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Egg. Explaining the forms and logbook, he helped me 
push out to the line where a waiting tow plane had 
magically appeared! It was around 3 o’clock and I 
should have be thinking of the return flight. The tow 
turned out be quite interesting. Ether the tow pilot 
managed to stay in lift during the straight out climb 
towards the ridge or they had filled the Pawnee with 
rocket  fuel. The vario stayed pegged most of time. 
Density altitude may have played some part, but 
whatever the reason the tow to 4000 was exhilarating 
and short. The rapid assent enabled me to find a good 
thermal just south of the field. Where was it earlier 
when I needed it?  
 
 
The return track retraced the one taken north but with 
much better conditions. Cloud bases were over 8,000 
with the vario frequently pegged. With a slight tailwind, 
progress was rapid. It still seemed better to go east of 
the main build up looming over the ridge. A slow 
thermal at 4000 between Dixon and Nut Tree got 
enough altitude to arrive at Rio Vista. It was here that I 
saw the only other glider enroute. Mike Mayo in E5 
pulled in 2000ft below, but couldn’t connect with the lift. 
Arriving a little earlier and higher, I was able to reach 
the booming street spanning the delta which Ramy just 
reported leaving. The final glide to Byron was over 
quickly.  

 
Since it looked like only Ramy and myself were the only 
ones with Byron made, I landed at around 5pm and 
waited for Ramy, who was relaying messages. 
Shannon had landed at Tracy and Mike eventually at 
Rio Vista, so we decided to tie down the gliders instead 
of de-rigging, in order to speed up the retrieves. Shortly, 
light rain and the setting sun resulted in a rainbow 
which Ramy, with his cell phone camera, took several 
shots of it and the egg being held triumphantly aloft.  
 
 
GLIDERPALOOZA at PANOCHE (Quest 
Richlife) –photos by Buzz Graves. 
 
Just a quick note to thank everybody who came out to 
the Gliderpalooza this past weekend. You all helped 
make it a success. Although Sunday was a bit busier 
than Saturday, it's my hope that everybody who came 
out either day had a great time. Thanks go to Ziggy, who 
allowed us to use the airstrip again this year, and Drew 
Pearce for making all the phone calls and arrangements 
to get permission. Also, thanks to Drew for the use of his 
motorhome as a mobile base of operations.  
 
Thanks to Joy Pierce for handling the billing materials 
and writing up the receipts, and for offering many shuttle 
rides to and from Panoche on Sunday and even 
Monday. Thanks to Larry and his wife at the Panoche 
Inn who went out of their way to cook us a great BBQ, 
and for all the other small things they do for us all the 
time. Thanks to Jim Stephens for the use of one of his 

pickup trucks so we'd have a way to transport our fuel 
tank to and from Panoche.  
 

 
 
Thanks to Harry Fox for all of his great work in 
organizing the use of all the BASA ships and BASA 
pilots, as well as his willingness to use his Citabria for 
shuttling people back and forth between Panoche and 
Hollister. Thanks to Haven Rich for helping me get the 
fuel tank mounted in the pickup truck, and for all of his 
help in dealing with multiple problems that arose on the 
ground at  Panoche. 
 

 
 
Thanks to Eric Rupp for giving the initial report on the 
condition of the runway there on Saturday after the 
heavy rains on Friday.  
 
Thanks to Ramy Yanetz for taking on the responsibility 
of organizing the private owners, both on the ground and 
in the air, during both days. Thanks to Andrew Klofas, 
Ruth Cook, and Jeffrey Hazlegrove for being 
enthusiastic helpers during all the line operations, 
ground handling, and launches, so that everything went 
as smoothly as possible. Thanks also to everyone else 
who helped the line operations, as all of your help really 
made things run smoothly and efficiently. Thanks to the 
tow pilots, and everyone who took a tow(s)  for making it 
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a safe and fun experience for all involved. If I've missed 
anyone, I'm sorry, but just consider yourself thanked for 
any and all contributions you made to Gliderpalooza, 
2007 
 
For those of you out there who didn't get a chance to 
come and fly at Panoche International, we hope to see 
you when we do it again next year. 
 

 
Some of us who were at Panoche on Saturday went 
over and camped at Mercy Hot Springs, and this was an 
excellent place to stay for the night. The individual sized, 
outside hot tubs, which are on a wooden deck under a 
very starry night sky, are not to be missed. For those of 
you wishing to come out next year, I highly recommend 
staying at Mercy. 

 
 

CANOPIES that block 98% all the UVA & B 
in clear or tint, enhance colors, improve definition, 
protect against sunburn, skin cancer, lower the cockpit 
temperature 15-20 degrees, and meet or exceed OEM 
standards. By ThermoTec / Ray Poquette (6G) the 
leader in Canopy mfg. Upgrade your canopy now, and 
be a cool comfortable pilot. Some Canopies in stock.  
www.thermotecusa.com info@thermotecusa.com or 
530.272.2556 
 

 

 
 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

Silverado Soaring has added a DG 505 to the fleet. 
 
This high performance 2 place glider is a great addition 
to our 2 Grob 103s. 
●   Enjoy a generous, reserved scheduling allowance. 
• No hourly use charges. 
• Access to club gliders for cross-country flights. 
• Silverado has member flight instructors. 
• Gliders based at various locations, giving 
variety to your flying and taking advantage of glider 
ports seasonal conditions. 
 
For additional information contact: 

 
 Bryan Forsyth (530) 414-1902 
 
 forsyth.bryan@gmail.com
 
  
 
 
 
  Membership requirements are private pilot certificate 
for power or glider, checkout with an approved 
instructor, and initiation fee of $300. Pilots using gliders 
for cross-country and the DG 505 must meet certain 
requirements 
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TRUCKEE GLIDER RACES -LABOR DAY 2007 

      Final Standing
Position Call Pilot Glider Final Legs

Sign type Score Completed

1 5S Ed Salkeld ASH-26 74

2 C2 Sergio Colacevich Discus 46

3 2T Peter Deane LS-8 34

4 TG Ramy Yanetz LS-4 33

5 F8 Bill Gawthrop ASH-26 -3

6 U2 Darren Braun Jantar Std 10

7 5K Jim Alton Lak-17 10

8 L8 Yuliy Gerchicov DG-800 7

9 14B Bruce Roberts ASW-20 6

10 1A Tony Gaetcher LS-8 6

11 L6 Jon Fitch LS-6 5

12 1CH Matt Gillis DG-1000 4

13 PK Paul Kellas  Libelle Std 1  
 

RIDGE SOARING 
 

(Published with permission from the Great Western 
Soaring School at Crystalaire in the Mojave desert. 
www.greatwesternsoaring.com Check it out, it is 
packed with excellent information. This is an excellent 
article and one very important for safer flying in the 
mountains.. Ed.) 
 
Ridge soaring is an interesting study in contrasts. 
Windward slopes offer lift that is easy to work, but can 
also be quite hazardous.  The flow of air may be glassy 
smooth, or contain turbulence that is at times 
prohibitive.  It might make cross-country flights possible 
for even the least experienced of pilots in low 
performance gliders, but usually requires operating 

extensively in very close proximity to the earth - in 
some places only moments from landing if a situation is 
not handled properly.  Also, experience in soaring on 
only one type of slope could engender a confidence 
that is unwarranted when facing a very different set of 
circumstances elsewhere.  Therefore, even a seasoned 
pilot is wise to procure a local checkout before soaring 
on hills of an unfamiliar nature. 
 
While at the basic level there seems little to it (simply 
fly parallel to the slope and be sure not to hit anything), 
ridge soaring at its best actually presents as many 
subtleties, and will reward finesse every bit as much as 
thermal soaring.  The great advantage is that it's often 
possible for even a beginner to stay aloft indefinitely 
and advance more quickly through the learning 
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process, whereas one small mistake is usually all it 
takes to shoot down the same beginner in thermal 
conditions. 
 
READING THE TERRAIN 
 
 A number of different tactics may be used in ridge 
soaring.  The most appropriate one for a given 
circumstance is dictated by the specific type of hill (its 
shape and size), and the idiosyncrasies of the resulting 
airflow.  Perhaps the simplest way to analyze sloping 
ground for its usefulness in ridge soaring is to 
distinguish between sections of terrain that act as 
COLLECTORS and/or DIVIDERS.  Slopes and bowls 
that more or less directly face the wind collect it and 
concentrate any available lift.  But slopes angled away 
from the wind, or protrusions into it, tend to deflect or 
divide the flow, either ruining lift or focusing it 
elsewhere.  Which parts of a mountain function in 
which way depends upon the existing conditions 
(primarily wind strength and direction, but also including 
other interrelated factors).  Such relationships 
constantly shift with changes in the weather and sun 
angle.   
 
Even a concave feature that collects and concentrates 
wind from a broad area may not always produce good 
lift.  Whether it's a shallow indentation or a spectacular 
canyon, change in wind or sun angle can transform it 
from a terrific lift source to a deadly sinkhole - or the 
reverse - in less than an hour.  A convex feature can be 
even more unpredictable.  It may tend to divide wind 
flow, but if wide enough and oriented properly, might 
itself act as an individual ridge or thermal trigger. 
 Depending on the vagaries of other surrounding 
influences, a particular mountainside could even switch 
back and forth from one effect to the other every few 
minutes. 
 
As a slope changes shape beneath the onrushing 
sailplane, adjustments must be made on a moment-by-
moment basis.  For instance, even a small protrusion 
lying upwind, lower than the one you are working, may 
interrupt the lift a mile or more downwind.  If you come 
upon such a disturbance and have enough altitude or 
speed to sail across it, you can probably expect a 
return of soarable lift just beyond.  But what if it doesn't 
work that way?  Some hills offer lift at such low 
altitudes that a loss of three or four hundred feet means 
landing out, and if so, the critical decision whether to 
continue on or turn back must be made very quickly. 
 Experience will help in anticipating how a given wind 
might flow over variations in the surface, but, whatever 
your level of expertise, it is important to constantly 
study the route ahead and use imagination to interpret 
whatever information is available before flying close to 
high terrain. 
 
It is usually best to attack the nearest or highest point 
within reach first, and then explore progressively lower 
areas as you descend in search of lift.  A high, steep 

slope may sometimes provide good lift well below the 
crest, making it possible to arrive there low and 
gradually climb the hill, but it's not always that easy. 
 When you do find yourself working lift below the top of 
a hill, do not assume that you'll be able to maintain one 
altitude indefinitely.  If instead you begin to lose 
altitude, the slope encroaching from below will quickly 
shrink your usable airspace.  So remember this general 
rule:  the closer you are to terrain that extends above 
you, the more important it is to either climb or get away. 
  
Also, when ridge soaring in convective conditions 
expect strong, possibly violent sink at any time, usually 
tending to roll you toward the nearby mountain.  If 
you're too close to steep terrain without sufficient speed 
or room to dive away, a thermal or rotor just upwind 
can kill you in seconds!  Always carry extra speed 
whenever you're very near or moving toward the 
terrain, and keep ample room on the windward side for 
diving away.  
 
Pilots unfamiliar with slope soaring may be tempted to 
fly directly over the crest of a hill, and this can quickly 
prove to be very hazardous.  If the wind is flowing from 
only one direction, then the crest will be where that flow 
levels out and starts back down; unless you find a 
thermal, there may be no lift over the summit itself! 
 Meanwhile, a sailplane aligned parallel to the slope 
(and more or less perpendicular to the wind) will drift 
steadily downwind across the top, and when the sink 
finally grabs its downwind wing there may be no choice 
but to turn the wrong way, downwind, into deepening 
sink.  Even worse, many ridge tops are so broad and 
flat that gliding clear across them in this situation is 
impossible... 
 
However, if a ridge has wind blowing up both sides, 
and especially if its sides are steep and it's sharp on 
top, following the actual watershed may be a most 
useful technique.  The combination of slope lift and 
thermals coming from both sides may make the ridge 
top soarable even when there is insufficient lift of either 
kind on either side.   
 
Yet this is inherently hazardous stuff for several 
reasons.  First, the crest directly beneath you is 
impossible to see, and it (or the tree tops on it) may rise 
and fall abruptly as you fly along.  Also, the localized 
airflow might be extremely inconsistent - especially if 
thermals are strong - and sudden sink is a serious 
possibility.  When the bottom drops out, you could be 
forced to turn away from terrain in a direction that 
would leave the ridge standing high between you and a 
safe landing.  If you are not already fairly familiar with 
mountain soaring, save this adventure for later, and 
don't try it at all until someone with more experience 
has demonstrated that it is workable and safe on any 
particular hill.  Too many soaring pilots have already 
crashed on ridge tops; we don't need more!   
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Even very large and/or steep mountain slopes can be 
useless for ridge soaring if they are serrated by multiple 
drainage patterns.  Airflow typically reflects the shape 
of the hill.  So in ragged terrain the most windward 
points act principally as dividers, deflecting the best lift 
so far back into sharp ravines that working it becomes 
dangerous.  Be very leery of flying too far back into 
long, narrowing canyons, especially when wind is 
striking the overall slope diagonally.  The lift may seem 
fine at the outer end where the canyon is wider, but as 
you proceed toward the head of such a canyon the 
spur upwind will sneak closer until at some point it 
dumps turbulent sink directly onto your ridge.  Then, 
suddenly, you're descending into rising terrain, needing 
to turn away in very limited airspace toward the 
increasing sink from that other ridge.  As the sink 
deepens, you could find yourself diving for survival, 
straight downstream, horribly close to a high canyon 
floor - beneath the lift you were using moments before. 
 In addition to all these problems, as the hills rise 
around you they might require a circuitous and much 
longer route back out to the safety of open airspace - 
perhaps farther than you have sufficient altitude for.   In 
seconds, this scenario can become a genuine dead 
end! 
 
One real-life case in point involves all the above 
hazards in very big and complex terrain, made even 
more serious by our having never been there before. 
 We were at least six thousand feet higher than the 
valley we had come from, and were climbing with ease, 
holding an even distance above the ascending spine of 
a steep ridge.  Although our slope was itself quite large 
by ordinary standards, it was merely a secondary 
watershed extending almost perpendicular from the 
towering crags of the main summit far above.  To 
complicate matters further, the actual wind aloft was 
from the far side of that enormous mountain, reaching 
our hill only after dumping over and curling around. 
 The lift was weak but steady, yet the spectacle of 
gorgeous stair-step lakes sliding into view as we rose 
was very distracting.  Then we rounded a bend and 
suddenly realized that the canyon floor had been rising 
even steeper than the crest of our ridge.  Just ahead 
the slope below us dwindled to nothing, our canyon 
narrowing to a small alpine meadow surrounded by 
granite walls further up.  Since we were unfamiliar with 
this area, not only did we lack anticipation of what lay 
around every rocky corner, we also had no local 
knowledge or feel for how the ever-higher terrain might 
affect our fortunes...   We immediately turned back out 
toward safety, but so little room was left beneath us 
that some heavy sink from the snowfields overhead, a 
bit of indecisiveness, or fear-inspired sloppy stick work 
could have made it a very close thing!  The key to our 
finally soaring over the great summit lay in that timely 
retreat.  
 
Other subtle hazards also lie in deep canyon terrain, 
waiting to trap the unsuspecting pilot.  Imagine a wide 
stretch of high ridge with two spurs extending out from 

it, not quite parallel to each other, but closer at the 
bottom than at the top.  The mouth of the canyon, then, 
is narrower than the top, and wind that flows in will tend 
to spread out rather than converge and rise.  A soaring 
pilot attempting to cross such a canyon from below the 
upper ridge could find mostly sink and be obligated to 
turn away for a downhill run into the wind just to escape 
the canyon alive!     Also, the more complex any piece 
of terrain is, the more likely it is to produce sudden, 
radical - unpredictable - changes in air flow.   Think of it 
this way:  flying near a single slope is relatively more 
hazardous than in completely open air space, and 
flying near two slopes doubles that level of hazard.  But 
when your long-winged aircraft is actually surrounded 
by rocks, your freedom of movement is so restricted 
that even a bit of thermal sink could be very bad news 
indeed! 
 
Here we're talking about one of the most perilous 
situations in soaring, and, although it may offer 
tempting results, it is no time for cockiness.  So again, if 
you don't honestly believe you're already a pretty good 
stick-and-rudder pilot who can fly unusual attitudes in 
extremely dynamic conditions without using the 
instruments, do us all a favor and just stay away from 
deep declivities in high terrain.   
If you do decide to tackle such an environment, 
however, a careful but confident aggressiveness is 
vital.  Even so, you must earn your confidence 
gradually, in various conditions, and expect many hair-
raising surprises! 
 
There are places where an entire range of mountains 
offers no good slope lift in the conventional sense near 
the surface, although we may find lift that feels more 
like wave a short distance upwind.  (Or perhaps 
powerful slope lift near the surface leads directly up into 
this wavelike lift - plus more of the same further upwind 
of the mountain.)  Some pundits would argue on 
technical principles that unless there is down-sloping 
terrain upwind, it cannot be an actual wave.  Maybe so, 
but nevertheless, in terms of using it effectively, it may 
help to think of this sort of lift as a kind of wave.  Air is 
piling up the way river water does on the upstream side 
of a bridge pier.  It may be better to work such lift by 
facing the wind and hovering, more or less stationary 
relative to the hillside, rather than tacking along it.  This 
soaring condition may remain steady all day, but can 
also flow through with the wind or suddenly break. 
 When it does, penetrate a short distance looking for 
another surge of lift forming upwind.  If you find zero 
sink, circle in it (or figure-eight) while drifting back to 
where the lift was before.  There, the rising of terrain 
beneath you might again strengthen zero-sink.  If your 
mountain is large and steep enough and presents a 
wide enough obstruction to the wind, there can actually 
be more wave further upwind, well away from the hill 
(like a secondary wave, only reversed).  (Such a 
condition implies relatively stable air at that altitude, 
and therefore indicates a possibility of more 
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conventional wave downwind of these same 
mountains...)    
 
Most pilots seem to think of density altitude as a 
problem only during takeoff and landing, but in the high 
country it can be like having the Devil for a co-pilot. 
 Remember that the atmosphere is about two percent 
thinner for every thousand feet above sea level.  If 
you're maneuvering in the head of a canyon at ten 
thousand feet, you'll need another twenty percent more 
room to complete a turn - plus considerably more if it's 
a hot afternoon in July with even warmer air surging up 
from below.   
 
At the other extreme, even very low and shallow slopes 
can produce perfect ridge lift - so long as they are 
smooth and uniform.  Over terrain such as the 
Appalachian ridges it is often possible to push a 
sailplane all the way down to a wingspan or two from 
the surface, converting the stronger lift there into 
greater airspeed.  Of course, the lower you run a ridge, 
the more speed you need - not only for 
maneuverability, but also to skip across short sections 
of sink.  If it's a truly 'ridge-runnable' day, there will be 
plenty of lift to make high speeds near the surface a 
safe and practical possibility.  If not, don't try it; it is not 
worth the risk! 
 
There is, after all, so little air being collected by low or 
shallow slopes that, even in strong wind the likelihood 
of climbing from below the crest is quite slim.  Besides, 
in such small terrain you might not be much above 
landing pattern height for long stretches of time and/or 
distance.  Therefore, in regard to the lowest of ridges, 
your rule should be: don't even try to soar below the 
crest! 
 
This last example, and our earlier story about nearly 
having to land in an alpine meadow, both suggest a 
very important point that may sound trite but is 
sometimes not really obvious when you're up there 
soaring.  It's easy to be lured onto a hill where there is 
too little slope beneath you to provide sufficient lift.  The 
bottom of a slope (especially the bottom of a canyon) is 
no place to be in an aircraft of any kind, particularly one 
with no thrust! 
 
To this we must add some further subtleties about 
changes in the degree of slope.  Whether the slope is 
convex or concave, either kind of inconsistency can 
cause airflow to separate from the surface (just as it 
does due to unsmoothness in the surface of a sailplane 
wing), and therefore seriously weaken orographic lift.  If 
this does happen, you could find yourself suddenly 
descending onto terrain directly below you at close 
range - terrain which is by definition flatter/wider, and 
therefore harder to fly safely away from.  There is a 
potential bright side to this phenomenon:  the place 
where upslope winds separate from the surface is 
exactly where a thermal is most likely to do the same! 
 So, whether you're climbing by a change in slope or 

rushing by it horizontally, look -and FEEL - for a change 
in lift rate, and if it weakens, or if there is increased 
turbulence, look immediately upwind (away from the 
hill) for a possible thermal. 
 
Always remember, too, that sloping terrain above you 
promises nothing; it's the terrain below you that counts! 
 (The same is true of thermal hunting, of course; those 
black rocks may be hot enough to cook on, but if you're 
looking horizontally at them, the lift they're kicking off 
will all be above you and out of reach!) 
 
Even in the absence of strong wind, the day's first lift 
normally will be found above some sort of sloping 
ground.  If sun and wind are coming from 
approximately the same direction, lift should be easy to 
locate.  However, if they oppose each other at an odd 
angle, it may be so broken or intermittent that simply 
staying up is a great challenge.  But whether it amounts 
to weak thermals enhancing ridge lift or vice versa, 
either can usually be expected to strengthen as the sun 
rises in the sky. 
 
Then, aside from any squalls or frontal-related activity, 
expect both thermals and wind to weaken as the sun 
lowers toward evening.  Overconfidence from a long 
day of powerful ridge soaring can turn to dismay as you 
realize you've lost unrecoverable height, late in the day 
and many miles from home - with even smaller 
prospects for good thermals away from the hills. 
 
VISUAL INFORMATION 
 
Some kinds of vegetation can provide reliable 
indications of wind strength on the slope itself.  On 
hardwood trees the leaves are often turned over by 
strong wind, and show a lighter color.  In this way, 
streams of air that would be felt as gusts to someone 
standing on the hill are visible from above (and 
sometimes for many miles) as swaying, snakelike 
patterns in shades of green flowing over hillsides 
distant and near.  Similarly, lift is also easy to 'see' on 
open slopes covered with tall grass, though not from as 
far away.  Bare trees and conifers, however, do not 
serve as well in this sense, their movements being 
visible only from much closer range.  In any case, when 
soaring in conditions so weak that the vegetation is 
moving very little, if you do see an isolated patch of 
motion, it's announcing a pulse of stronger wind, or 
possibly even a thermal.   
 
Not only can such information reveal where the lift 
might be stronger, a lack of it may warn the wary pilot 
away from certain areas of weaker lift, or even sink (in 
the lee of an upwind hill, for example). 
 
Similar information can be had from the ground, 
perhaps completely out of sight of the hill in question.  If 
trees around your airfield are moving steadily and the 
wind is from the best direction, the chance of finding 
workable lift 2000 feet up on a steep mountain is good. 
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However, if your hill is extremely low or not very steep, 
then a mere breeze at the airfield may instead imply 
insufficient wind on top. 
 
Birds, of course, serve as excellent markers.  Indeed, 
they are often selective enough to cruise at only the 
optimum altitude and distance from a hill, and they will 
also stop and work individual 'sweet spots' where a 
concentration of flows creates stronger lift. 
 
If there are isolated clouds, watch the movement of 
their shadows for an indication of wind direction and 
strength.  Remember, though, that if their bases are far 
above the high terrain, they may indicate an entirely 
different wind direction (and probably higher wind 
velocity) than will be found down on the hill. 
 
Shadows themselves can be significant factors in 
soaring close to a hill.  Lift that is weak and barely 
soarable in the sun may become too weak and 
unsoarable when a large cloud shadow moves over. 
 Conversely, weak, barely soarable lift over shaded 
slopes may quickly strengthen, and even offer thermals 
only moments after a patch of sunlight opens.  In this 
way, very early or late in the day, you may find your 
fortunes affected by clouds that are many miles away, 
between you and the low sun.  Such changes can be 
anticipated by watching the landscape ahead and the 
cloudscape up-sun (and upwind) for their advance.  
A line of cumulus along a ridge certainly suggests good 
lift of one kind or another, but if thermal activity is 
strong, it can also generate serious thermal sink which 
could render straightforward slope lift more difficult or 
even unworkable. 
 
Ideal slope lift may also be spoiled - or improved - by 
other rotor or wave superimposed on the terrain. These 
can have very great - or very minor - influence on ridge 
soaring conditions.  Depending on their position relative 
to the hill, each can mean lift or sink, and if they are 
moving across the landscape their effects may swing 
from one extreme to the other in a matter of moments, 
or in only a short distance along the slope itself.  Either 
way (and with or without clouds or shadows), if you're 
slope soaring in otherwise steady conditions and 
suddenly encounter unexpected sink, turning directly 
upwind can put you in thermal, rotor, or wave lift that 
may be moving onto the ridge.  This might also be the 
best chance to escape the hill if that is what you wish to 
do. 
 
When a summer shower blows through the wind will 
probably either increase or decrease, depending upon 
the stage of convection within the cell itself as it 
passes.  Here again, wind strength is not the only thing 
to consider.  Since the cloud is approaching from 
upwind, you are on its downwind side, and it could 
dump heavy sink on your hill - as well as water on your 
aircraft!  Also, if the cell is still gathering strength, a 
sudden lowering of cloud base is possible.  Moreover, if 
the in-draft of an approaching convective cell deflates 

your existing wind, it may leave scant time and altitude 
with which to get safely away.  Whatever the case, 
expect little or no wind immediately after a strong 
shower.  Then, if the wind does freshen again, look for 
its direction to rotate clockwise (in the northern 
hemisphere).  Whether this change has a positive or 
negative effect on the soarability of any particular hill 
depends upon the slope's orientation, and therefore 
that too can be anticipated. 
 
Another example of superimposed atmospherics is 
standing wave from upwind flowing over a hill.  If the 
two are roughly parallel, the question is whether they 
are in or out of phase.  Where the wave crest lies 
upwind of a slope, wave sink might be directed onto it, 
effectively canceling lift.  If the wave crest lies directly 
above a slope, rotor could be a serious problem near 
the surface, yet the ridge as a whole may also serve to 
amplify the wave.  But if the wave crest lies slightly 
downwind of a slope, the lift down low will almost 
certainly be enhanced, while the wave could be 
weakened (or even canceled out).  With luck, though, 
either of these last two examples might present an 
opportunity to climb easily from low altitude right up into 
the wave!  Now imagine a wave occurring about twenty 
degrees out of parallel with a long, straight ridge, and 
therefore crossing it.  Each of the effects mentioned 
above may be present - at different points along the hill. 
It would then be even more important to anticipate 
conditions at any particular place on the hill before 
committing oneself there. 
 
Approaching a ridge from downwind is a spooky thing 
to contemplate, in view of the potential for tremendous 
lee-side sink and turbulence, but it can be done safely 
and easily in some situations.  If you have enough 
height (at least several hundred feet above the hilltop), 
it is sometimes possible to porpoise carefully across 
without much loss of altitude.  Any large area of sink 
should be traversed by the shortest possible path in 
order to minimize time spent losing altitude.  However, 
it's usually best to approach the ridge itself diagonally, 
allowing room for a diving turn away in strong sink if 
you arrive too low.  (Also, of course, you need a 
feasible plan for the moments after that!)  If these 
priorities are not compatible, postpone such an into-
the-wind crossing until you have better position or more 
height. 
 
When approaching a slope from upwind, it's not 
unusual to encounter sink before reaching soarable lift - 
perhaps even over the bottom of the hill.  Sink at such 
a time and place may cause some doubt about the lift 
expected closer in, but there should still be time to look 
for visual signs.  Even if they are absent, by the time 
you near the slope itself, sink should begin turning to 
zero sink - that is if the lift is really working.  However, 
once the bottom of the slope is behind you, if you're still 
descending, you must quickly rethink whether you want 
to go any nearer.  Don't forget that, starting with a 
tailwind, your turn away from the hill might consume 
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more airspace than you expect!  And then, wherever 
you're going after that, you'll be bucking a headwind...  
 
If you intend to glide away from slope lift and arrive 
somewhere else as high as possible, first climb as high 
as you can on the hill.  If you are leaving to windward, 
depart from the highest point you can reach and 
porpoise directly into the wind until you begin losing 
altitude before turning toward your destination.  In this 
way it is sometimes possible to advance miles into the 
wind without significant loss of altitude while creating a 
better glide angle to the next objective.  If departing 
downwind, again, get as high as possible.  There will 
inevitably be an area of strong sink in the lee of the 
ridge, so take the shortest route across it (not diagonal 
to the wind) to minimize your loss of altitude.  These 
considerations are especially important early or late in 
the day, and whenever there is little or no thermal lift.   
 
TECHNIQUE 
 
It seems that most pilots who are unused to ridge 
soaring make the same few predictable mistakes. 
 Some of these only impair performance, while others 
increase the level of hazard.  When flying very near 
terrain, however, anything that lowers performance also 
raises the level of hazard. 
 
First, anxiety about proximity to the surface tends to 
make those who are unfamiliar shy away from a hill by 
leaning in the cockpit with their upper bodies.  A pilot 
doing this cannot see as much of the ground moving 
beneath the downwind wing, and in this environment 
that particular information is the most important. 
 Holding such a position also becomes uncomfortable 
and fatiguing.  Just as when people lean away from an 
ordinary turn, it is a sign of fear that should be dealt 
with beforehand, on the ground, not in critical flight 
situations.   
 
Banking the aircraft itself away from a slope while in 
straight flight is another common mistake, which can 
occur for two different reasons.  One is the same 
anxiety mentioned above.  The other is more 
complicated, but, being mechanical, is perhaps easier 
to solve.  When flying approximately perpendicular to 
the wind, your crab angle may be very pronounced, 
and the visual effect of ground moving by sideways at 
close range prompts an erroneous response:  an 
unconscious continual bank to windward.  Meanwhile, 
remaining in lift demands a flight path parallel with the 
slope, and since the windward wing is down, opposite 
rudder becomes necessary in order to remain near the 
slope.  This is not only inefficient; it also requires the 
fuselage to be yawed toward the hill. (Such a problem 
might sound silly on paper, but experience has shown 
that almost everyone does it until they are truly 
comfortable soaring near mountainous terrain.  It is 
also one of those errors that seem to return with other 
bad habits after an extended time away from soaring.) 
 The solution lies in consciously setting up an 

appropriate crab angle and then keeping the wings 
level and the yaw string straight.  Once the ship is 
really straight and level, use small coordinated turns as 
needed to adjust the crab angle so your flight path 
remains a constant distance from the slope. 
 Remember too that if the wind direction is diagonal to 
a slope, different crab angles will be necessary when 
running along the ridge in each direction. 
 
Another mistake, common when the area of lift is 
limited, is going too far and flying out of lift before 
turning back.  This can quickly waste all the altitude 
gained on one pass before beginning the next; if 
conditions are weak, it could even shoot you down. 
 Instead, anticipate where the lift will end, turn back 
earlier than necessary the first couple of passes, and 
then gradually explore further each pass.  This will 
almost surely result in your being able to ride the slope 
a little higher, since no precious energy is being 
wasted.   
 
To maximize altitude in an otherwise static ridge 
soaring situation, restrict your flight path to the section 
with the strongest lift.  If a hill is, say, a mile long, then 
the area of good lift will probably only be about half of 
that, with an even better, smaller 'sweet spot' inside of 
it.  A quarter mile is plenty of room to maneuver and 
reverse directions.  If such a sweet spot is found on two 
successive passes, anticipate it.  Porpoise each time 
you pass through it, or perhaps turn momentarily a few 
degrees toward the wind.  Where there is enough 
room, it might be appropriate to circle (being very 
careful to avoid both traffic and drifting too close to the 
hill).  Such resourcefulness will result not only in 
staying higher, but could make it possible to reach 
other lift and get away. 
 
One problem with working very weak ridge lift is that 
the zone of lift can be terribly narrow.  When turning 
away, you may leave the rising air and lose more 
altitude before returning to the hill than was gained 
beforehand.  In some instances a careful fluctuation of 
airspeed can help.  Assuming you've carried some 
extra speed while passing close to the terrain, it's 
possible to trade a bit of that speed for altitude while 
changing directions.  The idea is to achieve a smaller 
turn and lesser sink rate while pointing away from the 
hill, putting you back in lift sooner and higher.  Of 
course that original speed must be regained at the end 
of your turn to make the maneuver safe, and an 
awkward recovery could result in diving on the hill - 
which would be counterproductive to say the least. 
 This technique requires a delicate feel for the specific 
aircraft in slow, turning flight, as well as real confidence 
in soaring near high terrain.  Moreover, it is only truly 
useful when the lift or terrain is marginal.  Therefore, as 
we've said elsewhere, if you are new to this 
environment, leave such advanced methods for later, 
or perhaps ask someone who is more experienced to 
come along the first time you give it a try.  If they 
demonstrate reluctance in any particular circumstance, 
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perhaps you should, too.  Anytime it's unusually rough, 
allow some extra distance between you and the surface 
(rough air usually means strong wind or strong 
thermals, including thermal sink, and therefore ample 
lift further from the slope).  In such conditions, be sure 

to tighten your harness right down to the point of 
discomfort.  Slamming your head against the canopy is 
decidedly more uncomfortable, especially if you break 
one of the two! 

 
Stow able Wing Tip Wheel for Aero-Retrieves 

 
This is a really good idea from JJ Sinclair – a storable wing tip wheel that allows an aero-retrieve from a remote site 
without a wing runner – not always available…. They fold up and fit behind your cockpit and are light and strong – 
They are available through Rex and Noelle Mayes at www.williamssoaring.com and run around $125 – a lot cheaper 
than repairing a whole bunch of wing tip rash. I don’t have one yet but there is one in my future – maybe even my 
Christmas stocking. (you still GET those, don’t you?)  Some pics….. 

 

  
 

PASCO 2007 SOARING AWARDS -  CONGRATULATIONS! 
 

For the Love of It! 
 

PASCO Egg Darryl Ramm  Current Holder 
OLC Classic Champion 

(Best 6 flights) 
Bill Gawthrop 4111.6 pts. 

OLC Classic – All Flights Sergio Colacevich 19,704.75 pts. 
OLC Champion – FAI 2007 Mitch Polinsky 588.36 pts. 

 
2007 Regional Champions 

 
15M Ray Gimmey 

Sports Dick Van Grunsven 
 

PASCO Distance Awards 
 

Longest Silver Larry Roberts 135 SM 
Longest Distance David Greenhill 601 SM 

Longest O&R Ramy Yanetz 460 SM 
Sawyer Award Dan Dunkel  
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PASCO Service Awards 
 

Les Arnold  Monique Weil Life Time Achievement 
   

Exceptional Service Karol Hines Reno Airspace Work Groups 
Exceptional Service Peter Deane West Wind 

 
-----------------------------------------------------------------------------------------------------------------------

 
Landings; 

 Some thoughts from an ‘old-timer’ 
 by Tom Jona 

 
(I found this article written by Tom Jona , a wonderful 
old pilot who is sadly\y no longer with us, in an old 
Buzzard (NCSA newsletter) I put together more than 
10 years ago- some of the wisdom here is timeless. 
Tom was a fascinating and talented man, WW2 fighter 
pilot and refugee, I hope you enjoy this and that those 
who knew Tom can remember him with joy…Ed) 
 
What you are going to read is no great new 
arrangements of aerodynamic principles or bursts of 
brilliant theorizing, merely some observations coming 
from a slightly different angle. Learning to fly in 
single seat "open air" primaries without any 
instruments and possible references to the 
horizon, instructing during the 1940s utilizing the 
same degree of sophistication created some 
circumstances not very common today. Fairly crude 
technology and vague theoretical instruction brought 
about a lot of simple common sense rules and 
explanations. Undoubtedly, not all of them make 
"sense" any more.  Let's tackle two issues. 
 
The first is the much discussed "downwind turn": 
you loose speed, allegedly.  Well, it might seem that 
way, especially close to the ground. But imagine that 
you are swimming in a smooth  flowing river: it does 
not make any difference which way you turn, 
upstream or downstream. But yes, it makes a heck of 
a difference in the air if turning close to the ground 
you dip your lower wing into a slower moving layer, 
upwind or  downwind!  
 
The second is the "landing setup" 
 
Rules, regulations, instruction manuals and a plethora 
of articles written by the best people we have deal 
with this subject. Special attention should be given to 
Derek Pigott's excellently reasoned redesign of the 
rigidly followed square pattern for gliders published in 
the December '95 issue of Soaring. 
 
Many of us have made our approaches this way, 
albeit unsure of its legality. Tom Knauff's recent three-
part article is also a potential life saver.  
 

 
To present my points to novices, their instructors and 
to the not so novices I'll follow a landing glider with  
 
some comments. My main purpose is to deal with the 
perceptions during the last phases of the pattern. 
 
A rather new student (Joe) and Instructor are 
downwind, landing checklist completed. For the sake 
of simplicity, we are assuming they are flying a Grob 
103, left pattern. At this point Joe is in a strange, 
rapidly changing  environment, his depth perception is 
poor (yet), tries to remember what to do and look out 
for traffic, (flaps, if any, are lowered , the nose dips) 
and the end of the runway is coming up and the radio 
is full of chatter and instead of the horizon a huge hill 
looms ahead..... 
 
Given a fairly normal day, now is the time to 
concentrate on the essentials: the airspeed indicator 
(yes, since there is no horizon and Joe is not yet 
capable to judge airspeed by sound and feel), and the 
arch-original heads-up display: the yaw string. If he 
has ~10 Kts over best L/D speed and the yaw string 
stays near the middle, he is reasonably safe. 
 
At this point Joe might not know his altitude above the 
runway. He should guess: could I make a shallow dive 
to the runway in case of an emergency and judge the 
altitude by that. He feels the nose of the ship is way 
down, the terrain is right in front of you (especially with 
flaps down), the ground is passing  by too fast, the 
controls feel stiffer, instinct tells him to pull back on 
the stick: but trust the air-speed indicator instead. 
(Flying lower creates an impression of increased 
speed and wind on the downwind leg truly adds to the 
ground speed). Now Joe is preparing his turn to base. 
Almost 90 degrees to the end of the runway. He would 
extend the downwind leg a little more.  Still a little too 
high. 
 
Let's stop our flight in mid-air here. This is the point 
where all those almost always fatal just before landing 
stall-spin accidents originate from. 
 
Ideally, Joe should fly a somewhat wide pattern to 
leave more room for starting a gentle turn earlier and 
not loose the end of the runway from sight, keeping it 
in front of the wing. Then comes the 120-150 degree 
turn to final with a sharper angle of bank, carefully 
coordinated, or - if the altitude is still too high - a 
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slipping turn, since a slipping glider would not  stall. ( 
Note of caution: some planes like the Cessna 172 are 
prohibited to slip with full flaps because they disturb 
the airflow over the tail surfaces. T tail gliders are 
probably not affected, but this effect can be type-
specific, aggravated even more perhaps by open 
spoilers. Any comments, anybody?) Optionally, final is 
where spoilers should be opened first. On paved 
runways wheel landings provide better directional 
control. New students should touch down some 
hundred feet beyond the numbers so they can 
concentrate on the feel of the landing procedure. 
 
Now  we go back to our flight with Joe.    He has 
extended the downwind, lost sight of the runway, he 
faces  way to the left when he starts to turn on base 
and Instructor reminds him to coordinate the controls.  

Soon the feeling of a skid to the right develops, (the 
wind is pushing the plane to the right compared to the 
ground and the urge is strong to use left rudder to 
correct it - but the yaw-string says no!) and while the 
turn is more or less o.k., straightening out for base a 
lot of left rudder still remains. Joe now perceives that 
still too high he is already too late with the turn to final, 
opens the spoilers where the generated extra sound 
gives the impression of extra speed, adds a lot of left 
aileron and rudder, tightens the turn by pulling on the 
stick........ 
 
Fortunately, of course, Instructor  was not dosing in 
the back seat idly. But what about the pilot with the 
super-duper $$$$$$$$ glider flying high all day, hot, 
dehydrated, ran out of oxygen long time ago, has get-
homitis and five other gliders/tow plane on his tail? 
 

• Revolving Cumulative X-C 
Flight trophy 

• Based on OLC distance 
– Must upload flight logs 

weekly! 

• Handicap: 
– New pilots up to 4x 
– Mountain vs. lowlands 
– Glider performance 

• Flights in Region 11 
– Northern California, 

Nevada, Hawaii only 

• Register with PASCO 
before October 22nd 

Contact Dan Dunkel (this year’s organizer) with questions -  
              daniel.dunkel@sbcglobal.net 
See: www.pacificsoaring.org/awards/sawyer.html  for details!! 

See OLC: www.onlinecontest.org 
Also see www.abqsoaring.org/misc_files/USA-OLCTutorial.pdf

2008 PASCO Sawyer Award
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 Pacific Soaring Council 

 
is a 503 c(3) not for profit corporation and 

contributions are tax deductible. 
Consider PASCO in your charitable giving plans 

this year! 
 

For more information contact; 
Ty White 

510-490-6765 h; 
408-616-8379 w  

tylerwhite@earthlink.net 
 

 
Articles and photos are graciously accepted. 
Please consider sharing your experience with 

our readers. Send photos and articles to 
peter.deane@sbcglobal.net 

 
High resolution digital photos & RTF  

(Rich Text Files) text files are preferred, 
Thank you! 

Peter Deane,  
WestWind Editor 

 


