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On tow from Hollister (see story on page 4) – photo by Brian Choate
Mono Lake by by Brian Choate, DG3 - see story on page eight
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Statement of Purpose
The purpose of the Pacific Soaring Council, Inc., a non-profit, 501(c)3 corporation, is to initiate, sponsor, promote and carry out
plans, policies and activities that will further the education and development of soaring pilots. Specifically, activities will promote
and teach the safety of flight; meteorology; training in the physiology of flight, and the skills of cross country and high altitude
soaring. Other activities will be directed towards the development of competition pilots and the organization and support of contests
at the local, regional, national and international levels of soaring. PASCO is the acronym for the Council. WestWind is the monthly
publication of PASCO. Material may be reprinted without permission. The present board will remain in office until November
2001. Current dues are $25 annually from the month after receipt of payment.

Pacific Soaring Council, Inc.
Officers of the Corporation

Committees

President, Buck Arnold
410 Stapp Rd, Boulder Creek, CA 95006-9058
831-338-8006 h, 831-915-7253 cell
831-338-1599 office
buckarnold@aol.com

Awards:
Cindy Donovan
151 Haslemere Ct.
Lafayette, CA 94549-2000
925-932-4269 h
415-667-9142 w
Cynthia.Donovan@Schwab.COM

Vice President, Christopher de Roulet
116 Corliss Drive, Moraga, CA 94556-1206
925-639-1110 cell
Christopher@EliteNetworkInc.com
Secretary, John Boyce
1155 Weyburn Lane #27, San Jose, CA 95129-3644
408-257-8712 home, 408-219-9020 cell
jdbpilot@earthlink.net
Treasurer, Hans Van Weersch
630 Colleen Drive, San Jose, CA 95123-5510
408-578-7890 h, +1 408 474 6238 w
+1 408 568 2198 cell
hans.van.weersch@philips.com

John A. Volkober
35 Wendy Court
Novato, CA 94945
(415) 250-3738
javolkober@worldnet.att.net

Safety:
Drew Pearce

Jim Alton
2413 Cuenca Dr., San Ramon, CA 94583-2150
925-355-9289 h, 925-824-6053 w,
925-785-6149 cell, 925-355-1026 fax,
jim.alton@sbc.com

Sawyer Award:
Milton Hare
46 Bel Air Way, Redwood City, CA 94062
650 366 4850 milt@soaringnet.org

Dan Gudgel
134 South Olive Street, Lemoore, CA 93245-3412
559-924-7134 h, 559-584-0585 w NWS
559-696-9697 cell dgudgel@cnetech.com
daniel.gudgel@noaa.gov

PASCO League
Jim Alton – see Directors

Kenny Price
2670 Husted Rd, Williams, CA 95987-5105
530-473-3403 h, 530-473-5600 w,
530-473-5315 fax
kenny@williamssoaring.com

Karol Hines
4108 Coralline Ct., Fremont, CA 94555
(510) 791-2964 h
Karol_SoarLL@compuserve.com

Public Relations:
Drew Pearce
P.O. Box 1983, Hollister, CA 95024-1983
831-630-3913 h, 831-636-3799 w
831-636-7705 fax, drew_pearce@yahoo.com

Directors of the Corporation

David C. Penning
14210 Powder River Court, Reno, NV 89511-6732
dpen9971@cs.com, 775-852-0275 h

Directors - Region 11

Membership/Address Change/Calendar
Ty White
see address under Officers of the Corporation

Competition:
Peter Deane
1511 Ben Roe Drive
Los Altos, CA 94024-6110
650-964-2797 h
408-721-5765 w
408-733-1642 fax
twotango@worldnet.att.net

Acting Publications Chairman, Ty White
41600 Marigold Drive, Fremont CA 94539-4716
510-490-6765 h, 408-616-8379 w,
tylerwhite@earthlink.net

Soaring
Society of
America

HEADQUARTERS
P.O. Box 2100, Hobbs, NM 88241-2100
B-505 392-1177

GOVERNORS
NORTHERN CALIFORNIA
Bob Korves
1 Tinneil Court, Sacramento, CA 95833
(916) 924-5953 h,
(916) 371-3110 w,
(916) 372-8541 Fax
bkorves@winfirst.com
NEVADA
Vern Frye
2240 Saddleridge Ct., Reno, NV 89509
h (775) 825-1125

FAA Liaison:
Rolf Peterson
see address under Directors of Corporation
Equipment:
Elden Hinkle
700 Hastings St.; Chico, CA 95973-8865
530-898-8101 h; 530-518-4680 w
530-894-7153 fax; ehinkle@aol.com

Information Numbers
Soaring Meteorology Consultant
Doug Armstrong
Skybird98@aol.com

Aviation Weather Briefings
National Weather Service, Reno
800 WX-BRIEF (#*318) (775) 858-1300 (#*318)

HAWAII
Elmer Udd
266 Poipu Drive
Honolulu, HI 96825
(808) 395-9502 h

Sierra Highway Information
Auburn - 702 793-1313
Reno - 775 793-1313 Truckee - 775 793-1313

Volume 38, October 2003 Calendar of Events, Ty White; Editorial Policy: WestWind is the journal of the Pacific Soaring Council. Material
published in WestWind is freely contributed by members of PASCO. The accuracy of information and the opinions expressed are the
responsibility of the contributor. Other publications may reproduce material printed herein, but credit is requested as to source. Classified rate
is $10 per up to 35 words. Send ad and payment to editor. Display advertising rates available upon request. Articles and photo submissions are
encouraged. The deadline for submission is the 5th day of the preceding month. Submit all materials to Glenn Cobb 256 E 9670 S, Sandy, Utah
84070-3330 - Home 801 891 9930, Email glenncobb@sandyutah.com
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REGION 11 GLIDER
OPERATIONS

REGION 11 CLUBS
& ASSOCIATIONS

Air Sailing, Inc. Airport David Volkmann 775-787-3197
Central California Soaring Club Avenal Gliderport 600 LaNeva Blvd, Avenal CA 93204, 559-386-9552
Chico Soaring Association (CSA) - Orland Airport, Orland,
CA. Contact Elden Hinkle, 530-898-8101 h,
ehinkle@aol.com
Crazy Creek Soaring 18896 Grange Road, P.O. Box 575,
Middletown, CA 95461, 707-987-9112
High Country Soaring Minden-Tahoe Airport, P.O. Box
70, Minden, NV 89423, 775-782-4944

Air Sailing, Inc. Airport
David Volkmann 775-787-3197
Bay Area Soaring Associates (BASA) - Hollister Airport, Hollister, CA; Truckee Airport, Truckee, CA; MindenTahoe Airport, Minden, NV. Contact Stan Davies, (408)
238-2880.
Central California Soaring Club Avenal Gliderport,
Avenal, CA. Contact Mario Crosina, 1747 Bobolink Lane,
Fresno, CA (559) 251-7933.

Mt. Diablo Soaring, Inc. Rolf Peterson, Flt. Instructor
2618 Tahoe Drive, Livermore, CA 94550 (925) 447-5620,
rolfpete@aol.com

Chico Soaring Association (CSA) - Orland Airport, Orland,
CA. Contact Elden Hinkle, 530-898-8101 h,
ehinkle@aol.com
Crazy Creek Soaring Society (CCSS) - Crazy Creek
Gliderport, Middletown, CA. Contact Roger Archey, (415)
924-2424.

Northern California Soaring Association (NCSA) Byron
Airport, Byron, CA. (925) 516-7503 Contact Mike
Schneider (925) 426-1412

Las Vegas Valley Soaring Association - Jean Airport, NV, P.O.Box 19902, Jean, NV 89019-1902.
702-874-1420, elmimi@aol.com

Owens Valley Soaring, 619-387-2673, 5201 Westridge
Rd., Rt 2, Bishop, CA 93514

Minden Soaring Club - P.O. Box 361, Minden, NV 89423
Contact Rick Walters (775) 265-3386.

Palomino Valley Soaring, Air Sailing Gliderport, NV.
Mailing address, Palomino Valley Soaring, PMB 356,
9732 State Route 445, Sparks, Nv. 89436. (775) 475-2440,
info@soar-palomino.com,www.soar-palomino.com

Mount Shasta Soaring Center – Siskiyou County
Airport, Montague, CA, Contact Gary Kemp, 530934-2484, gkemp@sunset.net
Nevada Soaring Association (NSA) - Air Sailing
Gliderport, NV. Contact Vern Frye (775) 825-1125 h

Las Vegas Soaring Center Jean Airport, (702) 874-1010
lvsoar@vegasnet.net

Hollister Gliding Club, Hollister Airport – Hollister
California,
831-636-3799,
831-636-7705
FAX,
info@soarhollister.com
Soar Minden Minden-Tahoe Airport, P.O. Box 1764,
Minden, NV 89423, 775-782-SOAR(7627), 800-345-7627
Soar Truckee, Inc. P.O. Box 2657, Truckee Airport, CA
96160, 530-587-6702
Williams Soaring Center 2668 Husted Road, Williams,
CA 95987, 530-473-5600, soaring@colusanet.com
http:/
/www.williamssoaring.com/

Northern California Soaring Association (NCSA) Byron
Aiport, Byron, CA. Contact Mike Schneider (925) 4261412
Silverado Soaring Association - Crazy Creek Gliderport,
Middletown, CA; Truckee Airport, Truckee, CA. Contact
Christopher de Roulet 925-250-1877 Ext. 14

Christopher@EliteNetworkInc.com
Valley Soaring Association (VSA) - 2668 Husted Road,
Williams, CA 95987. Contact Peter Kelly (707) 448-6422

WORLD WIDE WEB ADDRESSES - REGION 11
SOARING SOCIETY OF AMERICA http://www.ssa.org
PACIFIC SOARING COUNCIL http://www.pacificsoaring.org
AIR SAILING INC. http://www.airsailing.org
JIM AND JACKIE PAYNE - FAI BADGE PAGE http://home.aol.com/JPAviation
BAY AREA SOARING ASSOCIATES http://www.flybasa.org
CENTRAL CALIFORNIA SOARING CLUB http://www.soaravenal.com
CHICO SOARING ASSOCIATION http://www.syix.com/clarkaw/csa_home.html
LAS VEGAS SOARING CENTER http://www.lasvegassoaring.com
MINDEN SOARING CLUB http://www.mindensoaringclub.org
MOUNT SHASTA SOARING CENTERhttp://www.craggyaero.com/mssc/
NORTHERN CALIFORNIA SOARING ASSC. http://www.norcalsoaring.org/
PALOMINO VALLEY SOARING www.soar-palomino.com
RENO SOARING FORECAST http://nimbo.wrh.noaa.gov/Reno/rnosafrno.htm
SILVERADO SOARING, INC. http://www.silveradosoaring.org/
SOAR HOLLISTER http://www.soarhollister.com/
WILLIAMS SOARING CENTER http://www.williamssoaring.com/
VALLEY SOARING ASSOCIATION http://www.community.net/~soaring/
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The
Unconventional
Record
By Sergio Colacevich

I

n 2001 I read in the Soaring
Magazine about the 100k world
record of Jim Payne, obtained by
using wave lift, and I thought that it
was a good idea and I could make it
work for myself.
Jim flew a Discus A at over 146
mph in the Southern California Sierra
wave. The peculiarity of this record
is that it is a FAI triangle, where
each side must have the minimum
length of 28% of the total triangular
The cloud seen from the ground, looking south west. The mountain on the bottom right is Freel
Peak, with an altitude of 10,881’!
distance. Until then, all records in
where the theory of thermal flying
wave and then go to the turn point
wave were obtained by flying up and
does not directly apply.
across
wind,
or
should
I
do
the
oppodown the wave, not across it. It takes
After some study, I resolved that
site?
And
the
turn
point
across
wind,
some imagination, and a good knowlmy
Start
Point, which I called Wave
should
it
be
up
or
down
wind?
But
edge of the wave, to conceive a task
Start,
would
be southwest of Minden,
most
important,
and
more
difficult
to
involving part of the flight in a 1400
and
my
first
Turn
Point, which I
evaluate:
Should
I
go
straight
to
the
fpm down.
called Wave Lake, in the middle of
Anyway, the result was spectacu- turn point across wind, taking all the
the Lake Tahoe. I would follow the
sink obliquely; or would it be better
lar and I thought that I could use the
wave up to an optimum point, which
to
run
part
of
that
leg
in
wave,
and
same approach to try a record in the
I called Wave Depart, go to the
State of Nevada.
Wave Lake turnpoint, then come
As everybody
back to another optimum point
knows, Minden
in the wave which I called Wave
(4718’) is the
Return, from there following the
mine of Diamond
wave to a point in the middle of
altitudes and I dethe Washoe Lake which I called
cided that this
Wave Washoe, and then conwinter I would
tinue climbing in wave back to
leave my glider,
the Start Point. I could start at
which also is a
21,000’ and climb to 23 or 24
Discus A, at that
thousand feet using the Minden
airport. A nice
wave window, then cut down to
thing about
Wave Lake losing a horrible
Minden is that
amount of altitude in the fierce
there is a wave
sink, be below 18,000’ when
window. This alleaving the window, and after
lows flying much
turning Wave Lake come back
higher than
The Lake Tahoe from the south. In the foreground, the town of South Lake Tahoe. to the wave and climb all the
18,000’. I was
The Wave Lake turnpoint is just short of the middle of the lake. Note the absence
very much inter- of clouds over the lake, with rotor clouds and a wall of wave clouds on the right. rest of the last leg. I would be
back at the Wave Start at the elested in altitude,
evation
of 18,000’, so as to be within
then
cross
the
wave
at
a
suitable
because the higher we go, the faster
1000
meters
of the starting altitude.
point,
so
as
to
diminish
my
exposure
we can fly and at 18,000’ our ground
I
built
myself
a spreadsheet,
to
the
terrible
sink?
And
in
this
case,
speed is 32% higher that the ASI airwhich
quickly
became
more and more
where
was
the
optimum
point
at
speed.
involved
and
complicated,
on which
which
to
leave
the
wave?
In
addition,
The first thing I did was to try
to
test
the
various
strategies.
I
I
had
to
determine
the
best
speed
to
and conceive an optimum strategy for
wanted to find the best location of
fly in this particular environment,
the flight. Should my first leg be in
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I did during that winter allowed me
the Depart and the Return Point.
to refine the spreadsheets with actual
Studying the GPS trace from Jim
flight data, and my confidence inPaynes’s flight I estimated the
creased. In those flights I was able to
strength of the lift and sink he enappreciate the
countered, and esstrength of the
timated the wind
sink, and found
velocity. The wind
out that close to
speed is important
the Wave Lake
because when in
turnpoint the sink
wave it determines
disappeared and
the crab angle
some mild lift
against the wind,
could be found. I
and when flying
also refined the
across the wave it
location of the
increases or deturn points based
creases the aircraft
on the actual lospeed by the
cation of the lift.
amount of the
One surprise
wind speed. The
that came out
complications are
from the spreadthat the wind
sheets was that
speed increases
the so much
with altitude, and
sought after adthe ground speed
vantage of flying
of the aircraft also
at high altitude
changes with the
was curbed by
flying altitude acLake Tahoe seen from the east ridge, looking
cording to the at- west. The Wave Lake turn point is just in front. the fact that one
On the other side of the lake the Emerald Bay, cannot exceed
mospheric presto the left the Fallen Leaf Lake. Note the streaks
sure, at rates that formed by the wind on the water surface. In the the speed at
foreground, a puffy rotor cloud. It seems you
have to be detercan feel the wind howling on your face, but the which flutter may
appear. Because
mined and incor- flight is exceptionally smooth.
this speed is diporated in the calculation. My spreadsheet took all that rectly related to atmospheric pressure, my speed at altitude had to be
into account and gave me the posireduced by an amount exactly protion of my departing and returning
portional to the gain in speed due to
points and the speeds to fly etc., for
the altitude. I knew that before, but I
a wave strength which I initially ashad forgotten about it. In other
sumed to be 1000 fpm. I copied the
words, I could not exceed a given
spreadsheet and got the speeds to fly
groundspeed, at any altitude above
for different wave strengths, 1200
13,000’. My
fpm, 1400 fpm
speed-to-fly
and 1600 fpm.
came out to
The spreadbe the one
sheets worked
correspondbeautifully and
ing to an exmy engineer’s
pected lift
heart was singof about
ing at all that
1200 fpm,
mathematical
but in the
perfection. In
Cambridge I
the actual flight,
could set the
things went difMcCready
ferently.
north east to the majestic wall formed by a wave only to 950
However, it Looking
cloud in the Minden Valley. An additional layer of air conwas important
denses its moisture above the wall in a spot of stronger lift. fpm. I had
to fly faster than the indication of the
for me to have a good idea of the
instrument, and I decided that I
theory, so that I could assess the imwould increase my speed by making
portance and limits of the various
factors in play. Two wave flights that an estimate while flying.

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
glenncobb@sandyutah.com
High resolution digital
photos are preferred.
Thank you!
Glenn Cobb
WestWind
Editor
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The limitation to the speed reduced substantially the advantage
that I thought I would have by flying
at high altitudes, but I had to fly high
anyway to be able to go to the Wave
Lake point and come back to the
wave crossing the mountains surrounding Lake Tahoe. The spreadsheets told me that I would lose between 10,000’ and 11,000’ during the
8 or 9 minutes spent in sink. Another
limitation was due to the fact that at
high altitudes in winter it is way too
cold to carry water ballast. My
dreams of fabulous records were then
redimensioned and I limited myself
to do just the best I could.
I hope I do not bore anybody
with the story of the preparation for
the flight but I can assure you that
the planning, anticipating and speculating is at least one half of the excitement of searching for a record.
My wife, Amy, was shaking her head
every time she surprised me working
at the spreadsheet, but she has a different point of view.
On April 14, 2002, the forecast
was very promising and Minden
sported its characteristic lenticular
clouds, clear air and pronounced
winds of wave days. But the location
of the wave was not the same as before: the clouds were two to three
miles downwind of where they had
been at other times. I did not think
about changing the task. It was too
difficult to calculate a different one
without computer, in the increasing
wind and with the haste of starting
the task. A mathematical error would
be very easy to develop.
The wind speed was expected to
increase in the afternoon. That day,
Tony Sabino of Soar Minden was my
Official Observer. I released low,
1,700’ AGL close to the field, as at
other times on wave days. I drifted
downwind under the lenticulars
climbing to 11,000’. From there I
went upwind toward the blue, climbing in wave up to 18,000’ without
leaving the spot where I was. Then I
moved, reaching Wave Start at
20,000’. After the start I followed
the wave, reaching 20,500’ at the
Wave Depart. From there I went to
Wave Lake, and lost 6500’ in 4 minutes before finding out that, surprise,
I was in lift! The last 4 miles remain-
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ing to the turn point were run at a
constant elevation and at reduced
speed (about 130 mph groundspeed).
I turned Wave Lake at 14,000’ and,
indulging in the lift, instead of going
directly to the Wave Return point I
followed a direct line towards Wave
Washoe with a ground speed close to
200 mph.
I turned Wave Washoe at 8,600’
and went urgently to look for the
wave, which was another 2.5 miles
downwind. Now the climb began. I
had 27 miles to climb straight ahead
up to 18,000’. Half way through I
was at 16,500’, while flying at 110
mph and climbing at 1000 fpm. It
was exhilarating but also stressing,
having to find the best position in relation to the cloud and with the
knowledge that a mistake in locating
the wave would mean an immediate
loss of altitude and the loss of the
record. As it happened, at that point
the lift began to lose strength, and
strangely enough, notwithstanding
the need to use the diminished lift, I
had to increase the speed under the
command of the speed to fly director.
Climbing somewhat nevertheless, I
got to Wave Finish at 17,300’. The
whole circuit had taken about 36
minutes.
I had anticipated making two
runs. I went back to the wave and
thought about what to do next. An
approximate mental calculation told
me that it was a good run and I had
abundantly beaten the previous
record. I decided that what I had
done was all right and decided for a
plain repetition of the same task.
Starting again but now at 21,000’, I
reached Wave Depart at 23,000’ and
began my wave crossing, reaching
Wave Lake at 15,000’, about 1,000’
higher than before. This time my
track passed slightly to the west of
the previous one, and I reached Wave
Washoe at 9,300’, about 700’ higher
than before. It was now easier to
catch the wave, with the acquired
knowledge and confidence that the
task was possible.
I also had the time to observe the
situation around me. I was in the blue
just ahead of the cloud, the vertical
extent of which I could only partially
see. There were rotor clouds towards
the mountains surrounding Lake

Tahoe on my right, and I could see
secondary and tertiary waves on my
left. The whole Minden Valley was
beneath me, illuminated by the crystalline air while I was going up and
up in this exhilarating cavalcade,
seeing and feeling the power of the
wave. My Cambridge is set to display
the Netto and the average lift was between 1,200 and 1,400 fpm for several miles. The maximum value I
found was 1,700 fpm in the average,
for about one minute. This time the
halfway point of the last leg was
passed at 17,000’, with a better guaranty of finishing the task well. I finished at about 18,600’, with a total
time that looked somewhat better
than the first one.
Of course I am reporting all these
numbers taking them from the GPS
trace. During the flight one has just
the lucidity to make an approximate
evaluation of what is going on. Most
of the attention is dedicated to the
speed, the altitude and which way to
go in the next minute or so, with a
longer plan on where to go and what
to do in the next five minutes.
As it came out, the fastest run
was the second. Doug Donohue, the
Record Keeper for the State of Nevada, evaluated the time on task at
35’ 27”, which over the task distance
of 101.32 km translated to a speed of
171.49 km/h, or 106.56 mph. The existing records for the Standard, 15 m
and Open classes were respectively
81.24, 90.51 and 102.36 mph, and I
beat them all.
When looking at these high
speeds we have to consider that the
allowable difference in altitude between the start and arrival point is
1000 m, or 3280’, which is a big advantage in a short task like this one.
Could I have done better? Of course I
could have, there is no limit to improvement, and one big consideration
for next time could be to choose a
point downwind of the wave rather
than upwind like Wave Lake. On the
other hand, it is easier to do this kind
of judgment after the flight, while
looking at the GPS trace. While flying, I could not adequately visualize
my actual ground path.
But I liked my flight and I took
it. Maybe one day I will do even
better.
Copyright 2002 Sergio Colacevich

Landing
Out
by Bob (Chukar) Spielman
Our experience in landouts is not
as good as it should be. What is a
landout? For high performance
ships, it’s landing at a strange airport. For our club Schweizers it’s
landing at a non-airport.
Ask Vern Frye or Carl Herold
and they will tell you they’ve lost
track of how many landouts they’ve
made. It is part of low performance
cross country soaring. We need to be
very good at it. We see landouts in
alfalfa fields, dirt roads, highways,
pastures, and dry and not so dry lake
beds. They all are unique and very
interesting.
We’ve damaged several gliders
while I’ve been a member of NSA.
The first I remember was a landout
on a dirt road in Antelope Valley east
of Fred’s Mountain. On landing, the
wing caught the sagebrush on the
side of the road and turned the glider
and the sagebrush on a berm. The tail
was bent 90 degrees and the glider
was totaled. Another was a landing in
the middle of Winnemucca “Dry”
Lake and the glider was undamaged
but the pilot had to be airlifted out
by helicopter because he sunk in the
mud so far he couldn’t walk. The
glider was later totaled by a thunderstorm before we could retrieve it. On
another flight the pilot was approaching from south of Pyramid Lake and
couldn’t make it. He passed up Duck

Lake thinking he could make Air
Sailing but landed in the area between the shooting range and ASI
hitting a ditch and did about $5,000
damage. We damaged one on landing
on the Pyramid-Gerlach highway because of the plastic road edge markers. We damaged one last year on a
runway edge light at Stead and another this year landing downwind on
a dirt road north of Rosachi.
We do have many successful
landouts in dry lake beds and fields
or pastures. Roads have not worked
out as well. There are several recurrent themes. Obstacles along the
sides of roads, bermed roadsides, and
downwind conditions resulting in
loss of directional control.
When I was at the 1-26
Goalstrike at Jean, Nevada, I was
surprised to find that they used
gravel pits for some of their emergency fields. That got me thinking
that maybe we look for a long
straight place to put our wheels when
we should look for a place to put our
wings as well. The gravel pits which
have been selected are pretty small,
but usually about as wide as they are
long, so directional control on rollout
is not critical. Our smallest glider,
the 1-26, has a wing span of 40 feet
and a low time pilot can stop it on
landing in around 400 to 500 ft from
the touchdown spot. This is a little
more than about twice the length of
the tow rope. I measured the pavement on Winnemucca Ranch Rd and
it’s 22’ wide with metal markers 2’
either side so there is only 26’ of
clearance. This is about standard for
a major paved two lane road – it is
sometimes less. These make a very
poor choice for a landout spot. The
dirt portion of the Winnemucca
Ranch Road near Airsailing is
around 36’ wide with another 10’ of

ditch to the berm and sagebrush on
each side for a total of 56’ so that’s
landable, provided you are able to
maintain very good directional control all the way to a stop. But only 8
ft of divergence will stick your wing
tip in the rough and you ground loop
through the ditch and berm.
So my point is when you need a
landout spot, look for a place which
accommodates your wings and is not
so demanding with respect to directional control. Dry lakes, hay fields,
even short sagebrush. Trailering
home your undamaged ship is a perfectly acceptable solution to running
out of lift.
Dry lakes are one of the best
landout spots we have. If you land on
a dry lake look it over while you still
have a little altitude. Look for wheel
tracks and land right down them. If
cars do not sink there, gliders won’t
either. Also look for a road coming
down to the dry lake as that will
make a vehicle retrieve easier. With
no other signs, land near the edge,
and avoid dark soil as well as extremely white “salt looking” spots.
Dark color can signal wet soil and
the really white salt precipitate signals wet conditions beneath. LANDING NEAR THE EDGE does a couple
of things for you. 1.It’s usually a
little higher and drier than the center;
2.You will gain depth perception
from the sagebrush and weeds along
the edge which will help you in estimating your height during landing.
Do not go beyond the edge, however,
as it often is very sandy, soft and not
as smooth a surface (desert), in addition to the increasing density of obstacles.
Fly Safe!
Chukar

Air Sailing and headquarters for NSA (Nevada Soaring Association) - photo by Dale Thompson
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Flight from
Hollister to
Truckee
Monday, 09/01/2003.
Five hours and 49 minutes
49 mph average.
My unplanned flight across the
Sierras from Hollister.
by Brian Choate, DG3
I watched the weather on the labor day weekend, and Sunday looked
good. With a low pressure moving in
slowly and Monday temps higher,
Monday Avenal TIP confirmed it
with 12k predicted. Ramy, David,
and I showed up to fly on Monday.
We planned the usual Panoche, Black
Mountain run and Ramy towed first.
The lift was great and I towed next. I
arrived at EL1 (near Panoche) just
over the ridges and took one good
thermal to 11,000 feet. I flew directly to EL4 (near Hernandez) where
I stopped for my second good thermal. At this point Ramy had continued into the blue toward Black where
he reported about 8,500ft. and not the
best lift. Ramy talked about the great
cloud street over the sierras and we
wondered how close it was. It looked
like the clouds were closer than the
mountains. As I approached 12,000ft
under the cloud I decided what the
heck, I’ll give it a try, I told Ramy
what I had decided, and he offered to
retrieve me if I landed in the valley.
So off I went. As soon as I left the
thermal over EL4 the air was still,
just like the marine layer near
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Half Dome

Hollister. I had a light tail wind. The
crossing took some time, and half
way across at 6,000ft the clouds did
not look any bigger. I now felt I had
no chance to get over but continued
in case I found some low thermals in
the valley. I arrived a few miles from
the foothills at 1,600 agl with
Yosemite Hidden Lake strip in glide
and in sight.
Keeping the strip in glide I
glided closer to the foothills and the
bumps started, I found some light
thermals about 1-2 kts to start with. I
patiently worked them until I gained
1,000ft. Then I moved over Yosemite
Hidden Lake. With the 5-7kt west
wind I predicted the dam and lake

would make a great thermal trigger.
Sure enough I found a 4 kt thermal
over there and worked it gaining another 1000ft or so.
As I worked more thermals I
drifted deeper into the Sierras, each
time stepping up and further in. I
played it conservative as the terrain
was VERY intimidating. I set my
winpilot to 90% bugs which gave me
26:1 glide and I had 1,000 pattern
alt on top of it. In addition, I always
kept 2000ft above glide back to
Yosemite Hidden Lake strip (my only
landing option) this gave me a total
of 3000ft arrival alt at anytime using
26:1. I tip toed from thermal to thermal toward Oakhurst. The clouds on

The wind had now changed as I
crossed the Sierras and headed from
Bridgeport. I found a 9-12 kt south
wind and the cloud street was not
working at all. I changed gears and
flew conservatively past Bridgeport
where I finally connected with a
good one. I believe the wind had
washed out the lift from the Mono
Lake effect. I was able to stay high
past Patterson and arrived at the last
clouds in the street over Freel Peak.
Since it was late in the day, I
could only get to about 13,000ft a
few miles south of Freel. I crossed
Freel at 12,800ft and with a tail
wind, I had the gap on the other side
of Lake Tahoe made with 2,000ft.
Still a bit intimidating, since this was
my first lake crossing in a 15m ship.
I landed at Truckee and tied down.
Yee ha!
Half way across Lake Tahoe

the Sierras were now obviously on
the crest and miles away! But I noticed some smaller clouds scattered
and some shadows about 10 miles
ahead. I stumbled across an unknown
short paved strip about 15nm NE of
Yosemite hidden lake strip.
I found a stronger thermal here
about 4 kts and climbed to 8,200ft, I
then crossed over Oakhurst and noticed a golf course that I would use
in an emergency.
I was getting real close to the 1st
wisps now about five miles away,
and reported to Ramy that it now may
be possible to connect. Unfortunately
it was now too late in the day for
Ramy to join me as he had been waiting about two hours at Hernandez as
I kept him updated on my progress.
I Now had Mariposa in glide
even though I could not see it as it
was way down a canyon. I had flown
in there with a Cessna a couple of
years ago, so I was comfortable with
where it was. I also spent some time
in Yosemite village and had checked
out the fields there (landable in an
absolute emergency). This made me
fly closer to half dome and Yosemite
Village.
I finally broke through the inversion and connected with some real
lift near half dome, connecting with
the clouds and climbing to 15,000ft.

Now I could breath a sigh of relief as
the streets ahead looked easy to complete the crossing to Lee Vining.
I didn’t have to turn much to Lee
Vining. What a feeling of exhilaration when Mono lake came into view.
The clouds streeting was well connected and looked great to Patterson,
Pine Nuts and the Whites.

Note: Thanks to Eulee and his wife
for inviting me to dinner at Truckee,
and thanks to Matt (W4) for the updated conditions in the sierras. To
Drew for letting me use the RV for
the night. Thanks to all my good
teachers, Russell, Ramy, Drew, Carl
Herold, Peter Deane and Gavin
Wills!
Brian Chote, DG3

Moni Lake
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2003 PASCO
SOARING SEMINAR
& ANNUAL BANQUET
Saturday
November 8, 2003
at the
Hiller Aviation Museum
(San Carlos Airport)
601 Skyway Road
San Carlos, CA 94070
Phone: (650)-654-0200
http://www.Hiller.org
Hotel rooms available at a discount rate.
Ask for the PASCO discount.

Safety Seminar
9:30 a.m. to 5:00 p.m.
Program TBA
Banquet and Awards Ceremony
Museum Tour: 5:00 – 7:00
No host bar: 5:30 - 7:00 p.m.
Dinner: 7:00 - 9:00 p.m.

Dinner speaker:
Chris Woods
Renowned Bay Area Aviation Cinematographer & Contest Pilot
Also speaking will be Greg “Shifty” Gears from the Top Gun Naval Training Center in Nevada

Dinner price is $38 with RSVP, or $40 at the door.
Please indicate beef or chicken when making reservations.

To make a reservation for the seminar, contact Chris de Roulet by email at
PASCOSafetySeminar@Yahoo.com ; if you are also planning on attending the Awards Banquet,
please RSVP to Chris de Roulet by telephone at (925)-639-1110 no later than November 1, 2003.
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Calendar of
Events
November 8
PASCO Awards Banquet and Safety
Seminar. See page nine for details.

Charitable
Giving
Consider a provision in
your will to include a
monetary donation that
equals your enjoyment of
“The King of Sports”
PASCO is a 503 c(3) not
for profit corporation and
contributions are tax
deductible.

PASCO and the FAA to invite 10,000 Bay Area
power pilots to attend the PASCO Safety Seminar
The FAA will be sending out 10,000 invitations to local Bay Area
power pilots to attend the PASCO November 8, 2003 Safety Seminar and
Awards Banquet at the Hiller Aviation Museum located at the San Carlos
airport in the Bay Area. There are many common safety concerns for
both the power and glider communities. The FAA has realized this and is
supporting PASCO’s efforts to reach out to the power community to
expose them the art of soaring through our safety seminar.
There will be two training tracks for the safety seminar. The Power
Pilot track will be oriented towards exposing pilots to typical safety
topics for the glider community that will be new to them, such as blip
maps and weather forecasting, flight physiology, bailout procedures and
survival to name a few. At the same time, soaring oriented seminars will
be conducted for the glider pilot covering such topics as new technology
for improved soaring, high altitude flight considerations, weather forecasting and other soaring related topics.
If you know a power pilot that has been interested in soaring, this is the
seminar for them. Many power pilots have done the $100 airport hamburger flights and are now looking for new flying experiences. PASCO is
seeking to reach those individuals to add to our soaring community, help
strengthen our FBOs and their training programs and add to our local
club memberships. The cost of the seminar is $10 to cover room costs
and includes admission to the museum.
IF YOU ARE ATTENDING, PLEASE BE SURE TO RSVP FOR
BOTH THE AWARDS BANQUET AND THE SAFETY SEMINARS.
BOTH EVENTS ARE ON A FIRST COME, FIRST SERVE BASIS.
PLEASE SEE OUR ADD IN THIS ISSUE.

in association with

...welcome PASCO Members with a special rate of $59 00
Brenda O’Sullivan, Director of Sales
650-631-0777 x 401
brenda_sales@innsofamerica.com
555 Skyway Road, San Carlos, CA 94070
122 Rooms, Suite, Meeting Room, Complimentary High Speed Internet Access Available,
Complimentary Continental Breakfast, In-room Coffee, 5 mile Radius Shuttle Service, Cable TV,
Pay-per-View Movies, Video Games, Microwave, Refrigerator, Data Port, Pool,
Fax & Copy Service, Kingsize Beds, Exercise Room, Coin-op Laundry

Page 11 — October 2003

Williams
Soaring Center

WestWind
Classifieds

Proudly servicing the Soaring Community for over 15 years

ads on the
WORLD WIDE WEB

• Winter Instruments

• Cambridge GPS

• Tost Products, Tire Releases

• Oxygen Systems

• Mylar Seals, Wing Tape

• Flight Accessories

• Pilot Supplies

• Training, Rides & Rental

Now for one low price
$10 per month for 35 words.
Your WESTWIND classified ad
will also appear on PASCO’s
WWW page! Be sure to include
your e-mail address in your
advertisement.

Janus C, 1983 20-meter carbon wing
two-place, 1400 T.T. Cobra
trailer. Dittel radio; full instruments
including Cambridge SNAV with
repeater; Sage, Winter varios;
oxygen; Strong parachutes; Jaxida
covers. $62,500. Marion Barritt 775
782 7353 mbarritt@powernet.net NV

Formerly
PIK Pacific

Williams Soaring Center (530) 473-5600
Rex & Noelle Mayes

2668 Husted Road, Williams CA 95987-5105

FOR SALE: 1972 Dodge 18' Fireball
Motorhome 360ci Eng, Autotrans,
Sleep 4 Adults. Propane Stove, Oven
& Heater Refrigerator & Freezer,
Shower, Recirc toilet, 35 gal fresh
water. Awning, solar panel, Runs
good. $3200 775-720-9838
ASW-24 (LL), 1988, excellent
condition, 870 hrs, Maumgher
winglets with wheels, tinted canopy,
oxygen, Dittel radio, Sage vario,
Cambridge GPS and L-Nav, Terra
transponder, Cobra trailer with
tow-out equipment, other extras.
Financially motivated to sell.
Karol 415-845-3002,
KaroLL@sbcglobal.net
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SOARING WEATHER WEB-URL SITES
Compiled by Doug Armstrong

http://www.wrh.noaa.gov/reno/…NWSFO Reno home page/additional wx data
http://www.wrh.noaa.gov/reno/javapg/soaring/index.html…NWSFO Reno soaring/index
http://www.wrh.noaa.gov/reno/RNOSAFRNO.txt…NWSFO Reno soaring forecast
http://www.wrh.noaa.gov/reno/javapg/satellite/index.html…weather satellite index & loop
http://weather.unisys.com/satellite/sat_ir_enh_west.html…wx sat/infrared mode (IR)
http://www.wrh.noaa.gov/reno/javapg/satellite/GOES_West/4km_wvimage_Jhtm…4km WV
http://www.wrh.noaa.gov/reno/javapg/satellite/GOES_West/16km_irimage.htm…16km IR
http://www.wrh.noaa.gov/reno/javapg/satellite/GOES_West/1km_visimage.htm…1km VIS
http://www.wrh.noaa.gov/reno/javapg/satellite/GOES_West/1km_visloop.htm…VIS loop
http://www-das.uwyo.edu/upperair/sounding.html…current atmospheric soundings/map
http://www.wrh.noaa.gov/reno/javapg/radar/index.shtml…Local/Regional radar data
http://grads.iges.org/pix/mrf.vort.html…MRF extended forecast model
http://www.edwards.af.mil/weather/mrfmodel.htm…MRF model output
http://www.wrcc.dri.edu/weather/sage.html…DRI-Stead remote weather data
http://www.wrcc.dri.edu/weather/slide.html…DRI-Slide Mt. Remote weather data
http://virga.sfsu.edu/gif/jetstream_pac_init_00.gif…SFO State 300 mb Jet-stream
http://rap.ucar.edu/weather/upper/ua300mb.gif…UCAR 300 mb Jet-stream
The data from these web-url sites with a brief description can be reviewed on a daily basis by any
soaring pilot or soaring meteorologist in preparation for soaring flights in the western states. Most of
these Internet sites are used in a soaring forecast overview prepared by Doug Armstrong…Soaring
Meteorology updated April 17th , 2001…inquiries can be addressed to this email <skybird98@aol.com>

800-345-SOAR
775-782-7627
Fax 775-782-6505
• website : http//www.soarminden.com
• email : soarminden@powernet.net
• 3 - 250 hp Pawnee towplanes
• Our professional staff will assist you from
tiedown/assembly to staging & takeoff

Minden - Tahoe Airport
Minden, Nevada

Gliders Available
Discus B
LS-4
LS-3A
Mini Nimbus B
4-Grob 103 Acros
2-Grob 102s

Hourly
$57
$48
$48
$48
$60
$41

*Daily Mar.-Sept.
$250
$215
$215
$215
$260
$190

New for 2002:
26 New Glider Tiedowns on the East Side.
We now have on line a GROB 103 with paraplegic
controls for individual or instructional flight.
A Katana DA-20 A 1 for power instruction, cross
country course surveying, and scenic rides is now
available at Soar Minden
East side tie downs complete with concrete wheel
paths are ready for occupancy. Tie down your
glider and trailer for $7 a day or $30 a month

* Daily rate includes unlimited use of glider, O 2 , Barograph, Parachute & 1st tow up to 3000 ft tow.
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Looking To Lower
Your Soaring Costs?
Look to Silverado Soaring Inc.
Become a member of Silverado Soaring, Inc. and
cut your soaring costs. Share ownership of 2 Grob
103s (2-place) and 1 DG-101 (single place). For a
monthly cost of $70, enjoy the following benefits.
•
•
•
•
•

A generous, reserved scheduling allowance.
No hourly use charges.
Access to club gliders for cross-country flights.
Ability to fly with other experienced pilots.
Gliders based at various locations, giving variety
to your flying and taking advantage of
gliderports seasonal conditions.
For additional information contact:
Chris de Roulet 925-376-3559
Thin_o2@Hotmail.com

Membership requirements are private pilot certificate in gliders, checkout with an approved instructor, and initiation fee. Pilots using gliders for crosscountry must meet certain minimum requirements.

Use of Mode C Transponders
PASCO Recommends the Use of
Mode C Transponders Near Reno
T he potential conflict between gliders and commercial
air traffic near Reno has increased with the growth of
commercial jet traffic into Reno-Tahoe Airport (RNO)
during the past few years. PASCO emphasizes that
glider pilots operating in the Reno area must be alert
for all air traffic arriving and departing RNO.
Transponder signals are received by Traffic
Collision Avoidance Systems (TCAS) on board
commercial aircraft as well as by Air Traffic Control
(ATC) radar. By Air Traffic Control (ATC) Letter of
Agreement, gliders in the Reno area can transmit the
0440 transponder code in the blind, without
establishing radio contact with Reno Approach Control.
New transponders have recently gone on the market
with size and power requirements more suitable for
glider operation.
PASCO recommends that gliders operating cross
country, within 50 NM of Reno-Tahoe Airport, install
and use a Mode C altitude encoding transponder.
Read the informative article: “Gliders With and
Without Transponders in the Reno ATC Area” - by Carl
Herold, posted on the Minden Soaring Club Web site:
http:/www.mindensoaringclub.org/.

If it flies, we have the avionics for it!
Sales & Service
KING • COLLINS •NARCO • BENDIX
EDO-AIR • GENAVE • ASTRONAUTICS

“SERVING GENERAL AVIATION SINCE 1971”
Darrel A. Strachan, President • Debra K. Phillips, Office Manager

1250 Aviation Ave., Suite 110 • San Jose, CA 95110 • (408) 295-4144
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Barograph
Calibration
Service
SSA Approved Facility
Calibration
$25 if you hand deliver, or mail & pickup in person
$35 plus UPS insured for mechanical Baros
$40 for Electronic Barographs, EW, XYLON,
GPS Navigators: Cambridge, Filser, Volkslogger, etc.
Will Calibrate as you wait (1.5 Hr) by appointment

C.H. Engineering
4790 Caughlin Pkwy #187
Reno, NV 89509-0907
Phone / FAX (775) 827-3376
E-mail: cdherold@charter.net

Cross Country Soaring
in The Great Basin
ORDER YOUR CD NOW
YEAR 1999 & 2000 PASCO
Extended XC Soaring Seminar
This CD contains the 1999 and the 2000 Briefings
Includes goodies and software tools
16 Hours of 18 Briefings by:
Enevoldson, Gudgel, Herold, Izuno, Kemp,
Plaszowiecki, Payne, & Semans
138 GPS Recorded Flights by 31 Pilots
Rendered by Charles Thaeler with 3D Terrain
Includes Cambridge PC Software Ver. 5.882
Includes PowerPoint97, Excel97, and Acrobat 3.01 Viewers
You can view CD with your browser or the Viewers

If you have an Apple MacOS, order an Apple CD.

Write & Mail a $17.00 check made out to:
Carl Herold, PASCO CD
4790 Caughlin PKWY #187, Reno, NV 89509-0907

(775) 424 6767
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Join PASCO today!
A $25 Membership includes A One
Year subscription to WestWind

Name
Address
City State Zip
Phone
email
 New

 Renewal  G i f t

(from

)
Please make checks ($25)payable to PASCO
Send to: Ty White, Membership Chairman
41600 Marigold Drive • Fremont, CA 94539

PASCO

Pacific Soaring Council
41600 Marigold Drive
Fremont, CA 94539
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