Bay Area Soaring Associates
PO Box 70656
Sunnyvale, CA 94086

No BASA Meeting Until January.

The next regular BASA meeting will be at the end of
January.

A DG-1000 with the 18-meter tips on.

Membership Chairman (wolf Weber)

Joining/Leaving This month, we haBavid Klinger
andGlenn Baxter resign their associate memberships.
Kenneth Morrow, the previous owner of 5KM joined
at the associate level. Welcome Ken! The memigersh
count stands at 64.

Sponsor Memberships For Salk you have been in the
club for a while and plan to stay, consider makimg
longer-term commitment to become a sponsor member.
Buying a sponsor membership saves you $40/month in
dues. Recent sales have been in the $2000 - $2500
range. Please contact me if you are interestédying

a sponsor membership. Also let me know if you are
interested in selling your sponsor membership, Gl

list you here.

Treasurer (Christian ILMI)

Checking: $5,550.61
Ins. Fund: $51,147.77
5KM loan: $58,240

We received a refund from San Benito County for one
of the prior year’s property tax that we challeng&d
least, we are tracking the system too...

We now have many members late on d@dwis de
Roulet, Lee Bailif, Lee Edling, Ed Lord, Matthias
Mederer, Ram Ofir andHans Van Weersch
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As we are not in the flying season, we are takirig t
opportunity to catch up on annuals, repairs, etc...,
which means that the bills keep coming. Pleasggbri
your dues status up-to-date as BASA does not have
deep pockets. Some members pay a few months in
advance, so if you think you may be missing the
payments in the winter months, you can do likeghes
members and then you don't have to risk being late.

Thanks,
Christian

Flight Committee Chairman (Jim Britton)

BASA/Hollister ‘Small Group BFR' daysYou may
recall that last month we offered a way to stayenir
over the winter at a very reasonable rate. Several
people responded that an economical BFR would be
appreciated too. So this month's offer is to aljmwu to
renew your BFR at Hollister for just $259.

What it IS A chance to renew your BFR with Charlie
Hayes so your are ready for spring. If you areenir
(or nearly current) under BASA rules and you would
like to renew your BFR this could be for you.

What it IS NOT Itis NOT a way to get a reasonably
priced BFR if you are well out of currency. Youllwi
need intensive 1-on-1 instruction for that.

What do | actually get for my mon@yYou and 3
others will first share 3 hours of ground instraanti
including a group preflight. You will then each
individually get a total of 7000’ of tows spreaccod
flights, combined with up to another 1 hour of an
instructors time for the flying part. All that faust
$259!

How can we do thi3d By getting together a group of
pilots to cover a full day of activities, we canagantee
a certain income for the instruction and the tow
operation. This covers the various fixed costs W&
never get to find out about. Also by running time |
ourselves we save the cost of the line boy fordtne
We need 4 pilots to commit in advance to make this
happen.
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Important Conditions This rate is only good for these
special "BASA small group BFR" days.

You must:

a) Be a BASA member in good standing and be
current (or nearly current).

b) Already be checked out to fly the glider toused.

c¢) Be familiar with the operating speeds etahef
glider to be flown.

d) Be familiar with the standard SSA tow signals.

e) Commit to turn up before 10 AM and to staygon
enough to help launch the last flight.

Payment will be by check only for the $259 rate.
(Visa/MasterCard will be accepted but the cost il
$267). Once reserved, any no-show will be charged
$100 to cover the instructor time guarantee. Nongs
if less than 7000’ of tows actually taken.

No further discounts for 'tow-club’ members -
remember we are committing to a whole day of
activities to achieve these discounts and runrtiedite
ourselves.

There will be no charge if the whole day is canddte
weather reasons.

Intereste@ There are 2 proposed dates:

Friday January 23rd for the weekday folks, and
Sunday January 25th for the weekenders.

If that sounds like something you may be interegted
email Jimjamesbritton@yahoo.cothis week with

your preferred day (and indicate if the alternatixi
work also) and we can try to get it set up.

How can | get the most out of tRisDo your
homework! | recommend:

Get yourself a 2009 FAR/AIM and up to date SFO
sectional.

Get a copy of Bob Wander's boo&lider BFR And
Spring Checkout...Made Easy!"and study it.

If you are well prepared you will get much more ofit
the group instruction.

What if | just need currency fligh?s This months
currency day is this coming Sunday (December 21st).
If you are just looking for 3 flights in the Grobevstill
have space. We will be repeating the currency drfife
February if we get enough interest.
http://www.flybasa.org
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Again - let Jim know what you need.

Glider Locations

As of December 15, glider locations are:

DG-1000 1CH In service at Hollister.
DG-505 5KM In service at Hollister.
Grob 36L In service at Hollister.

In its trailer at Hollister. Needs to
go to avionics shop for
transponder problems.

Pegasus 9JH

In its trailer at Hollister. We ar
obtaining bids to refinish fuselage
and repair cracks in wing
surfaces.

1%

Pegasus 1LV

Junior 6DS Grounded at Hollister. Fiberglgss

damage under nose needs repajr.

=

Collecting My Three Diamonds — Part
Two (Wolf Weber)

Last month | gave an account of my wave flight at
AirSailing to 25,000 feet, giving me the 5,000 rmete
altitude gain needed for the altitude diamond badge
This month, I'll describe the diamond goal flight:

300 km Goal By this time, | had fulfilled all the
altitude and duration requirements through the diagn
badge, but I still had not done a whole lot of sros
country flying apart from my wave flight described
above. Having gone through the Cross-Country Camp
successfully made me eligible to take the low-end
BASA gliders cross-country. So | started doing som
flights in the 1-34 and the Grob. While these gi&lare
not very high-performance, they are plenty fine for
early cross-country flying. It just means that yave

to get higher and have more landing options clgse b
than with the better-performing ships. In the @ll
2006, | completed my silver badge by flying cross-
country in the 1-34 out of Truckee north to Adarnesae
and back (130 km round-trip). For 2007, | decitted
attend Air Sailing Cross-Country Camp again, since
was keen on doing more cross-country flying andethe
had been so little opportunity at the Cross-Country
Camp the previous year.
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An LS-4 in wave lift.

One of the major advantages of the camp is tha¢ the
are lots of other pilots around trying to go placesd
nobody has to be anywhere at night. So the pefaity
landing out is relatively small, with tow pilotsasiding
by for an aero-retrieve and lots of potential pedpf
ground retrieves available. [ think psychologigathis
made it easier for me to strike out longer distarfoem
"home base", not having to fear as much about how |
would get back if I landed out. During 2006 Cross-
Country Camp, | was able to fly the Grob from Air
Sailing to Mt. Patterson and back, a distancevef o
300 km. Had I done it right, this should have ad
both my gold distance and my diamond goal legs.
However, | did not satisfy all the requirementsdor
goal flight, in that while | had flown into the sta
segment at the beginning of the flight, | had rexrib
within the required 1 km from the start point. 38 a
special requirement for the goal flight that | mai$sed
even in what | thought was a careful reading of the
badge rules. The moral here is: read all the rules
carefully, several times, and confirm your
understanding with others who have already paid for
not reading the rules carefully enough.

Fast-forward to the fall of 2006. | decided that |
probably needed to get a share of a private gfater
more successful cross-country flying. This is arully
not true for most BASA members; | am special beeaus
of my height. At this point, the only BASA glideirs
which | can fit are the two-seaters. | typically én
weekends, and BASA reservation rules for two-seater
on the weekend allow for only a single half-day
reservation. While sharing a whole day with other
pilots is possible, and in fact very valuable,attely
one has to strike out solo to get the full expexéeand
fulfill the badge requirements. | ended up buying
half-share of an LS4, a standard-class glider aimiil
performance to the Pegasus, but with a bit moreyoo
cockpit. It's nice to be part of a privately-owrgditler,
because availability is so much better. But therdso

a flip-side: higher costs and a lot more hasstelims
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of taking care of the glider. | flew the glideb#
during the fall/winter/spring of 2007/2008, but was
really looking forward to my concentrated week of
flying in June of 2008. The Nevada Soaring
Association (some of whose members | had already me
at Air Sailing) was planning a week-long encampment
at Bishop and were kind enough to let me tag along
my LS4. | was keen on learning the terrain around
Bishop, because this is often where the longehtiig

out of Truckee seem to take the better pilots.

Up until now, | had only used my portable GPS as
navigational aid during cross-country flights. &irl

use BASA's conservative rule of always staying imith
gliding distance of an airport, | could easily kebp
GPS on the "nearest airport" page and calculatéhghe
| could make it to the various nearby airports bing a
simple x miles per 1000 feet rule. With the LStheaa
handheld computer and a soaring program. It takes
input from the GPS logger and displays a moving map
with nearby airports. It does all the calculatiéms

you, taking into account wind and terrain. Thisl dme
built-in glide computer that always tells you thesb
speed to fly were not absolutely necessary, but
definitely helpful, since they made navigation and
optimal speed flying easier.

The week in Bishop was awesome. | arrived late
Sunday morning, and already had a short but
exhilarating flight to 18,000 over the White Mouinta
that afternoon. The weather proved to hold stesy
the entire week: strong thermals to 18,000 feet,
moderate winds, and some clouds to help us find the
lift. At the same time, the people participatinghe
camp made me feel very welcome. We all stayed at a
motel in town and had much fun sharing dinners and
discussing flights in the evenings.

On Monday, | declared a 500 km triangle, with a
northern turnpoint by Walker Lake near Hawthorne,
Nevada, and a southern turnpoint at Cerro Gordpo, th
southern end of the Inyo range. | structured éisé& t
such that if | completed it, | could get credit fmth the
goal and distance diamond legs. There are twogpyim
differences between a goal flight and a distangéti]
with the goal flight being more restrictive andréfere
harder. The first is that the flight must end wpaly
where it starts (this had tripped me up beford)e T
second is that there are fewer options for settieg
course: basically only out-and-back or a triangleile
more turn-points are allowed for the distance tligh
The task restrictions force the flight to go furtfrem
home base, which is more difficult because it takes
through more varied terrain and weather. By
completing a 500 km flight, using the rules for goa
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flight, it is possible (and common) for people thigve
both distance and goal diamonds in one flight.

| typically set my start point to be the airpoteave
from and intend to return to. The downside is that
have to return over the airport once off tow arichbkd
to altitude. This maneuver takes time and delays
getting out on course. The advantage is that to
complete the flight, all | have to do is land batkhe
airport, rather than make it to some other poirat at
higher altitude. | declared Bishop as my start famdh
point and launched at a quarter to eleven. Bisbap
4100 feet, and a typical tow would take us to theks
of the White Mountains, a few miles to the eashe T
goal was then to work our way up the side until
reaching the top and then proceed north or sootigal
the Whites.

This morning | launched early and struggled a lot.
Having released at 6,800, | swept back and fontbsac
the terrain, trying to find enough lift to get migier.
Previous hours spent on the Dogskins at Air Sailing
came in handy here. Nonetheless, after about ten
minutes of trying, | was down to 6,000 feet and tad
head back towards the airport to remain in gliding
range. On the way back, | found a tiny bit of iliftthe
flat area near the airport. The prospect of hating
land and join the end of the tow queue made me more
determined to try to hang on. Slowly, | worked gy
back to 6,600, enough altitude to head back irdo th
hills for another try. This time, | was in a betspot
and worked my way up to 10,800. | felt | had ertoug
altitude to fly back to the airport and tag my sgaoint.
This proved marginal: | was over the airport a09,5
and descended back down to 7,500 before | wasihack
lift over the hills. Another few minutes of strugg
ensued, and now | was climbing out for good. ARD2
pm, more than an hour and a half after launchinggd
finally on top of the Whites at 12,600 heading hdad
my first turnpoint. It was a slow start given that
wanted to fly 500 km.

By 1 pm, | had worked my way along the Whites and
was at the northern end, near Boundary Peak, @0Q5,
feet. From here heading north, there are no aspor
until Hawthorne, about 40 nautical miles out. Miglg
computer said | had it in glide (barely), so | labhad
out over the relatively flat area east of Mono Lake
There were also a few clouds in this area and | was
hoping to get a boost along the way. Well, as soh
left the Whites, | had 3 to 5 knots down. Withifeas
miles, | was below glide to Hawthorne and down to
13,500. | got scared and decided to retreat. styha
180 and a few minutes later | was back at Boundary
Peak. | found a thermal quickly and worked my way
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to 17,500. Newly invigorated (and half an houelat
"jumped off" again, this time heading slightly maast
towards some promising-looking clouds. Sure enpugh
this time the crossing went very well. | stoppeder
clouds a couple of times to top off, and arrivedhia
Hawthorne area still at 17,500.

From here, it looked like the going would be toughe
My turnpoint was further north, near the northend ef
Walker Lake, and it did not look like | was goirgget
any lift going there. Then | had to make it bagktte
Mt. Grant area to pick up lift again. No choicd b
go forit. It always seems to take forever to heac
turnpoint out somewhere where there is no lifivak
down to 14,700 when | finally heard the relieviregp
of the logger indicating that | had flown into the
required turn segment. | turned around and hurried
back towards Mt. Grant. All the time, | was catetu
keep my out (Hawthorne) in glide. | got down to
almost 12,000 before | caught my first thermal agai
and was still low for a time longer, but then | nented
with a strong thermal past Mt. Grant and was upg nea
18,000 again seven minutes later! What a change in
luck from scraping low and thinking about having to
land at Hawthorne to feeling on top of the worldi an
ready to make the jump back to the Whites agaielt |
confident | could make it back to at least Bishog &
was early enough (quarter to 3) to still have & sihony
500 km.

| could see a line of clouds near Mono Lake heading
towards the Whites, so | decided to take a routiaéu
east towards Mono Lake to try to connect withTihe
going was fast now with only occasional stops tmpu
up on altitude under a cloud. Soon, | connectdd wi
the line and started following it back towards Bdary
Peak. Now | was cruising under the clouds at aloun
100 kts, not having to turn at all. Quickly, | waack
on the Whites, but rather than following them te th
south, | decided to stick with my cloud line whiglas
heading in a wide arch further to the east befipidg
south. This proved to work well - | did not haweettirn
at all in the next 60 nautical miles.

While | was cruising along under my cloud stredtad
time to take a more careful look at what lay ahead.
There was some overdevelopment on the eastermkide
the Sierra, west of me, and some large cloud baittis
virga under them were starting to come towards me.
There was one south of Bishop which | could skirt
around on my current path, but more worrying, there
was a second one right in my path towards my sounthe
turnpoint at Cerro Gordo. | was now over the nemth
end of the Inyos, had lost my cloud street, and was
slowly drifting down with no obvious lift in sight.
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When | got down to 15,000 at about 4:15 pm, it beza
clear that | would have to fly through the virgddevif |
wanted to reach my southern turnpoint, once going
there and once coming back. This intimidated noe to
much, and | decided to turn back to Bishop. | also
figured that if | could make it back to Bishop (whil
expected to be relatively easy given my current
position) | could at least claim this as a goajtti If |
went for the turnpoint but then could not makeaitk

to Bishop, there would be safe outlanding optionthe
Owens Valley (Independence and Lone Pine) but |
would lose the chance to claim the goal flight. ISo
pulled a 180 and headed back for Bishop. | stitl ko
pass the first band of virga, which was squarelyin
way across the Owens Valley. It was quite turbtilen
and | had the vario pegged down for long periods, b
fortunately | had enough altitude to spare to niake
back to Bishop safely. This experience made nrkthi
it was probably wise to have avoided the doublgavir
crossing near the southern turnpoint. Overalgd lost
4,000 feet in 4 minutes crossing the band neardpish
| landed Bishop at quarter to 5, after a flightt thated
pretty much exactly 6 hours. | was a bit stifft happy
to be back and ready to pack up and head for dinner

Damage to Junior(Harry Fox)

A BASA member was making a thorough pre-flight
inspection of the Junior earlier this month and saw
cracks and gouges in the fiberglass, just forwéaitie®
small metal nose skid (its more of a "button” tlasll
skid). It appears our pilots have been slammirg th
nose onto the runway with a lot more force than the
little button can protect against. | think thisttege has
been accumulating for a long time, and we just hdve
been paying enough attention to pre-flight and-post
flight inspections, or our standards for acceptable

damage have been too lax if we did see the damlage.

plead guilty to both those charges, since | hatteadt

some of the scraping damage a month or two ago and

allowed the glider to keep flying, and it may battthe
crack was there months ago and | just didn't Idokec
enough to see it.

We will need to get this fixed before flying thedgr
more — there is just too much risk of further damdg
the nose strikes the runway again in it weakenaie st
We will see whether it is possible to install aewkeel
on this glider, or perhaps a larger nose-skid ntadef
plastic or rubber that absorbs the shock and piothe
nose better. Anyone interested in helping with the
repairs? We could take the glider to AirCrafters i
Watsonville and do much of the fiberglass work
ourselves under their supervision.
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Causes.| watched several of our members check out in
this glider at various times over the last yead an
frequently saw (and heard) them scrape the nosleeon
runway in their first few flights. Some of the apes
occurred at the start of the take-off roll, becathsefirst
tug of the tow-rope tipped the glider up onto its@.

But | think the worst ones were on landing, whéue t
pilot (a) failed to hold the stick full back duririge roll-
out, and (b) applied the wheel brake vigorously, at
which point the glider rotated up onto the nosdwit
lot of force. It seems like the Junior is eveniea®
rotate up onto the nose than either of the Pegasus,
which is unfortunate because we want to use thedun
as a stepping-stone for less-experienced pilots.

Broken fiberglass under the nose of 6DS.

| think the problem goes back to the training and
checkouts that pilots are receiving in the two-seat
gliders. In the 2-32s, pilots are taught not tofpuce

on the tailwheel, for good reason. Then they join
BASA, and all our two-seat gliders have nosewhessls,
they can get away with letting it ride along on tizese.
Some of the past instructors were not teachingpdois
to hold the stick full back during roll-out in tl@&rob or
the DGs. Some of our experienced pilots will relax
their stick pressure on roll-out and let the DGaugmn
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the nosewheel soon after touch-down. | have talked
with some who have this habit and the pilot wilypa
attention to it on the next flight and then lapselbinto
old habits.

Maybe before a pilot gets checked out in the Juiméor
should fly with a Flight Committee Member in theoBr
and demonstrate proper technique in this regatee T
Grob is so nose-heavy it is hard to keep it off the
nosewheel with two pilots on board, but at legsilat
should demonstrate that (i) he starts the takeediff
with full back stick (not normal practice, but goibd
preparing for flying the Junior); (ii) he doesrt the
nosewheel stay on the runway for more than 10 or 20
feet at the start of the take-off roll, but thefaxes back
stick pressure as speed builds so the glider ddisn'
off too soon (good practice at all times); (iii)s®on as
the glider touches down on landing he gets thé it
back and keeps it there until the glider stopsxiely
pressure only to the extent needed to turn off the
runway; and (iv) he doesn't slam on the wheel lwake
hard (another problem | see all the time — pilots
applying full wheel brakes while still rolling algrat 35
knots).

When landing on paved runways, | like to see tiat pi
hold the stick all the way back and keep the tadelh
planted to the pavement until the glider comesdtop
(or at least as long as practical). Keeping thelael
down provides better directional stability in cage
cross-winds, it puts the glider at a pitch anglekeh
there is more aerodynamic drag and therefore iderg|
slows down more without the wheel brakes, angust
a good habit if you are going to fly single-seatigis
that don't have nosewheels.

When operating on grass runways, full back stick on
roll-out is not recommended because the tailwheel
bounces too much on the rough surface. Students
operating on grass runways are taught to balantkeon
main wheel and gently bring the glider to a stap(h
think that's the right technique at AirSailing too its
sand runways). But too many of our pilots are so
accustomed to letting the glider roll along on its
nosewheel that | think we need to get them to gbéeo
other extreme first to break the nosewheel halait (i
hold the stick full back and the tailwheel on the
runway).
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Moving the Junior When moving the Junior around,
please note that the fiberglass on top of the rwset
designed to take a pilot's weight, and the taiushoot
be lifted by pushing down on the nose. Use théqutl
handle installed near the rudder to lift the tathis
glider is not very tail-heavy.

Preflight and Post-Flight Inspectiané reminder about
post-flight inspections: Please look your glideeo
when you put it away after flight, especially thbeels
and tires. We have had a number of incidents of
damage or excessive wear that were apparently not
noticed by the pilot who caused the damage. For
example, tires were found worn down to the cordd, a
a tailwheel was found damaged with a bent axle.

Executive Committee execs@flybasa.org

President — Harry Fox

Vice President — Jeremy Zawodny
Treasurer — Christian lImi
Flight Committee Chairman — Jim Britton
Maintenance Chairman — Matt Gillis

Flight Committee flightcomm@flybasa.org

Chairman — Jim Britton

Members: Stan Davies Peter Reischl
Harry Fox Steve Ascher (CFIG)
Hans Van Weersch Jeremy Zawodny
Jonathan Hughes (CFIG)

Approved CFIGs: Quest Richlife (H)
Jonathan Hughes
Mike Johnson (T)
Lee Edling (ASI)

Jeffrey Hazzlegrove

Charlie Hayes

Steve Ascher (T)
Doug Lent (T)
Drew Pearce

Club Aircraft
DG-1000 (451CH) —
DG-505 (505KM)
Grob 103 (3836L) — Peter Reischl; Ed Knapp
Pegasus (599JH ) — Steve Saglio

Pegasus (101LV) tee Edling

Ship Captains
Jim Britton
Terry Byers

SZD-51 (6DS) Clark Mason

Other Volunteers Officers

MembershipChairman —  Wolf Weber

Website Maintenance —  Jeremy Zawodny

Insurance Chairman — Dave Walker

Wave Camp Chairman Hans Van Weersch

Trailers— John Pierce

Regional Officers Hollister Mountains
Parachutes Officer — John Pierce Steve Ascher
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