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Al Gregg – Final Glide 
Al Gregg, our long-time CFIG and friend 
passed away peacefully on Feb 9, 
2009.  After a long bout resulting from a 
stroke in the summer of 2007, has earned his 
permanent wings. A memorial service will 
be on March 28 at 3:30pm at the Trinity 
Lutheran Church in Kirkland. 

Al was one of my instructors, so he is 
always in the back of my head with advice 
when the going gets tough. He is the one who got out of the L-23 in 
Ephrata, and said: ‘go fly by yourself.’ 

As I got more advanced in my flying, 
on occasion, he also showed a total 
different aspect of his CFIG mode: 
Pretty much total silence; I could do 
anything I wanted but when I reached 
his boundaries, the control in that 
direction was blocked. Solidly! 

Al has been involved in flying long 
before my time. And he made a living 

at it. He told me how he would fly for Kenmore Air to supply the 
Alaska Prospectors in rag-covered, float-equipped biplanes. If the load 
would not fit, the airplane was ‘adjusted’ so it did fit. Doors, and 
sometimes window-panes were not always required! 

Heinz Gehlhaar 
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 President’s Report 
The days are getting longer, the first cumulus clouds are 
beginning to show up and Arlington flying operations are 
getting less often cancelled because of bad weather.  
Evergreen Soaring maintains its historic position as the 
Northwest club that does not have to start operations in 
the spring by virtue of never shutting down in autumn in 
the first place.  Nonetheless, most members are somewhat 
rusty in their flying skills and may not be current in terms 
of a BFR, a 6 month check ride or the 90 day rule for 
taking passengers.  And when was the last time anybody 
thermalled?  The last OLC entries were on December 1 
and the last time that our higher performing glass ships 
(Apis and Astir) have flown is a long time ago. 

So, this is the time for the licensed pilots to get current 
again, whether it is for the benefit of FAA and club rules 
or simply to get the necessary confidence to use the good 
spring conditions that are going to arrive any time now.  
And for the students, don’t let the time slip by and stick 
to the training; any break in your training is a setback.  
Spring and early summer are the best time for soaring in 
AWO and we all want to enjoy it.  So let’s be ready for 
another exciting and safe season! 

Fred Hermanspann 

Why Support the SSA? 
If you’ve never had to witness the indignity of your flight 
instructor peeing in a cup, thank the SSA. 

Your membership in the Soaring Society of America 
protects our sport from all sorts of bright ideas that 
threaten the way we fly. Talking the FAA out of 
requiring drug testing for CFIG’s was one of them. 

The SSA keeps its eye on potential regulatory incursions 
whether big or small—from transponders to AD’s. The 
SSA negotiates with the FAA on Airworthiness 
Directives to mitigate their impact on soaring pilots. The 
SSA has managed to get more hours before compliance is 
required or suggest alternative means of compliance.  

The SSA provides a lot of services for the soaring 
community. Sponsoring competitions and soaring records 
are a couple that comes to mind when we think about the 
organization. But it’s important to remember, when we’re 
writing our yearly membership check, that one of the key 
benefits is to give soaring pilots a collective voice in an 
increasingly regulated world. 

Bruce Bulloch 
Washington State SSA Governor 

First Flight with Al Gregg 
July 24th, 1967. First entry in my new log book.. Type of 
Glider: TG-2. License Number: NS4301. Type of Tow: 
Car.  Location: Pangborn.  Field: Wenatchee Washington. 
Dual Time: 00:06.  Remarks: Al Gregg 1247229, to 
pattern landing. 

Flight #2 00:06, Flight #3 00:06. What a rush…..  I think 
I am going to like Soaring. Our troop of Air Scouts 
finally made it to Wenatchee with a freshly recovered 
TG-2. In July the heat was unlike nothing we had ever 
encountered.  Sunny Delight is still my favorite drink. 
Our tow car is an old station wagon. A dusty corner of 
the hangar stored the 1200 feet of steel cable used to auto 
tow the glider. 

Nearly a dozen scouts and advisers and of course Al 
Gregg, our instructor, worked to assemble and preflight 
the glider and prepare the new students, many of them for 
their first flight. Of course I couldn't really fly, but during 
that long downwind to landing, Al Gregg led me to 
believe it was my glider. 

The following day was a repeat. 3 flights of 6 minutes 
each.  At least I wasn't the guy that kept dropping the 
cable in the weeds. In August, the scouts got treated to 
Aero Tows at Fancher Field, complements of the Boeing 
Company. I recall one flight with Al Gregg, we hit some 
real strong lift, and he asked to take it, we were banked 
over so hard pulling G's and climbing like a rocket. I 
almost blacked out, least I kept my dinner. Speaking of 
Dinner, the Scouts got a voucher for all you could eat in a 
Wenatchee restaurant. On occasion we got a free swim at 
the local motel. Man we were living. 

Thanks Al 
Your friend Alan Kirlin 

Cover Photo 
The color photo ‘On Final’ was taken by Neal Chism on 
July 16, 2007 at the Alvord Desert in Oregon.  The glider 
‘DS’ is a PZL SZD-51-1 Junior operated by the 
Willamette Valley Soaring Club (WVSC).  The Pilot is 
Dave Watrous – a member of the Portland based WVSC. 

Neal took advantage of the high-contrast lighting due to 
the clear thin air of the high desert environment.  He used 
a Canon EOS-1ds, Mk II with a 100-300mm zoom lens 
attached.  A CL Polarizer filter was used. Neal converted 
the Canon Raw image to JPG format with some 
compression, cropping, and general level adjustment. 
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Looking Forward to the New Soaring Season 
Are You Current & Proficient? 
As we turn the corner of the winter season and begin 
looking forward to those nice soaring days here in the 
Northwest I see more and more activity in the glider areas 
of Arlington Airport. Gliders, trailers and tow cars are 
being readied, and pilots are getting their Biennial Flight 
Reviews taken care of as well.  

A Flight Review will satisfy the FARs for currency but, 
is that enough to really be proficient and up to the task of 
soaring safely? I ask that question because in our past 
season we had three of our glider pilots land just off the 
field from Arlington’s runways on local flights. Also, in 
other accidents throughout the nation, a number of the 
National Transportation and Safety Board reports have 
concluded that the failure of the pilots in command to 
maintain control of their aircraft or use adequate 
techniques for landing back at the field of intended 
landing have been the probable cause in a number of 
glider accidents. These are compelling statements that 
should cause us all to ponder our proficiency in all of the 
flight regimes, but most especially I would emphasize our 
ability in three areas: 

1. Rope break options  

2. Stalls & Stall-spins when on base leg to final leg 

3. Patterns and landing 

Accidents are usually caused by a multiple of 
contributing factors. The most frequently named factor is 
pilot proficiency. Proficiency is actually ‘the state of 
performing a given skill with expert correctness.’ 
Proficiency as a pilot involves a wide range of required 
knowledge and skills, including the ability to operate the 
aircraft in a precise and coordinated manner, an 
understanding of the required or accepted operations in 
the national airspace system, and knowledge of the 
aircraft and related systems. A glider pilot must be able to 
continuously evaluate the effects of a dynamic 
environment during the flight. Pilot proficiency, 
therefore, relates to the pilot's ability to perform tasks 
with expert correctness given changing situations during 
the flight.�Practice is the key to flying safely, and 
becoming ‘one with the aircraft’ will enhance the 
experience to greater joy and excitement.  

I would challenge each of our pilots to review and 
practice their proficiency in these three areas this season, 
and keep in mind that tasks most often repeated are best 
remembered. Consequently, to maintain a minimum level 
of competency in a specific task, especially when in an 
emergency situation, it is important to perform the task 
on a regular basis. In other words, the old adage ‘practice 
makes perfect’ is good advice although as a teacher I 

maintain that ‘perfect practice makes perfect.’ I would 
suggest that on every flight the pilot practice working 
towards the perfection required for the most difficult of 
flights. And, become ‘one with the airplane.’ 

Best wishes to all of our pilots for a safe and successful 
soaring season. 

Ron Bellamy, Chief CFIG 

On Being a Bird 
In 1935 a highly influential and popular aviation paper 
published two leading articles on the subject of ‘The 
Uselessness of Gliding’, ending with: ‘Let us cut all this 
cant about gliding being of use to the nation. . . . And let 
us recognise gliding as a useless game which is therefore 
fit for gentlemen to play. . . . Then we shall know where 
we are.’ 

Almost exactly seventeen years later, the Minister of 
Transport and Civil Aviation, Mr. Lennox-Boyd, held a 
reception at his house to welcome back the British team 
which had returned victorious from the 1952 World 
Championships at which guests included the four 
previous Civil Aviation ministers and many distinguished 
heads of service and civil ministries.  During the evening 
he read out a message from the Prime Minister: 

‘Pray congratulate on my behalf the British team who did 
so well in the International Gliding Championships, 
especially Mr. Philip Wills who is now World Champion, 
and also the Slingsby Sailplane Company on the success 
of their gliders.  Winston S. Churchill’ 

On Being a Bird was written by that same Philip Wills 
and tells the story of gliding -- starting in 1934 and 
continuing through the World Championship in 1952. 

The book is a combination of soaring handbook and 
history of the sport – written in the charming style one 
would expect from an author who loves gliding and 
appreciates literature.  I was particularly interested in his 
accounts of cloud flying in the 1940’s – a phenomenon 
common and well-understood by many of the better pilots 
of that day.  Back then, glider pilots understood they had 
to pass through an icing layer on the way up and again on 
the way down inside the cloud.  If you were climbing 
briskly, you would not accumulate enough ice to create a 
problem on the airframe, but your pitot would always ice 
closed – rendering the airspeed indicator.  To solve this 
problem, pilots installed a small battery-powered muff on 
the pitot to melt the ice.  Wills talks about the need for 
training and proper instrumentation.  He also talks about 
consequences for the unprepared cloud flyer. 

On cloud street conditions, Wills writes: 

‘On such a day no sailplane pilot worthy of salvation 
would change places with any king in history.  The air is 
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clear and cold, like spring water, vibrant with life.  The 
earth is a dapple of greens and browns, striped with the 
soundless racing shadows of the clouds.  The sea is all 
shades of blue and amethyst, spotted with flecks of foam.  
And the pilot – he is free and proud and skilful as an 
eagle, the air is his and all the earth it bathes with its fresh 
and cleansing flood.  His aircraft is part of him, his wings 
sweeping silently in wide curves up to the clouds, darting 
in a swift straight glide to the next aerial fountain, 
dancing instinctively, almost without volition, as light 
and brilliant as the sunlit air.’ 

Besides being a joy to read, this book still holds up well 
as a technical reference for soaring.  It is long since out of 
print, so if you want a copy you will have to go 
somewhere like Amazon.  It is the only book in my 
library that I will not lend. 

Mark Nyberg 

Lost and Found – Part I 

When the club bought the 
‘new’ L-33 we also acquired 
an electronic flight computer 
for the glider.  This gadget is 
in the form of an iPAQ 
personal digital assistant 
(PDA) that is loaded with a 
program called GlideNav II.  
I have been using a similar 
device loaded with this 
particular software for a 
couple of years. I used to 
think that there were two 
ways of being lost; now I 
know that there are at least 
three ways. 

The first way of being lost is when I realize that I don’t 
know where I am.  Actually, this is not really lost, but is 
what an RAF instructor described to me as ‘a state of 
temporary geographic disorientation’.  It may be 
embarrassing and uncomfortable, but it is usually not a 
very serious condition.  If I know I am lost then I can 
start to apply methods to get un-lost, including such 
things as looking out the window, locating a landmark 
and then looking at a map and finding the same 
landmark.  This usually works well in our Western 
Washington environment with its prominent and 
recognizable mountain peaks, islands and shorelines.  It 
may not work so well in other environments – a few 
years ago I was giving a sightseeing ride to some family 
members in England, and became lost in the sky over my 
home county (no mountains).  Looking out the window 
revealed a green and pleasant land with many features 
such as power station cooling towers, a motorway 

(freeway), a canal and a railroad.  A look at the chart 
showed that these features existed in every five-mile 
square.  Not much help.  I finally had to lose style points 
by calling ATC and asking for a radar fix. 

Another re-orientation method is similar to that used to 
find car keys: the ‘…when did you last have them…’ 
technique, where I figure out where I was when I was last 
sure of my position and start to search from there.  
Presumably I can’t have flown more than a few hundred 
miles from that point without noticing it?   A friend of 
mine who was a WWII US Navy fighter pilot recounted 
an inverted version of this problem which was common 
when returning from a mission to the spot in the Pacific 
Ocean where his ship was supposed to be, and finding the 
ocean empty.  I recall his solution was to assume that the 
ship was lost, not him, and to slow down to best 
endurance speed and power - i.e. minimum sink - and 
spiral outwards until the ship was found.  Apparently it 
always worked. 

The second way of being lost is much more dangerous.  
This is when I think I know where I am, but I am not 
where I think.  In other words, I don’t know I’m lost.  
Sure, the view out of the window does not really match 
what I expect, but I can explain that by such effects as 
cloud shadows on the ground, sun reflecting off water, 
haze etc.  The freeway is not going in the expected 
direction?  Maybe the compass is wrong.  The GPS 
agrees with the compass?  Sun-spots.  

Psychologists call this ‘cognitive dissonance’ and the 
brain can work very hard at making the observed world 
match the expected view in an attempt to resolve the 
conflict.  An odd variation of this problem can occur 
when I am really exactly where I think I am, but the view 
out of the window does not agree with what I expect.  If 
I’m not careful I can make an unnecessary course change 
and get myself lost without reason.  Another few years 
ago I was flying to California to visit my son who was 
working in San Jose.  It was a nice day, but I had glanced 
at NOTAMS and saw that there were fire bombers 
operating at forest fires near the Oregon coast.  Since I 
wasn’t going near the coast, what did I care?  After 
passing Roseburg and turning left towards Medford I 
belatedly realized that there was something wrong with 
the picture.  According to memory and the chart there is a 
big mountain called Shasta, and I was less than twenty 
miles from it but couldn’t see it!  I took me longer than it 
should have to remember the forest fires and figure out 
that their smoke had drifted inland.  Although the view 
downward was very good, the horizontal visibility was 
very poor.  At least I didn’t smell smoke and declare an 
emergency.  

Which brings us to the third and newer way of getting 
lost: use a piece of electronic equipment, preferably one 
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with a powerful microprocessor, a geographic database 
and a colorful display. 

The club PDA is now sitting on its cradle next to the 
desktop computer in the clubhouse.  Nearby should be the 
original box that the PDA came in, and that box should 
contain some accessories and a user manual for the 
GlideNav II program.  For those of us who do not know 
what the purpose of a user manual is, I am compiling 
some notes which I intend to produce for the next issue of 
Glide Path. 

In the mean time I 
would like to point 
to one important 
idiosyncrasy of the 
PDA - all 
programs are 
stored in volatile 
memory in the 
device, which in 
turn means that if 
the battery is 
allowed to go dead 
then the PDA 
loses its memory 
and all programs 
and data are lost.   
Unfortunately, the 
device is designed so that it draws some current even 
when turned off.  So, when not in use (which will be most 
of the time, I imagine), the PDA must be placed on its 
charging cradle, which must also be connected to an 
electrical outlet!  (No, I don’t think we are all idiots, but 
I’m just passing on what some unfortunates –me- have 
found out the hard way).  When it is installed in the 
glider, the PDA runs off its own battery: there is no 
power to it from the glider.  This particular PDA has a 
‘long range’ battery and should last for several airborne 
hours.  There is also a spare battery in the box. 

The first time I discovered the third way of getting lost 
was during an instrument competency check ride in one 
of my company’s airplanes which had a nice, new and 
experimental GPS navigation system.  After an hour or so 
of floundering around ‘under the hood’ we were getting 
close to Everett and the check instructor asked me to call 
Seattle Center and ask for an ILS approach to Paine 
Field.  Following procedure, I called Center and gave 
them our position which I read-off the experimental (and 
bug-ridden) navigation system display as 63 miles north 
of Paine.  Even though I knew where I was, and even 
though I knew 63 miles must be wrong, the display was 
so compelling that I repeated its information over the 
radio before common sense could intervene.  In my 
business this is called a ‘hazardously misleading display 

of information.’  In olden days the worst that could 
happen was for the needle on some gauge to stick.  Now 
machines can invent their own reality and draw us into it. 

More on advanced getting-lost procedures in next issue. 

Howard Glover 

Membership Information --  
 2009 - A Year of Change 
Since the mergers of WSSA and ESI the Board of 
Directors has been forging ahead with decisions and 
actions intended to improve operations of the 
organization both administratively, as well as both on and 
off the field for our members.  Unfortunately the 
combination of two volunteer based organizations 
resulted in some things slipping through the cracks.  One 
of those things was our relationship with the Soaring 
Society of America (SSA).  As a chapter member of SSA 
ESI has a responsibility to assure SSA and our insurance 
provider that our organization is made up of SSA 
members.  To be blunt, this has not occurred as well as it 
could have in the past.   

In addition, the club policy was to register you (the 
member) with SSA, pay your dues and then collect those 
dues from you.  This process led to significant confusion 
and accounts receivables when a member terminated their 
ESI membership or did not declare their membership 
intentions at the beginning of the year.  ESI often got 
stuck for these monies owed.  As such, the Board 
endorsed a decision that for 2009 the individual member 
would be responsible for paying their SSA dues.  Since 
November the Membership coordinator and Board of 
Directors has been communicating this to the 
membership via emails and other means.  SSA has also 
mailed renewal notices.   In addition to this issue we 
found that the numerous categories of membership in ESI 
(Active, Inactive, Special, Student, Life, etc.) is not in 
alignment with SSA categories.  Because of this ESI has 
paid more to SSA than was necessary at times.  So what 
does this all mean?? 

·  SSA Dues- All members of ESI must be 
members in good standing with SSA.  This is not 
a change in ESI policy.  Members who are not 
found to be SSA members will be subject to 
placement on a Board of Directors approved NO 
FLY LIST.  Simply put, to stay off the 
NoFlyList, be current with your SSA 
membership.  It is easy and renewal is available 
online.  ESI will our member lists with SSA on a 
regular basis. 

·  Member Categories-  The ESI member 
categories are to be aligned with that of SSA.  
These categories will be FULL MEMBER, 
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YOUTH MEMBER, FAMILY MEMBER and 
LIFE MEMBER.  For ESI purposes SPECIAL 
MEMBER will be a subcategory to FULL 
MEMBER.  As such, current ESI  INACTIVE 
and SOCIAL members will not be considered 
FULL MEMBERS but will be categorized as 
SOCIAL members or FRIENDS OF ESI.  There 
are no piloting privileges associated with 
SOCIAL membership.   

·  Resignations-  By by-laws, any member desiring 
to resign as a member  needs to notify the Board 
in order to do so.  This is intended to clarify dates 
and accounting of billings and payments due. 

·  Payments Due-  The ESI by-laws require that 
members with outstanding balances in excess of 
90 days are automatically placed in INACTIVE 
status.  Since this category will no longer exist, 
the Board of Directors will be using the 
NoFlyList to enforce the need for members to 
pay amounts due on a timely basis. 

What about the FUTURE?  Well, first of all, help us 
out by keeping your member info current on the ESI 
website.  Login as a member, check and update your info, 
like email and snail mail addresses, SSA number etc.  
Second, it is likely that annual renewals in ESI will be a 
requirement in the future. By doing this the Finance 
Committee, Treasure and Board of Directors can do a 
better job budgeting and establishing fees.  We will be 
looking at ways to use technologies like online payments, 
or a ‘CheckFree, BillPay or Paypal’ service to reduce the 
labor and cost incurred in billing and receivables.  If you 
have knowledge of how to do this cost effectively please 
let Glenn Chouinard know and volunteer to help!!  
Opinions and advice are welcome!! 

Glenn Chouinard 
Membership Coordinator 

 

 
_____________________________________________ 
 

‘It is possible to fly without motors, 
but not without knowledge and skill.’ 

�����������	
�
_________________________________________ 
 

Facts about the ESI No Fly List 
The ESI By Laws currently provide the Board of 
Directors with the power to place members on a NO FLY 
LIST.  This means that members lose their privileges to 
fly club equipment or use club tow services.  Recently the 
Board has extended the use of the NO FLY LIST to 
address SSA membership requirements and accounts 
receivable issues. 

·  A member who is no longer a member in good 
standing with the Soaring Society of America 
will be placed on the NO FLY LIST 

·  A member who the Board of Directors 
determines is in arrears on their financial 
obligations to ESI will be placed on the NO FLY 
LIST 

·  A member may be placed on the NO FLY LIST 
by the Board of Directors for other reasons, as 
well. 

·  The NO FLY LIST will be posted in the 
clubhouse, and on the ESI website (Members 
Area).  The Field Manager will enforce the list 
but has no authority to remove a member 
from the NO FLY LIST.  

·  The Board will consider and approve a NO FLY 
LIST at its regular monthly meeting. 

·  The member will then have until the next Board 
meeting (typically thirty days) to take the 
appropriate actions to have their name removed 
from the list.  This typically means either proof 
of valid membership in SSA or approval by the 
Treasurer that they are now current on their 
financial obligations to the club. 

·  Members that fail to have their name removed 
within the typical 30 day time window will be 
subject to removal from Full Membership in ESI 
at the next meeting of the Board.  

·  All former members wishing to re-activate their 
membership must receive approval of the Board 
and are subject to a $75 reactivation fee. 

 
Proof of SSA membership should be sent to Glenn 
Chouinard, Membership Coordinator. 

Financial obligations must be cleared through Marty 
Gibbons, Treasurer or Fred Hermanspann, President. 

�

New Members 
Please welcome new members Hans Seiderbach 
(February) and Ben Person (March). 
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Stall Spin on Final Turn 
Escaping the Seattle winter weather recently I had the 
opportunity to arrange a flight in an ASH 25. 
Unfortunately the flight didn’t happen due to low cloud, 
VOG (volcanic fog) and my own schedule.  However as 
part of my own preparation for such an exciting 
experience I did some research looking at pilot notes and 
comments from experienced ASH25 pilots so I had some 
idea of what to expect from such a high performance 
ship.  While surfing around on the BGA web site I took a 
link to the CAA accident data base and ended up tracking 
through the data on an ASH25 stall spin accident in 
Scotland.  Maybe having a senior moment or just getting 
distracted I ended up spending quite a bit of time looking 
at open class sailplane accidents.  A number of these stall 
spin accidents involved experienced high time pilots 
making low altitude, low speed turns. These types of 
accidents occur to large aircraft too.  The B52 accident at 
Fairchild AFB in Eastern Washington and the Breguet 
Atlantique at the Farnborough Airshow in the UK many 
years ago come to mind. There is considerable 
consistency in the cause, outcome and injuries sustained.  

The accident in Scotland has many ingredients of the 
typical off field landing accident.  An experienced mid to 
high time pilot with considerable time in the airplane, 
adequate recent experience, makes a high approach to a 
selected off-airport landing site.  Realizing he is very 
high, he elects to make a 360 turn or series of S turns.  
There is a moderate wind with a well defined wind 
gradient.  All goes well until the final turn to landing 
heading where the glider continues to overbank, departs 
controlled flight and impacts the terrain in a steep nose 
down attitude. Injuries to the glider crew are severe and 
fatal.  You Tube has a number of video clips of glider 
stall spin accidents that give some insight into the 
sequence of events. 

Just thinking about this type of accident one would 
expect the fuselage to be in a pitch high attitude in the 
final turn with crossed controls just ready for the stall 
spin to occur. Generally this is not the case – the fuselage 
is level or nose down and to all external observers it 
would appear there is enough airspeed.  The glider enters 
the final turn with apparently sufficient airspeed; the bank 
angle continues to increase and exceeds 45 degrees.  The 
nose drops, the bank angle rapidly increases, glider 
heading rate rapidly increases and the glider impacts the 
terrain in a very steep nose down attitude. Injuries to the 
pilot are severe and quite frequently ‘non survivable’. 

An important aspect is the lack of a nose high attitude in 
many of these accidents – so did the glider stall or is there 
some other mechanism at work?  And why are 
experienced pilots involved in this type of accident? 

A couple of questions – 

1) Is a 12 M span glider affected in the same way as 
a 20 M span glider? 

2) If this maneuver had been performed at a high 
altitude (say 3000ft) would the glider have 
departed from controlled flight in the same way?   

The short answer to question one – Yes, but not 
anywhere to the same extent.   

The short answer to question two – Almost certainly not. 

An important consideration appears to be that whatever 
the mechanism and threshold conditions for this to occur 
- once the threshold is crossed at low altitude - there is no 
recovery even for an experienced pilot. 

There is a clear sequence of events leading up to crossing 
the threshold of departure into uncontrolled flight. 

Final turn is initiated close to the ground in the presence 
of a wind gradient (below 250 ft).  The turn is relatively 
steep.  The airspeed is adequate for the same turn at 
altitude (above the effects of wind gradient).  The bank 
angle continues to increase as a result of the lower wing 
being in slower moving air ( producing less lift) and 
being on the inside of the turn ( also producing less lift). 
The pilot applies opposite aileron (down going on the low 
wing) to correct the increasing bank angle thereby 
increasing the angle of attack on the low wing and 
reducing the angle of attack on the high wing. Large 
rudder input is also required to stop the nose swinging 
towards the lower wing due to the increased lift related 
drag from the lower wing. The lower wing stalls with the 
stall spreading from some point probably outboard of the 
spoiler box.  The glider trips over the stalled wing with 
the nose dropping towards the vertical and rotation 
increasing in the direction of the lower wing. Once the 
lower wing stalls there is absolutely no containing the 
situation unless there is sufficient altitude to recover from 
the incipient spin.  There are some other factors to 
consider.   

1) The larger the wingspan the larger the moment of 
inertia for the wings (larger mass – larger radius).  
So for the larger span glider once the rotation has 
started it takes longer to arrest the rotation once 
rudder input has been applied. 

2) The glider may not have sufficient aileron 
authority to overcome the differential airspeed 
due to the combined effect of wind gradient and 
turn radius. 

3) The situation is considerably more critical on 
large span gliders. 
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There is no way to effectively demonstrate or practice 
recovery maneuvers for this kind of event.  Practicing 
slow flight and incipient spins at altitude is important but 
inadequate preparation for the overbanking stall spin at 
low altitude in a wind gradient since there is no effective 
recovery from the event. 

Just about this time you would expect your preconscious 
8th grader to ask a question ‘ So Daddy could you have a 
similar thing happen to you when you are hill soaring or 
circling in one of those orographic thermals close to a 
rocky mountainside in the DG-1000?’  ‘Well of course!’  
You instantly answer without even taking a breath, 
explaining that any time you are in turning flight and 
have the possibility of significant sustained different 
airspeed across the two wings this situation could occur.  
That’s why you see those guys in their APIS and other 13 
meter ships cuddling up close to the mountains while we 
with our big wings stay a respectable distance away and 
make long runs along the ridge. 

I think the reason one sees experienced high time pilots 
showing up in these types of accident statistics is now 
pretty clear. This is a mistake you rarely get the 
opportunity to correct or a second chance to make. 

I think the message is also pretty clear – low altitude 
steep turns in large span gliders – particularly in a wind 
gradient can, and often are, irrecoverable and fatal.  The 
well harmonized and easy flying characteristics of many 
large span gliders leads to the view that they are easy 
ships to fly. They can be – but they require you to fly 
differently and not expect to have the same handling 
margins of say a 15 meter ship.  After reading through the 
accident reports I am firmly convinced there is the need 
to make every approach and landing a precision event 
and establish a fully stabilized approach to the intended 
point of touchdown at a respectable altitude much higher 
than one would with say a 15 meter ship.   The higher 
performance of these large span ships allows a much 
larger pattern and longer final approach.  Making that 
final turn at an altitude where recovery from an incipient 
spins is assured may be one very simple way to stay out 
of the danger zone. 

Keith Turner 

 

Photo by Kathleen McCrary 

Check List for Club Gliders 
For those that attended the safety seminar, you may recall 
that I shot off my big mouth when Bob Wander asked a 
question about checklists used before take offs.  I rattled 
off a few things that were not on the traditional list and he 
was so impressed with my brilliance that he wanted me to 
share it with the world.   

OK, enough self congratulatory nonsense.  I believe the 
point that Bob wanted to make is that there is more than 
the ABC type checklists that we were taught and that we 
probably use many variations of those lists without 
sharing any wisdom about them with our compadras.  
Bob thought that it would be a good thing if I shared 
mine.  I am sure that if someone with a bigger mouth than 
mine answered the question, it would be their headache, 
not mine to write this article.  So, without further ado, 
here we go.  

My entire flying career has been with club ships.  I have 
flown with other clubs using their equipment and I have 
rented ships once or twice.  As I thought of this more, I 
realized that there are things peculiar to club ships that 
private ship owners may not have to deal with.  Any club 
ship may not be in a condition to take to the air just by 
the virtue of abuse given it by the person that last flew it.  
Therefore, everything is an unknown quantity.  I 
originally responded to Bob’s question with: 

·  Maps are easy to reach and are folded to the right 
position. 

·  Water secure and flow tube is functional. 
·  Radio is pre-tuned and working.  If you have a 

hand held unit, then check that it is secure. 
·  Seat is adjusted.  
·  Miscellaneous items are secure so they don’t go 

flying in event of an upset or unexpected attitude. 
·  Food is handy 

 
This is clearly not complete.  Even the items that I 
mentioned are not complete enough.  So let’s start at the 
beginning.  I will not go through all the items on a 
preflight for every one of our gliders.  I am going to 
highlight the basics.  As good ‘Airmen’ you need to be 
familiar with the specific type of glider you are flying 
that day.  That is why you got signed off by an 
instructor…..right???  Anyway, with that disclaimer, let 
us proceed.  

1) When approaching the glider.  Note that it was 
tied down properly minimizing the chances it 
was abused while on the ramp. 

2) The glider is symmetrical.  Right?  I. E. the 
wings are not bent (only seen from a distance) 
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the horizontal stabilizer is still horizontal and the 
vertical stabilizer is still vertical. 

1) Taking off the canopy cover, fold it so the soft 
side is inside the fold and the only part of the 
cloth touching the ground or pushed under the 
cable is the rough outer surface. 

2) Open the canopy.  Check that the emergency 
release is secured with the proper gauge wire.  
Note that the Blanik L-23s and L-13 have wire 
on the pins securing the canopy on the outside.   

3) Check the battery.  If it is still in the ship, change 
the battery.  Always fly with a fresh battery. 

4) The belts are in a condition and secured enough 
to hold a petite 220 pound club member in place? 

5) The paper work is in the glider.  Right?   
6) How much do you weight anyway?  Count the 

chute, handheld, etc.  Know the weight you your 
total package.  If in doubt, ask your spouse they 
tend to be painfully honest.   

7) Are you taking a friend?  What do they weight?  I 
usually obtain the information through some 
subtle questions that only a New Yorker could 
come up with such as ‘Hey, you between 120 or 
220 pounds?  If you lie, we both die.’  Know 
your weight range.  Remember, flying an over 
gross aircraft is illegal and can jeopardize your 
health and that of the passenger.  It is also hard 
on the bric-a-brac.   

8) Check the little book for squawks from the 
previous flight.  By the way, when was the 
previous flight????  For the Astir or Apis, it 
could be months.  Idleness can be detrimental to 
an aircraft especially if it is on the line all that 
time.  

9) Remove all control locks and secure them to 
something on the ramp.  In particular, this is 
important in EPH.  Anything can be blown 
anywhere at any time.  

10) While you are doing all this running around, 
NEVER LEAVE THE CANOPY OPEN!!!! 

11) Are the yawstrings in place?  What are their 
condition and that of the tape? 

12) Perform your normal model specific preflight 
check and walk around. 

13) During your walk around, check all support 
bearings on the flight control.  This is important 
for all Blaniks.  I have a rudder almost come off 
in my hand.  Last summer, the center support 
bearing on the left aileron gave up the ghost and 
the aileron was supported on only two bearings.  
This February, the left out board elevator support 
bearing on the L-33 began to bind making pitch 
control stiff.  To check a bearing, do the 
following: 

a. During the positive check have the 
person with the stick hold it in the neutral 
position. 

b. Place you hands on the top and bottom 
surface of the control surface. 

c. Attempt to move the surface out of plane.  
If it moves, the glider is 
grounded……period.  

14) Do you need to tape anything??  On our 1-34, the 
tape tends to lift off from the turtle deck.  It 
makes a God awful whistle and does not 
contribute to one’s confidence level.  We keep 
tape on our seams far too long, so feel free to 
remove the old stuff and retape.  

15) Note the preflight date and results of your 
inspection in the log book provided and sign your 
name with a date.   

16) Get into the cockpit with your parachute, and 
stuff and check the following: 

a. Seat in the proper position.  (Note that 
the 1-34 seat position is critical for 
heavier pilots.  A seat position too far 
forward puts someone of only 205 
pounds out of weight and balance.)  I try 
to get the seat as far back as possible 
with some space between my head and 
the canopy and still reach the radio, 
vario, etc. 

b. Adjust the foot pedals to your seat 
position, not the other way round. 

17) OK, it is time to move to the line.  
18) On the line get help and do the following. 

a. Put your water in the glider.  Note the 
routing of the drinking tube.  

b. Put your cell phone and pocket knife into 
your breast pocket.  You may wish to 
take your wallet out and place it 
elsewhere.  (Two hours into a flight and 
my left buttock is numb because I forgot 
to put my wallet someplace else.) 

c. Put on your chute properly.  If you can 
walk up right, it is probably too loose.   

d. Now get in and close the canopy to check 
head clearance and open it again.  

e. Secure your belts. 
f. Stow the water.  In most ESI gliders, I 

put it in back of me.  Have a buddy help 
you route the drinking tube to a place 
that you can reach.  Secure it there and 
take a deep draw to check functionality. 
DO NOT SECURE IT TO THE 
PARACHUTE.  For that matter, don’t 
secure ANYTHING to the parachute 
unless you want to take it with you.  





�

g. Next get the hand held (I have one as an 
emergency backup).  Have it tuned to the 
desired frequencies.  Stow it in a place 
that allows for good transmission and is 
secure.  If you have a clip on mic, clip it 
to the seat belt close to your head.  Do 
not put it on your parachute strap.  

h. Fold your maps so they expose the 
portion you wish to see in flight and stow 
them. 

i. I do not take food with me.  I usually 
need a bathroom before I need food.  So, 
for those who need it, stow it were you 
can easily get it.  The same goes for sun 
block, glasses, etc.  Do not leave them 
loose.  

19) OK, NOW go through your ABC checklist.  In 
EPH, I spell canopy K-A-N-O-P-Y because the 
Kanopy Cooks, so the last thing I do is close it 
and check that it is locked.  (Note that the L-33s 
have had canopies open in flight.  Visually verify 
that the lock pin goes into the forward pin 
receptor.)  
 

Well, that is what is on my mind when I am preparing to 
fly.  My next project is to fit this on a 3 by 5 index card 
for easy reference.  I welcome to hear from all those that 
feel I have left something out.  I know this is not a 
complete list, things such as being current on your meds 
and taking a physical and mental inventory of yourself 
before you preflight is very important.  I am looking 
forward to a new soaring season and hope to see you all 
on the field.  

AJ Puglisi 

From the Editor 
After organizing all of the submissions, I like to have my 
wife, the professional writer, look over the newsletter and 
make little fixes.  This time in particular she remarked 
about how much she enjoyed the interesting content and 
different voices. 

I want to thank everyone for their wonderful writing and 
photography. 

Mark Nyberg 

 

Classified ads 

For Sale: DG505 Elan Orian 
High performance two-place Sailplane.  No major damage 
history, 3554 hours total time at last annual in June 2008, 
manufactured in 1998.  Options include: water ballast (353 lbs), 
Retractable gear, Becker radio, LX500 Nav Computer/Data 
Logger System and Cobra Trailer.  20 m span, 44:1 L/D at 59 
kts, 149 fpm minimum sink.  For more information click on 
Aircraft for sale at www.PacificAeroSport.com.  Please 
contact Chris@PacificAeroSport.com  or Phone: 360-474-
9394. 

Price: $89,900.00 OBO 

DG-800B for Sale 
Built in 2000, 638 hours TT total time, 62 hours engine time, very quick glider, holds 28 state and national records, loaded 
with options and extras, no damage history, 15m and 18m extensions with winglets, Becker radio, Terra transponder with 
mode C, Cambridge 300 glide computer with data recorder, Ipaq with WinPilot, SN10 glide computer, Volkslogger data 
recorder, large glare shield solar panel, EDS O2 system, extra battery bank, combo G meter, gear warning/flap/stall speed 
device, extensive XC emergency kit with second solar panel, Globalstar phone, personal ELT, parachute, lots of spare 
parts etc, Cobra trailer with anti-sway hitch, single man rigging. For more information please contact 
Chris@PacificAeroSport.com or Phone: 360-474-9394.  $156,400 

 
GROB 109 Motorglider for Sale  
Dual NAV-COM’s: KX155 & KX165, KT76 Transponder, PS Engineering Audio Panel, Artificial Horizon. 
Engine: Factory overhauled in 2007, Limbach L2000EB1-AA.  Wings: upper surfaces refinished with Acrylic Urethane 
Contact Chris Klix, Pacific AeroSport LLC, 360-474-9394 
www.pacificaerosport.com 
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GROB 109 Motorglider for Rent  

Available for rent $65 per hour, dry.  Instructors available.  Pacific AeroSport, 360-474-9394, Arlington WA.  See 
www.pacificaerosport.com for additional information and requirements. 
 

Minden Wave Camp April 8-12, 2009 
Come enjoy a good old-fashioned Minden Wave Camp!  Presentation by Rick Walters (Using Rotor to Climb into Wave), 
Gordon Boettger (Wave Flight in Class A), Kempton Izuno (Memorable Wave Flights), Doug Armstrong (Sources of 
Weather Forecasting), and Fred LaSor (Flying Safely Around Reno’s Airspace). 

Instruction available in our ASK-21 and 2 Duo Discus gliders; solo flight in our LS-4, all transponder-equipped.  Daily 
WA briefings.  O2 and tows available.  Internet in hangar.  BFR signoff with minimum flight & attendance.  All five 
programs $100, Motel discount available $65 per night double occupancy (queen), Basque dinner banquet $40. 

Sponsor:  Soaring NV – 775 782-9595 – www.SoaringNV.com  

Call for reservations or info – bring your glider or fly ours. 

Air Sailing Gliderport announces the 15 th Annual Thermal Camp June 8-12, 2009 

Five days of classroom and flying northern Nevada’s best soaring area.  On site facilities include: clubhouse, showers, 
fridge, microwave, camping, oxygen, internet, laundry and more. 

Air Sailing Gliderport is located 28 miles north of Reno, Nevada.   www.airsailing.org 

Contact Rob Stone – Camp Manager.  775/240-9461  rstone118@charger dot net 

Air Sailing Gliderport announces the 23rd Annual Cr oss Country Camp June 14-19, 2009 

Five days of classroom and cross country flying northern Nevada’s.  On site facilities include: clubhouse, showers, fridge, 
microwave, camping, oxygen, internet, laundry and more. 

Air Sailing Gliderport is located 28 miles north of Reno, Nevada.   www.airsailing.org 

Contact Dave Prather – Camp Manager.  530/672-6993  dwprather68@yahoo dot com 

Wanted: SGS 2-33 

Schweitzer 2-33 in flyable or restorable condition -- preferably with trailer for training our CAP cadets in Washington 
state. 

Contact Mike Talley at 425-359-0133 or m.talley@juno.com  
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