Silence.

As we climb through 2000 ft, Ed sig-
nals that he has located a thermal. I
clear the airspace, release, watch the
tow rope drop cleanly away then exe-
cute a gentle, climbing turn to the
right. Just like the book says. Every-
thing is great—except I can’t seem to
locate the thermal. I waited too long.

“I know it’s here—somewhere.” I say.

“I told you so,” he says, quietly.

A series of gentle 360’s and shallow
S-turns reveal only sinking air—4-6
kts sink! I take some consolation in the
fact that where there is strong sink
there should also be strong lift. If only
I can find it.!

Descending through 1500 ft, I set
course for the landing pattern IP,
while we can still easily make it. Best
to be safe. Those Joshua trees don't
look like they would be very friendly
to thin fiberglass wings. I continue to
make shallow S-turns to either side of
our base course, desperately searching
for a thermal, any thermal.

Pulse rapidly accelerating as the de-
cision point, my landing commitment
altitude, quickly approaches.

“After descending through 1000ft,
we are landing—no matter what!” I re-
mind myself, firmly, “NO MATTER
WHAT!”

The vario begins to head towards
zero slowly. Down to 2 kt sink now.
Promising.

About a quarter of a mile from the
IP, descending through 1100 ft, the
vario suddenly swings from 2 kt sink
to 2 kt lift. I stiffen in the seat. All of
my senses are alert. Eyes now rapidly
cycling between the vario, the altime-
ter and the airspace around us, just in
case it is a thermal and we have to
bank hard and fast to catch it. Still no
other traffic in sight. Altitude holding
now. “Thank God for small favors,” I
say to myself. This weak lift has
bought us a few more precious sec-

onds in which to find that thermal. I
KNOW it's here! A little buffeting,
then—WHOOMP!

The familiar hard slap from below
that means we have encountered a
strong, rising airmass. The vario is reg-
istering 4-6 kt lift and left wingtip is
up— about 3 ft.!

“OK, just like the book says, now,” I
remind myself.

Hold steady for 3 seconds, then hard
left bank—now!

“THERE IT IS 1 shout. Sounds
dumb, shouting inside a closed cock-
pit—but who'll ever know? And it
feels good!

The vario registers 4-10 kt lift in the
first 360. I center up on it and begin to
work it as we climb through 1800 ft. It
sends a chill down my spine every
time I manage to connect with a good
thermal and watch that altimeter
steadily climb.

“Not bad flying. Not bad at all,” he
says. “Centered it pretty well in only
three revolutions.”

I don't believe it. A compliment.
Sometimes he is nice to have along.
Sometimes.

At 3000 ft above the field, I take
time to relax, for a brief moment, and
enjoy a long drink of the water bottle.
This can be tiring.

Pulse rate slowing now. Breathing
approaching normal again.

That thermal topped out at 9200 ft
MsL. [ lost track of all the thermals we
encountered. Now they seemed to be
everywhere.

Once near 11000 ft, I leveled out on
a southerly heading, trimmed back to
a few knots above minimum flying
speed and just absorbed the view over
the mountains. Magnificent! What an
exhilarating feeling! No sound, except
for the gentle whisper of the thin air
flowing smoothly over the canopy.
The words of John Denver (in the film
about our unique sport. “The Quiet
Challenge”) come to mind and seem
so fitting: “We court mother nature in
a silent arena—with not a single
spectator.”

My passenger is silent through all of
the thermal hopping, except for an oc-
casional “Watch that yaw string!” or
“Clear your airspace more often!”

Once, while in a tight bank in a par-
ticularly small thermal, he had to say
“Better ease the nose down a little. It's
getting AWFULLY QUIET in here. " 1
had become so engrossed in trying to
stay in the thermal that I inadvertent-
ly allowed the nose to rise. The air-
speed slowly bled off and we were in
danger of a turning stall. I carefully
eased the nose back down, the air-
speed rose slightly and all was well
once again. I'm thankful that he is
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very observant.

We spent over an hour and a half
between 9000 and 12000 ft. thorough-
ly enjoying every minute. The water
bottle was empty now—half in me
and the rest on my head and down my
back. You get thirsty up here! I was
also beginning to feel fatigued. At
these altitudes, for this long, I was well
aware that the air was very thin. As I
was not carrying oxygen, I decided to
call it a day and head for home

“Wise decision.”

I practiced turns across a road and
Dutch rolls (damn those Dutch rolls!)
on the way down.

Emotions were mixed. On the one
hand, here was a magnificent soaring
afternoon (for which I had waited so
long) with plenty of time remaining—
but, on the other, I was tired. “Safety
first,” I reminded myself, and contin-
ued my descent.

I set up course to intercept the land-
ing pattern IP at the standard 800-900
ft. AGL. A check of the windsock, while
making a high pass over the field,
showed that a normal right hand pat-
tern to runway two-five was in order.

OK. Time for the pre-landing
checklist:

Airspace and landing patterns:
clear—check

Spoilers: fully functional, left hand
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to remain on the spoiler control from
now until fully stopped on the
ground—check

Airspeed: trim adjusted for 60 kts—
check

Windsock: wind is out of the west at
about 5-7 kts so normal approach and
pattern airspeed is OK—check

Altimeter: ignore the altimeter from
here on, watch the angle to the land-
ing point—check

At the IP I execute a left turn to en-
ter the downwind leg, level out,
breath deeply and carefully continue
to checklist:

Runway: towplane and glider just
beginning their takeoff roll so the run-
way should be clear when I need it
(monitor this throughout the pattern,
use alternate parallel dirt runway, if
necessary)—check
Select aim point: opposite that 1-26
should be about right—check

Pulse quickening.

“OK now, stay calm,” I tell myself.
“Watch for the 45 degree angle to the
landing point. Coming up . .. now!”

I execute a 45 degree banked turn to
the right to enter the base leg.

“Watch that airspeed! Keep that yaw
string STRAIGHT!” he shouts. “We've
only got ONE shot at this, remember?”’

Palms beginning to perspire now. I
wish he hadn’t reminded me.

“Deep breaths. just relax. We're al-
most home now. ” I keep telling my-
self.

Level on base leg. Angle to the land-
ing point looks good. Airspeed is al-
most 65kts, better ease the nose up a
little and scrub off some airspeed with
the spoilers.

“You're high,” he says.

“No we’re not. We're right in the
groove. Be quiet. I'm a little busy up
here at the moment. Do you mind?” I
respond.

“I mind,” he says. “We're gomg to
land long and there are people—PI-
LOTS—down there watching our every
move. We'll look like, like—STUDENTS!"”
he says.

“Well, we are students.” I remind
him.

Silence

“Turn to final approach—now!” I say
to myself.

“The bank is a little steep—and you
turned to soon. We're going to be short of
the runway centerline. Roll it out—just a
little, there! Hold it!"” he says.

I roll out onto final and check the
glide path and airspeed.

“Looks good. Right on target. Air-
speed at 58 kts and steady. OK,” I say.

Silence from my passenger.

Watching the glide path, I come to
the conclusion that we are, in fact, a
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little high, and would land a little
long. I deploy more spoiler, to steepen
the approach slightly. (I hate someone
who's always right!)

“Over the fence—now. Steady. S-T-
E-A-D-Y. Flair point is approaching
quickly,” I caution myself.

Pulse very fast now. Adrenaline
flowing freely.

I shift my eyes to a point well
down the runway, to better judge the
flare height. At an altitude of about 5
ft. I begin to flare.

“Easy now. Don’t overdo it. Don't
‘balloon’ it!” I tell myself.

“You flared too high. But what's worse
is that your are yawing slightly left. Ap-
ply a little right rudder—and quick!” he
says. “OK now—hold it off —hold it off —
hold—it—off,” he says.

We just passed over the numbers.
DAMN!

About 2 plane lengths past the
numbers, my intended touch down
point, there is a gentle “chirp” from
the main gear, followed almost imme-
diately by the tail wheel settling down
also. I apply the brake to reduce our
speed.

“Watch it!”” he says. “Keep those
wings level! Remember: you're still
flying! And slow us down!”

“  Damn PERFECTIONIST!” I snap.

“Yeah—but what would you do without
me?” he says.

As I said, I hate someone who's al-
ways right.

Carefully, I taxi over to the parking
ramp and come to a gentle stop. The
left wingtip settles slowly to the
ground. I take note of the stop watch,
for the log.

“Landing: C” he says.

“WHAT?!” I say, indignantly.

“Minus,” he adds.

Some days you just can’t win.

“You were a little high on base,” he
says. “You turned to soon onto final. You
flared a little to high, which caused us to
float in the ground effect past the intended
touchdown point, and worst of all, you
nearly touched down with a left yaw. You
do realize that, if you had not corrected at
the last second, you could have damaged
the main landing gear or even ground
looped us?”

Though I felt in control of the ship
theentire time, I had to admit he had a
point. I definitely need more landing
practice and vowed to discuss this
problem with John and to fill one of
my next solo days with nothing but
pattern tows. “Repetition of proper
technique is the key to consistency—
and safety”, I remind myself.

Iremove my perspiring hands from
the controls, stretch my arms and legs,
close my eyes, take a deep breath—
and exhale very slowly. Heart rate
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slowly returning to normal now (for
the first time since I signaled Ed to be-
gin our takeoff roll, it seems). Beads of
perspiration forming on my forehead
and finding their way into my eyes as
I sit, baking, under the “greenhouse”
effect of the canopy. This is aggravated
by the lack of air movement in the
cockpit, now that we are once again at
rest on the ground.

“Wedid it!” I shout, cautiously look-
ing around to see if anyone is looking
at this idiot talking to himself. Eight-
one-Charlie and me (and my faithful
passenger).

Opening the canopy, feeling the
“cool” 100 degrees breeze flowing
over my body, I realize that I am soak-
ing wet and physically and mentally
drained. No wonder, I have been con-
centrating on flying, as near to perfec-
tion as possible, for well over 2 hours.
The longest, by far, that I have been
up in a single flight.

It is a “high” to just sit here and re-
lax, knowing that I am not just living
but that, today, at this moment in
time—I am alive.

After a few minutes, I take out my
logbook and, still strapped and cradled
in the cockpit, enter the pertinent in-
formation of this flight. Date: 1 Sept.
’86. Flight: No 76. Glider type: G-103.
License No 3981C. Type of tow: aero.
Release alt: 2000 aGL. Flight time: 2 hr
41—SOLO. Remarks: New personal al-
titude mark (12,400 ft MsL) and new
time aloft mark (2:41). I make no men-
tion of the fact that the flight was only
possible as a result of a last- second
save. I know that and that is all that
matters.

Not too bad, for my 11th solo flight.
Two hours and forty one minutes and
a 7000-ft gain in altitude with the only
“fuel” being my ability to work in har-
mony with the force of nature, a force
invisible yet powerful enough to lift
1,028 pounds of sailplane and pilot a
mile-and-a-half in the thin California
air. I am impressed. Especially when I
consider the fact that there will be
many more soaring days in the years
to come—but none, no matter how

good, will be quite like this day.

“No, not bad at all,” he says, and I
know that I will not hear from him
again until the next time I strap into a
glider, to fly “solo”.

Climbing out of the cockpit, I realize
that something is very wrong. The
legs, kind of wobbly, almost have to
learn to walk again. I shuffle around
the ship for a few minutes, stretching
and getting reacquainted with the
ground. Feels sort of strange, after
pushing rudder pedals most of the af-
ternoon. Then, after deploying the
spoilers, and closing and locking the
canopy, I thank Eight-One-Charlie,
bid it farewell and turn and walk,
slowly, to the office. I'm already plan-
ning my next date with a glider, and
the challenge of the sky above.

I will forever be grateful to John, Ed,
Karen and all the terrific people associ-
ated with Crystal Soaring for having
the never-ending patience to teach me
the delicate and rewarding art of pilot-
ing a sailplane. Their enthusiasm for
the sport is definitely contagious.
There were times when I would climb
out of the cockpit and seriously ask
myself if I was capable of walking and
chewing gum at the same time!

But, through it all, their patience
never once wavered. John would often
say, in his usual calm manner,”Don’t
let it bother you. We all had these
problems when we were learning too.
Just relax and it’ll come,” as he correct-
ed some dumb error I had just made
and straightened the ship out—again.
Those words always made me feel bet-
ter, even though I never really be-
lieved that he (or Ed) ever made the
same mistakes I did.

One day I hope to attain the rating
of Flight Instructor, so that I may pass
this gift on to others. I am thankful for
a gift that I will treasure for the rest of
my lift—the gift of soaring flight.




F.A.l. BADGES

ARLEEN COLESBN
INTERNATIONAL F.A.I.
BADGES FOR SOARING
Earned or Recorded in the
United States
Through November 1986

INTERNATIONAL NUMBER
ASSIGNED

3916. DanE. Swenson(U.S. 623)
3917.  Thomas R. Ruwitch (U.S. 624)
3933. David C. Dooley(U.S. 626)
4014.  Aland B. Adams (U.S. 635)

GOLD BADGES

1719.  James G. Koonce, Sr.

SILVER BADGES

4909. Gregory V. Lewis
4910.  Clarendon Bowman

ALTITUDE DIAMONDS

5000 meters
(16,404 ft.)
Michael B. Cavanagh; LS-1f; Westcliffe, CO

GOLD BADGE LEGS

Altitude: 3000-meter gain
(9842 ft.)
James G. Koonce, Sr.

Distance: 300-Kilometers
(186.3 mi.)

Peter P. Angelou, Jr.; 1-26; Eagle Ridge, NJ
Kenneth Kochanski; 1-26; Eagle Ridge, NJ

BRONZE BADGES

SILVER BADGE LEGS

Altitude: 1000-meter gain
(3281-ft.)
Kenneth Applegate; 1-26; Reno-Stead, NV

Distance: 50 kilometers

(31.1 miles)

Peter P. Angelou (See Gold Dist.)

John L. Austin; AS-K 21; Matthews Field, TN
Clarendon Bowman; Std. Cirrus; Oviedo, FL
Gregory V. Lewis; 1-36; Tehachapi, CA

373.  Jim Croce; Vacaville, CA
374.  Gregory E. Lee; Vacaville, CA
375.  Randy Mathews; Vacaville, CA

C BADGES

13,193. Kenneth Applegate; Reno-Stead, NV
13,194. Thomas P. Cahill; Eagle Ridge, NJ
13,195. Gregory E. Lee; Vacaville, CA

B BADGES

Kenneth Applegate; Reno-Stead, NV
Thomas P. Cahill; Eagle Ridge, NJ
Gregory E. Lee; Vacaville, CA

RECORDS APPROVED

World; Single-place; Open; Distance
Around a Triangular Course; 1362.68
km (846.73 mi.); Jointlyheld by
Thomas L. Knauff, USA (Nimbus 3), L.
Roy McMaster, USA (AS-W 20), Robert
L. Robertson, Great Britain, (Ventus
A), John C. Seymour, USA (AS-W 20),
Karl H. Striedieck, USA (AS-W 20);
May 2, 1986; Ridge Soaring, PA.

Florida; Multi-place; Open/Senior; Distance
Around a Triangular Course/Speed Over
a Triangular Course of 500 km; 311.6
mi./43.48 mph; Peter W. Espenlaub,
Pilot/Charles P. Espenlaub, Passenger;
Twin Astir; May 17; Brooksville.

Florida; Multi-place; Open/Senior; Speed
Over a Triangular Course of 200 km;
42.6 mph; Peter W. Espenlaub, Pilot/
Charles P. Espenlaub, Passenger; Twin
Astir; May 31; Brooksville.

Michigan; Single-place; Open/Senior/15-
Meter; Out & Return Distance; 262 mi.;
David L. Nelson; AS-W S12; July 3;
lonia.

Michigan; Single-place; Open/15-Meter;
Speed Over a Triangular Course of 200
km; 55.8 mph; Jack Wyman; H-301
Libelle; July 3; Gregory.

SSA Merchandise Dept.
P.O.Box E

Hobbs, NM 88241

(505) 392-1177
Check, MasterCard or VISA

SHARPEN YOUR JUDGMENT

Private Pilot Manuals by Tom Knauff
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CALENDAR OF EVENTS

Mar. 6, FAA Physiological Training at Edwards AFB, Cali-
fornia in conjunction with the RESCO Wave Camp.
Contact Nancy Evans, 6430 West Avenue Q-12,
Palmdale, CA 93551, (805) 273-7154.

Mar. 7-15, 1987, RESCO Wave Camp, California City Air-
port, California. Sponsored by RESCO. Contact Dick
Buckman or Bud Hopp, (213) 476-4143, 1693 Stone
Canyon Rd,, Los Angeles, CA 90077.

Mar. 13-15, SOAR MINDEN Power Transition Camps.
Sponsored by Soar Minden. Contact Marion Barritt,
(702) 782-7627 or 782-7353.

Mar. 14-15, Second Annual Region 10 Workshop to be
held at TSA Gliderport, Midlothian, TX, sponsored by
TSA, DGA, and SCOH. There will be seminars, flying
and fun. Contact Jim Callaway (214) 424-1567.

Mar. 14-20, Wave Week, High Country Soaring, Minden,
NV.(702) 782-4944.

Mar. 21, Region 2 Cross Country Soaring Seminar and
Banquet, from beginner to pro. Sponsored by Aero
Club Albatross and Region 2. Location: Allentown,
Pennsylvania. Contact Ron Almquist (201) 526-2199
or Aero Club Albatross, RD 2, Box 101, Blairstown,
NJ 07825.

Mar. 21-22, lllinois Sport Aviation Seminar. Contact Gene
Hammond (815) 467-4185.

Mar. 28, Soaring Experience Seminar. Hyatt Rickeys, Palo
Alto, CA. Sponsored by Soar Minden. Contact Marion
Barritt, (702) 782-7627 or 782-7353.

Mar. 29, PASCO WAVE CAMP BRIEFING, Hyatt Rickeys,
Palo Alto, CA. Sponsored by Soar Minden, Contact
Marion Barritt, (702) 782-7626 or 782-7353.

Mar. 28-29, Steve Powell's Aerobatic Seminar, TURF
SOARING, Phoenix, AZ. Contact Roy Coulliette (602)
439-3621.

Apr. 11-19, 21st Annual PASCO Wave Camp, sponsored
by the Pacific Soaring Council. Douglas County Air-
port, Minden, Nevada. Contact Bob Korves, (916)
363-8075, 9201 Henley Way, Sacramento, CA.
95826.

Calendar of Events

Sponsors of all soaring events are requested to submit
details so they may be included in the SOARING calen-
dar. Deadiine for calendar items is the 15th of the
month, two months previous to the cover date (i.e.,
Mar. 15th for the May issue). Prospective participants
and visitors should write to activity contacts for infor-
mation on entry applications, rain dates and practice
days. Send calendar items to:
Calendar Editor
SOARING Magazine
P.0.BoxE
Hobbs, NM 88241 90066
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Events listed in bold-faée type are sanctioned by SSA.

Apr. 12-17, Region 5 North, Chester, SC. Sponsored by
Chester Soaring Association and Bermuda High
Soaring. Contact Terry Frazier, 1712 Dilworth Road
East, Charlotte, NC 28203. 15M, Standard, Spts.

Apr. 22-25, Central California Soaring Club 14th Annual
Spring Contest, Delana, CA. Contact Mario Crosina,
1747 Bobolink Lane, Fresno, CA. 93727. (209) 251-
7933.

Apr. 25-26, SOAR MINDEN AEROBATIC CAMP. Contact
Marion Barritt (702) 782-7626 or 782-7353. Led by
Steve Powell.

May 1-3, National Sailplane Aerobatics Championships,
Stillwater, OK. Contact Les Horvath (602) 568-2318
(days), 3108 Fairway Drive, Tempe, AZ. 85282. Prac-
tice days Apr. 27-30.

May 9-10, 16-17, Second Annual Region 2/3 Soaring
Council's Handicapped Sailplane Races, Blairstown
Airport, Blairstown, New Jersey. Glass, Sports, or 1-
26...something for everyone. Contact Bob Greenblatt
(609) 397-8410.

May 10-15, Region 5 East, Winter Haven, Florida. Spon-
sored by: Florida Competion Soaring. Contact: Jerry
Freeman, P.O. Box 7311-3383, Winter Haven, Florida
33883. Telephone (813) 324-3458 anytime. Practice
day May 9th. Standard, 15M.

May 15-17, EAGLES NEST GOLDFEST HANDICAP
SEEDING CONTEST. First of five amateur and pro-
fessional sailplane races: Sponsored by Soar Inc.,
Odessa, Tx. Contact Juan Batch (915) 563-8191,
P.0. Box 3089. 79760. May 15th practice day. First
through fifth place eligible for professional handicap
race Aug. 14, 15 & 16th.

May 17-21, PASCO Cross Country Camp, Air Sailing Air-
port, Reno Nevada. Contact John Volkober, 3930
Fruitvale, Okland, Ca. 94602. Telephone: (415) 530-
1593.

May 23-25, 39th Annual Wright Memorial Glider Meet,
Caesar Creek Gliderport, Waynesville, Ohio, spon-
sored by the Caesar Creek Soaring Club. Contact Pat
de Naples, 5385 Elbon Road, Waynesville, OH 45068.
(513) 932-7627. Practice day, May 22, 1987.

May 23-25, 30-31, Region 11 South, Minden, NV. Spon-
sored by PASCO. Contact George Thelen, 6632
Northbrook Way, Fair Oak, CA 95628. (916) 966-
0737 days, (916) 961-0362. Open, Standard, 15M,
Spts., MG.

May 29-31, United States Soaring Hall of Fame Induction
Ceremonies, 1987 Exhibit Premier and Annual VSA
Regatta. Contact National Soaring Museum, Harris
Hill, RD#3, Elmira, NY 14903, (607) 734-3128.

May 29-31, Ann Arbor Municipal Airport, Michigan. PINCH-
HITTER COURSE, includes 4 hrs. of dual (right-seat)
flight instruction. Non-pilot, frequent passengers,
learn to fly & land THEIR airplane. GDAC 99's. Lee
O'Connell, 11270 Irene Dr., Warren, MI. 48093. (313)
573-0838. Pre-registration mandatory.

June 1-5, South Region 5 Contest, Tifton, Georgia, spon-
sored by the MGSA. Contact Bob Grey, 200 Grey
Creek Drive, Athens, GA. 30606, Days (404) 543-
6469, Evenings (404) 548-1805. Standard, 15M,
Spts.

June 14-20, Region 1 Contest, sponsored by Sugarbush
Soaring Association. Contact John Mahoney, 27 Mo-
hawk Trail, Clifton Park, NY 12065, (518) 454-6366
days, (518) 371-2046 evenings. Standard, 15M, Spts.

June 19-21, EAGLES NEST GOLDFEST HANDICAP
SEEDING CONTEST. Second of five amateur and
professional sailplane races: Sponsored by Soar Inc.,
Odessa, Tx. Contact Juan Batch (915) 563-8191, P.
0. Box 3089, 79760. June 19th practice day. First
through fifth place eligible for professional handicap
race Aug. 14, 15 & 16th.

June 24-July 1, 1-26 Championships, Caesar Creek Glider-
port, Waynesville, Ohio, sponsored by the Caesar
Creek Soaring Club. Contact Pat De Naples, (513)
932- 7627, 5385 Elbon Road, Waynesville, OH
45068. Practice days June 22-23.

June 27-28, July 3-5, Region 8 Contest, Ephrata, WA.
Sponsored by Seattle Glider Council. Contact Roger
Brewer, 4740 119th S.E., Bellevue, WA. 98006. (206)
644-9711 evenings. Spts., Standard, 15M.

June 29-July 3, Rideau Valley Soaring School Beginners
Cross Country Soaring School, Kars, Ontario, Cana-
da. Contact Glenn Lockhard, RR#1, Box 511, Mano-
tick, Ontario, Canada KOA 2NO. (613) 692-3622. For
1-26 Pilots.

June 29-July 3, Region 10 West, Littlefield, Texas.
Sponsored by The Caprock Soaring Club, Inc. Con-
tact: Oliver Ramsey, 7711 Knoxville Drive, Lub-
bock, Tx. 79423. (806) 745-3344 days, (806) 795-
9169 evenings. Open, 15M, Standard, Spts.

June 30-July 8, 1987, U.S. Sports Class National Soaring
Championship, sponsored by Harris Hill Soaring
Corporation. Contact: National Soaring Museum,
RD #3 Harris Hill, EImira, NY 14903, (607) 734-3128
or Competition Director, Tom Smith (413) 862-
4704.

July 3-5th, 1987, Eagles Nest Goldfest Handicap Seeding
Contest. Third of five amateur and professional sail-
plane races: Sponsored by Soar Inc., Odessa, Tx.
Contact Juan Batch (915) 563-8191, P.O. Box 3089,
79760. July 3rd practice day. First through fifth place
eligible for professional handicap race Aug. 14, 15 &
16th.

July 7-16, 1987, 54th Open Class Nationals, Hobbs, NM,
sponsored by The National Soaring Foundation,
Inc. Contact Steve Maier, NMJC, Lovington Hwy.,
Hobbs, NM (505) 392-4511.

July 17-19th, 1987, Eagles Nest Goldfest Amateur Handi-
cap: First through fifth place eligible for professional
handicap race Aug. 14, 15 & 16th. Sponsored by Soar
Inc., Odessa, Tx. Contact Juan Batch (915) 563-
8191, P.O. Box 3089, 79760. July 17th practice day.

July 21-30, 1987, 12th U.S. National 15-Meter Class
Soaring Championships, Barstow, California,
sponsored by RESCO. Contact: Trip Mellinger,
24743 Quigley Canyon, Newhall, CA. 91321. (805)
259-4749.

Aug. 1-14, World Sailplane Aerobatics Championships,
Bielsko-Biala, Poland. Contact, Bob O'Dell (713) 661-
9964 evenings. 3911 Riley, Houston, Tx. 77005.

Aug. 4-13, 18th U.S. National Standard Class Soaring
Championships, Uvalde, Texas, sponsored by
Uvalde Flight Center. Contact, Mark Huffstuttler, P.
0. Box 5184, Uvalde, Tx. 78801. (512) 278-4481.

Aug. 14-16th, 1987, Eagles Nest Goldfest Professional
Handicap. Last in the series of five sailplane races
1987 season. Contestants chosen from first four
Goldfest races previously listed. For information con-
tact Juan Batch, (915) 563-8191, Odessa, Tx. 79760.
Aug. 14th practice day.

Aug. 16-22, Region 6 North, lonia, MI. Sponsored by
Benz Aviation, Inc. Contact, Jerry Benz, 3148
South State Road, lonia, MI. 48846. (616) 527-9070.

Aug. 29-30, Sept. 5-7, 1987, Region 12 Contest, California
City, California, Sponsored by RESCO (bid subject to
sanction). Contact: Trip Mellinger, 24734 Quigley
Canyon Rd., Newhall, CA. 91321 (805) 259-4749.
Practice date Aug. 23.
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SAFETY FOUNDATION

THE MEDICAL ASPECTS OF SOARING

The Soaring Safety Foundation continues
its drive to reduce accidents and incidents
in soaring by presenting information that
could help you avoid being involved in an
accident. This quarter’s presentation deals
with several medical aspects directly re-
lated to soaring, and is aligned with the
FAA'S “Back to Basics” program.

There are several areas of medical
aspects that affect soaring;:

1. The pilot’s overall medical and
mental condition.

2. Medications, “over the counter”
drugs, and illegal drugs.

3. Liquids and electrolyte balance,
including effects of alcohol.

4. High altitude physiology.

As you may have noticed in other
parts of Soaring, this is the 50th year of
publishing. Over the years, several
very good articles on medical aspects
have appeared in Soaring magazine,
and excerpts will be made from some
of them. (For complete articles, see the
reference list at the end of the article.)

OVERALL MEDICAL AND
MENTAL CONDITION

We have spoken over the years
about the “general medical, physical,
and mental condition” of the pilot and
how this affects his flying. We have
known, for instance, that to remain
alert during a Diamond Distance flight
or a contest flight, one must be in good
physical condition. We also know that
when there have been major changes
in our life, that we may not be capable
of concentrating on the task at hand,
thus making it difficult to fly safely.
We will discuss Stress in another arti-
cle, but for now, to quote from “THE
JOY OF SOARING” (Ref. 1), “appli-
cants for glider pilot licenses are
spared the expense of a physical ex-
amination and must only certify that
they have no known defect that would
render them unsafe to fly a glider.
This policy puts the responsibility
squarely on the pilot to be certain he
meets the requirement. If there is the
slightest doubt in his mind in this re-
gard, the best procedure is to be exam-
ined by an FAA designated medical
examiner who has special training and
experience in the field of aviation
medicine.
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“Any ailment that might cause a
person to be suddenly incapacitated is
sufficient reason not to be a pilot. Ex-
amples are epilepsy, serious heart
troubles, and some diabetic condi-
tions; there are doubtless many others.
Some temporarily disqualifying ail-
ments are peptic ulcers, anemia, and
acute infections.

“There are causes other than serious
disease that affect a pilot’s ability to
fly, to exercise good judgment, and, as
a student, to absorb instruction. One
of these is the common cold. In addi-
tion to hampering the efficiency of the
pilot, there is the danger of middle ear
pain and of spreading the infection
into the sinuses. Anything like a bad
cold should ground a pilot until the
symptoms abate.

““Habit-forming and hallucinogenic
drugs and alcohol are out for pilots. So
is flying when suffering from hang-
over, even when the worst effects of it
are masked by aspirin or other medi-
cation.

“The scuba diver is well aware of
the danger of the bends. He may not
realize, however, that soaring soon af-
ter a dive can create a secondary haz-
ard of the bends if the blood has not
yet had time to normalize fully. The
‘diving pilot” should be aware of the
possibility, and at the first sign of dis-
comfort should descend to a more
comfortable altitude.

“Fatigue makes a poor student and a
poor pilot. It is a waste of time and
money to try to fly when just plain
tired out. Fatigue is also an in-flight
problem. Power pilots usually run out
of gas before they run out of pep, but
glider pilots don’t run out of gas. (Ex-
cept motorgliders.—ED.) A cross-coun-
try often lasts eight or ten hours, and
at the end, when judgment is most
needed, an exhausted pilot may be
trying to decide where to land. He
should be ultra-conservative in his
planning and flying at such a time,
knowing that neither his reflexes nor
his judgment are as good as they were
earlier.

““Because of the glider pilot’s contin-
uous need to think clearly and make
decisions, it is wise to follow the exam-
ple of the Air Force and breathe sup-

plementary oxygen when above
10,000 feet MsL.

“Airsickness is not too frequent
among pilots because the control a pi-
lot exerts over the glider eliminates
the feeling of helplessness that is so
much a part of motion sickness. The
pilot is in charge, and that makes all
the difference. Some people with a
tendency toward airsickness get over
it after a few flights as they become
more at home in the air. Alas, a few do
not, and lose interest in soaring; others
of weak stomach but stronger determi-
nation continue soaring but carry an
airsickness bag. These are the authen-
tic heroes of the sport.

“The brilliant light encountered
when flying soon converts most pilots
to the wearing of sunglasses. In soar-
ing, the polarizing type is especially
valuable. With these glasses, when the
head is tilted to the proper angle there
is a pronounced darkening of the blue
of the sky. Against this background,
other gliders stand out more sharply,
an obvious safety factor. The first ap-
pearance of wispy new cumulus cloud
can be spotted earlier with polarizing
glasses than with the naked eye. Some
competition pilots claim that under
certain conditions they can detect the
presence of a thermal. These are all
good things, but the prime reason for
wearing sunglasses is still the protec-
tion they provide for the eyes, as at-

tested by most aeromedical
specialists.”
HIGH ALTITUDE
PHYSIOLOGY

Searching for the elusive Altitude
Diamond creates several medical
problems; hypoxia, hyperventilation,
cold and fatigue. The following article
appeared in Soaring ten years ago, and
is just as valid today. (Ref. 2)

“How many times have you heard
someone say they flew above 12,500
feet without oxygen, or ‘the thermal or
wave lift was so good I climbed to
15,000 feet without oxygen before
starting my glide’? Each time a pilot
does this he is asking for trouble. Hyp-
oxia is generally recognized to be the
single greatest hazard to the aviator.
For example, some 75 hypoxic fatali-
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ties occurred in Europe during World
War II at altitudes between 17,000 and
31,000 feet. Twenty-seven (one third)
of these fatalities occurred within 10
minutes of loss of oxygen. Two deaths
occurred at altitudes between 17,000
and 20,000 feet, altitudes which are
not too uncommon for glider pilots.

“In general terms, hypoxia can be
defined as an oxygen deficiency in the
body tissues sufficient to cause such
functional impairment as poor judg-
ment, euphoria, mental confusion,
and loss of consciousness. For the pur-
pose of discussion hypoxia will be di-
vided into three major phases of
breathing—ventilation, transportation
and utilization.

VENTILATION

“The ventilation phase of respira-
tion refers to back and forth move-
ment of outside air into the small air
sac of the lung where exchange of vital

gases occurs. This phase is of particu-
lar importance to the glider pilot be-
cause an oxygen deficit in the inhaled
air will mean an oxygen deficit in the
pilot. This form of hypoxia is know as
altitude (hypoxic) hypoxia.

TRANSPORTATION

“Assuming an adequate amount of
oxygen is inhaled, the next phase ne-
cessitates transporting it to the tissues
where it will be used. The oxygen
molecule is picked up by the hemoglo-
bin molecule in the red blood cell as it
passes adjacent to the air sac in the
lung. The hemoglobin molecule then
carries the oxygen to the tissues where
it is needed and releases it.

“Any condition which alters the he-
moglobin adversely affects this phase
of respiration. Acute blood loss or
chronic anemia both decrease the
amount of hemoglobin available to

transport oxygen and hence lead to
hypoxia. Toxins, particularly carbon
monoxide either from smoking ciga-
rettes or breathing exhaust fumes, in-
hibit the normal binding of oxygen to
hemoglobin. This form of hypoxia is
termed anemic (liypemic) hypoxia.

“A second form of transportation
hypoxia is termed stagnant hypoxia.
This refers to either a localized or gen-
eralized decrease in blood flow seen
with excessive g-forces, heart failure,
shock, or exposure to temperature ex-
tremes.

UTILIZATION

“The utilization phase of respiration
refers to the ability of the cell to use
the oxygen it receives. Certain com-
pounds cause the cell to malfunction
so it cannot utilize the oxygen deliv-
ered to it. This is termed tissue-poison-
ing (histotoxic) hypoxia. Alcohol,

(Continued on next page)
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conserving cannulas.

OXYSAVER™ CANNULAS and

*ONLY AEROX Regulators accurately,
precisely and consistantly deliver the low
flow levels required for the Oxysaver™
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AEROX® CONSTANT FLOW
OXYGEN REGULATOR*

AEROX Regulators accurately, precisely and consistantly
deliver the amount of oxygen for which they are set, be-
cause they are piston rather than diaphram type.

The AEROX Regulator is two mechanisms in one instru-
ment. First, there is the pressure reduction portion where
tank pressure is reduced to working pressure. Second,
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drugs, cyanide, and carbon monoxide
have their effect here. The latter may
be of potential importance with mo-
torgliders.

ALTITUDE HYPOXIA

“As mentioned earlier, this form of
hypoxia is the most important one to
glider pilots. It generally happens by
ascending to altitude (relative to the
individual) without oxygen, or by
equipment malfunction.

“At sea level with an atmospheric
pressure of 760 millimeters of mercury
(mm Hg) we breathe 21 percent oxy-
gen and 78 percent nitrogen. As we
ascend in altitude from sea level, the
gaseous distribution of nitrogen and
oxygen maintains the same percent-
ages, but the atmospheric partial pres-
sure of each decreases with increasing
altitude. For example, at 10,000 feet
MsL, the atmospheric pressure is
523mm Hg, air sac oxygen is 62mm
Hg—considered hypoxic—and sup-
plemental oxygen is required.

“Similarly, at 15,000 feet msL, the at-
mospheric pressure is 429mm Hg, air
sac oxygen is 45 mm Hg, hemoglobin
saturation is 80 percent and arterial
oxygen 44 mm Hg—enough said.

SYMPTOMS OF HYPOXIA
“There is individual variation in
time of onset and character of hypoxia

symptoms, but within an individual
these are generally the same. Night vi-
sion is usually the first thing to go and
may be affected as low as 5,000 feet
MmsL. This is followed by air hunger,
anxiety, headache, nausea, dizziness,
fatigue, blurred vision, slow thinking,
impaired judgment, tunnel vision,
blue discoloration of the skin and nail
beds (cyanosis) followed by mental
confusion, loss of consciousness and
death.

“It should be noted that some symp-
toms of hypoxia are very similar to
and difficult to distinguish from hy-
perventilation. This will be discussed
in more detail later.

PREVENTION OF
ALTITUDE HYPOXIA

“Adding supplemental oxygen as
altitude increases will prevent altitude
hypoxia (see Table 1). It is important to

TABLE 1 Barometric Total inspired
Pressure  Oxygen Re-
Altitude mm Hg quirement
(%0)
Sea level 760 21
5,000 632 25
10,000 532 31
15,000 429 40
20,000 329 49
25,000 282 62
30,000 225 81
34,000 187 100

CALISTOGA SOARING CENTER

1546 Lincoln Ave.
Calistoga, CA 94515
(707) 942-5592
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maintain air sac oxygen at 60 to
100mm Hg and consequently main-
tain hemoglobin saturation at 87.98
percent. Given these parameters we
can now look at the theoretical altitude
ranges of various oxygen systems.
“With the A-8 continuous flow oxy-
gen system on 100 percent oxygen,
theoretically one can go to 40,000 feet
and be at the equivalent of 10,000 feet
or 87 percent hemoglobin saturation.
That’s theory. In actual practice, con-
sidering mask leaks, activity and anxi-
ety vs. total rest. etc., this system
should not be used above 30,000 feet.
In view of the practical experience in
military aviation, an altitude ceiling of
25,000 feet has been established for
this type of equipment. The diluter
demand pressure breathing oxygen
regulator operates to 30,000 feet by
supplying the exact amount of oxygen
needed to supplement the ambient air.
At 30,000 feet, 100 per cent oxygen is
delivered. Beyond 30,000 feet, inboard
mask leakage is eliminated by the ad-
dition of oxygen at approximately 4cm
H,O pressure. With the specially de-
signed mask, this provides a tight seal
with minimum leakage. At 40,000
feet, additional pressure is added in
excess of the ambient pressure. By
means of a series of physiologic princi-
ples this positive pressure breathing
maintains normal air sac oxygen par-
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tial pressures to approximately 45,000
feet.

“However, pressure breathing is the
reverse of our normal ventilation
cycle. Normally, we actively inhale
and passively exhale. With pressure
breathing, inhalation is passive and
under pressure, while exhalation is ac-
tive and also against pressure. It is
very tiring! The best technique is to
keepsome positive (outward) pressure
on during inspiration (slows rate of in-
spiration), pause, then slowly exhale.
This pattern of smooth rhythmic
breathing should prevent one from
hyperventilating when pressure
breathing.

“The above are theoretical and prac-
tical applications of commonly used
commercially available oxygen sys-
tems. It is important to note that any
system may fail and therefor a backup
system must be immediately available.
Notice the time of useful conscious-
ness (TUC), or effective-performance
time (EPT) as shown in Table 2. These
values give you some idea how rapid-
ly things occur at high altitude and
how little time there is to correct any
malfunction.

HYPERVENTILATION
“Hyperventilation is an abnormal
increase in the rate of ventilation. As a

B{JSINESSOMEMBEF

TABLE 2

Altitude Time of Useful
(feet) Consciousness
18,000 20-30 minutes
22,000 10 minutes
25,000 3-5 minutes
28,000 2.5-3 minutes
30,000 1-2 minutes
35,000 30-60 seconds
40,000 15-20 seconds
43,000 9-12 seconds

result of the increased rate, carbon di-
oxide is blown off which in turn
makes the blood more alkaline. The al-
kalosis in turn has a number of effects
including muscle spasms; numbness
and tingling (particularly around the
mouth and hands); decreased blood
flow to the brain leading to dizziness
and lightheadedness; and uncon-
sciousness.

“Soaring pilots are most likely to
hyperventilate while flying under
stress or at high altitude. Since there is
an overlap of symptoms between hyp-
oxia and hyperventilation it may be
difficult to tell which is occurring.
Should any of the symptoms occur,
switch immediately to 100 percent ox-
ygen and at the same time consciously
slow the respiratory rate to 12 to 16
times per minute (do not hold the
breath); with the former, hypoxia has

SOARING INSURANCE DESIGNED FOR YOU
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* PLEASURE AND COMPETITION
* COMMERCIAL

NON-OWNERSHIP
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Carroll &

been treated (unless altitude is above

30,000 feet), and with the latter,

hyperventilation has been treated. As

soon as symptoms decrease, oxygen

should be switched back to its appro-

priate setting. If symptoms recur, it

was hypoxia; if not, hyperventilation.
“The soaring pilot should be pre-

pared and keep equipment up-to-date

and in good repair. Before making a

high-altitude flight, the following

mnemonics are useful as check lists:

Drugs

Exhaustion

Alcohol

Tobacco

Hypoglycemia

Pressure--(1800-2000 PSI)
Regulator
Indicator—blinker
Connection—mask, radio
Emergency—bailout bottle

“There are several locations where a
pilot and crew can take the FAA phys-
iological training. Inquiries to:

Dept. of Transportation

Federal Aviation Administration
Aeronautical Center

Civil Aeromedical Institute
Physiologic Operations and Training
Section AAC-143

P.O. Box 25082

Oklahoma City, Oklahoma 73125

(Continued on next page)

Associates incC.

428 E. Southern Ave., PO. Box 28280, Tempe, AZ 85282
1-800-352-6491 In Arizona e 1-800-528-6483 Outside Arizona
1-602-968-7746 In Phoenix
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To add some further observances re-
-garding hypoxia, the bad thing is that
the symptoms are very insidious and
observable symptoms may not be ob-
vious until too late. There may be a
sense of “well being”, that everything
is going “just great”, maybe even eu-
phoria, which leads the pilot to not act
on such things as sloppy flying, con-
fused thinking, or unusual fatigue.

There are lots of other references for
information on high altitude flight
and oxygen use, including the Ameri-
can Soaring Handbook, Chapters 6
and 7.

We have also received a forceful
warning—from the soaring pilot in-
volved—concerning the use of the
hospital-type mask (which is sold for
flying use) with the plastic rebreather
bag through which the incoming oxy-
gen passes to the bottom of the mask.
The mask stays flexible in the extreme
cold, but the bag becomes stiff and
brittle, and in this condition can pull
off unnoticed from the bottom of the
mask, leaving the pilot without any
supply whatever. In the instance re-
ferred to, the pilot lost consciousness
above 25,000 feet and finally came to
and regained control at 10,00 feet. Ever
since, he’s has been quick to persuade
his friends not to use this “Mickey
Mouse” rig, and the Safety Foundation
would like to do the same.

® RENTALS

® GLIDER RIDES ™,
® TOWS

Here are some other suggestions
from soaring pilots who have been up
there:

1. Catalytic heaters may cause
burns if placed to close to the skin and
in such a way that they cannot be relo-
cated or removed later on.

2. The breather valve in a mask
may freeze and have to be cleared.
Were a pair of thin gloves under your
mittens so your hands won't stick to
the bare metal when attending to such
tasks.

3. When descending, remember to
equalize the pressure to the middle ear
by inhaling, holding your nose, and—
with mouth closed—gently pushing
air through the eustachian tubes to
equalize pressure. But gently, as dam-
age can be done by forcing to hard.

4. Skin divers should never attempt
any flight to altitude within 48 hours
after exposure to heavy underwater
pressure. (Ref. 3)

A PRESCRIPTION
FOR DISASTER

What about medications and drugs?
Are “cold capsules” dangerous if taken
when we plan to fly?

“A chain is no stronger than its
weakest link” is a saying familiar to all
of us. This axiom applies to many as-
pects of life, including flight. To avoid
being the weak link that causes disas-

SOAR at WARNER SPRINGS on
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ter, the pilot should include himself in
his preflight planning. He should get
plenty of rest prior to flight and never
fly when heisill,

There are many slightly incapacitat-
ed pilots who continue to fly, using
their home remedies and over-the-
counter drugs. Some people have tak-
en medicine for a long time,
sometimes so casually that they don’t
even realize that they are being affect-
ed by it. Drugs, as well as the condi-
tions for which they are taken, can
interfere with perception, understand-
ing, emotion, or performance.

Here are some of the common types
of medicines:

Aspirin: Two aspirin tablets may be
taken safely by pilots who have used
them before without ill effects. Other
pain medicine and mixtures should be
shunned since they often cause sleepi-
ness, depression and nausea.

Decongestants: Nasal decongestants
are useful in clearing a nose, ear, or
sinus. The sprays or drops may be
used safely in moderate amounts. Ex-
cess use may cause increased heart
rate, nervousness, or visual

disturbance.

Antihistamines: Common cold reme-
dies often contain both antihistamines
and decongestants. These frequently
cause sleepiness and impairment of
both mental and physical activity. Pi-

Warner Springs Soaring Conter

HIGHWAY 79, WARNER SPRINGS, CA 92086 "'

(619) 782-3769 -
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lots should not take the short-term
antihistamines for at least eight hours
before flight—the long lasting ones
should not be taken for at least 16
hours before flight. Many have the ad-
monition on the container to not oper-
ate machineray after taking the drug,
and gliders surely are machinery!

Antispasmodics: Often used for ulcer
treatment and other abdominal
cramping pains, these medicines cause
blurred vision and dilated pupils.
Since these medicines are usually
combined with barbiturates and other
sedatives, the combination may also
cause drowsiness.

Tranquilizers: Over 80 million tran-
quilizer prescriptions are written each
year, so I'm sure a few pilots are occa-
sional users. Most of these prepara-
tions are mildly sedative, but they all
have a measurable effect on alertness,
efficiency, and overall performance.
They should not be used within 24
hours of a flight.

Stimulants: A few cups of coffee can
be safely used as a stimulant, but the
pep pills and appetite-control medica-
tions should not be used while flying.
These medications cause a feeling of
euphoria, an exaggerated sense of
well-being which impairs judgment
and causes reckless actions. Psychotic
reactions have occurred with large
doses.

Blood Pressure Medication: If high
blood pressure is a problem, it is wiser
to control it with weight reduction
and physical fitness rather than with
pills. Medicine that reduces blood
pressure often makes a person sensi-
tive to G forces, unexpected fainting,
nasal congestion and mental
confusion.

“The above groups are only a small
sampling of drug types. In general,
drugs and flying do not mix. In every
case, get the advice of your Aviation
Medical Examiner or Flight Surgeon
before using prescription drugs or
home remedies before flying.” (Ref. 4).

MARIJUANA AND FLYING

While on the subject of drugs, what
about the effects of marijuana? Two
studies showed some interesting (and
shocking!) results (Ref. 5).

“Not much has been written about
the effects of marijuana on a pilot’s fly-
ing ability. Because of the FAR’s on al-
cohol and barbiturate use we see their
use as dangerous. But what of the ef-
fects of marijuana? The purpose of the
study was to observe power pilots un-
der the influence of marijuana while
operating an instrument flight simula-
tor. The tasks were those typically as-
signed while flying in a holding
pattern and in many respects compa-
rable to thermaling. However, the

tasks were considerably less difficult
than in actual flying. All of the tasks
required psychomotor coordination,
as well as such cognitive abilities as
short-term memory, concentration
and orientation in time and in three-
dimensional space. .

The pilots in the study considered
themselves, at most, moderate users of
marijuana. That is to say, if they used
the drug three or more times a week,
they considered themselves moderate
users, for the “social high”. Their per-
formance was measured at 30-minute
intervals, covering a six hour period.
Under the influence, all pilots had sig-
nificant errors in performance after 30
minutes. A decrease in ability lasted at
least two hours and the performance
of all pilots returned essentially to
baseline levels in four hours.

The study’s findings were that mar-
jjuana affects short term memory,
sense of time, and also caused alter-
ations in concentration and attendant
behavior. What happened is that pi-
lots would forget where they were
within a given sequence or how long
they were performing the task. The pi-
lot subjects also tended to concentrate
on one variable to the exclusion of an-
other, and as a result they over-con-
trolled in an attempt to compensate

(Continued on next page)
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for variables previously ignored. At
times this led to a complete disorienta-
tion which resulted in grossly unpre-
dictable flight performances.

On an average, pilots made two and
a half times as many gross errors and
four times as many minor errors. A
major error was one that took the air-
plane out of its designated air space
with potentially dire consequences
such as stall, making gross altitude or
navigational deviations greater than
(plus or minus) 100 ft. or heading de-
viations of (plus or minus) 39 degrees.

Although the gross detrimental ef-
fects of marijuana appear to last for
less than four hours, more subtle ef-
fects may persist for longer periods of
time and are not measurable at this
time, using existing research
instrumentation.

“We know of the detrimental effects
of barbiturates and alcohol, and FAR's
prohibit their use for at least eight
hours before flying. It would appear
from the documented effects of mari-
juana on simulated flying ability that
such a prohibition should also apply
for marijuana.”

ANOTHER TEST: A group of ten
volunteer pilots, all experienced, and
all admitted marijuana smokers,
agreed to be tested in a simple task in a
relatively simple airplane. They were

to use a 172 Cessna simulator, take off,
climb to 700 act, fly a traffic pattern,
and land. Their performance was to be
tested and recorded before being giv-
en a 19 mg. dose of THC ( the active
ingredient in marijuana), which is (in
the words of the National Institute of
Drug Abuse) probably about the
equivalent of a strong social dose.
They were tested again one hour after
the dose, three hours after the dose,
and 24 hours later. They all agreed to
not smoke marijuana or use any other
drugs during the experiment.

On the day of the test, each pilot
was given two practice flights to get
used to the simulator, and one record-
ed flight to establish a baseline. Then
each was administered the THC, and
flew the first flight one hour later, and
the three-hour later flight. They re-
turned the next day, took two more
practice flights and flew the recorded
24 hour later flight.

During questioning prior to the
flight, the pilots had no feeling of be-
ing high, more anxious, or more hap-
py, but felt quite normal.

Aha! The problem surfaces!

On the original baseline flight, the
average distance from centerline on
landing was 12 feet, increasing to 32
feet one hour after the THC, with no
report of the three hour result. How-

ever, 24 hours later, the average was
24 feet, or double the baseline! One pi-
lot missed the runway entirely.

The pilots had difficulty lining up,
judging height, and landing precisely
as much as 24 hours after the dosage
described. The results of these two
tests should be evidence enough to
avoid marijuana . . . and other drugs as
well, when planning on going flying.

WHAT ABOUT LIQUIDS?

Most of us have heard about dehy-
dration and the effects it can have on
our judgment. We have read about
highly experienced pilots having an
accident and later heard that dehydra-
tion had played a large role in that
accident.

There’s more to it than just drinking
water, however. One must consider
those things which may cause dehy-
dration, such as too much caffeine, or
even our favorite, beer. We’ve been re-
minded again and again not to fly
within 8 hours of any alcohol con-
sumption, but dehydration was not
given as one of the reasons. It is there,
however, so add it to the list.

Other things, such as salt and other
chemicals play an important part in
our body’s balance. (Ref. 6)

It has only recently become clear
that gliding causes considerable

G
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changes in the water and salt balance
in humans.

In a study carried out during the
Dutch championships in 1981, sub-
stantial reductions in body weight (3
to 5 kg!) were observed after a flight,
accompanied by a simultaneous drop
in the specific weight of the urine and
changes in the urine pH. Significant
differences could also be demonstrat-
ed between a group of flyers who took
in fluid during the fight and those
who drank nothing.

An explanation for this fact lies in
what is termed the Henry-Gauer ef-
fect. Because of the semi-recumbent
position adopted in modern gliders, a
center-wards shift in blood volume
takes place. In particular, this stimu-
lates tonus and the production of the
antidiuretic hormone and aldosterone
at brain stem level and in the hypoth-
almus, in addition to suppressing the
feeling of thirst.

These changes are aimed at cancel-
ling out the quasi increased volume.
They are followed by increased excre-
tion of urine with a low specific gravi-
ty and a changed electrolyte
composition. The pilots who took in
fluid were able to maintain their acid
excreting power at a higher level in

contrast with their colleagues who
drank nothing. The actual drop in the
circulatory volume was also demon-
strated in a large-scale German study
in which distinct decreases in haema-
tocrit were to be seen after the flight as
compared with before. It may be con-
cluded that drinking during the flight
is absolutely essential in order to keep
the fluid balance up to the mark.

“Here one must think in terms of
quantities of two to three litres for be-
tween four and five hours’ flying, in
order to compensate for the loss of
weight (i.e., fluid loss). (Ref. 6).

SUMMARY

These few facts are only the tip of
the iceberg when discussing medical
factors. When all is said and done, the
pilot who—for whatever reason—
does not feel well, should not attempt
to fly, at least not solo.

General discomfort, whether due to
colds, indigestion, nausea, overwork,
lack of sleep, worry, or any other bodi-
ly weakness, is not conducive to safe
flying.

All medication should be consid-
ered hazardous unless specifically ap-
proved by an Airman Medical
Examiner.

Every high altitude flight attempt
should be done under only the best
possible medical conditions; i.e. prop-
er physical, medical and mental condi-
tion, proper equipment, and proper
supervision.

Last, but certainly not least, dehy-
dration must be considered on every
flight, whether the temperature is
+ 100 or -100.

As they used to say on “Hill Street
Blues”, be careful out there!

REFERENCES:
(1) “JOY OF SOARING”, Carle
Conway, Chapter 18, page 111

(2) Soaring, March, 1977, Page 31,
“Soaring Hypoxia”, Charles Fisher

(3) Soaring, Nov, 1969, page 39,
“Safety Corner”, Miles Coverdale

(4) Soaring, Feb, 1967, page 11,
“Safety Corner”, Coverdale

(5) Soaring, Dec, 1976, page 41, ““Saf-
tey Corner”, Will Hayes

(6) Gliding Kiwi, reprinted by
Westwind, author unkown
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BRYAN

GLASFLUGEL

HP-13, 17M all metal, LOADED. Dual varios
with audio and speed ring, radio, G-Meter,
inclinometer, compass, chute, oxygen, tow
kit, new enclosed fiberglass trailer. $7,900.
(915) 653-5512. TX

HP-16 WITH HP-18 WING, requires some re-
building and repaint. Excellent aluminum
covered trailer. $4,300. (801) 486-6256. UT
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;t)rims only) and payment (payable to SSA)

o:

Classified Advertising Department
SOARING Magazine

P.0. Box E, Hobbs New Mexico 88241

SAILPLANES FOR SALE,
SINGLEPLACE

APPLEBAY

ZUNI. Mint condition. Full house competition
package and trailer. Impressive recent re-
cord. $10,000 buys you a $25,000 rig. (415)
851-7202. CA

BOLKOW

PHOEBUS B, 38:1, COMPLETE cross-
country package. Cambridge electronic and
mechanical varios, excellent compensation
and netto. Keyboard entry glide computer,
barograph, A-14 reg. and bailout bottle. Se-
curity 150, metal enclosed trailer. $7,500
0.B.0. (213) 829-3093. CA
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HP-18 aircraft and trailer, all major construc-
tion complete, needs filing and paint, no in-
struments. $8,000. (214) 875-2440. TX

HP-18, closed trailer—1975—radio, instru-
ments, 220 hrs. Write for details. S. duPont.
24 N. CaseyKey Rd., Osprey, FL. 33559 FL

HP-18 kit, and Schreder trailer kit. $5,500/
offer. Deliver 300 mile radius, East Coast.
Moving. (302) 998-4807. DE

Estate sale. HP-18 kit, spar almost finished.
Trailer completed. Smith (915)-833-5758. TX

HP-18, fuselage and tail kit, unassembled,
stored in Southeastern Penn. Will ship.
$1,800. Charles (206) 323-5086 eves. WA

RS-15 Prototype. Schreder’s 1973 Smirnoff
racer. Ship, basic instruments, trailer. Needs
paint, minor work. (805) 397-1862. CA

CENTRAIR

IN STOCK FOR IMMEDIATE DELIVERY.
Two 101 trainers, two 101B’s, and one 101D
racing sailplane. See them at Lagoon Valley
Soaring, Vacaville, CA (707) 447-4500. CA

PEGASUS 101, perfect condition, Schreder
trailer, instruments, negotiable. $20,000.
(507) 454-4150 days. (507) 454-8276 eves.
Steve. MN

PEGASUS, like new, 15 hrs. T.T., 4 water
bags. Performance equal to LS-4. $17,500.
Komet trailer available. Checked European
price lately? Save $10,000+. (904)264-
8444 FL

CONCEPT 70

CONCEPT 70, with trailer, instruments, ra-
dio, oxygen, parachute, barograph. $9,950,
or consider trade for Cessna 170. (314) 896-
4057. MO

DIAMANT

DIAMANT HBV #9, very good condition.
Wings refinished spring 86’. Competition
panel, radio, Smiley bags, spare parts and
trailer. Classic lines and solid 35+:1 per-
formance. $13,500. Rick (716) 235-0625 or
(716) 253-7825. NY

GLASER-DIRKS

DG-300, Komet, Westerboer, Schuemann,
Dittel, A8. $27,000 or $24,000. | fly to Nation-
als. J.J. Sinclair. (916) 622-4991. CA

Hornet-C. Never damaged, always han-
gared. Full panel plus, A-8A oxygen, Cam-
bridge variometer w/MKIV Director, back-up
Cambridge w/9V, voltmeter, Edo-Aire RT
551A. Komet trailer, many extras. 304 T.T.
Easy, automatic hook-up and 119# wings! A
creampuff to look at and fly. 19K with excel-
lent financing available. Dean G. Watts (415)
782-3233 or (415) 523-3249. CA

LIBELLE 201B, S/N 550. Excellent condition,
factory water ballast, factory Eberle trailer,
instruments, radio, oxygen. $13,900. (6!9)
375-4063 or (619)446-6177 eves. (619) 939-
3210 days, B.J. Holder. CA

201 STD. LIBELLE, contest ready, beautiful-
ly maintained by original owner, never bro-
ken. Extra large capacity oxygen system.
$13,800. (805) 942-5718 (home), (805) 258-
3795 (work). CA

MOSQUITO, 1979, #77, Edo-Aire 720 radio,
RICO VACS, Winter vario, Schuemann Box,
LC-2 Chronometer, G-meter, Turn and Bank,
oxygen, A-14A, cockpit upholstered, Hamil-
ton compass, tail dolly. Pfeiffer trailer, never
dinged, good condition. $18,000. Charlie
(716) 674-7885. NY

MOSQUITO, complete soaring package with
instruments, radio, trailer. Good condition.
$16,300. (803) 648-1396. SC

GROB

ASTIR CS, RST Radio, Cambridge M1V
Speed Director plus Audio Vario, Winter
Vario, Altimeter, Airspeed, Replogle baro-
graph, Battery plus charger, chute, Covers
wing plus canopy, oxygen, water, L/D37, alu-
minum trailer, at Ridge Soaring. &15,700.
(202) 338-6849 eves. WA

SSA ADVERTISING POLICY
Prospective purchasers of products or plans
mentioned or advertised in Soaring should
realize that proof-testing by the maker of the
product, or by the designer of plans, and/or
its installation may not have been accom-
plished according to standards acceptable to
either governmental regulations or the indi-
vidual purchaser. The Society has made no
tests nor checked the validity of compliance
with any Society advertising policy criteria.

Before you buy, talk with someone who
knows aircraft, products, and/or plans, and
who knows you. Some aircraft, products,
and/or plans may not be approEriate to your
level of construction or flying skills, nor may
their present condition be the equal of that
when originally produced.

If any advertisement does not specifically
state “U.S. ATC'd,” “TSO'd"” or FCC ap-
proved, prospective buyers of aircraft, prod-
ucts, or plans for building which are offered
for sale in Soaring may wish to ascertain
whether the aircraft, product, or plan being
considered has been awarded a government
A;Zfroved Type Certificate, Technical Stand-
ard Order or FCC approval. Otherwise, the
aircraft may be licensable only in the Experi-
mental Category under FA.R. 21 or the
product may not comply with certain operat-
ing requirements or may even be illegal to be
advertised.

SSA and its journal have neither the facili-
ties, staff, nor legal authority to investigate
advertising claims, but readers are request-
ed to notify Soaring if misrepresentation
occurs.
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More than a game

.. areal-time, 3-D thermaling simulation.
Featuring color graphics, audio vario,
joystick input, and OTTO: the built-in

thermaling expert.

Outclimb OTTO if you can! An application
of the emerging science of artificial
intelligence, OTTO is a true expert system.

Comes with a variety of thermal models, or build
your own thermals with any text editor for
greater challenge. Very realistic - even models
bank changes induced by airmass lift
differential across the wingspan.

System requirements: IBM PC/XT/AT with
Color/Graphics Adapter (or compatible). 128K,
DOS 2.0 (or later), monochrome display.
Optional: Color display, joystick, 8087 math
co-processor, and printer.

$64.95 - postpaid to US. and Canada

When ordering please specify: computer
make/model, DOS version#, graphics card

s..--. ’
‘a".‘u'u.
Quality Software
5520 Boulder Hills Dr, Longmont, CO 80501
tel: 303/772-3462 MC/VISA

SPEED ASTIR |IB—Excellent condition.
RICO VACS. Bayside radio. Komet trailer.
410 hrs. T.T. Strong parachute. Replogle
barograph. Battery charger. Crew radio.
$19,500. (805) 948-0207 evenings. CA

G102 CLUB llib, 15.5 hrs. T.T., Blue canopy,
Walter Dittel FSG-60M, MKIV, Perfect condi-
tion, private owner. (313) 239-3008. MI

CLUB llIb, 1983, 250 hrs., basic instruments,
excellent condition. $16,000. (205) 967-
5609, 833-1178. AL

WORLD'S LARGEST SELECTION
NATIONAL 360, 425 and 490
Free brochure or $2.00 for

complete 60 PAGE CATALOG.
NATIONAL PARACHUTE INDUSTRIES, INC.
P.0. Box 1000-G, Flemington, NJ 08822 USA
201-782-1646 EXT 67 or 800-526-5946 EXT 67

G102 CLUB IlIB, 1985. Only 55 hrs. Always
hangared. $22,500. Meadowlark. (919) 449-
4823. NC

JANTAR (SZD)

JANTAR 2A, fully equipped, large oxygen,
extra ballast, metal tilt trailer, wings
smoothed. Enjoy comfortable, highest per-
formance at a low price. No time to fly this
beautiful bird anymore. $19,500 OBO, trade.
(713) 890-3214 or 495-1217. TX

JANTAR 2A, excellent condition, Minden
Fabrication one-man rigging trailer, 720-
channel radio, instruments, Cambridge
speed director, Ball electric vario, oxygen.
Low time, flown by one person only. Sealed,
roomy glider for cross country flying. Must
sell due to flying in 15 meter. Alberto Negro
(313) 336-2400 days, (313) 647-5144 eves.
Ml

World’s
finest %

eyewear

Ray-Ban (Bausch & Lomb),
Corning Serengeti,  Vuarnet,
Bolle, Gargoyles, Sun Tiger,
Porsche Carrera, American Optical,
Randolph Engineering, Military Issue,
Revo, Olympic, Hidalgo and other top
brands. Special purpose lenses, polarized
glass or plastic lenses, non-prescription or :
prescription. Single-vision prescription glasses
start at $49.90, bifocals at $59.90 and trifocals at $75.80. Large
inventory, replacement parts, 30 day money-back guarantee. Most
orders shipped within 24 hours (except prescriptions). This is our
20th year in the eyewear business. Send for our FREE Mailorder
Discount Catalog and Consumers Guide to Sunglasses. You can call
1-512-847-5711 or write to us at:

HIDAGLO SUPPLY CO., INC., Dept. SO,
POB 1390 Wimberley, Texas 78676-1390

Avrionic Dittel variometer systems are now available in the United States.
e The LX2000 variometer, nav-computer with eight microprocessor controll-

ed programs.

* The LX1000 variometer computer with information for optimal gliding.
e The LX100 Electrial TE-Club variometer.

Contact: Sam Giltner
Spainhour Flying Service
(803) 581-0518

P.O. Box 9366, Hickory, NC 28603

BUSINESS@MEMBER
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MONNETT

MONERAI, all mods, excellent workmanship,
ready to cover, must sell. $2,750. (919) 79I-
3897 NC

MONERAI, with all modifications, and many
extras, 80% complete, quality workmanship.
$1,900 (419) 625-6402 OH

MONERALI, asking $3,900 O.B.O. all mods,
Cambridge, tip kit, trailer. Dissolving partner-
ship, must sell. Portable radio, Security
chute, oxygen bottle available. (916) 345-
4953. CA

MONERAI KIT. Ready for assembly, all parts
ready. Excellent workmanship by profession-
als. Can be completed for Spring 1987. Ex-
cellent winter project. $2,500. (718) 230-
0174 eves. NY

PIK

PIK-20D, COMPLETE PACKAGE, factory
trailer, instruments, radios, parachute, baro-
graph, etc. $16,000 (602) 438-2921. AZ

PILATUS

PILATUS B-4: Aerobatic. Always hangared.

Never damaged. Clean. Factory trailer, oxy-
en, radio, etc. Swiss colors. $13,500. (212)
24-0045 NY

ROLLADEN-SCHNEIDER

LS-1f, 250 hrs. T.T., mftrd. 1978, RADAIR,
Ball, Schuemann, Fac. water, oxygen, trailer.

$16,000.
home. GA

(404) 577-7437 days, 373-0037

LS-3, KOMET, radio, Schuemann and elec-
tric vario, basic instruments, excellent condi-
tion. $21,000. (904) 224-4663(w), 878-
7054(h). FL

LS-3, Blumenhauer flight director system,
Komet trailer, chute, radio, great condition,
bargain priced. (215) 574-3890 PA work,
(609) 482-5655 home. NJ

SOARING




NIMBUS 3, excellent condition, large tanks,
trailer, instruments, oxygen. (702) 885-8265.
NV

Tired of having to double-check all issues,
local and national papers, wait for word of
mouth to reach you too late? Place a
“WANTED” ad in SOARING MAGAZINE.
Only .65 per word. Call today to place with
a MC/Visa number, or send a check to
SOARING CLASSIFIEDS, P.O. Box E,
Hobbs, NM 88241, (505) 392-1177. Con-
tact Paul Sengebusch.

LS-3a, WITH OR WITHOUT FULL INSTRU-
MENTATION, low time, never damaged,
Schreder-type trailer, excellent fittings, Lorry
Charchian. (313) 362-1605, office 856-5111.
Ml

LS-3a, Competition panel, Security chute,
and metal trailer. Good condition—never
wrecked. $18,500. (415) 537-0121. CA

LS-4, Komet trailer, instruments, Bertea ra-
dio, Zander computer, Endurox oxygen.
$25,500. Neg. (303) 482-9838. CO

LS-4a, Cobra trailer, new, never flown. In-
struments available. (313) 533-8251 week-
days and weekends. 224-1045 weeknights.
Mi

LS-6, with Komet trailer. (803) 271-8248. SC
SCHEMPP-HIRTH

STD. AUSTRIA S, N4622S, all instruments,
Radair I0S, oxygen, chute, trailer. $6,500/of-
fer. (612) 426-1393 eves. MN

STD. CIRRUS, excellent condition, complete
packa%e with trailer. $12,500. (404)-267-
5686. GA

STD. CIRRUS B, Sealed, excellent, all instru-
ments, 100 channel radio, Eberle enclosed
trailer, extras. (518) 371-4732. NY

STD. CIRRUS #59, Excellent condition, tint-
ed canopy, Radair radio, Schuemann
equipped vario and Cambridge electric vario
with audio, “G” meter, water, oxygen, Eberle
custom trailer, full covers. The sailplane you
have been looking for at the right price.
$13,500. (215) 348-4543. PA

STD. CIRRUS with factory trailer, instru-
ments, water. Hangared, low hrs. No dam-
age. $13,250. (912) 824-7788. GA

NIMBUS 3, freshly reinstrumented, nose
hook, ready for Hobbs. Jones, Box 9883, As-
pen, CO. 81012.(303)925-9390. CO

VENTUS A, September 87 delivery position.
(305) 272-7040 days, (305) 278-5063 eves.
FL

VENTUS B/16.6. 80 hrs. T.T. Full instrumen-
tation, Dittel, Cobra Trailer, parachute avail-
able. $30,000. (601) 981-1095. MS

SCHLEICHER

ASK-23, 200 hrs. $20,000. California. (707)
942-5592. CA

ASW-15. Instruments, oxygen, trailer, chute.
Beautiful low-time ship. Winter price
$10,500. Spring price $12,500. (503) 595-
6348. OR

WANTED: ASW-15. (408) 688-1114. CA

ASW-17DB, 23 meter wing, 2-man rig. Nim-
bus 3/ASW-22 performance. $20,000
0.B.0O. or trade for Standard or 15 meter.
Call Terry (714) 621-6567 eves. CA

ASW-19, Schreder trailer, radio, oxygen, wa-
ter, instruments, audio, parachute. Ready to
fly. $16,000. (703) 754-2610. VA

ASW-19B, Komet, electric, dual, audio, ra-
dio, one-owner, NDH, partner considered.
$17,900. (919) 774-4810. NC

ASW-19B, S/N 58. Soaring August'77. Cov-
ered trailer. Asking $15,800. days (817) 334-
9315, nights (817) 294-5170. TX

ASW-20. Contest ready, excellent condition,
great trailer. California. (707) 942-5592. CA

ASW-20, S/N 385. Contest ready. Trailer, in-
struments. $23,500. Would consider financ-
ing for responsible party. (915) 366-0798. TX

ASW-20B. Contest ready, Schreder trailer,
Becker radio, Zander computer, Sage vario.
California. (707) 942-5592. CA

USE THE STRENGTH
$S$ OF THE DOLLAR $S

Buy an annual subscription to Sail-
plane and Gliding for only $15.
Have the soaring journal of the
British Gliding Association mailed
directly to your home.
Send your cheque for $15 (or for
air mail delivery $24) to:
B.G.A.
Kimberley House
Vaughan Way
Leicester, England

COURSES:

through solo: $125

SOARING CONTEST

OVERNIGHT LODGING AVAILABLE

BERMUDA HIGH SOARING SCHOOL
RIDES, RENTALS AND INSTRUCTION

Primary/Beginning Glider Course, 32 training flights
leading to student solo: $750

OR leading to private pilot glider rating: $1,200
Licensed Power Pilot Transition Courses

OR through private rating: $425

RENTALS: Schweizer 2-33, 1-26, 1-36, Grob G-103

SITE OF THE ANNUAL REGION 5 NORTH

Bermuda High Soaring School
P.O. Drawer 809

Chester, SC 29706

(803) 385-6061, 581-SOAR

DISCUS B WANTED: (408) 947-1702. Eve-
nings and weekends. CA

DISCUS B. A fine tuned meticulously, main-
tained racing machine. Ready for Uvalde. Ko-
met trailer. (704) 365-0621. NC

NIMBUS 2, tinted canopy, full instruments
and radios, Pfeiffer trailer. Two-man assem-
bly. No dama%e history. $20,000. Call Craig
after 6 p.m. EST, (419) 826-6586. OH

NIMBUS 2, record setter, trailer, instru-
ments, radio, oxygen, parachute, 1/2 or full
share. $18,500. (215) 536-7506. PA

NIMBUS 3 with metal COBRA factory trailer
and w/wo instruments. Winner 1986 Sports
Nationals. Outstanding performance and
easy handling. Make offer. Also available for
lease for contest/badges/records in Texas.
(713) 333-4716. TX

March 1987

MODEL B TOTAL ENERGY
accurate to 20,000 feet
six hundred dollars

INSTRUMENT INSTALLATION KIT
72 feet of tubing (6 colors)
screws, T's, Y's, X's, nylon
straps, connectors, adapters

seventy dollars

TUNGSTEN CARBIDE TAILSKID
Schliecher only, improved
directional control, long-life

seventy dollars

MODEL SV
1.8 second speed

I
CLEAR TURBULATOR TAPE e o

better quality than German
tape, lower drag than zig-zag

MECHANICAL VARIOMETERS AND TOTAL ENERGY SYSTEMS

* 0 to 10 knots (5 m/s)

MODEL CVA
1.0 second speed
% 0 to 10 knots (5 m/s)
% 10 to 20 knots (10 m/s)
* 12know averager (6 m/s)
eleven hundred mlm
due when instrument is ready.

MODEL CV
1.0 second speed
+ 010 10 knots (5 m/s)
% 10 to 20 knots (10 m/s)
seven hundred dollars

Terms: request
48 feet - fifty dollars
84 feet - eighty dollars

WIL SCHUEMANN (702) 885-7362

delivery position, pay
Delivery: time varies from several weeks to approximately six months.

705 Wagner Drive, Carson City, NV 89701

Four and five color variometer
dieals for quick unambiguous
readings. All models available
in meters/second dials.
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CHILHOWEE GLIDERPORT
P.0. Box 132 - Highway 411
One Mile S. of “Scenic Hiwassee River”
Benton, Tenessee 37307
615-338-2000 615-266-1767

Open all year. Chilhowee will also have several Fun & Badge fly-ins this
Spring at Marion County Airport, Sequatchie Valley, Tn. (Tow fees only).

G-1098B - $38.40/hr.

G-10311 - 28.20
L-13 - 18.00
2-33A - 18.00
TG-3A - 18.00

SSA Insurance

BUSINESS@MEMBER

Towplanes: L-19E Birddog
PT-17 Stearman
Citabria 7 GCBC
Tows: $7 - 15/tow

INNER-CITY SOARING
1404 W. 15151 STREET

COMPTON, CA90220

213-631-2058
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| Electronic gust filtering provides
smooth fast response - transient
responses are almost eliminated,
yet response to usable lift is very
fast (1 sec). The filter is switchable
to allow optimization for your par-
ticular taste or weather condi-
tions.
mThe B-21 will operate as a vario
onitsown or as a standby vario for
at least 15 hrs on two 9 volt
alkaline batteries.
BAdd a B-20 Audio unit for “heads
outside” safe flying.
mEasily expanded to include a
B-24 audio, digital averager,
speed director, netto - plus a B-25
final glide computer with pre-pro-
grammable legs and highly visi-
ble large white/blue liquid crystal
displays (LCD).
m2.25" or 3.125" mountingformat -
both have a large clear scale.

BORGELT INSTRUMENTS
830 TERRACE DR.
LONG BEACH, CA 90807
213 423-4466

B No flasks required (flasks result in
calibration and response errors) -
one pneumatic connection
required, TE.

®|Total energy with a simple con-

nection to a good TE probe -

Borgelt stainless steel probe avail-
able, satisfaction guaranteed.

® Qutstanding zero stability sup-
ported by solid state pressure
transducer - varios with less sta-
bility may not be trustworthy
toward the end of along flight.

B Altitude compensation which
means accurate calibration of
climb rates to 22,000 feet.
Above this altitude, sensitvity
slowly decreases.

B-21 Variometer §425
B-20 Audio Unit 5149
B-2] B-24 B-25 System §1970
Borgelt TE Probe §59

Glass Teck Unlimited
STAR ROUTE 4, BOX 5310- B
TEHACHAPI, CA 93561
805-822-3027

ASW-20BL. Contest ready, Cobra trailer,
Becker radio, Zander computer, Sage vario.
California. (707) 942-5592. CA

ASW-20C. Schreder trailer, Zander, Sage,
Ball, Dittel. (305) 740-8819 days, 628-2567
eves. FL

ASW-20C, contest ready. Trailer and instru-
ments. (213) 250-0134. CA

Ka-6CR, enclosed trailer, instruments, Ball
speed director/netto, audio, radio, oxygen,
parachute. $6,400. (619) 249-6442 CA

Ka-6CR, two Winters, B-Tube, PIP Audio,
Dittel radio, |4-volt gel/cell, new tinted cano-
py, 360-channel crew radio, parachute, oxy-
gen, trailer. new Ceconite, annual Aug. 86,
clean, excellent condition, always hangared.
Many extras. Call Ed (501) 225-6026 or 227-
2380. AR

Ka-6CR, VERY GOOD CONDITION, me-
chanical and electric varios with audio, han-
gared, covered trailer, excellent first
sailplane. Must sell, just bought glass ship.
$6,000. Critchlow, days (202) 523-9312,
evenings (703) 243-0745. VA

Ka-6CR, T.E., Winter mechanical and Wes-
terboer electric varios, refinished in Ceconite
1980, enclosed trailer, strong Parachute, 360
comm. Always hangared, excellent, no dam-
age history, all for $7,500. Craig, (419) 826-
6586 after 6 p.m. EST. OH

Ka-6CR, 2 varios, audio, 2-channel radio, ox-
ygen, enclosed trailer, good condition.
$7,000. or consider trade for truck, car, air-
plane. (404) 872-6143. GA

Ka-6CR, C-GNHJ, super condition. Imron,
full instrumentation, radio, T.E., enclosed
trailer, parachute. Complete $US 7,250.
(602) 783-7977 AZ or (519) 542-2204
Canada.

Ka-6CR, excellent. New finish. Sage and CAl
T.E. vario, radio, oxygen. Chute and en-
closed trailer. (517) 332-7027 eves. Ml

Ka-8, NEW PAINT and Stits 1982, hangared,
excellent condition, radio, trailer, instru-
ments. $6,500. (915) 563-8191. TX

SCHNEIDER

ES-60 Boomerang. Best price going for 31:1
performance. 720 radio, oxygen, chute, en-
closed trailer. $6,500. (303) 495-0229. CO

SCHWEIZER

SGS 1-23, 27:1, 1,200 T.T., recent durath-
ane paint, open trailer, oxygen system, 720
radio, excellent condition, eves. (619) 270-
0785. $7,000. 0.B.O.CA

1-23H-15 IMRON, radio, audio vario, oxy-
gen, trailer, reduced to $7,500. Days (315)
457-2266, evenings (315) 562-7753. NY

1-26A, #244. Excellent. Radio, oxygen, dual
varios, trailer, spares. 347 mi. goal, 276 mi O/
R record holder. $7,500. (818) 347-5066. CA

SOARING




1-26B, #309, 550 hrs., radio, oxygen, dual
varios, T.E., audio, trailer, extras. $6,900.
(805) 251-9021. CA

1-26C, basic instruments, radio, oxygen,
open trailer, new fabric, paint in 1982.
$6,000. Will deliver in Western U.S. (208)
788-3105. ID

1-26D, #455, Completely rebuilt May 1986,
contest equipped, MUST SELL. Asking
$6,750. (415)-968-7055. CA

1-26D, #461, Ball electric, Radair 360, open
trailer. $9,000 Canadian. (604) 860-7921
eves. Canada

1-26E, #675, Silver Anniversary, 1-26 with
super instruments, trailer and many extras.
Must sell to buy new house. $8,500. Jim
(616) 725-4379. CA

MAKIKI PELLET VARIOMETERS

The lowest cost varios on MODEL 1F PANEL VARIO
the market. No batteries Readout & Flask, ideal for sm.
needed, no adjustments to panel--only 1"x2"x%" $85
make. Proven reliable un- MODEL 2S BAR MT. VARIO
der the severest conditions. Mounts on canopy cross bar of
60 day money-back guar- Schweizer 2-33 for rear pilot$85

antee; 1 year limited war-

ranty against defects, MODEL 2T TUBING MT. VARIO

For tow planes & ultralights $85

MAIL ORDERS: Check, money order, or C.O.D. accepted.
C.0.D. fee $2.50. Air shipping prepaid on U.S. orders. OUTSIDE
U.S.: Pay in U.S. monies, add $5.50 per unit for shipping.

BUSINESS MEMBER
MAKIKI ELECTRONICS TOLL FREE 1-800-367-8047 ext. 203
Dept-S, P.O. Box 629, Hauula, Hl 96717 USA Ph:(808) 293-9348

1-26E, #697, 400 T.T., dual Cambridge var-
ios with audio and T.E., new RST radio with
boom mike and push-to-talk, Silver Anniver-
sary edition. Must Sell. Asking $6,800. Call
(704)567-0399 after 6 p.m. N

1-34, DUAL OXYGEN, Ball vario, radio, new
canopy, open trailer, current annual, good
condition. $9,950. Bob (303) 534-7178. CO

SGS 1-34. Oxygen, radio, audio, enclosed
hSAc':l{wweizer trailer. Call (617) 686-7996 eves.

1-34, full panel, radio, oxygen, trailer, well
maintained. $11,000. Call Karl (619) 375-
1656 after 6 p.m. CA

1-34 Schweizer, open trailer, oxygen, dual
varios, audio, total energy. Wayne (619) 727-
8856 eves. CA

1-34, fresh annual, 916 hours T.T., dual var-
ios, audio. $8,500. Call (201) 272-5149 or
(201) 454-3089. NJ

1-35, #16, N34176. Radio, wet wings, en-
closed trailer, retractable, electric and audio
vario, Schuemann Box, droop tips, filled
wings, integrated ailerons. Reasonable.
$11,500. (704) 861-8218. eves. NC

1-35, radio, oxygen, Schuemann bottle, T &
B, Cambridge, Schreder trailer, all mods, 320
:1558.4$;:L3,750. Consider trade. (904) 736-

1-35C, 343 T.T., never damaged, instru-
ments, factory enclosed trailer, always han-
gi{ed. Trade or $12,800. (912) 824-7788.

1-36 SPRITE, #26, tail dragger, mint condi-
tion. Custom panel, trailer & other extras.
(617) 387-6701 days, 887-2278 eves. MA

1-36, #19, LOW TIME SPRITE, white with
red & blue trim, excellent finish, new canopy,
dual Cambridge plus mechanical & PIEP, ra-
dio, rugged open trailer. Priced to sell. (617)
371-0624. MA

Trade resort homesite for sailplane. Pocono
Mtn. area. Private: skiing, indoor pool, club-
house, lakes. Want all-metal sailplane, ap-
prox. 1-35 performance. (203) 397-0521. CT

TWO-PLACE FOR SALE

BLANIK

1976, L-13, Approx. 800 hrs. T.T. Annual to
12/1/87. Dual oxygen, basic instruments.
Open Trailer. $13,500. (206) 771-7096. WA
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SAILPLANE INSURANCE

COMMERCIAL ™z —==t— PRIVATE

REALISTIC RATES — SUPERIOR SERVICE

Call toll-free in California (800) 634-0101
Others call (805) 522-3428

PIK*WEST INSURANCE AGENCY
P.O.Box 3474 Simi Valley, California 93063

A & H SOARING
12608 Machias Cut Off, Lake Stevens, Washington 98258
Phone: (206) 334-2116
E.L.C. Aguilar J.W. Hartwell

If you're a sailplane pilot, you're probably not very nice to yo ur batteries.

On long cross country flights, you can accidentally deep discharge your batteries, which shortens
their life span. On shorter flights, you may only partially discharge your battery before recharging
it which can cause ‘memory in your nicads and deep discharge your gel-cell

To add insult to injury, you have to overcharge most batteries just fo get them to their rated full charge.
Is this any way to treat a friend?

A new battery, DRYFIT, can handle all of these abuses. It is designed to safely and reliably recharge
atter deep discharging. It features automatic current regulation when you use constant voltage
charging. DRYFIT batteries are economical and rugged Designed in Germany, theyll provide
reliable service for flight after soaring flight.

SONNENSCHEIN BATTERIES
A new DRYFIT maintenance-free batterytor your sailplane developed in Germany. DRYFIT BATTERY
is the only fixed electrolyte battery manufacturer in the world with full NATO approval for various
types and code listing for the complete range.
DEEP DISCHARGE PROTECTION
The DRYFIT battery. unlike conventional sailplane batteries, is protected against excessive

discharge. Deep discharge protection ensures that the battery having been left connected to the
load can be recharged without permanent damage.

DRYFIT A200 TECHNICAL DATA
Rated Rated Capacity For
Voltage 20 Hour Discharge Weight Length Width Height
12 9.5 AH 3365 G 152 mm 98 mm 94 mm
2 9.5 AH 566G 529mm 500mm 94.5mm
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’ BLANIK L-13, RECENT CECONITE COVER,
FLY through The GRAND CANYON approx. 2,300 T.T., std. instruments. $7,900.

Right In Your Own Living Room! (206) 263-5859. WA
4l e : : GROB

GROB G-103 Acro. Two A-14A regulators
and masks. Has been hangared. $30,000.

GIFT IDEA

(707) 942-5592 CA
G-103 TWIN I, 287 hrs. T.T, blue canopy,
Walter Dittel FSG-60M, MKIV, perfect condi-
tion, private owner, (313) 239-3008. MI
LARK
1-hour, spectacular helicopter exploration _ J i | i
you'll never forget. gliding ho I ! d ays LS)(%%ean’ trsaliwer1 (r)w%e 'Zﬂ'ig’ fx“?oa?gi'%bﬁﬂ%i’
5yearsin_ l_he making. This'life-like videotape (akesyyou on for both beginners and experts. Jack Stéwart. i61 7) 663-3455. MA ’
the most thrilling panoramic flight ever recorded. You'll shoot S EECL e B GRTi
the rapids and soar through narrow gorges to breathtaking :;;:{he;mﬁfh sl ZZ‘;f;;,,,fS;’;{,"fn LARK, IS 28-B2, 650 T.T., dual instruments,
music. Critically acclaimed. A must for every VCR and food, for 50 U$ per day radio, oxygen, parachutes, enclosed trailer,
library. Free details. SHARP! $13,000. Al Woldin. (800) 531-
5496. TX

VHS or BETA, Hi/Fi/Stereo $29.95,> 55
Norman Beerger Productions

3217'V28, Arville, Las Vegas, NV 89102 R. Pollard, A 4&/ I
(702) 876-2328 NAKURU, KENYA

LARK, 1S28-B2. New annual. Oxygen. Will
consider trade for 1-34. $11,500 negotiable.
Dan. (215) 524-0160. PA

SCHLEICHER

Schleicher ASK-21, 1400 hrs. Will refinish if
desired. California. (707) 942-5592. CA

OPEN ALL YEAR (919)a49—-4823 SCHWEIZER

2-22. Good condition, April annual, basic in-
struments & canopy cover. $3,000 firm. (704)
264-7627.NC

SGS2-22C. Good condition, basic instru-
ments, no trailer. $4,000. (219) 872-4014. IN

2-33A, #428. Re-manufactured to factory
specs. with factory parts. Better than new.
Ceconite cover, new canopy, instruments.
Call Mark at Uvalde Flight Center (512) 278-
4481.TX

2-33A, #499. New annual, swivel-tail, basic
instruments. Can deliver East. $6,500. (804)
525-3554. VA

MEADOWLARK
SOARING SCHOOL g SELF-LAUNCHING
GROB DEALER P.0. BOX 280 _ AND MOTORGLIDERS

r:lusmEssgm'EMBéé.' ] S WHITSETT, N.C. 27377
' — : ’ AMERICAN EAGLET
EAGLET—Now have Libelle—Believe this is

Site of the 1991 World Championships . . . the best Eaglet built due to improved flight
.. invites you to enjoy some of the world’s best soaring! controls. Includes parts for improved engine

' mount. Also drawings and partially carved
MIN DEN "Gossamer Albatross” type propeller.

$3,200. (803) 648-7057. SC

susmsss'M(Ms(g ¢ Power Transition Camp March 13-15
« SOARING EXPERIENCE SEMINAR zarcll: gg GLASER-DIRKS
* Wave Camp Briefing (Sponsored by PASCO) Marc : .
« Wave Camp (sponsored by Pasco April 11-19 DG-400, loaded, all options, trailer, 3 hrs.
e Acro Camp April 25-26 T.T.S.N., hangared, import documentation
« Power Transition Camp May 8-10 complete. Immediate delivery. $59,000. (800)
* Region 11 Contest (sponsored by Pasco) May 23-25, 30-31 255-9260, or within Texas, (214) 357-1111.
Soaring Experience Seminar—Featuring Doug Jacobs, George Moffat, Ray Gimmey, Ross Jay. TX
Briegleb, Karl Striedieck, Alan Bikle, Mike Adams, Doug Armstrong Bob Semans and Don GROB
Atiken. Soar Minden will host this exciting, compreh i in the San Francisco
area; _PASCO's famous wave camp briefing will be held the following day at the same G-109A, 188 T.T, 0 on Limbach overhaul,
foeatinm new prop, all mods, NavComm, intercom,
Wave Camp—Let us teach you how to fly the Wave; our fiberglass sailplanes are all strobes, wing stands. $29,500. (207) 532-
equipped with A-14 0, systems; our instructors Linda, Marion and Sue all hold Diamond 7185. ME

Altitude Badges.

Region 11 Contest—Want to try some real contest X-country flying? Last year our G-109A. Super condition with useful extras,

low time, right price. For detail info., call (607)

students placed 2nd in the Sports Class flying the Grob with the guidance of instructor 243-7568. NY
Tupper Robinson. Call now to fly with Tupper in the Grob or Alan Bikle in the AS-K 21. -
Call or write for information on the above _G-1 09B, 150 hrS-_ aTSTP, ,King aViOﬂ_iCS, nav.
Soar Minden, P.O. Box 1764, Minden, NV 89423, (702) 782-7627 or 782-7353 lights, strobe, attitude indicator, directional

gyro, intercom. (401) 726-4040. RI
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PIK

PIK-20E, #20284, new 1980. Original, one-
owner, loaded, little time due to medical.
(413) 862-4704. MA

SCHEIBE

Scheibe SF-27M, 34:1 self-launching sail-
plane. Fully instrumented. Radio, electric
start, steerable tailwheel, metal trailer.
$16,500. (408) 252-6888. CA

SCHLEICHER

ASK-14 with trailer, etc. Good shape. Bar-
gain for cash. Florida (813) 452-1470 (before
April 1st); New York (716) 761-6377 (after
April 15th).

TUGS AND PLANES

PIPER PA-18/150 Super Cub. 1966. Fuse-
lage needs work and needs recovering, no
engine. $8,000. (707) 942-5592. CA

PIPER PA-25/250 Pawnee, tow plane. 7800
total time, 1300 engine 250 since top over-
haul. Has tow rope retracting winch.
$17,000. (707) 942-5592. CA

CITABRIA LEASEBACK! '73 7GCBC with
150 HP engine rebuilt to manufacturer’s new
parts limits, refurbished fabric, used as sail-
plane tug. Leaseback to Chilhowee Glider-
port in Southeast Tennessee. Sale price—
$18,500. Call (404) 992-7057. GA

Good winch. Buick engine and transmission.
Roadable. Much cable. Money maker.

Call days. Aero Soaring Club. (716) 753-
2111.NY

Rl€@

Complete Vario Systems

Triple scale ranges

Built-in averager

Front panel damping control
Non-tiring dual audios
Adjustable deadband

Automatic audio volume control
Electronic total energy
Both netto and speed-to-fiy

ZONA SOARING inc.

ébn‘f_ have much time?
ther is not good?
hmn 't learned glider aerobatics yet??

At Estrella we fly 360 days

out of 365, we thermal, we fly the
ridge, we soar the wave, we loop, we roll,
we fly upside down, right side up,
cross-country, five hours, slow, fast .. .

In-fiight tuning to your polar
Independent full-ime displays
Meter options — round or vertical

The RICO Audio

An easy sound to fly with

Dual up & down audio
Independent up & down thresholds
Adjustable damping

Powerful built-in speaker
Connector for external speaker
Panel or side mounting

Connector to add extemal meter

Other Products

«The RICO Super Gust Filter
« The RICO Wake Pressure Indicator

Send for our free brochure.

REDWOOD INSTRUMENTS CO.,INC.
368 Rutherford Avenue

Redwood City, CA 94061

Phone (415) 361-8470 nusmsssgmzmau

What are you waiting for?
Come lo Estrella Sailport™!

~You'll go home with a smile.

ESTRELLA SAILPORT

P.0..box 27427
Tempe, Ariz. 85282
(602) 568-2318

'ill.l!pINI:-'Fj@MEI’\-H’-!FFI
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PREPARE FOR THE FAA WRITTEN

GLIDER PILOTS GROUND SCHOOL EXAMINATION IN JUST ONE DAY!

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

CHICAGO, iL 7FEB87 « MIAMI, FL 4APRB87 + OPEN 18JUL 87
SEATTLE, WA 21FEB87 « SANFRANCISCO,CA 25APR87 « OPEN 1AUG 87
SSA CONVENTION IN * FLEMINGTON, NJ 2MAY 87 - DALLAS, TX 15 AUG 87
COLORADO SPRINGS, CO « HARTFORD, CT 18 MAY 87 « MIAMI, FL 29 AUG 87
SUNDAY 1 MAR 87 * ROC/ELMIRA, NY 30 MAY 87 « HARTFORD,CT 12 SEP 87
LOSANGELES,CA 14 MARS87 « ADRAIN,MI 6JUN87 « FLEMINGTON,NJ 28 SEP 87
*** SPECIAL GLIDER PILOTS GROUND SCHOOLS CAN BE ARRANGED ***
Each class subject to cancellation if fewer than 8 students preregister
To enroll, complete the following and mail to:
GLIDERPILOTS GROUND SCHOOL 69 Rhea Crescent, Rochester, NY 14615 or call (716) 865-9511

Enclosed is my check for $20. Please reserve a space for me in the class checked below. | understand the remaining fee will
be due during registration at the beginning of class. 1986 prices include one copy of the FAA Question Book used in class.

NAME Phone( )

INSTRUMENTS

VW5KB Vario with audio Factory rebuilt.
$150. (503) 595-6348. OR

DATE-TIME-START CAMERAS: Konica
EFJ: Simple, easy to use, manual film trans-
port, no auto-focus. Used for British Nation-
als last 2 years. $80. each plus shipping. MZ
supplies, 1450 Goth Ave., Gloucester, Ontar-
io, Canada K1T 1E4 (613) 523-2581

ILEC SB-8 Variometer, never used, new
$500. All manuals and wiring harness. Blu-
menhauer vario with final glide computer.
$990. (615) 790-9663. TN

Ball vario, Model 701. $400., PZL ASI
(Knots) $100., Schuemann Box $40., Guar-
anteed. (703) 343-3069. VA

Address Zip
Class Location/Date

tration 8:0 a.m. to A:30 a.m. Class B:30 a.m, to 8:00 p.m. ] Private, Commercial, CF1 Ghder $135
10% discount if total fee Is recetved with postmark 10 days before scheduled GPGS. [ ] Private Ghder $115

| will be unable to attend any of your scheduled classes but please send your COURSE SUMMARY with explanations and
recommendedocpmns for theflider rmg?ls dvoicea:eeﬂms in the FAA Question Books.
[ Private Pilot COURSE SUMMARY §11. Frivate, Commercial and CFl Pilot COURSE SUMMARY $18.00

WINTER DOLDRUMS?....
Come Fly with us!
Your ship or ours.

NEW JERSEY’S PREMIER SOARING SITE
Eagle Ridge Soaring

Blairstown, New Jersey

Restaurant on field
“RUNWAY CAFE”
OPEN WED., FRI., SAT., and SUN. Sales - Rentals
Other days by appointment. Instruction - Leaseback
For more information call 2-33 1-26 1-36
201-362-8311 GROB 103

WINTER SCHEDULE
(Jan.- March)

SEQUATCHIE SOARING

A LIMITED MEMBERSHIP PROPRIETARY CLUB

Very reasonable entry fees and annual dues allow you to take
advantage of our expanding facilities and excellent ridge soaring. Let
us know your individual and Club requirements. Badge Flying is our
specialty. Please include a phone number with your membership

inquiry.
Weekend, Club and Open Camps
Pawnee Towing Service
Hangers, Tie-Downs and Trailer Parking

Art Matthews
Rt. 1, Box 580
Whitwell, TN 37397
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ZANDER SR-120 with MC and wind, new
type with separate audio, like new, in box.
$1,200. Bill Hinote (805) 543-3705 days,
544-6230 eves. CA

RICO VACS VARIOMETER, top of the line,
10 hrs. T.T. $650. Glaser-Dirks, (707) 942-
5727.CA

Winter barograph, 32,000 ft. Ink/smoke.
$300. Steve. (404) 424-2862 days, (404)
971-8039 eves. GA

RADIOS

AV7600 handheld with Narco remote mike.
$275. 720-channel Terra handheld with
softcase. $285. (801) 486-6256. UT

B!I]TEL FSG 50. (801) 363-9238 evenings.

PARACHUTES

NATIONAL PARACHUTES—thin, light-
weight and comfortable. See our display ad
in this issue. National Parachute Industries,
Inc., P.O. B 1000, Flemington, NJ 08822.
(800) 526-5946 or (201) 782-1646. NJ

STRONG PARACHUTES, thin, lightweight.
Special discount to S.S.A. members. Ridge
Soaring, Inc. R. D. , Julian, PA 16844. (814)
355-1792. PA

Security 850. $600. Also airspeed indicator.
?}C 00. A-8A regulator. $75. (704) 376-9360.

SAILPLANE TRAILERS

SCHREDER 15M enclosed trailer, two years
old and like new. Kept inside hangar past
year. $3000. (404) 396-0962 or (404} 487-
5738 after 6 p.m. GA

SCHREDER TRAILER, excellent condition,
fittings for 15 meter sailplane, call evenings
{313) 939-4589. MI

SST enclosed metal trailer for 15 meter sail-
planes. $1500. O.B.O. (805) 258-5147. CA

15M, aluminum, factory built, ASW-19 fit-
tings, white, good condition. $1,200 (919)
774-4810. NC

TANDEM AXLE OPEN TRAILER for two-
place bird, used once on GROB twin, let go
for $1,000. (704) 264-7627. NC

WANTED: FactogALibelle trailer with fittings.
(707) 464-5523.

SOARING




SAILPLANE REPAIRS

ARIZONA SAILPLANE REPAIR: Specializ-
ing in fiberglass repair, including structural
and refurbishing. Factory trained staff. Oper-
ating at Turf Soaring School. (602) 439-
3621. AZ

J.J. Glider Repair. Eleven years experience in
sailplane repair. Licensed A&P. 4070 Glider
Rd., Placerville, Ca. 95667. (916) 622-4991.
CA

GEHRLEIN PRODUCTS. Quality fiberglass
andmetal repairs. FAA certified repair station
114-14. 9001 Hamot Road, Waterford, PA
16441.(814) 866-1131. PA

SCHOOLS, CLUBS
AND SOARING SITES

NEW 'ROCKY MOUNTAIN SOARING
SITES. A tow plane & an experienced tow
pilot are available in Raton, New Mexico on
the eastern edge of the Rockies. Explore
winter wave, summer mountain and high
plains thermals. (505) 445-3076. NM

WANTED

FREE-LANCE AERO TOWING. Scout & Ci-
tabria. Safari’s, Contests, etc. Typical rates
plus travel. Central & Southern Calif. (213)
377-2041,544-1178. CA

TRADE FOR POWERED SAILPLANE, 45
acres South Central Colorado mountain
land. $25,000. value. (305) 747-5439. FL

WANTED: HP SERIES sailplane with financ-
ing from reputable person with references on
request. (913) 823-5165. KS

WANTED: Pilatus B-4 in top condition. East-
ern U. S. preferred. (617) 540-3942. MA

WANTED: STD. CIRRUS, good to excellent
condition with factory trailer. (215) 524-0160.
PA

WANTED: TOW PILOT/CFIG at High Coun-
try Soaring, MINDEN, NV. 500 hrs. T.T., 100
hours minimum tail dragger experience.
Needed Spri 2 through Fall season, 1987.
(702) 782-494

WANTED: Partner(s) to purchase sailplane
to be based at Freedom Sports, Boone, N.C.
Contact John McMillan (704) 264-8861 days,
(704)963-6380 nights. NC

WANTED: ASW-15.(408) 688-1114. CA

GREATER BOSTON SOARING CLUB:
Seeks 1-26 leaseback. Club offers G-103
Acro, Lark, B-4 and 2-33. Instruction. New
members welcome. Jack Stewart (617) 444-
7150. MA

WANTED: Replogle barograph, good condi-
tion. (915) 563-8191. TX

WANTED: LS-4 or LS-1f, complete package.
Call Todd. (704) 624-5356 or 624-5016. East
Coast area preferred. NC

TRADE: Completely restored 1937 Cessna
Airmaster. Won many trophies. Value
$30,000. Trade for motorglider or sailplane
with trailer. California (805) 769-8380 call at 6
p.m. PST CA

WANTED: Rent or lease Ventus (or compa-
rable 15M) during '87. Interesting proposals.
Trip Mellinger. (805) 259-4749. CA
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SOFTIES

BY PARA-PHERNALIA, INC.

A complete line of emergency
parachute systems for pilots.

When it comes to pilots’ emergency
parachute systems more and more pilots
are turning to PARA-PHERNALIA.
Because PARA-PHERNALIA offers the
SOFTIES — four different parachute
systems designed for a pilot’'s specific
needs.

WRITE or CALL TODAY for a free
brochure further describing the
SOFTIES from the only manufacturer
that offers you a complete choice!
PARA-PHERNALIA, INC.

Micro Mini Original Long ‘

CALL (206) 392-9534

PARA-PHERNALIA, INC.

All Softies are manufactured under 1045 12th Ave. N.W. #F-8
FAA, TSO C23b Standard Category Issaquah, WA 98027
and are made of 1000-denier nylon Cordura for £ s

maximum wear.

2"x13"x20" 2"x15"x20”
3"x15"x25”

Retire In Hobbs

Home of the SSA and World Class Soaring

THERE HAS NEVER BEEN A BETTER TIME
TO BUY HOMES THAN NOW.

INTEREST RATES ARE DOWN AND

THE HOUSING INVENTORY IS UP.

VELMA MAKIN
REALTY

2800 North Grimes
Hobbs, New Mexico 88240

(505) 392-4541
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MISCELLANEOUS

BAROGRAPH CALIBRATION. $25 includes
return shipping via UPS in continental USA.
ShiptoK gpstra 1441 Wright St., Los Ange-
les, CA 90015. (213) 747-9236, (818) 769-
3087 eves. CA

WATERBOY CANTEEN: pressurized flow,
one hand operation, 32 oz. insulated. $28.95
plus $3.00 p & h. Cycle Logic (919) 833-
4588. NC

SOARING SHIRTS WITH A HIGH TECH
LOOK. Dramatic soaring scenes printed in
three colors on 100% cotton Hanes T-Shirts,
Sweatshirts. Navy, Black, Maroon, It. blue,
ecru, yellow and white. XL, L, M, S. Short
sleeve $10, Long sleeve $11, Sweat $14.
Specify color, size, shirt type. Check or MO
to: Berry, Soaring Achievements, 1209 Var-
sity Drive, Raleigh, NC 27606. Phone or write
for brochure. (919) 828-6468. NC

Custom Embroidered emblems, pins. Your
design. Highest quality. Low minimum. Free
catalog/prices. Stadri, 61 SR Jane, NYC
10014 (212) 929-2293. NY

STAINED GLASS SAILPLANES, 1/40 scale,
nickel plated, mounted. $25. Desk top, hang-
able. $20. Flower stakes. $15. Window sun
catchers. $15. Xmas tree ornaments, 6”
span. $15. V, T, Standard tails. David Rythi,
1900 44th Ave., N.E., Columbia Heights, MN
55421. (612) 789-4502. MN

PILOT'S LOGBOOK CALCULATOR. $19. If
you have an IBM PC (or clone), this software
product will take the pain out of maintaining
an accurate logbook. VISA or MC. (617) 259-
0059. HFK Software, P. O. Box 150, Dan-
bury NH 03220. NH

PLANS & PUBLICATIONS

INDEX

OF
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Advertising Offices

P.O.Box E

Hobbs, NM 88241
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WINDROSE—Quick to build, self-launching
sailplane. Foam-Fiberglass-Wood. Plans:
$175.00. Info pack: $5.00. Pre-fab parts
available. Jim Maupin, LTD., 26338 Zephyr,
Harbor City, CA 90710.

WOODSTOCK—Classic wood-fabric sail-
plane. Inexpensive, superb handling. Plans:
$125.00. Info pack: $5.00. Pre-fab parts
available. Jm Maupin, LTD., 26338 Zephyr,
Harbor City, CA 90710.

TURNPOINTS—Gren Seibels’ latest hodge-
podge on soaring and similar puzzling enter-
prises, photos by Uveges; $20 pp + $4.50
p&h from SSA. AFTER ALL—Seibels’ sec-
ond Lincoln Award winner: $15 pp + $4.50
p&h from SSA. A GAGGLE OF ONE—His
first Lincoln Awarder, just a few copies left:
$15 pp, direct from the author, 2400 Hey-
ward, Columbia, SC 29205.

AUSTRALIAN GLIDING, monthly publication
of the Gliding Federation of Australia. Editor,
Allan Ash. Subscription $AUS 18.50 by
check on Australian bank or $US 15.00 by
personal check. Airmail $AUS 42.00 or $US
27.00 personal check. Also payable by inter-
national money order in Australian currency.
G.P.O. Box 1650, Adelaide 5001, South
Australia.

SAILPLANE & GLIDING—The only authori-
tative British magazine devoted solely to the
sport of gliding and soaring. 48 pages of fas-
cinating material and pictures. Published ev-
ery other month. Send 9.50 pounds (or U.S.
$15) for a year’s subscription to British Glid-
ing Association, Kimberley House, Vaughan
Way, Leicester, LE1 4SG, England.
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DESIGN AND ANALYZE AIRFOILS WITH
AND IBM PC. Design a new laminar airfoil
with as few as 20 input parameters, or ana-
lyze an old one at your conditions with AIR-
FOIL-ii. Does complete lift, drag analysis.
Shows extent of laminar boundary layer and
turbulent separation points over a range of
Reynolds numbers and incidence angles. Re-
quires IBM PC or compatible with 256K.
Graphics card and 8087 optional. $395 for
program + 90 page manual and copy of
NASA report on analysis method. $10 for
Demo disk, applies toward program price, or
write for free info. AIRWARE, Dept. SA, PO
Box 295, Canton, CT 06019.

HANG GLIDING MAGAZINE, monthly maga-
zine of the United States Hang Gliding Assn.,
Inc. Covers all aspects of foot-launched flight
for rigid and flexible wings. Full membership
$39, subscription $29. USHGA, P.O. Box
66306-S, Los Angeles, CA 90066. (213) 390-
3065.

THE GLIDING KIWI. The official journal of the
New Zealand Gliding Association. Edited by
John Roake. Mail your personal check for
$15 U.S. (annual subscription) to: Private
Bag, Tauranga, New Zealand.

FREE FLIGHT, bi-monthly journal of the
Soaring Association of Canada. A lively re-
cord of the Canadian soaring scene, good in-
struction and safety stories and relevant
international news. $US 18/yr. or $CDN 24 to
485 Bank St., Ottawa K2P 1Z2.

SOARING




CITICORP INVESTMENT BANK SUPPORTS EXCELLENCE IN BOTH
PERSONAL AND PROFESSIONAL LIFE.

Citicorp Investment Bank salutes our own Doug Jacobs for the standards he has set for himself and for
others. At the same time, we congratulate the entire U.S. Soaring Team for their accomplishments and wish
them success at the 20th World Soaring Championships, January 17-February 1, 1987 in Benalla, Australia,
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Today’s ultimate in standard class

Western U.S. Dealer

R. Mayes

Lagoon Valley Soaring
5730 Rivera Rd.
Vacaville, CA 95688
(707) 447-4500
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PROFIL OAP 03C POLAIRE SANS SOUFFLAGE VD=30M.S

Caractéristiques données a titre indicatif

Eastern U.S. Dealer
Dave MacKenzie
Azimuth, Inc.
Box 114
Warren, CT 06754
(203) 868-0186

Finesse 42,5 a 105 km/h

Taux de chute 0,62 m/s a 85 km/h
Masse a vide 252 kg

Masse max. 505 kg

Masse max. ballast 160 kg

Bord d'Attaque

peu sensible aux moustiques Laminarité extrados entre 30 et 40

e = 16%
e extrémité = 12,

Intrados pratiquement laminal
jusqu'au bout de fuite
aux angles d'attaque positif

OAP3

contiralr
b !cﬁlil’ LE@ [.21!‘.“19
Frawse Vel 4870088

R.C. Chateauroux 70 B 11



