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Cover Photo

Student member Ben Person watching Victor Andrudand our
newest L-33 at Twisp.

Special Room Rates for SSA Members in Little Rock

The DoubleTree Hotel in Little Rock has announgeetsl rates for
SSA members attending the convention January 22€B0). Please
visit the following link for more information on servations.
http://doubletree.hilton.com/en/dt/groups/persaealiLITMBDT-
SAA-20100121/index.jhtml

If you are interested in speaking at the convenpiease contact

Wayne Crank atwcrankjr@aol.conas soon as possible

SGC Banquet

This year's banquet is scheduled for Saturday Ndesrid. For more
details sesvww.seattleglidercouncil.org

Did you say “towplane controversy”? | can't heauy

Photo of Ed Walker courtesy of Fred Harmanspann.



President’'s Message

Looking at the latest numbers for our tows thisryep
by 11.5 pct from last year), the growing numbeneiv

members, the increasing enthusiasm for XC soandg a

the increasing interest in soaring encampmenezl| f
confident that Evergreen Soaring is in good shayjée
are a diverse lot, young and old, ranging from gree
beginners to soaring veterans, with some happtaioils
spitting distance of Arlington and others tryingetxplore
the soaring limits, tow pilots whose karma it igite the
tow plane until sunset, flight instructors who are
dedicated to mold the next generation of glidestpiand
social members who just like the scene. Thisadsaup
to an interesting mix of soaring characters, batso
makes it sometimes difficult to reach a consenbosiia
major decisions as the current discussion about our
finances illustrates.

Evergreen Soaring is facing a situation where our
financial well being requires some action. We hswee

predictable and some not so predictable expensamgo
up and unless we address them in a timely manegr th

will develop into a real problem. We don’t havetsh
into any action but the longer we wait the moreane
below our financial “comfort level “. That comfdavel
is based on being able to pay for expected expenmis
as tow plane engine replacements or hangar lease

extensions plus other unexpected expenses frorfabiai

cash on a sustained basis. This is not a verylet®ta

business plan as has been suggested occasionatiyrbu

current situation does not lend itself to makinticslong

range plans. Both, BESC and ESI, have had to move

from one home base to the next several times ipalse
and - as much as we like Arlington - our preseheeet is
somewhat tenuous.

So, for the time being we have to straighten out ou
finances while preserving flexibility and keeping
operating as usual. Whatever course of actioakisrt by
this or the next Board of Directors, it will notgalse
everybody but it should assure the continued ojograt
and growth of Evergreen Soaring. The basic gostilis
to experience and to share the joy of soaring.

New Members

Mitchell Holliday is a hard-charging 16-year old avh
attended the CAP Glider Academy this summer and
recently went solo. Angus McKinnon explained that
Mitchell was one of the top glider students indiess.
Once Mitchell earns his glider pilots license, zgr$ he
will take is father (Mike) for a flight to get hito join
our club.

Tristan Slezak is 19 years old and has been a nreshbe
the Civil Airp Patrol since 2006. Tristan has flow
gliders with Gary Boggs down in Hood River, Oregon.
Tristan’s father and grandfather are pilots.

Mason Killebrew was the third new member accepted a
the September board meeting. Mason has taken about
dozen glider rides over the years and recently 8T
lesson with Mike Delaney. Mason is hooked!

The Towing Contract

The other day | had an opportunity to tow for a klab
way up North, in my old neighborhood, and becabse t
towing was done in a Super Cub, | just could ngtrga
to an opportunity to fly that great little planerPof the
day’s activity was to reposition a glider via aéow to a
grass strip out of which we would operate toddave
towed gliders cross country many time, so | had no
problem with the assignment. Before takeoff, thdayl
pilot and | had a review of the flight plan, whaute to
take, communication, emergency procedures etc. We
agreed on a plan which basically called to fly frArnto

B, climb to 5,000 feet, level out and head stratgithe
destination airport. The glider pilot stated to that he
would be moving into the “low tow” position, juss a
soon as he felt comfortable to do so. | agreed vandot
going. All went well, the glider pilot moved intbe low
tow position shortly after takeoff, which meant foe
that he would be out of

sight.

At 5,000 feet, the Cub

was only climbing at two

or three hundred feet a

minute, we leveled out.

Of course, part of

leveling off was also

easing back on the

throttle; because the Cub, equipped with a clindppr
would quickly exceed the RPM redline if left in tblemb
power setting. All appeared to be fine. | wad stil
adjusting to the new cruise power setting when salyd
the tail of the cub was yanked up so violentlyeit like
the angels caught me with one of their fishingdirend |
found myself looking straight at the ground. Befbre
really understood what was going on and beforaildco
react, the pull suddenly let go, and all was back t
normal, except | knew that the piece of fiberglisd |
was towing was no longer attached to the end ofdpe.

As soon as | was in control of the situation aghaalled
for the glider pilot. He sounded OK on the radiabbled
something about not sure if he could make it to our
destination airport, but we both made it. Oncelan t
ground, we quickly discovered that the tow ropé&ethat
the glider. | asked the glider pilot what happersed] to



my surprise his reply was: “I don’t know! Suddehly
could not see you, and before | knew what's goinghe
tow rope failed. | have no idea what went wrong!”

Keep in mind; he was in a low tow position when the
“event” occurred. He shot from a low tow position
through the prop wash to a position above the tawep
until the rope shapped.

This was kind of a strange response, but to bediphe
did not think too much about it, and just thoughings
happen. A glider with a flying tail, CG hook, falg
asleep (just kidding) or maybe he reached for shimgt
and before he knew it he lost control. It's prolyghkt a
tiny screw up.

That evening, after a day of great soaring, | voa®w
that same pilot back to the original airport. Wecdissed
the route again, same idea, climb to 5,000 fee¢| leff
and he would release just as soon as he felt ctetbler
that he could make the home field. At 5,000 feslled
him on the radio, advised him that | would level and
maintain the agreed towing speed. Yes, you guessed
right, just like this morning, the same thing hapged
again, glider ballooned upwards, yanked my tailtug,
this time the glider pilot released before things @ut of
hand. My thoughts were: “WTF!”

This time we turned back to the departing airpamg
once back on the ground | asked the glider pilcatwias
happening but | got the same answer. Accordingno h
he suddenly ballooned upwards, but this time he was
ready to react and released. But still, he didknotv
why he lost control of the glider.

This was starting to worry me. One incident, | fae
with that. But the same thing again? That was ggam
any case, we decided to let things be for now,raagbe
tow the glider home the next day.

So, what do you think happened? | really don’t know
except that this particular sailplane has a CG han#
what may have happened is that when we levelediout,
slack rope developed, and when the rope tightegaitha
it yanked the glider into a nose up position whics not
aggressively corrected.

Here is what goes through my mind. At 5,000 feeL AS
we were at least 1,500 feet AGL, | was never in a
dangerous position. | had plenty of time to rele8ze
what would happen if for some reason the samet&itua
develops at below 500 feet AGL? This thought warrie
me just a bit. The fact that the event occurredraigethe
evening appears to point out that there is an jssu
that the pilot may not be completely current inlohea
with unusual situations.

Here is the bottom line: When you, the glider pibotd |,
the tow pilot, tie a knot, meaning we are connegtidd a

tow rope, we have entered into an unwritten contraat
we can’t ever break. The substance of this conisact
simple and basically says | keep you alive, andkerp
me alive. More specifically here are the terms:

“l, the tow pilot, promise that | have checked
out the tow plane, it has sufficient fuel on
board, and the plane is air worthy. | have also
done everything | can to be up to date on any
procedure to conduct a safe operation and |
have taken every step necessary to safely tow
you to the requested altitude and location.”

“You, the glider pilot, promise that you have
done everything you can to be current on any
procedure and maneuver to safely stay behind
me. You are familiar with slack rope and you
know how to deal with it. You are ready to deal
with any unforeseen emergency, including
releasing if the situation requires this. You are
intimately familiar with your glider and all its
unusual quirks and you know how to deal with
those quirks. You have taken every step to
ensure that your glider is properly assembled
and you will not endanger my life.”

This is our contract and let us both not forget!thhae
fact is, in case of a screw up at low altitudés itery
likely 1 will end up dead.Qase in point, recent
accident in Oregon.)

I love to tow, | always have fun doing it, and asd as
you and | are doing all we can to keep it safewiliebe
OK. But if you are negligible, and you screw up &t
me, | will haunt you the rest of your life, dondrfet
that!

Joe Cool

Twisp Revisited

I think it's safe to say we had another awesome
expedition to Twisp. Just as the last time thallairport
welcomed us with open arms and provided wonderful
support. | can't say enough about their generodihe
flying was great too. For the most part any tiroa got
airborne you could stay up until the sun went downtil
you got tired or until your instructor told you to

land. Sometimes it sucks to be the bad guy. We we
able to experience ridge soaring, thermals and wave
flight.

| took a lot of pictures of people this trip andiueed
them in size for this email. Hopefully it will nbe too
big. Later I'll send out some other pictures thiitfocus
on events. My only regret with these picturetha |
missed a few of the participants.



First, a special guest dropped in. Cecil Craipad
never met the gentleman before last week-
end. Ironically, we had spent the night beforengjt
around telling tall tales of past glider exploitghink it
was Gene that told all of us about Cecil's flighCrater
Lake.
The next
day Max
Karst
arrived and
brought
along a
friend. He
sat in the
midst of all
the students
and talked
about
soaring. One of the students said something Bkait"
sounds like you're familiar with soaring”. He graw
broad smile, nodded his head and told us thathedt
thirteen state records in soaring. That's whemnygvieg
clicked in my mind and | figured out who was amdngs
us. | started watching the students to see ifveimeh any
of them figured it out. After about five minutesdught
his attention and asked, "have you ever landedaeC
Lake?" He got the most amazing twinkle in his agd
smiled that smile again and said, "yup, that wa'§ then
| saw a bunch of other light bulbs go on and the
conversation really took off.

Steve Baker

Skykomish Story

Evergreen Soaring Club closed the 2009 expedition
season with a trip to Skykomish airport on Sunday
September 27. The expedition was attended by 4teriv
owners and our club towplane 17Z.

Skykomish is a small town a few hours N.E. of Seatt
off of the U.S. 2 corridor. From the 1890s to 1974,
Skykomish was a maintenance and fueling station for
the Great Northern Railway. Today, it is mainly a
stopping point for recreational access to the sumong
mountains, including skiing at nearby Stevens Pass.

Of interest to pilots it also offers a nice mountairstrip
maintained by the WSDoT. The mowed grass strip is
2050’ long and is 100" wide, it sits at 1002’ MShda
faces 06/24. The west approach to the strip is @idky
due to tall treesn either side of the slot, but the east
end is nice and clear. This is a typical mountain
airstrip with the usual precautions that include tricky
winds, valley flow and venturi effects up and down
the valley. That being said, choosing conditions that
are good for soaring is relatively easy, but one must

always use caution and understand that there are
times when one simply shouldn’t operate there.

On Sunday the 27 we had very light winds from the
East, the forecast was for East winds to 16mph. |
had high hopes that would be the case and we
would see good ridge lift on Sobieski Mountain.
Instead the winds were somewhat light and variable,
and that did turn out to be good for us. The day
turned out to be a great thermal lift day, a blue day,
but once we found the house thermals it became
relatively easy to explore the local area and if lift
wasn't found, a trip back to the local house thermal
guaranteed a climb back to 6000’ or more.

Fred and Kathleen took an Aero tow in the Chinook,
departing KAWO late in the morning behind 17Z .
They ended up on Clevelend Mountain, about 4
miles to the West of the airstrip, it was soarable and
they worked the ridge for a few hours before the rest
of us finally realized that it in fact was soarable and
that we better get moving!

| took the first tow. It was a 5000’ tow up the valley
between Tonga Ridge and Sobieski mountain, |
released over Malachite Peak. The scenery was
awesome, but the lift wasn’t. Eventually | ran the
ridge North and then crossed the main valley and
headed towards Beckler Peak, this turned out to be
the house thermal. Kevin was already over the top
and soon we were in the same thermal and climbed
to 6000’. Max wasted no time towing directly to
Beckler peak and connected also.

We all explored the area independently. Kevin made
a few runs West to Klinger ridge and flew with some
raptors, Max explored the nooks and crannies of the
lower hills and ridges, always managing to catch
enough to keep him in the game. | decided to cross
the main valley once again, this time to the South
and headed for Tonga Ridge. This turned out to be



a really good move. | had enough altitude to make
the South end of the ridge and hooked up with really
nice lift in a sheltered bowl. This eventually allowed
me to work my way deeper South and onto the
flanks of Mount Daniel and Mt. Hinman. The alpine
lakes in the Necklace valley were beautiful, and so
were the lakes along the North end of Malachite
peak.

It was getting late in the day as | flew back along the
ridge and retraced my way back to Beckler Peak. By
now Fred had landed, and was on his way back to
AWO behind 17Z. | joined back up with Kevin and
Max before calling it a day and announcing | would
take the first landing.

All three of us had great approaches and landings.
A fantastic way to end a fantastic trip. | would like to
thank the ESI BoD for giving the big Yea on the trip,
and to Keith McTow for providing some great
towing. | look forward to flying there again next year.

Brad
199AK
Glider Tiedowns

Some of the many ramp rats in our club have appexhc
me in the last few weeks regarding the shoddy way
gliders are being tied down. Since | have onlyayoto
KAWO once since 8 Aug and everything looked OK to
me at that time, | can only conclude that all this
mishandling occurred once | was off the field. Ove
Labor Day | ventured over to EPH to visit the 1-34.
noted that two cables were placed on the same point
the wing, which was the ring the manufacturer saysse
for tie downs. Although I did not fly that weekedde to
weather, | did preflight it one day and placedtibe
downs were | found them. That was a mistake.nSo i
order to clarify my feelings about tiedowns let start
with the gliders usually left on the field.

First let's start with the knots.

We use a version of a double half hitch. Theepsoper
name for it, but my best efforts could not find ¥ou
start with a half hitch, pull it tight about a fomivay from
the tie down of the ship, pay out about anothet édo
line and make another half hitch, and then kntut ibck
it in place.

Depending on the model glider, place a rope orecabl
through each of the primary tie down points. Tibat tie
down point? On the L-13/23 we have one on the each
wing spar and each wing tip for a total of fouthefe are
no places to tie the ships in the tail so you readute
the rope around the tail wheels, BUT do not da #&uich

a way as to allow the axle on the tail wheel tctrdiae

load!! This is easier on the L-13 than the L-Ze L-23
requires that you tie it around the swivel andytbke.

The L-33s have those nice aileron lock/tiedowruiigs
that spread the load nicely. Unfortunately, thisffset
by the complete lack of suitable tail tie downdeTL-
33s need to be placed on their tail wheel and tiserthe
lifting hawsers to wrap around the aft fuselage and
vertical stabilizers. It is a challenge to mak¢hbends of
the hawsers come out evenly, but it must be done.

The 1-34 has a single tie down point on the wing
spar. Everyone, including myself, has been knawn t
place every rope and cable on the planet through th
point. This means there is a single point of failthat
can allow the glider to get loose. Overstresdiig) point
is not advisable. Although, folks will disagregthvine, |
place one cable of rope through the main tie dowh a
then fasten a secondary rope around the whee$ strut
the tip of the wings. This is not made to carrgdpso do
not tighten the rope so tight as to release thadarof
the ropes/cables on the main tie down point. Afgcdlt
as this is, the 1-34 makes up for it by having dicked
tail wheel tie down. Place the rope through ghten it
up, and your done.

To sum up, a good tie down will prevent needless
damage to our ships as well as protect the shigemvn
that park next to us. Remember that are shipwelle
loved on the weekend, but get very lonely durirgy th
week. Between times they are unattended so the las
person to tie them down on a Sunday night may ée th
last person to see them for at least five dayswatm
longer.

So, be careful, be safe and have fun.
Old Crusty

The New Guy Goes To Twisp

After a twenty-four year hiatus, | returned to sograt
age 40 through the Arlington Soaring Club. | was of
those kids who was fascinated with flight and tkitigat
fly. My father brought home the very first Micrdso
flight simulator in about 1981 or 1982 and | spent
countless hours mastering the program, becomind\d W
flying ace and all the rest. That led to buildmgdel
airplanes; hand launched, free flight, rubber peder
gliders with power pods and eventually powered R/C
planes looking something like a Cessna 152. Téteofa
those flights ended when the wings folded up at the
bottom of a loop. Forgot to throttle back!

| also worked at Sugarbush Airport in exchangdlfght
lessons and was able to solo on my 14th birthddter a
couple more summers and another 20-25 flights, sdme
those in a 1-26, | guess my interest in making mare
chasing girls led me away from the airport. | likethink



that was normal for sixteen, but sometimes | reigyret
did no flying from 1985 until this summer.

| found out about Arlington in July of this yeardan
decided to take the plunge. After an introductogeting
with Mark Nyberg to learn some of the club's opecat
procedures | just showed up at the field one mgraimd
was greeted with a handshake from Stan. Withiabo
twenty minutes we were wagging the rudder and Ingadi
down the runway. Stan was a great, enthusiastic
instructor as was Steve Baker for my second fligkiter
that day, | had begun to dust off the cobwebs aatized
it was all within reach again.

A few weeks later, Hans started circulating the :iew
about the Twisp encampment. | knew that would be a
remarkable place to fly and committed to makingttipe
What I didn't know is that | would be taking a 3uno
flight with Steve and reaching 10,500 feet, a peaso
record for me after so many flights back in Vermowe
worked on everything from ridge to thermaling tovwa
and had a great time enjoying the scenery. Beyload
flying, | was also greeted with enthusiasm anchftihip
by the rest of the party. It was a great expeseridook
forward to sharing more adventures in the nearéutu

My thanks to Arlington Soaring and the fine folkeel
met to this point for making it so enjoyable and
accessible. | really appreciate it!"

Charles Tompkins

Evergreen's First Towplane — 30Y

Back in the early 1980's Evergreen Soaring coriste
just a few aircraft and roughly twenty to thirty mieers.
When | joined the club back in February of 198bat
only 3 aircraft: an L-13 Blanik, a 1-26 and a 2-3he 2-
33 was lent to us by Bob Chase who graciouslydeise
it for student instruction. The 1-26 was ownedaby
partnership consisting of a few founders of thegiosl
club. The Blanik, N14MK was owned by another
partnership and at the time and was being purchaged
the club. The club did not own a towplane.

Chris Klix, one of the club members, owned a Ppa&f
12 Super Cruiser and let the club use it as a el
Chris provided N4JC for a number of years to kéep t
club going. With the constant burden of mainteaaied
towing almost every weekend, Chris finally decided
sell it. His contribution gave the club time tdvsothe
critical problem of getting our own towplane. Thus
began the process of getting the first towplanecthie
would actually own.

In late 1985, a Towplane Acquisition Committee was
formed to find the “perfect” aircraft to do thabjol
along with a few others volunteered for that jobu3
began the big adventure. What type of plane shwsld

choose? Early on we decided to contact other @nlds
commercial operations to get their. After a fewntig
of phone calls and research, we came to the coonlus
that a Piper Pawnee would fit the requirementstudlily
everyone we contacted that operated them saidi that
the only plane for the job. The airplane was owad)iy
designed from the ground up to be a duster or sprayd
specifically designed to protect the pilot in thet of an
accident. Most early duster, sprayers were matlifie
military aircraft and were not really designed totHe
job efficiently or safely.

The history of Piper aircraft and especially thsige of
the Pawnee is an interesting story in itself.

From Wikipedia:
http://en.wikipedia.org/wiki/Piper_Pawnee

“The PA-25 Pawnee was originally designed by
Fred Weick [1] as a rugged, easy to maintain
agricultural aircraft. The Pawnee is a single
engined low-wing monoplane constructed of steel
tubing and covered with fabric. The emphasis of
this design was on pilot safety with the fuselage
structure designed to collapse progressively during
a low speed crash, typically experienced during
crop spraying operations.[2]The later Pawnee D
version featured twin fuel tanks mounted in the
outer wing panels, further improving crash
worthiness, early models of the Pawnee had a
single fuel tank located between the agricultural
hopper and the engine. A useful design aspect was
the ability to carry a mechanic on a jump seagditt

in the hopper to assist with operations at remote
stations.”

After talking with numerous clubs and commercial
operations about the various Pawnee models, whyfina
settled on the “B” model. It was the simplest amakt
reliable to operate. It also offered low operaiiogts,
low maintenance costs and the performance to taye la
gliders. During the last few months of 1985 andyea



1986 we placed ads in The Western Flyer and other
aircraft magazines looking for a Pawnee. Afteew f
months of looking at a number of aircraft, | finyall
received a call from a man in Lewiston, Idaho angwe
our ad in Western Flyer. He said he could builjuss
what we needed.

A few days later, Doug Clark (Evergreen's then
President) Chris Klix, Earl Pace and | drove ower t
Lewiston, Idaho to talk to the person directly amspect
some aircraft that he had rebuilt. After lookingadew
we were immediately impressed with the quality isf h
work. His proposal was to rebuild a wrecked Pawinee
the club. He worked as a commercial sprayer duheg
Ag spraying season and rebuilt airplanes during the
winter months — with the idea of selling them Idtara
profit. He was also the lead Al mechanic at tlealo
Cessna dealer in town. After finishing our conaéioh
with him we promised to call back in a few dayshnotr
decision. We all hopped back into Doug's car and
discussed the offer on the long drive home. A diewys
later | offered Dave $18,000 to sell us the relidtvnee.
With a deposit check sent to him he immediatelythe
went to work building our new ship. It was early
February and he told us the plane would be fewiagd

to us sometime in April.

4430Y arrived in Arlington on a dry, partly cloudgy in
the middle of April 1986. Dave flew it in from Léston
himself after scud running over Snoqualmie Passud)
I and a few others were waiting at AWO when it fiya
landed and taxied up. We were all grinning eaaoas
we watched our almost new custom-built towplane
arrive! It sported a custom paint job with Evergrs
choice of colors - the first in our new line of gre
trimmed colored aircratft.

Initially the Pawnee was tied down outside. Nobals
liked that and after one episode of finding watethie
tank along with some other contaminates. The Pawne
needed a home, so the club moved to buy one afetive
hangers being built at the north end of the field.

Of course with a restored old aircraft, we had share of
teething problems - the first one being low oilgmere.
This was resolved a month later when Dave flew back
over to work on the oil pressure relief valve. Arey
problem was a leaking fuel bladder that causedushm
grief and finally motivated us to replace the drigt
fiberglass tank and bladder with a custom-builtahet
After extensive problem solving by a few member33a
and an inspection sign off from the FAA we weralfin
flying again. That was a long story in itself buénded
up paying big dividends as we have no expensivédela
to ever replace. Back in 1986 a new bladder cast 0
$3000! The new metal tank also holds over 40 gallaf

fuel. Four more gallons than the original fibesglaank
with the rubber bladder.

But other problems continued to crop up. The esmgin
driven electrical generator could not keep up thi
constant starting and stopping. In the coursed#ya the
battery would slowly run down and sometimes go dead
To solve the problem I installed an alternator and
partially rewired the plane by replacing the orain
aluminum battery cable with copper cable from golst
Boeing Surplus. Over time, the small problemsfiyeid
and we began to enjoy a very reliable towplanespeint
the first 6 years of its life in the club working @ almost
every Monday after it had flown the previous Sasyrd
and Sunday. | would drive up to Arlington and wyput
out all of the little fires so that it could be dyao fly the
following weekend. In that time, | learned a latnd |
mean A LOT! Chris Klix helped and I'm also gratdfu
Paul Nyenhuis. When a problem cropped up, Pauldvou
always drop what he was doing to come over and help
me. He knew how important that plane was to thb!cl
Paul loved the Pawnee and felt it was best planthéo
job. Many years later he still raves about it.tHa end, a
number of glider organizations in the Northwestdrae
convinced on the advantage of operating a Pawnee af
experiencing Evergreen's new towplane first hahe
plane ultimately proved itself.

The Pawnee would never have arrived if a number of

members had not stepped forward at a very criticed

in the club's history. When we began the procéss o

looking for a towplane at a time when the club had

savings to purchase the Pawnee. A number of meamber

stepped forward and loaned money to the club. hiwit

five years, virtually all of the loaned money haekh

paid back as the club grew. Thanks to 30Y and a

dedicated group of members, | am grateful to yéu al
Eric Shahan



WSDOT invites public to comment on State-
Managed Airports Handbook at public
meetings

ARLINGTON - The Washington State Department of
Transportation (WSDOT) Aviation will host a sers
public meetings to receive input on the State-Madag
Airports Handbook. The handbook, which is curnentl
being developed, will document policies, performeanc
measures, and guidelines for the maintenance and
operation of the 17 state-managed airports.

The public meetings are scheduled as follows:

September 22, 2009

4 p.m.to 6 p.m.

North Beach Jr/Sr High School
Library

336 State Route 115

Ocean Shores, WA 98569

September 24, 2009

4 p.m.to 6 p.m.

Walla Walla

WSDOT Maintenance Bldg
1210 "G" Street

Walla Walla, WA 99362

October 14, 2009
3p.m.to5pm.

Arlington Boys and Girls Club
18513 59th Ave NE
Arlington, WA 98223-7846

October 15, 2009

4 p.m.to 6 p.m.
WSDOT Spokane HQ
First Floor

2714 N Mayfair Street
Spokane, WA

During the meetings, the public will learn more abite:
1. State-managed airports system
2. Development of the handbook
3. Draft guidelines

Through a facilitated discussion the public willddge to
provide comment on the handbook and proposed
guidelines pertaining to the state-managed airpdrtgs
input will help to shape the draft handbook, whigh be
available for a 30-day public comment period beugjign
on September 22, 2009.

Please visit
www.wsdot.wa.gov/aviation/WSDOTManagedAiportsSt

udy.htmfor updated meeting schedules and
announcements.

For more information, please contact Paul Wolf, V&8D
State Airports Manager, at 360-651-6313.

More information about the state-managed airperts i
located at:www.wsdot.wa.gov/aviation/Airports/

Fred Hermanspann

Sailplane Aerobatics

| started learning to fly sailplanes in 1993 at Wéar
Springs California and later went solo and receivsd
license in 1995 at Caddo Mills Texas. Along the way
experienced a lot of strong turbulent thermals richgke
lift that can potentially put a sailplane into awerted or
other unusual attitude. Since | had no specifiitng on
how to recover from such situations and strong imagg
doubts about my ability to do so, | decided to gtud
sailplane aerobatics.

| did some research and discovered that Turf Sgarin
School at Pleasant Valley Airport in Arizona offére
aerobatic training in sailplanes. Since Pleasalieya
was close to my parents’ winter home, | travelestdhn
1996 and 1997 on three separate occasions. Duméng t
second trip | received an instructor signoff (afTur
requirement not an FAA requirement) to practice
aerobatics solo and carry passengers during a@robat
flights. The training at Turf gave me greater cdefice
in my ability to recover from unusual attitudesddn
discovered something even more important. Glider
aerobatics is insanely fun and the perfect pashime
those calm days when the lift is just not workihgas
hooked.

After a nine year layoff from soaring due to worida
school and a move from Texas to Washington, | bine
Evergreen Soaring and completed a BFR. Just like
primary flying skills, aerobatic skills fade quigkso |
made a resolution to pursue recurrent aerobatdsg
as soon as possible. In early 2009, | came across a
article on the aerobatic training course at Ariz&oaring
and discovered the instructor is Jason Stepheires th
times US National Glider Aerobatic Champion. When |
inquired about the course, | pleasantly discovénatnot
only do you study with a world class instructort the
price is also very reasonable. Arizona Soaringrefée
package deal that includes ground instructionyaiirc
rental, tows for ten aerobatics flights (5,000 GIA

each), and accommodations in the bunk house. If one
desires greater creature comforts or decides oftakily
members along, a wide range of hotel accommodations
are available in nearby Casa Grande, ChandlerSanth
Phoenix. Excellent soaring also conditions exists a



Estrella most days from March through November with
only six or seven no-fly days a year due to weather

The aerobatic course lasts for five days with tinghts
each morning since the G-forces are very tiring taed
strong afternoon thermals can induce excessivea@slo
on a sailplane during aerobatic maneuvers. Morne tha
two flights per day can be scheduled for studeis are
able to handle the greater stress.

Another bonus of the Arizona Soaring course is the
opportunity to fly the Margaski & Mys owski Aviation
Works MDM-1 Fox which is the premier two place
unlimited aerobatic trainer with allowed maneuwviéiest
include outside negative G loops and tail slidése T
Fox's 14m wingspan give it a faster roll rate tlodimer
long wing aerobatic gliders, and its lack of wiripetiral
makes inverted flight more stable. However, thec iBo
clearly designed for expert aerobatic pilots =g a
high stall speed of 50 knots in level flight, atpat
approach speed that starts at 75 knots, and thiedfab
transitioning into a spin with almost no warning
whatsoever for clean aerobatic spin and snap miries.

| spent a week studying with Jason during spriregakr
this year and latter returned for more trainingweek of
Memorial Day. Jason’s initial briefing emphasizédnig
aerobatics with a G-meter to prevent overstredsiag
aircraft. We acclimate to G-forces over time which
causes our physical sense of G-loading to chahgs; t
overstressing the aircraft becomes a real dangenwh
flying aerobatics without a G-meter. In additioarrse
sailplane flight manuals require a G-meter as qfitie
minimum equipment list when flying aerobatics, amd
that case using a G-meter is required by law. Jdsm
discussed the importance of studying with an egpeed
aerobatics instructor. Sailplanes have very limitigght
envelopes in terms of speed and G-loading whicht mus

not be exceeded. Self taught aerobatics almostiabig
results in exceeding these limits with potentigigyious
consequences. Jason ended the briefing with agdigcu
on properly clearing the airspace both horizontafiyg
vertically for other aircraft before initiating asratic

flight. Clearing must also be done periodicallyotighout
the flight. The Federal Aviation Regulations regttinat
aerobatic maneuvers be performed above 1500 ft AGL
(FAR 91.303) unless performed under an FAA waiver.

After the initial overview, each flight was precedeith
a briefing where Jason thoroughly discussed each
maneuver to be performed during the flight and @ima
plan was developed with some flexibility based gn m
performance. As maneuvers we were working on
improved, new maneuvers were introduced. First the
focus was on flying the maneuver safely and
understanding what action to take if something goes
wrong. Then the focus shifted to flying the maneuve
precisely.

In the briefing for a single maneuver, Jason would
meticulously discuss every detail with a focus on
monitoring and managing aircraft speed and G-laadin
For example, a loop in the Fox starts with a 45eleg
line down. At 100 knots, back pressure is quickig a
smoothly applied until the G-meter shows four Qe T
four G’s is held until the longitudinal axis passe®ugh
vertical and is about 30 degrees above the horizon
inverted. At this point, the head tilts back to gefisual
fix on the horizon, corrections are made as nesnled
keep the wings level, and back pressure on thk istic
smoothly released. The aircraft is then allowefidat
over the top inverted with a very small positivddaeing
to keep your body pushed into the seat insteacwoging
in the belts. The float over the top is importanget a
round loop; otherwise, you end up with a flattefeap
in the vertical plane that looks like a cursivélhen the
longitudinal axis is about 30 degrees below thezoor
starting to pass to a vertical down line, back gues is
smoothly applied again until the G-meter shows féar
If everything goes well the loop is exited in thaikontal
plane with a speed of about 100 knots.

We flew two flights a day during the first weekiatok
me time to readjust to the G loads. The very tiest we
reviewed loops and clover leafs, each of which Haxe
4 G excursions, and | was feeling very sore aftetaa
The next day | felt okay, but | was secretly gladttwe
worked all morning on aileron rolls which only régua
two G entry. When | returned for the second wedilad
fully acclimated to the G-loads and we flew three
aerobatic flights a day. One day we practiced &adf full
Cuban eights with lots of 4 G excursions all mognin
Afterwards | felt fine and was quite happy to bekbm
shape. Jason’s rule of thumb to avoid excessivatiGuie



during practice is to always stop flying when yeelflike
you can do one more flight; thus, ending practiceo
positive note and avoiding a potential safety hdzar

Being a world class aerobatic competition pilogalés
demonstrations of the maneuvers is a phenomenal. Fo
example, during the second week we were practtial
turns. This maneuver starts with a 45 degree daven &
four G pull up to vertical, and then just before th
airplane stops in the vertical plane pointing ginaup,
full rudder is applied to one side to make the nosate
from straight up to straight down around the yavs.ax
The maneuver is then exited with a four G pull fritva
vertical down line. The stall turn is one of thesho
difficult aerobatic maneuvers to pull off in a gdélne as
timing the rotation is very critical and being tiate can
result in a tail slide. Every time Jason demonsttdhe
maneuver it came off like clockwork. His verticalds
were perfectly straight up or perfectly straightwiicand
his timing of the rotation in the vertical was alwaight
on.

It turns out that Jason uses a few tricks to mhg&estall
turn more consistent. For example, in a stall torthe
left he adds a very slight amount of left aileronl a
almost full right rudder and carries the slip bt tvay
through the four G pull up into the vertical plafmée slip
to the left insures there is airflow from the laffainst the
rudder as the rotation in the vertical plane stansl the
initial right rudder gives the rudder further traaed
more authority to initiate the rotation to the Iefason
said the goal from a competition perspective igde just
enough slip to insure a good outcome for the siafl yet
not so much that the judges can tell. Jason al¢e ga
good description of the sight picture during the
maneuver. Just before the rudder is used to rtitate
aircraft in the vertical plane, you look in theadition of
the turn and locate the point on the horizon matkethe
wing tip. During the rotation, first the nose oéthircraft
passes through that point and then the oppositg@ win
passes through the same point. | had a numbealof st
turns that didn’t work out, but each time | waseatd

push over into a not so pretty canopy up humptygum
and avoid a tail slide. On the last flight of tlezsnd
week while | was still working hard for consisterinymy
stall turns, | unexpectedly received a complimeott a
visiting power aerobatic pilot who said some myista
turns looked pretty good.

Other challenging maneuvers include inverted fliyd
the 360 degree aileron roll. The angle of incidecengses
the fuselage to be inclined slightly down in uptitgvel
flight. In inverted flight, the angle of incidencaust be
compensated for with a nose high attitude, anglgtires
one to develop a whole new sight picture of whbee t
horizon sits on the canopy to properly control shbee
during inverted flight. Maintaining coordination in
inverted turns requires crossed controls. For examp
making a coordinated inverted turn to the left respu
right stick and left rudder. Jason teaches beggnon-
aerobatic students to turn using the stick to barke
direction of the turn as needed and to coordinate w
rudder in the direction of the turn. This way the
instructions work for both upright and invertedrtsir

My aileron rolls were very rusty and we spent ths |
three days of the first week smoothing out thedsaghn
aileron roll to the left starts with a 45 degreevddine, a
two G pull up to horizontal, and a slight pause to
establish the horizontal line. Full left ailerorthen
applied with enough left rudder to counteract aseer
yaw. As the right wing passes through the vertitahe,
the rudder input begins to transition from bottdeft) to
top (right). This change is necessary to continue
counteracting adverse yaw since coordination during
inverted flight requires opposite stick and ruddes the
aircraft approaches inverted, the stick is pusbeddrd
to bring nose up to the proper attitude for invetriteght.
As the left wing passes through vertical anothdden
transition is started from right (bottom) to letibg)
rudder to continue counteracting adverse yaw. We
worked on the finer points of aileron rolls duritig
second week and by the end they were startingeto fe
smooth and more relaxed.

| developed a very healthy respect for the Foxibtglbo
enter a spin from any attitude after a few “incidén
During the first week, | started applying back gres a
little too early transitioning from inverted intbd vertical
down line in a clover leaf and managed to entgiim s
The clover leaf is a combination of a loop andlathat
results in a 90 degree change of the direction. The
maneuver starts with a 45 degree down line andiaGo
pull up. As the nose reaches about 30 degrees dheve
horizon, you look at a point on the horizon 90 éegr
from the entry direction and then begin to roll tods the
point with a slight amount of aileron input while
continuing to climb into the vertical plane. If eything



works out you end up inverted heading exactly aitryo
point on the horizon and then finish the maneuker &
loop. The trick is to insure the rolling motionsi®w
enough so that you do not come over the top ingerte
with too much speed and exceegk'going down the
backside. Anyhow on this one clover leaf, | appledk
pressure a little too early during the transiticoni
inverted into the down line and entered a spinnEve
though | have regularly practiced spin recovergeny
from level and turning flight, the situation wagye
disorienting as it felt like | had continued thdling
motion into the vertical plane. This was also t |
maneuver of the flight and we were getting clos2500
ft AGL. | can still feel the stick pulled back arde the
ground rotating through the canopy. All Jason gaigbu
can let go of the back pressure now which | didwad
immediately recovered from the spin without even th
need for opposite rudder. In follow on discussid@son
talked about how many accidents are caused byspilot
being distracted by the ground or other eventgawof
focusing on identifying the situation and applythe
proper control inputs to recover successfully. This
incident made me realize that one needs to regtilaih
not only recovering from upright spins, but alsedrted
spins and entries into spins from a whole range of
unusual attitudes to decrease the time requiréuktspin
entry and take proper action.

During the second week, | had a similar incideruoc
while practicing connecting a loop into a 360 degre
aileron roll. At about 1800 ft on the last maneuekthe
flight, | applied back pressure too soon comingrdkie
top of the loop inverted while transitioning intwet
vertical down line. This time | detected a verghti
wobble as the aircraft started to transition in&pan from
inverted just as the ground was coming into view. M
first thought was oh no here go again, but thigtim
correctly identified the situation and releasedkbac
pressure just enough to prevent the spin and ssfctlgs
complete the maneuver. After the flight, Jason feain
out that frequently in aerobatics we fly closefte limits;
and when something like that happens, you immegiate
correct and keep on flying.

My second trip to Estrella occurred two weeks bethe
US Aerobatic National Championships. This gave nee t
rare opportunity to watch Jason fly two practiéghits
most mornings. It was an inspiring experience giten
incredible precision, grace, and seeming easewhibh
he flies. In addition to many of the standard aatiab
maneuvers, his program included 360 degree turtigein
horizontal plane while performing continuous 36Q e
aileron rolls, negative G outside pull ups, antistaes.
Ailerons rolls are hard enough to coordinate priyper
when flying straight. | cannot begin to imagine

coordinating continuous 360 degree aileron roli$ an
360 degree turn at the same time.

Studying aerobatics at Estrella was an incredible
experience. | really like Jason’s attention to dlef@acus
on precision, and his ability to identify what need
change to improve the quality of a maneuver or niake
more successful. Though | had previously received
competent aerobatic instruction, studying with dagave
me an entirely new meaning for the definition of
aerobatic instruction. Now since my training isreat, it
is time to practice, practice, practice Nage: Club rules
do not allow aerobatics in ESI owned sailplanes

Doug Service

The Horseman

Summer is coming definitely to an end, the days are
getting noticeably shorter and cooler and the figire
getting shorter. Actually we have not seen angéon
flights from Arlington for some time and it is hatal
believe that the last longer flight into the modunsavas
already two months ago. That was July 19, whem Bra
and | were able to fly the Chinook all the way talilo
Lake in the heart of the North Cascades. Evehat t
time the typical late summer weather conditions of
Arlington — low and weak thermal conditions in the
lowlands and foothills — made getting into the mtaims
difficult and it took a long tow and a lot of patee to get
going. As a matter of fact it took some 2 hourfolewe
reached 8000 ft East of Concrete (at Snowking Maiaht
and felt confident enough to push on.

Snowfield Mountain seen from the West

A prominent waypoint on the way to Diablo Lake is
Snowfield Mountain (Southeast of Newhalem) which
features one of the most extensive ice fields éNbrth
Cascades (see the screensaver on our clubhouse
computer). However, this snow field (really a ggac
descends to the East and is not visible when appiog



from the West. It is hidden then by an impressive
distinctive rock wall that is visible from a longsthnce
away.

This ragged rock wall ends at its South end in atmo
unusual rock formation — The Horseman. Mountameer
are mostly responsible for naming features in tbetiN
Cascades and they seem to have their own convention
Lakes tend to be named after some girlfriends while
mountain names range from the shock and awe ingpiri
(like Mount Terror, Mount Fury, Mount Despair,
Damnation Peak, Mount Torment, etc.) to the vaguely
descriptive (Sourdough Mountain, Paul Bunyan’s $tum
Teebone Ridge, etc.). The Horseman is obviouséyain
the latter, even though the horse comes out bibtierthe
Horseman.

The Horseman and Snowfield Mountain (right)

The Horseman is officially just a side summit of
Snowfield Mountain whose summit (at 8,347 ft) is
slightly higher. It is not only an interesting tmark but
marks also an obvious thermal locator. The Weazshéa
rock wall seems ideal for soaking up the afternsam
and it was here that we reached our highest adt#dior
our flight — 9000 ft on the way in, 8700 ft on tivay
back.

Unfortunately we may have to wait until next yeawisit
The Horseman again.

Article by Fred Hermanspann
Photos by Brad Hill




Classified ads

Seeking Glider Partner
Co-ownership available in PY. Std. Cirrus, Standdads ship with water capabilities, cockpit fdf ta large person up

to 242 Ibs. ~35:1 glide ratio, gel in good shapakslogger/GlideNavll glide computer, Schumann/@aitige varios,
more. Contact John Gilbeddaring@blarg.nef06-283-4638) for details.

PIK-20D

High Performance Single Place 15 meter Class @aitplvith
42:1 L/D, located in Washington State, 1620 hootsl ttime,
Cambridge L-Nav with vario indicator, llec Varioilger
ATR 57 Radio, G-meter, Oxygen Bottle with A-14 Rigar,
Single Man Rigger.

Asking $21,000

Please contact Chris@PacificAeroSport.com or Phas@:
474-9394.

DG-500M

High Performance Two Place Sailplane with 47:1 12ZB0Q hours total time. 51 hrs on engine, Rotax 63fgine,
TRT2500 Terra Transponder, two Winter mechanicebwaeters, Walter Dittel Radio, two 15 liter fuedds and two 50
liter water ballast bags in the wings, Cambridg®dy and GPS Data Logger, cotton covers, Twin Axabi@ Aluminum
Top Trailer with solar ventilator, drawer underrfra, one man rigging aid, hydraulic ramp, and t&kel lift. Please
contactChris@PacificAeroSport.com or Phone: 360-474-9394. $132,000 OBO

www.pacificaerosport.com

GROB 109 Motorglider for Sale

Dual NAV-COM'’s: KX155 & KX165, KT76 Transponder, AEhgineering Audio Panel, Atrtificial Horizon.
Engine: Factory overhauled in 2007, Limbach L2000#8\. Wings: upper surfaces recently refinishethwAcrylic
Urethane. For more information please contact<@bRacificAeroSport.com or Phone: 360-474-9394., 81 OBO
www.pacificaerosport.com

GROB 109 Motorglider for Rent
Available for rent $65 per hour, dry. Instructare available. Pacific AeroSport, 360-474-9394ington WA. See
www.pacificaerosport.com for additional informatiand requirements.



