™
g Glide Angle Ranges for Recreational Cross Country
There are a host of situations when your glider carmot achieve best LID. In order o make our glides safe and comfortable, we recommend derating your
« _ dlideangle. Find the appropriate performance class and utilize these mumbers for your gliding? cones of comfort.”
W‘( - Training- Less than 50 hours XC, or less than 10 XC flights
(™ Novice- Less than 100 hours XC, or experienced pilot with less than 5 XC flights for the season, or unfamiiar with area
= Max. Performance For XC Planning (nm/1000")
i Class Ratio  nm/1000'  Training  Novice Experienced
~ B 9565126 211 3.511000' 225 25 25
™ C 136,1-34,PW-5,K-6 3041 5.01000" 3 35 35
™ D AC-4a,JunionK-21,6103| 321 5.31000° 3 35 4
: E Grob102,1-35,AC-4¢c 35:1 5.8/11000’ 35 4 4
™ F  ASW-19, Libelle, Pegases ST 6.211000° 35 4 45
™ 6 154.D6-300,Discus | = 401 6.7/1000' 4 5 5.5
:: H  Ventus, ASW-27 441 7.31000" - 4 5 6.0
™ Suggested Arrival Height '» 2500~ | 2000~ 1500"-
™ (field elevation plus...) | 3000 2500’ 2500
, . LID speed + | LID speed + McCready
O\ PuagestedCruise Speed 510kts | 10-15kts |  Settings
Gir Sibina el 7000

Sink Scenario ' W”%

One way we can judge if the above numbers are accurate, it vo simulate a unfavorable glide using best speeds to fly and MaCready theory. Reburning
from Pond Peak (about 16nm), how much altitude is needed to arrive at ASI at 7000'2 Headwinds: 10kts t0 10,000, 12kts above 10,000'. Airmases:
4 miles of 1.5 knot sink, 5 miles of 1/2 knot lift, 1 mile of Gknot sink, and the last 6 miles in 1/2 knot sink.

Higher pﬂ’fmnbe gliders actually have a greater erosion of glide than do low performance gliders when sink is encountered. The pilot is also forced
Yo think more quickly in a faster, high performance glider.

Alt Needed Al Lost Glide % Max Perf Time of Glide
B 14,450 7450' 2.21000' 01% 25 min
C 12,400 5400' - 2.91000' 60% 26 min
D 12,300’ 5300’ 3.0/1000' 57% 23 min
E 11,750 4750' 3.411000' 58% 21 min
F 11,625' 4625' 3.511000' 56% 21 min
: j 11,300 4300' 3.711000' 55% 20 min
H

11,060' 4080 3.9/1000' 53% 18 min
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Setting Off. For the inexperienced the
decision to tum one's back on the airfield is quite
momentous. Whilst developing your thermalling
skill you ventured further and further from the
site, always maintaining enough height for a
quick giide home i necessary. At first you will
have been surprised at how Ettle was needed,
even when you had been drifted a bit far down-
wind. As you grew more confident in your judg-
ment you found that two, three or even five miles
was not too far. You may have used a calculator
todo the sums for you— | hesitate to say “should”
in case Fm accused of commercial bias! —

this practico will certainly stand you ingood stead
later, as we shall see. But the first time you fly

deliberately out of gliding range of base is
memorable indeed.

It would be foolish to take this first step without
being reasonably sure that you will find another
thennal.Tholessexpeﬁencedmnon!ygahmis
assurance by indulging in a little local soaring
first. it is a good rule to have found at least three
separate thermals before deciding to set off and
to have climbed tothe local cloudbase, which
should be at least 4000ft agl. Three thermals
within four miles of base should mean an accept-
able distribution or pattem of thenmals, provided
the terrain on course is similar to that at base,
and that the visible cloud signs are not unfavour-
able. The more experienced will be able to make

- this judgment more quickly by studying the sky —

¢ cloud shapes and pattems — or by reference
ppreviousmgmsins!milarcondmons

ng Stones. Your decision to set off will
be made easier i the proposed flight — say a
Silver distance attempt — is tackled in easy
stages. To set off into fifty miles of unknowns can
be quite datmnting. But an initial goal of, say, ten
miles to an area of known good fields, or to a
friendly airfield, will be much easler to contemp-
late. You would need advice about the field situa-
tion and need to know what joining procedures
might be relevant at the airfield. But with this
knowledge it is a simple matter to estimate the
height needed to get to the area with a safe
margin. Having arrived you can slip back into
local soaring mode until you find the next ther-
mal. “Local” soaring is muchless stressfulthana
desperate search for [ift in a totally strange area

- and you should stay within range of the first goal

area until it is safe to press on to the next. This
second decision to press on is much less trauma-
tic than the first and in no time at all you are
happily “local” soaring again and beginning to
think that your ultimate goal is not so far away
after all! But even taken in easy stages you still
have to find the thermals, avoid undus sink, know
where you are, and be ready to land out if it goes
FindI!nQ The Thermals — Sky Reading.
You must leam to look both up and down in your

-search for thenmals. The sky and the clouds are

your best guide above about 2500ft. Intefligent
sky reading is very important. Youmust leam to
recognise the cloud which is growing and will still

e active when you reach it. You can't usually

a cloud actually getting larger — the changes
too slow for that. But you can get a good
impression by observing the clouds ahead each
time they come into view as you circle. Each tum
should take between 15 and 18 seconds —
remember the angle of bank? — and in that time
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in my last article we discovered how to centre quickly ina
thermal and how to stay centred. Now it is time to apply this
skill to the business of going cross-country ..

an active cloud will have changed shape notice-
ably.

Next you must estimate how far away itis, how
long. it witl take you to reach it and what height
you will lose getting to it. Find the shadow of your
chosen cloud to make the best estimate of dis-
tance. ltis very difficult to judge the distance to a
cloud directly but its shadow four miles away
viewed from 40001t will appear to be about half-
way to the horizon. How long to get there? Say
five minutes for four miles at the sort of speed at
which you would expect to fiy your K-6. As for the
height loss, this is where your calculator might
come in handy. But you ¢an guess about five
miles per thousand feet in wood, six miles in
glass, seven miles in super-glass. In still air, of
course. Youwou/d need the calculatortomake a
proper allowance for significant wind.

A vigorous thermal has a life

span of about thirty minutes

- of which probably a third is
in the decaying stage

Finally you should realise that a small cumutus
maxidngﬁtetopofavngomusthermal has a total

ably a third is inthe decaying stage. Arrival under
a decaying cloud has its own peculiar problems,
as we shall see in a moment. Now you can see
that the decision to go to a specific cloud is sub-
ject to quite critical timing and you would be wise
to be fiexible in your judgment, to choose a route
which you more than one option.

Trigger Spots. Below 2500ft you
shou!duu'nyowattennomomegmndfofehms
tothe whereabouts of yournext thermal: inafl but
the most uniform of circumstances the ground
heats unevenly, depending on the direction of
any slopes, ﬂleangleofuasun.swfaoemois
ture, soll type and the degree of
draimge The thermal derives from the heated
layer of air close above the surface which will
tend to be released first from the vicinity of the
warmest area —~ the trigger spot. it then draws in
all the warmed air from hundreds of yards
around. As you lock down try to imagine where
you would feel warmest if you were down there. A
sunny comer, sheitered from a cool breeze by a
hitlock or large wood, perhaps. Or a warm, dry
ploughed field, a built-up area, a village. Look,
t00, for tell-tale signs in any smoke. Not that a
bonfire would add significantly to the energy in

your thermal — a good one involves a mass of
tens of thousands of tons of airl But the smoke
eanoftengiveawaymoprmoiamm
close by. it may look “dead”, holding low to the
ground, tralting away directly downwind. Or #
may be biliowing.around, or bending. suddenly
crosswind, both signs that a themal is not far
away. By keeping your eyes open for these signs
you stand a much better chance of finding it
in any significant wind the base of the thermal
could well migrate downwind, swinging this way
and that to take in further hot spots, resultingina
sustained thermal. To have the best chance of
contacting the therma! from a given trigger spot,
therefore, you should approach from directly
downwind, being ready to tum left or right as

required.

Avolding The Sink. it takes litle imagination
to realise that cross-country progress would be
much more rapid if you always flew in ft. This
article isn't about racing techniques so | won'tgo
into the fine detall of street flying and dolphin
soaring. Clearly, if you are able to take advan-
tage of adjacent thermals and clouds, you should
do so. Even if you can’t fly always in lift you might
be able tonot fly in sink with a little foresight and
route planning. All thermals have their comes-
ponding downcurrents. These are usually rela-
tively gentle around the thermal itself, since the
displacement air which is forced to descend by
virtus of the thermal's upward thrust is spread
over a much greater area than the fast rising
core. Thus a Gkt thermal may induce a tkt
down-current all around itself. We know that it's
going to be there when we press on and we deal
with it by speeding up for a few moments untii we
are through.the worst of it.

it you castyour mind back tomy lastarticle you
will reafise that the way to minimise the sink
sumounding each thermal is .to fly directly
towards i, straight across the “contours”. You
can'tuwallyseathewdthennalbxﬂyoushwld
have a clue in the'cloud pattems above. if you
think a certain cloud is still growing then fly
direcuybeneamn,nothsstﬁoonesvdawhbhls
where the sink is bound to be. If you encounter
sink without any visible clue to where the thermal
is then use the wing-tilt to guide you towards the
lifting wing, away from the—sink. And finally,
beware the cascade falling from the decaying
cumutus.

You will recall that as the thermal reached its
condensation level the cumulus cloud formed.
Formation of the water droplets released extra
heatback into the air. This was the heat originally
taken when the water evaporated to form water
vapour in the first place and its release into the
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thermal gave a boost to the lift at and above
cloudbase. When the cumulus has stopped
growing the droplets once more start to evapo-
rate, using up heat in the process. When you use
up heat something has to cool down. In this case
it is the air itself, and cool air will descend! As it
descends, it warms at the dry adiabatic rate,
which you will recall is 3°C/1000ft.

But there are good thermals around, which
implies that the airmass is unstable. The ambient
air in an unstable airmass is cooler as you go up
by slightlymonre than 3°C/1000ft. And, of course,
it is warmer by the same amount as you go down.

It is this down-current that
_you should watch out for and
avoid like the plague!

So the down-current caused by the evaporating
cloud will find itself surrounded by an airmass
which is becoming progressively warmer than
itself. It continues downards — in extreme condi-
tions it may even accelerate —like an un-thermal,
possibly forming much the same doughnut
shape as did the thermal that spawned it half an
hour earlier. it is this down-current that you
.. should watch out for and avoid like the plague!
1 Your clue is the evaporating cloud of ten minutes
/ previously. Be sure to have spotted it and
remembered where itwas. Itwon'tbe therewhen
you fly that way but it's cascade will be!
Navigation. Along with all the problems of find-
ing lift, avoiding sink, keeping a good look-out
and generally ftying your sailplane, you also have
to know where you are going! The airspace in this
country is too congested for you to feel free to
wander where you will. You have to navigate.
Navigation in gliders is a matter of map read-
ing, which is simple enough so long as you know
where you are. The occasions when you might
have to do dead-reckoning, work out vectors,
estimate time of arrival, and all the things that go
with power fiying, are so rare as to not be worth
worrying you with here. Let's stick to map read-

ing.

The first essential is that you should be able to
see where you are going. For your eariy cross-
countries the visibility should be at least ten
miles, which means that there should be a
reasonable horizon and that you can see clearly
most of the way to it. The worse the visibility the
harder the task. Next you should, in your flight
planning, have noted the significant visual fea-
tures that occur on your route, such as lakes,
rivers, motorways and large towns, and the posi-
tional relationship between them. You may need
advice with this from someone who is experi-
enced because features which look prominent
on yourmap may notbe sowhen viewed from the
air. Ordinary roads all look the same, as do small
iowns and viiiages. Raiiways, ciear enough on
your map, can be very hard to see unless you are
directly above them. Surprisingly, disused rail-
ways, printed as a series of insignificant dashes
on the air map, are easier to spot than those that
are still active because they nearly always have
overgrown bushes along the length of them
which stand out as bold lines across the other-
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wise chaotic muddle of hedges, streams and
roads. Knowing what to expect, and when, gives
you a better chance of spotting it when you get
there.

Be sure to fly in the right general direction for
your course. Accurate compass flying is rarely
necessary in gliders but as you come near the
top of each thermal, check and check again the
direction in which you should depart. Choose a
likely cloud within 30° of that direction and, as you
fly, look ahead for your expected landmarks. You
need to appreciate how far away things are and
what they might look Fke. In the UK you can
rarely see details at more than twenty miles. Ten
miles is pretty near your normal horizon and even
at that range you can't see the pattem of towns
and roads because of the flat perspective. The
view changes, of course, with height. A feature
may look far away from 2000ft and almost under
the nose from 5000ft, ten minutes later.

While you know where you are make a point of
checking with your map very frequently. This
may not be universal advice but, with many
thousands of miles of cross-country behind me, |
still find myself referring to the map every few
minutes. Practical glider navigation is a matter of
moving from one landmark to another, trying to
pick up the next before the last is lost to view.
Even over familiar country | want to cross-check
the relationship of this town andthat landmark, to
confirm my impression of orientation with the
direction of the sun, to be sure of the optimum
direction in which to press on next. Even so there
comes a time when one is temporarily uncertain
of one's position — which means lost! What hap-
pens next is down to you.

First, stay calm and try to apply simple logic.
Search the area around you for a feature, or
combination of features, which would be shown
on the map you are using. Then think back to
where you were last absolutely sure of your posi-
tion. Estimate about 25 to 30 miles flown (if a
relative novice) for each hour since then, and
then scan the map in the appropriate place for
the landmark features you have seen outside. Do
NOT try to do it the other way round, by “know-
ing” where you are, and insisting to yourself that
the ground is at fault because it doesn't have the
features you “know” are there somewhere!

One pilot, from a continent where the land-
marks are further apart and perhaps less confus-
ing, set off eastwards to fly to Cambridge. Not
wishing to admit to any uncertainty, even to him-
self, he reported his position confidently every so
often. Eventually, having passed “Aylesbury”,
“Luton”, “Baldock™ and “Royston”, he admitted
to some confusion, being unable to identify a
large town with a river wiggling through it. His
crew, armed with the “facts” of his previous prog-
ress, projected his flight forwards and decided it
must be Cambridge. He followed their advice to
“go abit further in the same direction” and land at
the airfield he would™“soon come to." Half an
hour later he landed at Biggin Hill, having failed to
recognise Tower Bridge on the wayi

So, by taking it in easy steps, keeping one eye
on the clouds and the other on the hot-spots
below, and not getting lost in the process, you will
have got to your goal. But supposing the day
goes “blue”, or you have to land out. We will
contemplate these eventualities in my next
article.

PRESSING ON

C oF A OVERHAULS

TO ALL TYPES OF SAILPLANES (" ;
FULL TIME SENIOR INSPECTOR |

JOHN SMOKER

9 ANSON WAY
BICESTER, OXON
Tel: Bicester 0869 245422

RESTORATIONS

and repairs to wooden gliders
of all ages a speciality

SKIDS

Laminated ash skids
for most of the
popular gliders supplied
from stock.
Others made to order

FABRIC

Ceconite Fabric any
Quantity supplied
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PESCHGES -

ELECTRONIC VARIOMETER AND NAV
COMPUTER SYSTEMS ARE

THE BEST
THE MOST ADVANCED TECHNOLOGY
OFFERS YOU
— Exceflent accuracy
- U lied TE I tion
= Excellent response
— No calibration or altitude errors
~ Maximum durability
= Easy Installation, only pitot and static needed
— Optional disl LC readout as illustrated

FLETTNER -

THE BEST
ROTARY
VENTILATOR
Provent dampness,
humidity, and heat
build-up in your trailer.

e

Contact:
TEDLYS BOB SZULC
54 TOR BRYAN 46 GREAVES AVE
INGATESTONE WALSALL
ESSEX CM4 9HN Tel: (0922) 30810
Tel: (0277) 352418
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LESSON ONE OF A FIVE PART
SERIES — SAFE ALTITUDE CIRCLES

Phil Petmecky is an SSA Director for
Region 10and Chairman of the Flight Train-
ing Committee. He has over 10,000 glider
flights with over 1,000 hours of dual instruc-
tion given in gliders. Phil is an FAA desig-
nated examiner for gliders. He completed his
Diamond badge in 1987.

In 1988, Phtl took a Tivin Lark to the Sports
Class Nationals with a crew of student and
private glider pilots. Each day of the conlest
a different pilot flew with Phil. In 1989, he
and another group of neo-cross country co-
pilots flew a Grob 103 Il toa first place finish
over a field of 19 gliders in the Region 10
Sports Class event in Littlefield, Texas. This
was the first time a two-place glider has won
an 55A sanctioned event in many years.

I remember back to that day in August,
1979 when | took my first cross country
flight in a glider. I didn't decide to go all
by myself. In fact, the idea hadn’t even
crossed my mind. | had recently com-
pleted the dreaded five hour flight
without ever getting more than three or
four miles from home. I had noidea how
far the glider I was flying would go.

It was just past noon when the owner
of the commercial operation where [ was
flying walked up to me and said, “Itlooks
like a Silver Distance day. Why don't you
jump in the Jantar and fly up to Bren-
ham?” The color drained from my face,
but not wanting to appear timid, |
glanced up at the sky and said, “Do you
think I'm really ready for it?” “Sure,” he
replied, “piece of cake.”

It took me over two hours to get there.
I was only lost four or five times. [ worked
every cloud that had 1/2 knot or better
lift, and I only got low once, right after
release from tow. | arrived over what
I hoped was my goal at 4,000 feet AGL.
I won't talk about my first landing on a
paved runway in a glider, except to say
| missed all the runway lights.

Needless to say, | was not prepared to
make this flight. [ now have been a glider
flight instructor for over eight years. My
first few years as an instructor, the
students I turned out usually reached my
level of ignorance on cross country flight
by the time they were rated. One good
thing that [ can say about myself during
this period is that [ knew my weaknesses
and constantly worked to improve
myself. Slowly, over the vears, | have
developed a cross country training syl-
labus that [ use with my students. Thus,
I know that they are much better
prepared to break the strings than I was
on that August day in 1979.

One of the problems | had in teaching
myself to fly cross country was that I read
everything | could lay my hands on and
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The First Solo
Cross Country
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by
Phil
Petmecky

tried to use it in flight. I found myself
overloaded with information I did not
thoroughly understand. Much of what
I read was really written for contest pilots
and not applicable for beginning cross
country pilots.

The approach to a Silver Distance flight
is much different than that for a contest
task. For example, on a Silver Distance
flight, speed should not be nearly asim-
portant as altitude. There is no additional
reward for finishing the task in less than
an hour.

Once we have successfully done our
Silver Distance, we will then begin to
work on improving our speed on cross
country flights. Every local flight should
have several goals laid out prior to flight.
I like to work my way upwind as far as
altitude permits and practice final glides
back home. I frequently set a short task
and try to fly it as fast as possible.

In the beginning, preflight planning
was never adequate and, consequently,
my inflight decisions were poor. Even
when | made a good decision, the time
it took was so long that I frequently lost
large amounts of altitude in the process!

One of the first things I tell my students
aboutcross country flight is that the bet-
ter prepared they are prior to flight, the
more likely they are to have a successful
outcome. They begin carrying, and
using, a sectional chart early in their
training. As soon as they develop decent
control of the glider, I begin their pilot-
in-command training. They must con-
stantly be aware of their location and
altitude and be able to get back to the
pattern entrv point with as little coaching
as possible.

This article is the first in a series
designed to give beginners the informa-
tion they need to break the bonds of the
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local gliderport. I hope the following
information will help those interested,
to become more confident when it's time
to take that first big step away from the
home gliderport.

Before [ allow a student to leave the pat-
tern area solo, I have them doalittle work
on their sectional chart. Even on local
flights, my students must always have a
marked sectional chart in the glider with
them. | have seen many pilots mark five
mile circles on their chart around the
local field. I don't believe this the best
way todo it as it requires the pilot to con-
stantly ‘cajculate how much altitude is
needed as they move awdy from the field.
I'have my students mark their charts with
“safe altitude circles” With aglance at the
chart, the student quickly knows if they
are getting close to a marginal altitude.

Here is how I have them mark their
charts:

First, we figure how far our sailplane
can glide in still air, or no wind con-
ditions, for an altitude loss of 1,000
feet. The following formula yields this
information.

Distance Flown (D) in miles for an alti-
tude loss of 1,000 feet:

Distance flown = 1000 (L/D)/(5280),
answer will be in statute miles. (To con-

vert to nautical miles multiply by .869.) -

For various gliders the results are:

Fora SGS 1-26: 1600 x (23)/5280 = 44
mi., or 3.8 nm.

For a Blanik: 1000 x (28)/5280 = 5.3

‘mi., or 4.6 nm.

ForaTwin'Lark: 1000 x (34)/5280 = 64
mi., or 5.6 nm.

Foran LS-3: 1000 x (42)/5280 = 79 mi.,
or 6.9 nm.

For a Nimbus 3: 1000 x (60)/5280 =
114 mi., or 9.9 nm.

After we have this figure, we decide on

- what I call “safety Distance”

ResCo Supply

2042 Terrace Dr.

Long Beach, CA 90806
213 494-6690 S

213 498-9270 FAX Busmsss@memgga

— <

atmospheric conditions.

NEW PRODUCT!
Emergency Strobe operates up to 72 hrs with one
'D’ alkaline battery. Flashes 50 to 70 times per min
for the first 16 hrs. 3 mile visibility under normal
$30.00 + § 2.50 s&h.

Cer 213 597-3292 now supports 9600 baud )

* A\ great congenial atmosphere
* 1.-19 towplanes
* The Diner Soar Restaurant

WARREN, VT 05674

* Wave, ridge and thermal conditions

* llome of Region 1 Soaring Champions
* New England’s Premier Soaring Site for 23 vears
FOR EINFORMATION CALL 802-496-2290
OR WRITE: SUGARBUSH SOARING. BOX 123,

SOAR SUGARBUSH

You'll find more than a warm welcome
at Sugarbush Soaring!
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a Safety Factor we want to build into

these circles. The Joy of Soaring tellsusto

use 50 percent of best L/D for figuring “go
ahead” altitudes on cross country flights
and then turns around and tells us to use
100 percent to figure our final glides.
| suggest to my students that 75 percent
is a good safety factor for local flight
around the gliderport. We then compute
by muliti-
plying the figure we got in the first step
by .75.

Here are some safety distance (SD) for
the same group of gliders:

SD for SGS 1-26 = (D x .75)
= 3.3 mi.

SDforBlanik = (Dx.75) =53x 75 =
3.98 mi.

SD for Lark =
4.8 mi.

SDfor LS-3 =(Dx.75) = 79x .75 =
5.93 mi.

SD for Nimbus 3 =
75 = 855 mi.

My students will be doing most of
their early solo flights in Blaniks, so Fli
continue the rest of the exercise using
the figures for a Blanik. We found our
Safety Distance for a Blanik to be 3.98
miles for an altitude loss of 1000 feet. We
will round this off to 4.0 miles as we can't
read to a 3.98 precision on our charts.

We mark these circles in altitude above
sea level (MSL), not altitude above
ground level (AGL), thus eliminating
another inflight calculation. We do this
by finding our gliderport’s field elevation
from the sectional chart. In the follow-
ing example, it is 105 feet MSL. Also, we
want to add in an amount of altitude for
a pattern when we get home. We use 1000
feet for this.

The first circle will be drawn at the
first even thousand foot MSL level pos-
sible. If the first circle is deemed to be
too small, omit it. Radius (R) of the 2000
foot circle for our example is equal to the
safety distance multiplied by 2000 feet
less field elevation and pattern altitude
divided by 1000 feet.

R for a Blanik = (SD)(2000-FE-
PA) (1000) = 3.58 mi.

= (4.0) x(2000-105-1000) / (1000) =
3. 58 mi. (round to 3.6)

For the radius of additional circles, add
the Safety Distance to the radius of the
previous circle.

Blanik in this example:

2000 foot circle radius (R) = 3.6 mi.

3000 foot circle radius (R) = 7.5 mi.

4000 foot circle radius (R) = 11.5 mi.

5000 foot circle radius (R) = 15.5 mi.

6000 foot circle radius (R) = 19.5 mi.

7000 foot circle radius (R) = 23.5 mi.

Using a compass (not an aircraft
compass — the one you used in high
school geometry) and a plotter we meas-
ure these distances and draw circles

=44x.75

(Dx.75) = 64x.75 =

(Dx.75) = 114 x

. around our gliderport. After all circles are
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drawn, we use a light yellow hi-lighter
penand hi-light everyother circle. Then,
in each quadrant we mark the edges of
the circles with 1 digit altitudes being
careful not to cover useful information on
thechart. See figure 1 for my gliderport.
You should add additional circles on your
chart that go up to altitudes that you are
able to reach in your area. Rarely are we
able to reach 7000 feet MSL locally, due
to our distance from the Gulf.

It may have entered your mind that
these circles don't take into account any
wind. Here comes another one of my
rules for student pilots: Students on solo
flights MUST remain in the upwind
quadrant from the gliderport until signed
off for cross country. Since they will
always have a tailwind while coming
home, there is always an additional
safety factor in their circles.

[ then fly dual with the student and
have them work their way upwind from
the field to a good landmark on the outer
* edge of the 3000 foot circle, always re-
maining above 3000 feet MSL. We then
gain a little altitude and start a best L/ID

MAY 1990

FIGURE 1

glide for home. After they make a few of
these glides, I allow them to try it solo.
Then they may go further out and start
back at altitudes right on the marks.
Students who have had this training
are easy to transition to actual cross
country flight. Next month, we will cover
the Silver Distance cross country flight

training [ use with my students and
private pilots.

After the student has become profi-
cient in the use of safe altitude glide
circles, we progress to computing
speeds-to-fly from higher than minimum
altitudes, but that's another story and the
subject of a later lesson.
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Breaking The Apron Strings or
The First Solo Cross Country Flight -

by Phil Petmecky

Lesson 2 — Constructing a FIGURE 1 SR oyt e Work Srest
Flight Profile ; (Yours)

The purpose of this lesson is to insure o 7 o
that aglider pilot wishing to make his or U5 o s
her first cross country soaring flight is MV1000foatat 12 bestUD: 27 mi _ (1000X 14 5280

roperly prepared. For our sample flight, . o K8 (Yours) K8 (Yours)
fve p:reY:ssﬁming a proposed silver Alspod Kape 1 e SRS LA DI, GRALEGASK. ‘St o hoes Cnal Glios
distance flight starting at Purdy-Nielsen e i o oD ey A | T
Memorial Gliderport in Texas, and end- g:“m";f"'m O % e

» ing with a landing at the Hempstead Ploffor 2100 AE0; 00 @i = essp oD

Texas Gliderport. All of our example Hemplamea =0 e
calculations will be done for a Ka-8 glider. Total Distance: 50. Omi 6037 ) ——
On our worksheet, there will be an extra et Sraobt Ditence: 42 Cin R —
column that you may use to fill in figures e | S
for the type of glider you might use on

this flight. _

You will be shown how to calculate “Go
Ahead” points and altitudes for the
entire flight. In order to keep the inflight
work load as light as possible, I believe
that you should not be switching back
and forth between your sectional and a
list of notes. I feel that it is best to trans-
fer all important information directly
onto the sectional chart. I also suggest
that you cut up your chart and discard
that portion which is away from your
course line. Your sectional chart should
be marked with the direct course (orange
highlighter) line and a dashed (green
highlighter) line between all “Go Ahead”
points. The “Go Ahead” points should
be indicated as well as other “safe alti-
tude marks” along the course. Mark
these “extra” safe altitude marks at good
landmarks along the course. We will
mark the left side of the course line
with “Go Ahead” altitudes (orange
highlighter).

We used the following items to com-
plete the sample problem:

1. A current Houston sectional chart.

2. A plotter. : .

3. A flight computer or calculator.

4. The Soaring Flight Manual.

5. The Glider Flight Manual.

6. A yellow highlighter pen.

7. A quiet evening at home.

Things to remember about calculating
cross country problems:

1. When calculating “Go Ahead”
points and altitudes, use 1/2 of the pub-
lished L/D.

2. All calculations require that you be
able to arrive at the next airport at 1000
feet above ground level (AGL) for a safe
pattern.

3. Usethe field elevation of the higher
site in your calculations.
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4. “Go Ahead” and final glide altitudes
are to be shown as altitudes above sea
level (MSL).

The first step is to study your glider
flight manual and determine what the
manufacturer states is the best L/D and
the speed-to-fly for best L/D. Fill this in
on the work sheet and make the two
calculations requested. We won't use the
speed in any calculations, but you need
to know this figure when you fly the task!

With this information, we are now
ready to complete our “Go Ahead” chart.
(Figure 1). First, we will draw a line on
the sectional chart (Figure 2) for a direct
flight from Purdy/Nielsen to Hemp-
stead. Then, pencil in the magnetic
heading (340 degrees) for the course on
the highlighted line. Our plotter shows
this flight to be 48 statute miles — more
than enough for our Silver Distance leg.
Next, check the entire course for MOA's,
TCAs, restricted areas and other hazards.
One hazard is VR151, which is a low-level
military training route. Most traffic on
VR151 moves from south to north below
1500 feet at 3 to 4 hundred knots. We are
used to this in the local area and keep a
constant watch. Another area to watch
is crossing Interstate 10. There is a lot of
airplane VFR traffic that uses 1-10 as a
VOR radial into and out of the Houston
area. We will be extra alert here, espe-

cially if we work a thermal close to the
highway! We will also cross several air-
ways. Experience has taught me that
there is a lot of IFR traffic descending for
landing in Houston from 4000 feet
upward along these airways. [ insist that
we be extra alert for the whole flight.
Now we are ready to pick out several
possible landing sites along the course
and add their field elevations and the
distances between them to our work
sheet. As you can see from the sectional,
there is more than one possible flight
path you could use. I picked this par-
ticular series of alternates because they
are fairly easy to find from the air. Each

airport has wide, long runways with few
or no obstructions. You should discuss
your planned flight path with other pilots
who are familiar with your area. If possi-
ble, fly the course in a power plane before
you try it in your glider.

Since we are doing this planning in
advance, there is no way of knowing
what the wind conditions will actually
be on the day of the flight. [ suggest that
we assume no wind conditions for the
flight. Since we began our calculations -
using only half of our L/D we should
have enough cushion for winds up to 10
knots or so. Once we start the flight and
have a good idea of wind conditions, we
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can mentally move our “Go Ahead”
pointsslightly up wind. The “Go Ahead”
distance will be half the distance between

alternate sites. Use the following formula
to compute altitude needed at the first
“Go Ahead” point

P/N to Ward: (Dist x 5280 / LID) +
1000 + FE = Altitude needed (2.5 x
5280/ 14) + 1000 + 105 = 2048 feet MSL

We have, of course, added in our 1000
feet for a safe pattern and our field eleva-
tion. Complete the calculations for each
additional “Go-Ahead” point by chang-
ing the distance and field elevation in the
basic formula.

Next, we need to mark our sectional
chart with these altitudes. You may
round your altitudes off to the nearest
hundred. On the example chart I have
highlighted these in orange. I normally
use dred pen to mark these altitudes on
my chart.  have also made my marks in
open areas so that they will be easier
to see.

For this flight, [ have notadded in any
extra safe altitude points, because each
leg was short and landmarks are good
near each point.

For the final glide altitude circles, I have
used 75% of best LID, oran L/D of 21 for
our Ka-8. As you gain more experience
you may increase the percent of best L/D,
butidon'tbelieveit should ever be higher
than 95%. See last month's lesson for
details on glide circles. Ihave only drawn
short arcs instead of complete circles.
I highlighted them in yellow and marked
altitudes in red.

Figure 3is a graph of “Go Ahead” and
final glide altitudes for our flight. Each
low point is one of our alternate land-
ing sites.

We will make an attempt dunng our.

flight to fly the direct course line if possi-
ble. After we have released from tow and
notched our barogram, we will climb as
high as possible before starting out on
course. I would not start unless [ was able

FIGURE 3 Purdy/Nielsen to Hempstead
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to climb at least as high as my greatest
“Go Ahead” altitude for the entire flight.
In this case, 4300 feet MSL would be my
minimum start altitude. From 4300 feet
I can start directly for Fendley Airport,
or a good looking cloud slightly west of
course. I will pass only two and a half
miles east of Ward. If I can stay above
about 2500 feet, I will be okay until 1 reach
the railroad tracks north and east of
Ward. To continue, I would have to get
back up to a safer altitude. At the second

set of railroad tracks, just northeast of the
triangle lake, I would like to have at least
3500 feet to proceed toward Fendley.
Looking ahead down my course line,
I see that I am approaching the Brazos
River. | see that the river has a broad
stretch of trees along each bank. I suspect
that there will be less lift near the river
so I will try and get as much altitude as
possible before crossing it.

For silver distance flights and all
other flights where speedis notafactor,
you should basically fly best L/D
between thermals. Of course, you should
speed up in sink and slow down in lift.
Only fly faster if there is a substantial
headwind.

In the event there is a crosswind com-
ponent to the wind, I will try and work

toward the upwind side of the course
line. I know that when I stop and work
a thermal, I will drift toward the course
line instead of away from it. If I had

.aimed directly for a good looking cloud
¢ right on the course’
"’ ‘moved. downwind before I reached it.
Now that we have completed-our sec- -

e, it wéuld have

tionalchart, weneed toreview theEA.L.

~ Sporting Code section in.the SS5A

Membership Handbook to insure that
we comply with all the rules so we can
earn that Silver Badge!

We will statt by finding the maximum
altitude (MSL) that we can release

+without penalty. The chart on page 113

tells us that our release altitude for our
flight of 48 statute miles must not exceed
2534 feet above our goal. We will add the
goal's field elevation of 260 feet to this
figure to obtain our maximum release

--altitude above sea level. In this case we -
—~get 2794 feet MSL.

Checking section 2.2.10, we feel that
we must carry a barograph on our flight.
On page 109, we find the ‘barograph
calibration requirements. They state that
the barograph must be calibrated either
within 12 months prior to the flight or
within one month after the flight. Our
policy with club barographs is that we
only have them calibrated after a suc-
cessfully flown badge leg. It is the
responsibility of the official observer
for the flight in question to see that this
is done.

. Onpage 104 of the SSA Handbook, we
find that we could plan a Silver Distance

SOARING
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leg using a remote start point that would
allow us tocomplete the flight by landing
back at our home base. We would be
required to complete a flight declaration
form declaring a remote starting point.
We would also have to use a camera on
this flight. We would also have to fly
twice as far. While this is permissible,
I advise against it. One of the original
goals of the Silver Badge was to require
the pilot to land at a spot he had prob-
ably never seen before. This was con-
sidered part of his training for more
advanced cross country flight. No mat-
ter how much experience a pilot has,
I guarantee that the first out landing,
even at another airport, will be a tense
moment. We were all (hopefully) taught
to fly our patterns at our home gliderport
without using the surrounding land-
marks as references. Still, we always
make that turn to base over the barn at
the edge of the next field or use a fixed
spot on the ground for an IP.

My first out landing was on my silver
distance flight —at an airport with a
paved runway. The runway was more
than twice as long as my home field. It
was also less than half as wide. Of
course, my downwind leg was much
longer than I was used to. Consequently,
[ used very little spoiler in the pattern.
Ishould have cut the downwind leg short
and turned base sooner than I did.
I learned a lot from that one landing. My
first out landing in a field was a much bet-
ter experience. I remembered the lessons
learned on my silver distance flight and
flew a good 360 degree pattern.

An additional advantage gained by
landing at Hempstead is that you will get
to visit with a fine bunch of glider pilots.
Be sure and have a couple of them sign
your application form.

Here are several thoughts you should

keep in mind while flying the course.
Always know where you are during the
flight. Once you are lost, landmarks can
get very confusing. Much time and alti-
tude can be lost trying, to locate your posi-
tion. Almost all roads marked on sec-
tional charts are paved roads. Frequently,
an unpaved rural road will be much
easier to see than a major highway.

Don't get the winter blues! It's sum-
mer in the Southern Hemisphere
when you wear your long johns here!
Argentina has to offer outstanding
soaring conditions.

We have:

=Strategic semic desert location in a beautiful moun-
tain + lake National Park. Pristine Wildemess.

=Based in scenic San Martin de los Andes, Neuquen,
in the hear of Patagonia.
=Eight flyable hours a day.
«Five 1o ten knot average thermal.
=Six to ten thousand feet cloudbase. sometimes
much higher.
«Fly in Wave to diamond almude in the Southern
spring and early summer.
*Uncontrolied airspace.
*Fly in both rnoumam and flat country environment.
*Many sigh g tours in the area.
«Stay at a beautiful european style inn, with swim-
ming pool.
=One or two week packages, everything included.

Fly Nimbus 2 and other
fine gliders
For information write or call
Enrique E. Juncadella
Salguero 2835 7-"B"’
1425 - Buenos Aires

ARGENTINA
Overseas Prefix (011)
Phone: (541) 801-8286 or (541) 801-8616
Telefax: (541) 322-0454

This can confuse you and lead to your
getting lost.

Due to the angles of bank we use when
working a thermal, it is impossible to use
our wet compass to help us roll out and
leave the thermal on course. It is easy to
lose our direction while concentrating on
milking the most out of a thermal. We
should make every effort to know where
we are while thermaling. If there is some
wind, and the climb is for several thou-
sand feet, we could drift a considerable
distance during the time spent in the
thermal. Watch the clouds down your
course line while thermaling. Pick out
the direction you plan to go well before
you top out your present thermal. Pick
a good ground reference to use for a
heading when you leave your present
thermal. Remember that as you near
cloud base you won't be able to see
the clouds down your course. Change
that to read “as you near 500 feet below
cloud base.”

Some final comments on official
observers and badge flights is also appro-
priate. Most of our insurance policies
have higher requirements than those
required by FAA regulations. Our club
has added “additional requirements” for
badge flights in club gliders. We require
that club members must have earned
their Bronze Badge and completed their
silver duration leg in local flight prior to
attempting any cross country flight. We
also require that student pilots must
have a certified glider flight instructor act
as their official observer on all badge
attempts. I think that this is good advice
for all glider pilots.

By next month I'm sure all of you will
have completed your Silver Badge, so
we will start concentrating on more
advanced subjects aimed at Gold Badge
and contest flying!

NATIONAL SOARING FOUNDATION

STANDARD CLASS NATIONAL CHAMPIONSHIPS
July 24th - August 2nd, 1990 » Hobbs, New Mexico

Practice Days: July 22 & 23

*Unlimited tiedown space on concrete ramp

*Large State Park nearby. Camping - RV

*Reasonably priced motels
*Bring your family!

Vince Hinds (505) 393-7328
P.O. Box 622
Hobbs, New Mexico 88240

Contact:

Ralph Douthit (505) 392-1177
P.O. Box E
Hobbs, New Mexico 88240

JUNE 1990
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Lesson 3 — Turnpoint Photos

A successfully flown flight could be
ruined by a bad photo of a turnpoint.
Rules for turnpoint photos for badge
flights are very different from those for
contest photos. Know the rules! The SSA
offers a Flight Deciaration/Ruies Pro-
cedures set for $.15 each. You should
order several sets to keep in your “cross
country kit.”

Early in my cross country flying,

I learned that the closer [ flew to the turn-
point the less I could see of it. | would
have to drop a wing and take a glance as
I neared the turnpoint. This caused me
to loose time and altitude at every
photo opportunity.
amera mounting ¥
Cameras should be mounted so that the
left wing tip will appear in the upper
left of the photograph. Remember that
the view through the finder on the

15 very important.

ground shows an unloaded wing. The
actual location of the tip in flight will
vary, depending on the amount of flex /
in your wings. Photos that are taken
when doing a steep pull up will show a
different tip location than those taken in
asmooth turn. The reason you want the
tip high in the photo is to reduce the
amount of bank required to center the
turnpoint in the photo.

If your cameras have an automatic flash
that can’t be turned off, be sure and tape
over the flash to eliminate reflections
from the canopy. Don't tape over the
flash sensor! Reflections not only get in
the photo they will get to your eyes and
may temporarily blind you. Another
problem with cameras that have auto-
matic flash is that they won't fire until
the flash unit is fully charged. Most of
the new cameras are so quiet that you
may not be able to hear them as you take
your photos. Always start your flight
with new batteries in each camera.

You should practice taking turnpoint
photos prior to your badge or contest
flight. Do this when flying locally by
using your home gliderport as an imag-
inary turnpoint and taking photos of it.
For example:

Refer to Figure 1. You have selected
Skylake as your first turnpoint and
drawn an imaginary inbound and out-
bound course legs. Place your plotte. .
directly on your inbound leg with the
center of the compass over Skylake Air-
port. Measure the angle between the in
and out bound legs (125 degrees here).
Find and mark the mid-point of this
angle on the chart. I have drawn an
arrow pointing toward Skylake Airport
at this point. Place the plotter on this
point and the center of Skylake Airport.

Draw a line on the opposite side of the
airport to mark the “ideal photo” line.
Next, measure the heading of the line to
the airport. Itis about 237 degrees in our
example. Convert this to a magnetic
direction by subtracting the 6.5 degree
easterly variation (add west variation).
Our example line is about 230 degrees.

According to the Airport Facility Direc-
tory, Skylake’s runway is 17/35. Runway
headings are given as magnetic headings
and are rounded to the nearest ten
degrees. The “0” digit is dropped. Thus,
runway 35 could actually point at any
heading between 345 degrees and 355
degrees. Calculate the approximate
angle to the runway for your photo.
350-230 is 120 degrees, or 30 degrees
past perpendicular to the runway as you
make the turn. You now know that the
photo should be taken slightly after y
have passed the point wherethecame

is pointing perpendicular to the runway.

40
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‘Breaking The

or The First
Solo Cross

F]l t

Lesson 4 — Flight Bands and/or
Speed-to-Fly

I have read and heard a great deal
about the proper use of Flight Bands for
cross country glider flights. Flight Bands
have really worked well for me. They
seem to work best when there is a large
difference between the ground and cloud
base altitudes.

The only time that you should consider
using flight bands is when speed or time
is a factor, such as during a contest task.
They are designed solely to increase your
speed. Use of them will almost always
result in the pilot getting lower than a
pilot not using them.
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by Phil Petmecky

Okay, what are flight bands, and how
are they used? Most flight band users like
to divide the available altitude into three
more-or-less equal bands. They then
alter their strategy as they fly into a
different band.

Upper Band — go fast band, fly your
speed ring

Middle Band — slow down a little,
decrease speed ring 25 to 50%

Lower Band — work almost any lift,
set speed ring to 0, fly best L/D

On long flights, the bands move up
and down during the day, depending on
the current conditions and how you are
doing on the flight. If conditions are

Apron Strings

great, set your MacCready speed to fly
at what you feel has been your average
rate of climb in the last thermal or two.
If conditions are just good I will lower the
MacCready setting a little. I will fly the
directed speed when I am in my high
band. If I don't have MacCready on
board, as in my Lark, I will fly 10 to 15
knots over best L/D in the high band
under great conditions and 5 to 10 over
best L/D in good conditions. I will only
stop for thermals nearly equal to or
greater than my MacCready setting.

As you lose altitude and enter the
center band, turn MacCready down
about half of what you have been using,.
Stop for a weaker thermal and stay with
it until you're back into the high band.
If the thermal is only a little weaker than
you want, stay with it a little longer.

If you reach the lower band, set Mac-
Cready to zero and basically fly best L/D.
Work almost any lift to get back up, but
leave weak lift as soon as possible.

Animportant factor to keep in mind is
“Am [ going to be able to finish the task
at the present speed?” If you feel that
you're a little slow, lower the bands
slightly and, maybe even raise Mac-
Cready slightly.

When starting final glides try and get
a little reserve cushion on your computer
above the current MacCready setting.
The computer (or speed ring) directs
faster flight as the MacCready setting
is increased.

There are many other variables that
you should consider in setting bands and
picking a speed-to-fly, such as:

1. If terrain is poor be conservative.

2. Iftime is not a factor be conservative.

3. If navigation is difficult be
conservative.

4. If lift is dying alter course toward
good landing sites.

5. If there are good sign posts (clouds)
on course speed up.

6. If the day is blue be very conservative.

7. If there is a strong headwind you
may increase the speed ring.

Finally, in setting MacCready you
should remember that there is little
penalty in a setting a knot or two low. On
the other hand, a setting a knot or two
high will not only cost you time, it may
put you on the ground. At some time

SOARING



during most flights, I find that my upper
band has entirely disappeared.

You will also lose time if you try and
keep your speed exactly on the speed
directed by the speed ring. Any move-
ment of controls during cruise will create
drag and, thus, slow you down. You
should remember that your instruments
have some lag in them and you may be
slowing down for a little lift after you
have passed it and are back in the sink
(or vice-versa). Make all speed changes
during cruise slow. Big pull-ups should
be avoided when entering a thermal.
They look good, but the loss due to drag
and wingloading will cost you time in the
long run.

Those of you who have a copy of Dr.
Reichmann’s “Cross-Country Soaring”
stop here and read pages 57 and 58, start-
ing at column 2. For those who don’t have
acopy stop here and order one from the
SSA!In this section, Dr. Reichmann has
set up a scenario of a typical cross coun-
try flight. He has four different pilots fly
the scenario at different speed ring
settings. The winner, Pilot (4) flies at a
conservative setting of 200 fpm. Not con-
sidered in the scenario is the use of flight
bands. I would like to continue Dr.
Reichmann'’s scenario a little further and
add Pilot (5).

Refer to figure 1. I have omitted pilots

(1), (2) and (3) from the task for ease of
comparison between pilot (4) and (5).
Pilot (4)’s flight path is the same asin Dr.
Reichmann’s example. Pilot (5) has

Flight Bands

Houston Soaring Association

decided to use flight bands on this task.
He has currently set his bands as follows:
High band — 3500 feet upward
Mid band — between 2000 and 3500

: feet—-f i

Low band — below 2000 AGL

Heleaves the initial cloud with a speed
ring setting of 600 fpm as did Pilot (2) and
races toward the great cloud down the
course. As he reaches 3500 he resets his
speed ring to 200 fpm and continues
down course. He only slows momentar-
ily going under the first two clouds.
Fifteen miles down course he reaches the
third 200 fpm thermal. Normally, he
would stop here and climb back upnear
the top of his mid band, but in this case
he is sure that he can reach the 600 fpm
cloud at a safealtitude if he slows to best
L/D speed. He resets his speed ring to
“0” and continues down course.

Up to now, he has been out in front of
Pilot (4), but as he slows down Pilot (4)
starts to overtake him. In fact, both pilots
arrive at the 600 fpm cloud at nearly the
same time and altitude. Both climb to
cloudbase and continue their flight. In
this scenario, we have a tie between Pilots
(4) and (5). So, what's the use of flight
bands? Read on!

Now let us change the scenario slightly
and find out who would win the day. If
any of the 200 fpm clouds Pilot (5)

-

4000

—— —

3000

.

Pilot (4)

0o = I

Pilot (5)

/:%,,\{H

= I

2000

1000

=

rFeXIDD M AC =t —Tg

10
Statute Miles

13

20 23

A Pilot (4) v Pilot (5)
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originally passed had turned out to have
grown to the 600 fpm “super cloud,”
Pilots (4) and (5) would have stopped to
climb. Our hero, Pilot (5), would have
moved well ahead of Pilot (4). In this
scenario, Pilot (2) would move ahead of
both Pilots (4) and (5) if the 600 fpm cloud
had been at either the 10 or 15 niile posi-
tion. If the 600 fpm cloud had been alittle
further down course than in Dr. Reich-
mann’s scenario, say 2 or 3 miles further,

Pilot (4) might have found himself on
the ground watching Pilot (5) climb
to cloudbase.

If we know exactly what will happen

down the course we can compute a

speed ring setting for the fastest possi-
ble average speed. Unfortunately, this
rarely occurs. The use of flight-bands
allows us to expand our options as we get
lower. They allow us to fly fast whencon-
ditions warrant without reducing our

ResCo Supply

2042 Terrace Dr.
Long Beach, CA 90806
213 494-6690

213 498-9270 FAX susmsss@memasa

DATABACK CAMERA - $80

Minolta 50QD - Databack, motordrive, fixed
focus, 1/4-20 mount for only $ 80.00 + $ 4.50 s&h.
Trade in allowance of $5.00 for your Instamatic!

rnxd

. @IE 213 597-3292 now supports 9600 bau) =

options beyond a minimum level. As
with any tool we use we must constantly
review our decisions and abandon or
modify their usage as conditions dictate.
By changing the scenario further, we
could end up having any one of the five
pilots win the task. The main point s that
we can't set fixed rules and follow them
religiously. We should have a flexible set
of guidelines that we can modify as
conditions change. I think that flight
band usage should be part of every
glider pilot’s tool kit.

It might be said that use of flight bands
is aform of risk management. Every deci-
sion made in flight, or prior to flight can
have positive and/or negative effects on
a successful outcome of the flight. It has
also been said that we learn from our
mistakes. It is up to each pilot to learn
something from every flight he makes.
He must avoid making decisions that put
him or his ship in jeopardy. I always
debrief myself after each flight by asking
myself what were the good and bad deci-
sions I made during the flight. AsI have
grown in experience I'have found myself
making fewer serious (dangerous/stupid)
errors. Occasionally, now, Ifind thatIam
making almost as many good decisions
as bad.

Next month we will work on selecting
good cross country tasks for gold and
diamond distances. B
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IN ARIZONA
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Breaking The
Apron Strings

Oor

The First Solo Cross
Country Flight

Lesson 5 — Selecting a Cross-Country
Task

This month we will discuss task selec-
tion. Figure 1is a list of 47 possible 300
km triangles that could be flown from
Purdy/Nielsen Gliderport. Any of these
flights would qualify for both Gold
Distance and Diamond Goal. Most pilots
who fly Gold distance flights plan them

18

by Phil Petmecky

so that they will also qualify as Diamond
Goal flights. We-will concentrate on
flights that meet both requirements.
Before we start o plan the flight, I want
to explain where I got my list of possible
flights. I entered every airport listed in
the Airport Facility Directory in the states
of Texas and New Mexico into an Apple-

works spreadsheet file on my AppleIle.

I wrote a program that computed every
possible out and return, triangle and
quadrilateral that could be flown from
any airport 1 selected {Purdy/Nielsen
Gliderport for our flights) and stored the

results in a data base file. [ was then abl .

to sort the file by distance and see
the results.
You will notice from the sample list that

SOARING
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FIGURE 1

10 1Pl LAY LOE 10 12 LAY LON  TOP/N TOTAL HAV LAND AIR RATE
40.00 Andrao 3/P 29 43 9535 146.11 Platosia 29 42 37 5 119.78 305.97 ----- c-eom cemen —eee
51.54 Brazoria 29 6 9527 151.55 Bresham 3013 9621 95.46 304.55 ----s cecom ceem —eee-
§7.54 Brazoria 29 § 9521 138.35 Montgemexry 3821 9524 108.03 303.98 ----- ----- ---o- oo
99.46 Brenhan 30 13 96 22 82.69 Cherry 2950 97 6 124.92 303,07 --e-c coooe coeee —oeen
95.46 Brenhan 30 13 96 22  90.04 Flatoaia 2942 91 5 119.78 305.28 ----- ~m-ee —mmom —eee-
95.46 Brenham 30 13 96 22 108.06 Ballettsvill 29 23 96 57 104.10 307.66 ----- -=--n oo —oon-
73.31 Calavay 29 5 96 30 101.85 Cherry 2950 97 6 124.92 300.08 ----- —--om --oom ——oe-

140.91 Caldvell 30 31 96 42  33.46 Bastervood 30 35 96 21 132.17 30T.14 ----- ---om --oem --ee-
140.91 caldvell 30 31 96 42  59.05 Navasota 3022 96 6 102.69 302.65 ----- ----= --e-- -----
140.91 caldvell 30 31 96 42 99.55 Robert Level 23 38 96 30  63.18 304U ----- ---o- coeom -eoe-
140.91 caldvell 30 31 96 42  25.20 Texas AsM 30 38 96 29 142,47 308.58 ----- —--om wmeom -oee-
140.91 Ccaldvell 3031 96 42 97.53 tvo GRch 2939 9635  70.33 308,17 ----- -eeem ceoee —men.
140.91 Caldvell 30 31 96 42  22.01 Varisco 3039 9632 146.09 309.01 ----- ~ecom ceeee —mee-
140.91 Caldvell 30 31 96 42 100.36 ¥ells 2938 9631  63.11 304,98 ---om cmom ceom —eee-
124.92 Cherry 2950 97 6 103.65 Hempstead 30 7 36 5 14.96 303.53 ----- ---o- —-eon ——mo-
124.92 Cherry 2950 $7 6 138.70 Lakeside 29 49 95 40 43.82 30744 ----- moem oo ooon-
124.91 Cherry 29 50 97 ¢  57.39 Yoakm 918 97 B 122.70 305.51 ----- ---om mooom —moe-
144.87 Coolter 30 42 96 19 118,23 Lakeside 2943 9540  43.82 306.92 ----- ----- -oooo oooe-
144.87 Coulter 30 42 96 13  16.35 Texas ASN 30 38 9629 142.47 303.69 ----- ---om ccome -eee-

140.81 Cuero 23 5 9716 101.83 Glasscock 29 43 96 25  SB.86 307.50 ----- --mem -eoom —eee-
140.81 Cuero 29 5 9716  95.69 Robert Level 23 38 96 30  63.78 300.28 ----- -o-om moen aeoen
140.81 Cuero 9 5 9716 9146 TwoGRch 2939 9635  70.33 302.60 ----- cmm-- eeeem -mee-

139.23 Double D 29 42 97 1% 111.70 BI Campo Met 29 10 9619  53.88 304.81 ---—- ---o- —oooc -ooe-
139.23 Double D 29 42 97 18 105.33 Gravunder 29 56 96 14 62.90 307.46 ----- ----n --eom aoo--
139.23 Double D 29 41 97 18 134.66 Jordan Parms 29 45 95 54  31.17 305.06 ----- ----m —m--e -e-e-
139.23 Double 0 29 42 9718 14335 Mev Gulf 2917 9550  20.17 303.35 ----- ce-em -eeen --ee-
139.23 Double D 29 42 97 13 45.79 Yoakma 2918 97 8 122.70 307.72 ----- ---e- --ees —-ee-

§4.77 Bagle Lake 29 36 96 19 110.40 Gonzales 29 31 9721 152.71 307.88 ~--c- --cem ceeee -een-

14.77 Bagle Lake 29 36 96 19 116.99 Texas AN 30 38 96 29 142.47 304.23 ----- -eeom moeee ——-e-
132.17 Bastervood 30 35 96 21 152.13 Mew Gulf 29 17 95 54  20.17 305.67 ----- --coe eeeme eeeen
132.77 Bastervood 30 35 96 21  106.61 Robert Level 29 38 96 30  63.78 303.16 ----- ----- -o-oo oo
132.77 Bastervood 30 35 96 21 106.66 tvo GRch 2933 9635  70.33 309,76 ---ec c-ooe ceeem -mee-
132.77 Bastervood 30 35 96 21  107.45 Wells 2938 9631 63.71 303,93 ---em ceoom ceeee eeees

{8.73 Bl Campo 29 16 96 20 116.77 Smithville 30 1 9710 138.56 304,06 ----- ----c -ooo --en-
137.14 Braster 293 97 12 106.56 Glasscock 29 43 9625  58.86 302.56 ---—- ----- --=-- --o--
119.78 Flatonia 29 42 97 5  53.11 Giddings-Lee 30 18 96 S8  131.25 304.14 ----- -o-om —oeme omee-
119.78 Platonia 2542 97 5 107.87 Hempstead 30 7 96 5  74.96 302.61 ----- --eo- —oome -ooe-
119.78 Platonia 29 42 97 5 138.04 Lakeside 29 43 9540  43.82 IOL.64 ----- ---om -ooem —meen
105.34 Plying C 30 20 96 18  67.81 Giddings-Lee 30 10 96 58 131.25 304.40 ----- --eom -eeen -eeo-
131.25 Giddings-Le 30 10 96 S8  141.22 Hall 2931 9539 28.11 300.58 ---c- -eeee ceeen —ooee
131.25 Giddings-Le 30 10 96 58 132.10 Lakeside 2949 9540  43.82 307.17 ----- --omm —oon —oee-
58.87 Glasscock 29 43 96 25 103.12 Texas AsM 30 38 96 29  142.47 304.46 ----- -c-om -ceem oooe-
152.71 Gonzales 29 31 97 27  51.38 Hallettsvill 29 23 96 57 104.14 308.23 ----- -veom coooe cone
152.71 Conzales 29 31 97 27  92.38 Robert Level 29 38 96 30  63.18 308.87 ----- ----- --oon ---e-
152.71 Gonzales 29 31 9721 86.02Two GBch 2539 9635  170.33 309.06 ----- ----- ----- -----
152.71 Gonzales 29 31 97 27 147.85 Vard 2930 9556 5.9 306.50 ----v --com cmeee —eoe-
152.71 Gonzales 29 31 97 21  92.19 Wells 2938 9631 6371 308.61 ----- -ee-m mmeee ---e-
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there are several tasks that have home
base and one turnpoint in common. This
really helps you pick out good tasks that
. are just over the minimum distance
required for abadgeleg. By the time  was
ready to try my 500 km flight, I had
several good possibilities already laid
out. On the day I flew the task | was able
to check the weather and pick a task. My
task was a 50042 km quadrilateral. For
our problem [-have deleted O&R and
quadrilateral tasks.

Your job (should you elect to accept it)
is to e@amine each task and pick out what
you feel are the five best possibilities. I
have used a portion of two World Aero-
nautical Charts (WAC) for this “class”
exercise to conserve space in the maga-
zine, but you should use sectional charts
for planning real flights. Unfortunately,
several of our airports are not shown on
the WAC chart. You only have their lati-
tudes and longitudes to work with in
this exercise.

Use a separate paper to make notes to

aid in the job. For example: you might
note that one leg of a task runs right
down ariver for along time and should
be down rated. You might find that one
turnpoint has no good landmarks along
your approach path and could easily be
missed. Nothing is more infuriating than
having to search for a turnpoint.

My program listed the turnpoints
alphabetically, but you may fly each task
in either direction. When you consider
which way to fly a triangle, remember
that your cameras are on the left, so left
turns are shorter and easier. It canbe very
difficult to finish a long task into the sun.
It is tiring and very hard to pick out
details when you fly to the west at the
end of the day. You might fly right past
home base!

I have included three ratings areas and
a final “overall” rating column. Rate each
of the first three categories from 1to 5,
where 1 is excellent and 5 is unaccept-
able. They are marked:

NAV. . .This stands for navigation. You

should look for ease of navigation along
all legs of the task. For example, a task
that runs right down a major highway
would rate high. A task running over a
large area where there were no good
landmarks would rate low. .

LAND. . .This stands for off-field land-
ing sites. Of course, a task with a lot of
airports along the task would rate high.
Tasks that run over forested or river areas
would offer less good landing sites and
would rate lower.

AlR. . This stands for Air Space con-
siderations. A task running through a
TCA would be unacceptable. An ARSA
would rate only slightly better. MOA’s are
acceptable, but tasks without them
would rate better.

RATE.. . A final overall rating for the
task. Again, useascale of 1to5. A5rating
in any of the other areas should cause the
overall rating to also be a 5.

I will help start you off with a few ideas.
Notice that we have ten tasks that first go
to Caldwell or Brenham. This leg runs
straight down a major highway for the

FIGURE 2 majority of the course and has several air-
~ portsclose at hand. It would rate high for
\7—4\4\ qg,g A RS \ 750 - ffummsaeengpr =) Y] both NAV and LAND. Two.tasks go to
o y st Ot vt . u:}’ 'y Yyl Brazoria which is nearer the Gulf coast
C o —— = 7 ~. ]  (not shown here). This is not a good
) ‘ 7 No. 1 Course §| —{ 5 A uZa‘ S at Wil direction to go — lift is weaker and cloud
A Photo S —" 3 T , base lower. They get a low AIR rating.
: 240 % b . L AW/ ER e You might think that Easterwood
. L Y ¥~ 3504 do % B . ="
iy, No. 2 Course » Y would be unacceptable because of the
-~ Photo y 3 £ control tower and control zone. It is
. b G PR S ' actually alow volume airport and I have
g 2ot R SR o fen s{-ff B0° always found the personnel very inter-
- -',-( Newus i 2 923 13 Ve SRS § ested and helpful when I have talked to
229 Ry A . " -
ezt w27 (RY] \aor .. | them on the radio. On one flight I had
“y Lo il «Z{d planned to go from Navasota to Hearn,
a2t -&1\- but had been forced west after leaving
= vl m . \(—7 s v - Navasota. I contacted the tower and
A el X N S o ~lodar vo.| asked permission to fly through their
N, e O ( LA O \p ¥ airspace. When they learned I was in a
—— R <. Y, 0 8 167 0 ~8J A3a o VW s P . y ‘
G R N N - ™D '\; | glider and actually trying to go some-
S T \41’ PR - e Y f 122 N where they passed me straight over the
Fa ‘%\{ O ; irport. One of our club members was

forced to land there one day because of
weather. They held a power plane while
he landed and sent a crew out to help
move his glider into a hanger before the
storm hit the field.

The point of this story is that you can’t
rely only on your charts. You need to
discuss possible tasks with more experi-
enced pilots in your area. For example,
you might find that a good looking air-
port has very high runway lights that are
close together.

Finally, to the right of the RATE column
make a final choice between all of the top
rated tasks. Grade the top five tasks from
one to five. .

Since the computer gave us such a
large list to pick from, we have not added
a column that could have been labeled
DISTance — our longest task is just 309
km. If you have a smaller list with greater

20 SOARING
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variances of distances you could add
this column.

This should not take as long as you
might first think because you might
eliminate a whole group of tasks that go
to the same first turnpoint.

After you get your 300k Goal flight in
the bag, you can then start planning that
500k flight. Rules for the 500k task are

considerably different than those for the
300k Goal flight. You are not required to
return to your starting point. You may go
straight out (dirty downwind dash)
without declaring any turnpoints and
land anywhere that is beyond 500k from
your starting point. You may declare up
to three turnpoints, but are not required
to use any of them. This can give you

GLIDER PILOTS GROUND SCHOOL  £Xaumation mi susy one DAYt
EXAMINATION IN JUST ONE DAY!
GLIDER PHLOTS GROUND SCHOOL is an accelerated school with airfine quality, up-to-date instruction using the most
effective ground training available. You practice answering actual FAA-type questions and hear dear explanations from our
professional instructors. You'll enjoy leamning with our skde pr ions on aerodynamics, reguiations, instruments, weath-
er. ross-country, giider operations, more. . . A printed COURSE SUMMARY and chart are suppled at no extra cost. Low,
low price with 50% discount for family members attending the same dlass. We GUARANTEE that you wil make a passing
grade. Il you do not pass you may attend any scheduled GPGS free by showing your Aiman's Written Test Report.
DIRECTORS and PRINCIPAL INSTRUCTORS are David E. Seymouwr, Edgar D. Seymour and John C. Seymour.
SCHEDULE

SPRINGFIELD, MA .

DALLAS. TX. .28 JUL 90 -

..29 SEP 90 = DALLAS, TX ...1DEC 90
CHICAGO. IL .4 AUG 90 = SAN FRANCISCO.CA..3NOV 90 =+ PHOENDLAZ. .. .. ... .. 12 JAN 91
FLEMINGTON, Ny . 22 SEP 90 = ROC/ELMIRA, NY TIONOV 90 + WASHINGTON.DC.... ...26 JAN 91

AT THE SSA CONVENTION IN ALBUQUERQUE, NEW MEXICO, ON SUNDAY 24 FEB 91
**** SPECIAL GLIDER PILOTS GROUND SCHOOLS CAN BE ARRANGED *"""*
Each class subject to cancelation it fewer than 8 students |:rrere:g|s£§"“”9“l o

To envoll. complete the following and mai to:
GUODER PILOTS GROUND SCHOOL 69 Rhea Crescent, Rochester, NY 14615 or calt (716) 865-9511
Endlosed is my check for $20. Please reserve a space for me in the class checked below. | understand the remaining fee
will be due during registration al the beginning of class. 1989 prices include one copy of the FAA Question Book used in class.
NAME Phone( e ]
Address Zp
Ciass Location/Date
Registration 8:00 a.m. t0 8:30 am. Class 8:30 am. to 8:00 p.m.
10% discount il total fee is received with postmark 10 days before scheduled GPGS. [ Private Giider $115

| will be unable to attend any of your scheduled classes but please send your COURSE SMAHVWe:pIanaliomand
lxj;o:m\emedoptu\sroralmegidermduple tions in the FAA Question Books.
Private Pilot COURSE SUMMARY $13.00

[} Private, Commercial, CFl Ghder $135

Private, Commercial and CFl Pilot COURSE SUMMARY $23.00

great flexibility when conditions change
after you are well on your way. Here are
several possible scenarios:

You originally planned to fly a 500k
triangle, but shrewdly added an extra
turnpoint on your declaration (see Figure
2 — to save space the flights shown are
not actually 500k in length). Your “num-
ber one” plan was to fly from Purdy/
Nielsen to Grawunder to Eagle Lake and
back home — the solid line course. Your
second triangle would go from
Grawunder to Skylake and home — the
dashed line. Either course would com-
plete a 500k task. Both tasks are covered
by the same declaration! Now, as you
approach Grawunder you should make
up your mind which course you plan to
fly before you take your picture. Remem-
ber that the photo quadrant is different
for each course. If you haven’t made up
your mind which way you will go when
you leave a turnpoint, take two or more
photos that will cover all possibilities.
We're not finished yet, we have other
options.

Now assume that you turned
Grawunder and are nearing Eagle Lake.
Conditions back toward home are not
looking very promising and will be into
the prevailing southeast winds. You may
“tack” on Eagle Lake and go any direc-
tion to a landing (normally downwind,
or toward good weather) as long as the

VARIOMETERS, INSTRUMENTS, RADIOS, ORVGEN SYSTEMS, PARACHUTES, BAROGRAPHS

DILUTER DEMAND SYSTEMS 1

Al4A
REGULATOR

A14A SYSTEMS

.
ol ey

(.

W

l LIMITED QUANTITIES
ALT-OX SYSTEM

PIK+ PACIFIC

CONTINOUS FLOW SYSTEMS

NELSON SYSTEM

SCOTT
SK 24901
MASK

PANEL MOUNT FLOW METER
CONTINUQUS FLOW COPTICONS

*BASED ON 22FT? CYLINDER

1231 SECOND ST.
MANHATTAN BEACH, CA 90266

NELSON
REGULATOR

REMOTE MOUNT
PRESSURE GAUGE
& FILL VALVE

NELSON

BUSINESS@MEMBER

(213) 376-4580

SOARING



LI 2

D

3333333393333 3333333333FFIDIIIIDIDIIDIDIDIDIDIND

WORLD AERONAUTICAL CHART NO. 2

- .. R Ty
L AN L s N

total distance of your three “legs” exceeds
500k. This “tack” option would apply at
any of your turnpoints.

A few years ago one of our club
members, Steve Nichols, added another
wrinkle to the list of possibilities. Our
field is near the Gulf and conditions fre-
quently start to die earlier in the evening
than farther inland. Knowing this, Steve

flew an out and return course to the
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= T . T . =3 XM
G5y (20 5220 F N '&9
. ] e ( S O

> Q

} .
2ol
Jdeeirdy | o4 S
H a)iotas] af s

CIID ewe 'y Y a3 3 L
] LG CCiiCe w3 b e > s
™ ‘:"“'r'A 42 3 G 08 Cuy TESE ¢ - p A3 g
2004 32 A s, "N\ N 3 \
2 2 m-’“c' .
- . A\
” 210 - 26) —~ .\ [ .‘
g =y
i3 Qa' o,
Ly
Ll - .,
' -nw:-ﬂ 1
: Y A
2/ a2
3
AN 2 v
Y oo L. SO By
AL LA 15 iy
,-q\,.: S ad sofe
o ) WAL EYx TR
g ) y ;. b Ao Tude
by Lriak 2354
A ]
™ s:’ - :u:::}'“: N & EF:: 2™
H -’ - = 2oy
" TE Tl <
DRV N P
- = | DY oo Sy o3
B C PIASE) AW R U 8 -
ne 0. 8% T QY K’ p
-y -—*\:‘ m\zsu—o-%"' SRTY Fand ”, el
3 6 -0 = o Y
) i o -~ X A~
o X, i (L 1%
T s T e
; "‘.r" iy 1
N1 R 22
. hy AT . H 2
’.amm (0] Fied B J\—*_’ B itets avarche o
e - ',,,.,' % s Yy

e & WP 234

i :.--f;-_‘..ﬁ‘.f";; ----- -“9\.' v Y s

: Y
s;..g:nm |- W e N (o 2 ¥
. . ,’(a:___}.’a" £\ , _'- :n " .A.t.:u ) :? S - r .
£ e res} » - s N i g e - I
Sy T o .3" ﬁ;-o‘:._a 9e 4 Rind i vie A T T SR, _:' . 2’ 7‘:6!.,.. --‘\'\bfi"'.' ]

northwest that would be nearly 600k if
completed. He would comptlete 500k at
Brenham on his return, but if conditions
permitted, he could continue toward
home base. He actually made it all the
way home, setting a state out and return
record in the process!

As you can see from these few exam-
ples, there are many ways to fly 500k
without tying yourself down to a fixed
course. Start your flight early with a good

set of alternates available. Don't try and

set any speed records; fly only fast
enough to complete the course before the
day quits. Carry plenty of water and

drink it, and something to snack on.
Carry change for the phone in case you
have to land out. If conditions aren’t up
to a 500k day, it’s quite all right to
abandon the course and head for home
at any time. B

23



- Brea

ng The

Apron Strings or

The First Solo Cross
Country Flight

Lesson 6 — Polar Adjustments and
Speed to Fly in Sink

What speed should you fly for the flat-
test glide in still air? We all know (or
should know) that the answer is, “best
L/D speed.” The $64 dollar question is,
“What is the best L/D for our glider in
still air?” Most of us would say that the
answer for a Blanik is 46 knots, or maybe
44 knots. You see both numbers on the
placards and in the manual.

Refer to Figure 1, the copy of the per-
formance chart for the Blanik which I
took from page 22 of the Pilot’s Notes for
the L-13 Sailplane. According to this chart,
the answer is 46 knots. Unfortunately,
there is a very significant piece of infor-
mation missing from the chart, and that
is the weight of the Blanik from which
these measurements were taken. | have
examined the entire manual very care-
fully and can only find one clue. On page
15, several measurements listed are for
a gross weight of 1040 pounds. For the
following discussion, I assumed that this
was the weight used for the performance
curve on page 22.

Every glider pilot and contest or badge
pilot, in particular, should know that a
glider’s polar moves when the weight of
the glider is changed. This means that
all calculations for speed-to-fly, including

_best L/D are valid only for one particular
weight of a glider. The good news is that
there is a formula for calculating a new
polar, or a particular point on a polar
when the weight of a glider is changed.
The formula used is taken from Dr.
Helmut Reichmann’s Cross-County Soar-
ing, page 96. The formula is:

P(N) = P(O) x the square root of
[WN)/W(O)]

Where:

P(N) is the new point on the polar
P(O) is the old point on the polar
W(N) is the weight of the glider for P(N)
W(O) is the weight of the glider for P(O)

Let us assume that the weight of the
Blanik in the performance chart was 1040
pounds. We can now compute the best
L/D (and other points on the polar) for
different gross weights using this
formula and numbers from the manual.

OCTOBER 1990

Empty weight of the

Blanik is: 644 Ibs. (page 17)
Weight of pilot and

cushions is: - 170 1bs.
New gross weightis: . 814 Ibs. (644 + 170)
Old gross weight is: 1040 Ibs.

Best L/D speed at old weight is 4548
knots, which I calculated from the polar
data on my Apple computer.

Best L/D at 814 lbs. = 4548 x sq. rt.
of [814/1040] = 40.24 knots

This is considerably slower than you
might have thought. It looks like I have
been flying the Blaniks a little too fast
when I was flying solo.

Here are a few more calculations at
different weights:

Gross Weight L/D speed

984 44.24 knots
(two 170 Ib. pilots)

Stall Naps up

31.13 knots

by Phil Petmecky

S
1102 46.82 knots 32.94 knots
(max. gross weight)
- 800 39.89 knots 28.07 knots

(min. gross weight)

This movement of the polar for differ-
ent weights is even more dramatic for
fiberglass gliders that can carry a lot of
water ballast. For example, my LS-3's best
L/D occurs at just under 60 knots when
I am flying dry at a wing loading of 6.85
Ibs. per square foot. If I add water ballast
to bring my wing loading up to 9.00 lbs.
per square foot, my best L/D occurs at
68.8 knots, an increase of 9 knots. Of
course, equally effected are the speeds
at which I need to change flap settings
for maximum performance.

I am planning on flying a new Grob
103111 at the Sports Class Nationals this
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FIGURE 2

SPEED TO FLY IN A SINKING AIRMASS

H201 STANDARD LIBELLE

ALT.

SINK SINK VARIO

AlS RATE OF RATE OF SHOULD LOST BEST
MPH GLIDER AIRMASS SHOW 1M D LD
55 153 0 153 167 31.6 .
60 172 0 172 172 30.7

70 221 0 221 189 27.9

55 153 S0 203 221 23.8

60 172 50 222 222 238 .
70 221 50 2n 232 22.7

§5 153 100 253 276 19.1

60 172 100 272 272 19.4 .
70 221 100 321 275 19.2

55 153 200 353 385 13.7

60 172 200 372 372 14.2

70 221 200 421 361 14.6 .
80 285 200 485 364 14.5

55 153 300 453 494 10.7

60 172 300 472 472 11.2

70 221 300 521 437 11.8

80 285 300 585 439 12.0 .
90 363 300 663 442 11.9

55 153 . 400 553 603 8.8

60 172 400 572 5§72 9.2

70 221 400 621 532 9.9

80 285 400 685 514 10.3

90 363 © 400 763 509 10.4 .
100 455 400 855 513 10.3

55 153 500 653 712 7.4

60 172 500 672 672 7.9

70 221 500 721 618 8.5

80 285 500 785 589 9.0

90 363 500 863 575 9.2

100 4s5 500 955 573 9.2 .
110 562 500 1062 579 9.1

ResCo Supply

2042 Terrace Dr.

Long Beach, CA 90806
213 494-6690

213 498-9270 FAX Busmtss@memsea
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year, courtesy of Mike Shade at Grob
Systems. I guess that I need to compute
several different polar equations for my
PC-6 Final Glide Computer, before we go
to Littlefield this year. I will have to take
into consideration the weights of my co-
pilots, parachutes and other gear. (Please
don’tlet Al Heath or Rokki Roberts and,
especially, Ned Wilson see this article
until after Littlefield).

Another set of calculations that are
affected by gross weight are those for
your McCready Speed Ring. Your speed
ring is only accurate at one specific gross
weight. Many pilots mark their speed

-*. rings with two sets of numbers, one for

wet and one for dry. They mark both sets
on the same ring.

Speed to Fly in a Sinking Airmass

We now know that to fly the flattest
glide in still air we should compute the
best L/D for our glider’s actual flying -
weight. We have been told to speed up
in sink and slow down in lift. But, the
next $64 question is, “How much?” Refer
to Figure 2. This spreadsheet contains the
answer for a Standard Libelle H-201B.
Each box in the spreadsheet contains
data for a different airmass sink rate. |
deleted airspeeds that are out of the
range in which we are interested.

Notice that if we are in a 50 foot per
minute sinking airmass and speed up
from our best L/D speed of 55 mph to 60
mph our vario will move from an indi-
cated 203 fpm sink to 222 fpm, but we will
only lose 1additional foot after flying one
mile! Now look at the 400 fpm sinking
airmass data. We must speed up to 90
mph for our flattest glide. Most low time
pilots find this very difficult to do (me
too). They know that they are in sink and
want to speed up, but as they increase
speed the vario goes down even further.
They tend to fly slower than the correct
speed in order to decrease the sink rate
reading. It looks good on the vario, but
after flying out of the sink they are
actually lower than they would have
been if they had flown the correct speed.
The secret is that the faster you fly in sink,
the faster you will get out of it. If we flew
our Libelle at 55 mph in 400 fpm sink for
1 mile we would actually lose almost 100
feet or more than if we flew at 90 mph
(603 versus 509).

If you examine all the data in each
block, you will find that there is little
additional loss of altitude if you fly 10
mph or so faster than the “best glide
speed” in a sinking airmass. For example,
in the 400 fpm sinking airmass data, you
will see that a speed of 100 mph will only
cost you 4 additional feet over the 90 mph
figure. In contest flying, the additional
speed gained would more than likely off-
set the loss of altitude. B
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SOME TIPS OFF THE COUNTER
FOR BEGINNING CROSS-COUNTRY FLIGHT

by Jean-Renaud Faliu

This is in no way an exhaustive
survey of all the topics important for
early cross-country flight. Rather, it
is only intended to be a reminder of
the most important aspects related to
this very special form of soaring,
cross-country flight. Aspiring cross-
country pilots should, by all means,
read and digest as many as possible
of the articles and books written on
the subject. In-depth study is an
excellent pastime for the winter sea-
son, the “slow soaring” time of the

AUGUST 1995

year, and this advice will hopefully
provide the added emphasis to make
your early cross-country flights safe
and successful.
MENTAL PREPARATION AND
TRAINING

If you decide to fly cross-country
(preferably under the “gentle”
supervision of an instructor for the
first few tries) you must be mentally
prepared to sever yourself from the
home nest. The disappearance of the
home field is a major step for the

beginning cross-country pilot and
the possibility of an outlanding must
be recognized. Hopefully, there has
been a great deal of thought about
the potential outlanding fields along
the course.

Before the flight is the time to
become proficient in the use of the
oxygen system and any other tasks
you will need to perform in the air.
Take a couple of hours to sit in your
plane on the ground finding the best
locations to stow equipment -and
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"all these things

supplies. It does no good to have the
best oxygen system in the world if
you find you can’t reach connectors
or put on the mask with one hand, if

gen can have a strong

. necessary.
~ drying effect. Is your water bottle

within easy reach? It’s best to know
before you are 12,000
feet up and 50 miles from home.

Use each of your landings at home
as a practice for outlandings. Try
high-and low approaches, very pre-
cise touch downs, while consistently
watching airspeed and wind gradi-
ents. However, I strongly advise
against over stressing the wheel
brake in practice. . .you may need it
at peak performance level for a real
outlanding.

Regardless of previous experience,
you should occasionally fly with an
instructor. After the flight, write

- down what you learned new, and

don’t hesitate to talk about your dif-
ficulies and concerns. Don’t invent
convenient excuses or gloss over
problems as this fools no one, not
even yourself. If you have a good
relationship with your instructor
they will help you solve your prob-
lems. And the better you become, the
prouder they are.
THE FLIGHT
Thermals

We are now concerned with the

" aarch for thermals, nailing them,

,ad staying in them. There is no

more appropriate time for clean, aca-

demic flying, and the glider in ther-
mals is always best in the middle,
just like the yaw string. Always
remember that the glider’s best rate
of climb is when it is horizontal, the
attitude in which its sustaining sur-
face is at its greatest value. But, there
are times when you will have to turn
to stay in the core of a thermal and a
compromise must be made between
efficency and expediency.

An important fact to keep in mind
is that every time you activate a con-
trol surface you are activating an air-
brake; consequently, your flying
should be as “quiet” as possible.

With a building cumulus cloud,
thermals may be found on the wind-
ward side, on the sunny side, on the
bisection of these two, or under the

(™ darkest part of the cloud. On any

(ﬁ\

given day, it is up to you to analyze
your lift and determine which type is

@ at work. When looking for a thermal,

let the glider “speak” to you. Be very

(™ light on the controls, and veer

o

toward the wing lifted by the cur-
at. Once you think you have found

thermal, draw a picture of it in
ur mind, thinking of how it fits

into the scenery, and how you fit in
it. Your picture might be wrong, and
in the beginning it often will be.
However, you will never be too far
off when you “commit yourself to a
thermal” as I say.

When entering a thermal, a little
excess speed is handy and necessary
for brisk changes in direction and
attitude; however, before you initiate
a turn, check for other gliders. Do
this frequently and consistently in
every thermal, no matter how alone
or far out you may feel you are. Use
all your senses, fly by ear and don't
let your eyes be hypnotized by the
vario needle. The sky is immense,
but each thermal is coveted and
sailplanes do appear from nowhere.

Instruments steal your attention

from the sky, and that’s where things
are happening.

When climbing under a cloud
street, don’t stop and try to reach
cloud base with the first good lift as
doing this will obstruct your view of
what lies ahead on your course.
Assuming. that you are far enough
from the cloud base, fly straight,
pulling up in lift and speeding up in
sink. You should aim at the last cloud
where you may circle to the base. If
lift there is not strong enough or is
dissipating, you might wish to back-
track to stronger conditions.
Remember, it often pays off to divert
up to 30 degrees from your intended
route to find promising lift, and the
best diversions will be upwind from
your intended goal. An upwind
diversion will leave you back on
track after drifting while thermaling.
At this stage, it is better to fly toward
a line of five small cumulus clouds
rather than toward one big one. If
you miss the big one, there are no
alternatives, whereas with the five
“cuties” there are five chances of hit-
ting a good thermal. .

Occasionally lift might be so
strong as to draw you into the cloud
itself where it is critical you do not
speed up. Before you become totally
disorientated, you should open the
airbrakes- fully, set the trim, then
release the controls allowing the
glider to spiral itself down out of the
cloud. Being aware of the correct
trim setting for hands off spirals is
one of those little things to be prac-
ticed in clear air before the skill is
needed. Best of all, you should antic-
ipate and avoid this dangerous situa-
tion. This is known as a “Benign
Spiral Mode.” It doesn’t work with
all gliders and should have been test-
ed in clear air in order to check how
the glider responds to that mode.

CROSS-COUNTRY FLIGHT
For a start, let's forget the
MacCready technique, and about

. computers too. Here is my suggested

rule of thumb for the best speeds-to-
fly: :

In most of today’s glider types,
when you encounter lift while going
straight, you should reduce your
speed to the glider’s minimum sink

. If you are not sure of that
(shame on you), then try 50 knots. If
you are not sure of your plane’s best
thermaling speed, you should enter a
thermal at 55 knots then slow to 45
knots after the first turn. In sink
while going straight, you should
maintain 60 knots in 0.to 4 down, 70
knots in 4 to 7 down, and 80 knots in

- 7 to 10 down. Speeds greater than 80

knots may result in your sinking like
a stone. If you plan on circling in
sink, any speed will do. It always
pays to fly straight and up, even ata
slow speed rather than to circle in
good lift, because circling gives you a
cross-country speed of zero. Just as
important as the attitude of the glid-
er is the attitude of the pilot. A pilot
with a good attitude will anticipate -
changes before they begin to show
up on the instruments...this pilot will
be at the correct speed before the var-
iometer tells him to slow up or speed

up.
T}I)JRNPOINTS AND PHOTOS

I mentioned earlier the prepara-
tion of the camera which really
means, of course, two cameras for
backup. It goes without mentioning
that you have already “wasted” a
few rolls of film in the vicinity of
your home field to verify the opera-
tion of your cameras and the correct
way to “aim” them with your glider.
When taking turnpoint photos it is
always a good idea to take a second
photo three seconds after the first
just in case there is a reflection off the
canopy or other like problems. To be
valid, turnpoint photos should be
taken on the far side of the turnpoint
within an arc covering no more than
45 degrees on each side of a bisection
line between approach and depar-
ture legs. That sounds like a mouth-
ful, but the diagram on Page 41
should explain all.

To keep things neat, you should
mark on your map not only the turn-
points but also distances, altitudes,
outlanding sites, and five- and ten-
mile circles around airfields. Don’t
draw lines over the turnpoints - stop
a little short, leaving them clear.
Draw a little silhouette of your glid-
er where it should be when you take
your turnpoint photos, but otherwise

‘SOARING




don’t clutter up the map with too
many details. A piece of transparent
plastic or contact paper over the map
ill also help to preserve your marks
7 im smudging.
~ADIO USE

The less you use your radio the
better, and keep its volume low to
avoid being distracted by the chatter.
A small card with a list of nearby
field frequencies and their altitudes
is more convenient than krying to
find them on the inap, and this too
can be plastic coated. Radio is a use-
ful tool, and you should get used to
iving short, precise messages so

t others may use that tool. A lot of

information can be given with a
short message like, “SE, this is 13
Golf. I'm 10 miles southeast of Mt.
Patterson at 15,500 heading south.
Over.” If you recognize the develop-
ment of a tricky situation which may
get beyond your ability, don’t wait
or the last minute to radio for
advice. Some pilots turn their radios
off as soon as they have spoken to
their ground crews, but that is not
such a good idea for the novice cross-
country pilot. :
TERRAIN AND LANDING OUT
One should have a sectional with

all the fields clearly marked plus out-
standing features underlined with
their altitudes: Airfields should have

ten-mile circles around them, and at

no time should you be out of reach of
a potential landing area. Put it in
your mind that the nearest landing
area is your local airport, and this
should put your mind at ease
enabling you to work the next ther-
mal in a relaxed state of mind.
Remember, play it safe by getting

. high and staying high. Altitude is

money in the bank, so don't leave
Kour potential landing site until you
ave reached a good safe altitude.

Don’t panic over the consequences
of an outlanding! If it upsets you too
much, then you shouldn’t have left
the home field in the first place.
Never stretch your luck, for when
you are done, you're done, and it's
time to set up a landing pattern.
BADGES .

Badges require a lot of paperwork,
so make sure you know in advance
what you will have to do when the
day comes. It is a good idea to

always carry a copy of the landing

‘witness form in your glider.
CONCLUSION
Remember, after having complet-

ed a coss-country or badge leg,
there will be a steep drop in tension
and elation will set in. Just before
entering the landing pattern, change
your seating position and forget
about your success. Pon’t make a
low pass to announce your victory,
as at this stage it might (read “will”)
be dangerous and is unnecessary.
You will probably have been in the
air longer than normal and will be
more tired than you think, so it is
best to fly a normal patterm being
alert and over-conservative. Do your
best to make a perfect landing.
Remain in thigel:ifgher stgtl:gf alert-
ness until the glider is not only on
the ground but also tied down. Too
many accidents or incidents have
occurred because the pilot simply
forgot he was still in the air and
things still needed to be done. When
you are down and safe, let the joy fill

_your heart, take your friends to the

bar and let them listen to your first-
hand account of the memorable day.
PHYSICAL PREPARATION

The following check list includes

. _the absolute basics for cross-country

flying:
1. A full-brim soaring hat, not a
cap.
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2. Good quality sun glasses. Glare
-om the sun causes painless but seri-
s damage to the eyes.

3. A sun screen appropriate for
your skin. Indirect glare from the
canopy at high altitudes can cause
serious skin damage leading to can-
cer.

4. Cushions, especially the new
NASA foams are a must. Even with a
parachute, good cushions add to
your comfort and safety.

5. Fluids in a practical container
are critical. Water, “Athlon,” and/or
“Gatorade” consumed during the
flight are essential for health, as
deiydration, especially on desert
flights, has been proven to be
responsible for some fatal accidents.
Avoid carbonated beverages or those
which increase thirst.

6. Foods of a high-energy variety.
Fruit bars, almonds, apples, and
dried goods are best, and avoid easi-
ly spilled or sticky products, like
chocolate.

7. Unless you have a football-size
bladder, plan on bringing a suitable
device for relief. The configuration of
your plane will determine what you
need.

8. Clothing appropriate for the sea-

jn and for the possibility of out-
andings. The light shoes which give

a good feel on the rudder pedals may
not feel so good on a long “forced

42

march” following an isolated out-
landing. Walking shoes added to the
emergency bag are a good idea.

9. Identification, documents (both
yours and the glider’s), and money
are obvious, but often forgotten.
Small change is always handy.

10. Phone numbers. . .that's what
the small change is for. Make sure
you have the club’s, your crew’s, and
others you might need.

11. Maps appropriate for your
intended flight. While still on the
ground, fold them so the flight track
is easy to read. Don’t go places for
which you don’t have a map!

12. A tie-down kit including screw-
in pegs, plenty of cordage, space
blanket, first aid kit, signal mirror,
walking shoes, and the like.

13. Oxygen system which has been
“PRICE” checked, turmed on, and
with the mask at hand.

14. Batteries fully charged with a
radio check completed BEFORE the
flight begins.

15. Barograph loaded, sealed, and
turned on before the flight.

16. A camera, which must now be
“fixed” in place, should be turned
on, tested, and the declaration photo
completed. Will the wing tip and/or
the random line on the canopy be on
the film?

Yes, it's a lot when you do it for the
first time, but it quickly becomes a

habit and most items can be kept in a
bag you can stuff in the glider before
each flight.

About the Author

Jean-Renaud Faliu teaches English
in a private school in Paris. He is a
glider flight instructor in both France
and the United States and has over
5000 hours in sailplanes and 400 in
power. He has flown numerous con-
tests, regionals, nationals, and
European championships.

A three Diamond holder, he is a
promoter of the sport everywhere he
goes. He has been the equivalent of an
SSA governor for the Parisian area,
has been the president of French soar-
ing clubs including the French
Association of Mountain Pilots. In
July and August of 1990, he set four
French records in an ASH 25 over the
300 and 500 O&R and triangles.

He originally wrote this material
while instructing for Soar Minden
several years ago and several revi-
sions have been made to the original
work.

Martin Gundlach, who flies a
Schreder HP-14 out of Minden,
assisted with the revised English
translation. Martin is a relative new-
comer to soaring and has flown with
Jean-Renaud at Minden, Nevada.
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ANDY DAVIS

he new soaring season is just around the
corner. The following notes are intended to help
pilots with many hours of local soaring break the
invisible string tying them to the airfield and to
start regular cross-country flights.

Preparanon

Advance preparation is a vital part of any

cross-country flight: It falls under several head-
ings.
1. Airspace. Familiarise yourself now with the
airspace regulations in your likely cross-country
area - a minimum of 100km radius around your
home site. If you have a R/T licence learn the
procedure for crossing Class D airspace.

There have been a lot of changes recently to
controlled airspace. Buy the latest edition half
million map and study the layout of the controlled
airspace bases and level changes. You must
not fly in an airway or any controlled airspace
(other than Class D with a clearance).

The airway base is defined as an altitude or
Flight Level (FL). If it is defined as an altitude,
then you can climb up to that indicated on your
altimeter as long as you set QNH (airfield eleva-
tion) for take-off. If the airway base is defined as
a FL, you should set 1013mb on your altimeter
subscale as you cross or climb under it. This is
particularly important whenever the atmospheric
pressure is lower than standard.

Don't forget to make a note of the QNH set-
g, so that you can reset your altimeter when
_/aving the airway base. (See also Gliding and
UK Airspace on p70.)

2. Speed/distance. It is useful to know how far
you can expect to go in any given time. To do
this you need to estimate your likely cross-coun-

cross-country speed for a range of climb rates

. (see Fig 1 below).

Reduce the speeds obtained by, say, 20% to
allow for detours, buggy wings, wind effects, mis-
takes etc, to get the likely average cross-coun-
try speed for any given day. Make up a table of
average climb rate versus likely average cross-
country speed (Fig 2). Refer to this throughout
the season when pre flight planning.

Fig 2.
Average climb rate vs average likely cross-country
speed. Discus at 735Ibs (unballasted)

Av climb Theoretical av Likely av xc
try speed. rate (kt) xc speed (km/h) speed (km/h)
Obtain a polar curve for your sailplane and 1 44 35
draw this on a large sheet of graphpaper ex- 2 = :g
tending the axes back to zero. Use the classic ~ 3 87 70
MacCready construction to find the theoretical 5 94 75
Fig1- CLASSIC MACCREADY CONSTRUCTION FOR
3 ] DISCUS AT 735lbs
% Assume Zkt average climb rate
t ol Draw fangent to curve from Zkt point i
g Point 3t which fangent cuts axis is theorefical
o1 average speed for 2kt climb= 33-5kt = 62km/h
o
z 0 10 1 40 50 60 70 80 Airspeed ks
Tangent fo Polar Curve
1t = Speed fo fly
52} / .
8 31 :
o
4 1 1 L 1 1 1 |
'
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E TO EARLY
3S-COUNTRY FLIGHTS

This advice from Andy, a former
Standard Class World Champion and a
member of the British team squad,
should help to give you confidence to
strike out from the comforting area
around your site

On a typical UK day, achieved climb rates av-
erage about 2.5kts throughout the day. From Fig
2, we might expect to average 56km/h. A good
day with 4kt climbs might enable us to average
70km/h.

By combining the available soaring day (or

length of time your syndicate or club allows you),
with forecast climb rate, you can estimate hov L

far to reasonably plan on any given day.

3. Routes. Aim to compile a file of routes from

short to long so that on each soaring day you
can tailor your flights to the conditions and time
available. Your route selection should take into
account the following:-

® The most efficient way is to arrange your cross-
country downwind on the first leg while condi-
tions are developing, into wind during the peak
of the day and downwind on the last leg as con-
ditions weaken. Most good soaring in the UK is
associated with winds from west clockwise

- round to north-east. Try to plan a selection of

routes at each distance to cater for different wind
directions.

® Keep away from areas of poor soaring. Low
lying areas are always bad early in the day - keep
to higher and drier ground in particular avoid
coastal areas as sea air can penetrate far inland
by late afternoon. The prevailing wind can by
late afternoon drive sea air through the Cheshire
Gap as far as Birmingham, from The Wash to
Daventry and from the Bristol Channel to
Salisbury, Devizes and Swindon.

® A small dogleg to avoid airspace causes few
probiems, but planning to operate under a low
airway ceiling can bring difficulties, especially
when the cloudbase is high.

® Select TPs for ease of navigation and identifi-
cation. Two crossing line features are ideal for
this purpose, eg road/rail or rail/river. If you use
GPS, make sure that the most likely co-ordinates

are loaded accurately into its memory usinc *

WGS84 data. Perform a gross error check by
selecting Go To The TP from your club site. The
indicated distance should be sensible.

4. Equipment. It is important that your sailplane
and its equipment are well maintained and reli-
able. Inspect everything with a critical eye.
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A GUIDE TO EARLY CROSS-COUNTRY FLIGHTS

Does the wheelbrake close? It is suicidal to
fly cross-country without it being serviceable -
you will need it in the event of a field landing.

Is there stowage for drinking water? Many
inexperienced cross-country pilots suffer from a
dramatic and visible (except to themselves -
that’s the danger) fall in performance and con-
centration after-about 2hrs’ flying on a hot day.
This is almost always due to dehydration. The
lesson is - always carry 1.5 litres of water and
drink it.

Does the total energy variometer really
work? Check the systems for leaks using a DIY
kit. Pay particular attention to all plumbing be-
tween the vario and the total energy probe. Try
sealing the probe/fin joint with a soft sili-
cone tube - it is far more effective and con-
venient than using tape.

A complex vario/nav computer is really not
necessary. It focuses too much attention inside
the cockpit. A good total energy variometer with
speed director and audio output is all that we re-
quire. Some kind of final glide computer is use-
ful, but the John Willy calculator is more than
adequate.

Is the cockpit draughty? Cold draughts can
become very unpleasant on a long flight and
are easily solved using modern draught proof-
ing materials.

Is the trailer serviceable? Even the very best
~ilots get it wrong occasionally. You will need a

viceable trailer for the inevitable retrieve.

ually an afternoon spent with the grease gun,
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foot pump and spare bulbs is enough to fix it up
for another year.

Weather

Try to walch a daily TV forecast. With-prac-
tice and experience you will leam to recognise
good weather pattems developing. It should be
possible to spot a really good soaring day about
three days in advance.

The evening before the TV forecast should
give a fairly accurate picture of the coming day.
Make a note of the forecast wind direction, cloud
amount and maximum and overnight minimum
temperatures. The “Bradbury rule” estimates
that afternoon cumulus cloudbase will be 400ft
for every 1°C difference between max and min
temperatures. In general terms, UK average
climb rates in knots are equivalent to cloudbase
(or thermal tops in blue weather) in thousands
of feet minus 1.
For example 4000ft cloudbase
->4-1 = 3kt thermals

From the previous evening'’s forecast it should
be possible to make a provisional task selection
for the following day.

On the day watch another TV forecast and
use this together with any available specialist
gliding forecast to revise and refine your picture
ol the day's wealher. You should now have a
good idea of the length of the soaring day, wind
direction and lift strength. Compare your as-
sessment of the day with an experienced cross-
country pilot.

Pre flight planning

Check the temporary nav warnings for any ac-
tivity that might affect your task area. Note that
all times are quoted in UTC, one hour behind
British Summer Time.

Estimate your likely take-off time, allow half
an hour to climb up and settle down. Plan to be
back on the airfield by 5pm or one hour before
the end of usable thermals, whichever is earlier.
This is to give you a safety margin in the event
of a hold up en route. Use the resultant soaring
time multiplied by likely cross-country speed
from Fig 2 to set your task distance for the day.
For example:

Take-off at 1230, finish at 1700, 2kt thermals.

-> 4hrs cross-country soaring time.

From Fig 2:

2kt thermals -> 50km/h average speed.

->Task distance = 4hrs x 50km/h = 200km.

Now select a task at the appropriate distance
from your pre prepared file to match the day’s
wind direction. Draw the track lines on your map
and note down approximate latest times to
arrive at each TP to complete the task on
schedule. Load and check the TP co-ordinates
in the GPS.

Watch how the day develops. If the start of
convection is delayed, adjust your task length
accordingly. However, be alert lo significant
changes in the weather which might require
drastic changes to your plans. Danger signs are
rapidly thickening cirrus, strengthening wind or
very early development of towering cumulus.

SAILPLANE & GLIDING



CROSS-COUNTRY FLIGHTS

After take-off

Don't feel obliged to rush off on track straight
away. Fly around locally to get the feel of the
day. Sample several clouds and try to work out
which part of the cloud works best. The lift tends
to lie under the same part of the cloud through-
out the day.

Don’t start until you feel relaxed and the sky
is reliable. Wait for good clouds to appear along
the first leg before setting off.

Cloud selection

Be aware that the appearance of clouds from
the side can be very misleading. The same cu-
mulus can look completely different when
viewed up or down sun. The top of a cumulus
cloud is not a good indicator of thermal activity
underneath. The appearance of the base is a
much better indicator of potential lift than the
cloud top.

Fig 3.

Fig 3 shows a side view of four cumulus
clouds. All four have identical classic cauliflower
tops, yet only clouds 1 and 2 are likely to pro-
duce good lift. Cloud 3 is starting to decay. Cloud
4 is in an advanced state of decay and likely to
‘have sink underneath.

Generally a
firm dark base is
a good indicator
of lift. If the base
of the cumulus is
“stepped” (Fig 4)
this is a good sign
of strong lift. The
lift lies close to
the step on the Fig4

high side.
The key learni oint is that the base of th
cloud is the best indicator of likely lift.

The more clouds you sample the greater your
chances of finding good lift. A common mistake
amongst early cross-country pilots is to stick too
rigidly to the track line. Weave from side to side
of track to pass under as many likely looking
clouds as possible. Your first priority is always
to soar.

A deviation from track of 30° adds very little to
the total distance flown. A 45° derivation can be
justified if it takes you to exceptionally good look-
ing clouds. In extremis fly at 90° to track or even
backtrack if necessary to stay airborne.

En route

Take it easy at first, climb frequently and stay
high. Navigate using major features, don't waste
time trying to identify every small town or village.
Remember that even large towns can disappear
in a cloud shadow, especially in hazy weather.

As your confidence grows and conditions de-
velop be more selective about your climbs. Do
not be tempted to set a high MacCready. High
average cross-country speeds are achieved by
using strong thermals and not by flying fast. |
tend to use only two MacCready settings in the

April/May 1998

The Ultimate Self-Launch Two-Seater |

S10-VT Rotax 914 (Turbo, dual ignition,
water-cooled, hydraulic tappets) now
fully certified by LBA/FAA Authorities.

B STEMME S10-VT |
TurBO

> Syndicate Partners Wanted < _

For information please contact:

Mike Jefferyes,

Tanglewood, Fingrith Hall Road,
Blackmore, Nr. Ingatestone,
Essex CM4 ORU

Tel & Auto Fax: 01277 823066
MikeJefferyes@compuserve.com

UK - 2kts when conditions are good and 0 when
poor or weak. Set a threshold at which you will
discard thermals and leave any climb that falls
below that threshold. Continually vary your
threshold according to the situation. For exam-
ple you may wish to lower the threshold if run-
ning into a poor patch of sky or getting too low.

It is always a mistake to remain with a dying
thermal when not climbing. Keep a constant
lookout for growing parts of your cloud or newly
forming wisps a short way into wind and be pre-
pared to move to this new activity. Very often a
newly developing thermai core can be found just
a few hundred yards from a dying thermal.

If spread out is cutting off the sun ahead, be
prepared to deviate from track 1o soarable areas
sooner rather than later. You are better off 20
miles from track at cloudbase than struggling on
track at low level in weak lift.

Avoid the temptation to fly from airfield to air-
field or to select outlanding fields from consider-
able altitude. | do not recommend selection of
outlanding fields too early. For a start you are
probably too high to spot obstructions and as-
sess the slope. Secondly by concentrating toc
early on fields you are likely to increase the
chances of outlanding by ignoring soaring pos-
sibilities. The first priority is always to concen-
trate on the clouds. Fly to good cumulus and
soar.

i am often asked ai whai height i choose my
outlanding fields. It all depends on the situation.
I the sky is obviously completely unsoarable |
have usually chosen a safe outlanding area, if
not perhaps the individual field, by 1000ft. On
the other hand if running at low level into an area
of good active clouds | don’t pay much attention
to fields until well below 1000ft. To put it into per-

while retaining:

Winglets & aerodynamic fine-tuning now
optimise the handling and performance.

Five more S10’s delivered to UK in 1997.

800 ft/min climb rate at max weight
cruising speeds of 130 knots
powered climb tested to 30,000 ft

range of over 650 miles
best glide ratio, engine off, 50:1
safest low height engine restarts

sociable side-by-side comfort.

speclive, most reasonable pilots could expect to
climb away from a 1000ft winch launch on a nor-
mal soaring day.

Every so often compare your progress with
the scheduled times of the various TPs. If you
are falling behind schedule or there is a major
weather deterioration, abandon your task and
fly straight home. There is no point continuing to
an unnecessary field landing.

If all goes well you will eventually realise with
some pleasure that you are high enough to final
glide to your goal. For your first few final glides
carry a good safety margin; it is always better to
spend an extra minute climbing a few hundred
feet extra than to land half a mile short of the air-
field!

Approaching your goal airfield, start planning
your circuit well in advance. What are your op-
tions once you arrive over the airfield boundary?
If fast? if slow?

Racing finishes are great fun, but you are
likely to be tired, especially if at the end of a long
flight. A lot of accidents happen at the end of a
cross-country and avoid arriving at low level with
no speed and no ideas.

Review

After landing spend some time reviewing the
flight. What did you do well? What did you do
padiy? What would you do differently nex1 ime
in the same situation. How could you go fast
and further? Revise your likely average cro |
country speed in Fig 2 to more accurately refle.—
what you are aclually achieving.

Learn and above all enjoy your cross-country
flying. | look forward to seeing you over the UK
somewhere this summer.
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Potpourri On: “Tactics for Budding Cross Country Pilots”

‘What Glider Should You Purchase 2?

You should buy the best glider you can afford. Remember, you are HOW you fly not
WHAT you fly....Flying a 1-26 well counts for a lot more than blundering abeut
dangerously in an expensive glass ship. Flying well means flying with good skill in a
situationally aware manner. Do not purchase cheap instruments. Get a quality total
energy variometer and audio system, and a good radio. A fancy flight computer is not
needed during your budding XC phase. Spend the money on more tows and building
your experience and wisdom.

A current Sectional, a handheld GPS and a Williamson Glide Calculator are very helpful
additions to a budding XC pilot...... Leaming: 1.) To read a chart, 2.) To estimate
distances, and 3.) Learn to make the continuing trade offs between speed to fly, distance
to go and, altitude margins.

Your trailer need not be the latest model but should be functional and reliable. You must
have reliable wiring, brakes, lights, and excellent tires, even the spare tire.

Developing Soaring Skills

Graceful, considerate, safe thermal entry; treat someone else’s thermal like shared
community property. As a glider pilot, you do not have the same rights in a thermal with
others as you do alone. If you want to thermal efficiently, get your own thermal. Pull-
ups and pushovers in a thermal are very dangerous on entering and leaving. Once in the
thermal, how many gliders are in your blind spot, or versa visa?? Avoid thermals with
erratic and low time glider pilots who do not telegraph their intentions to maneuver.

Avoid trying to do dolphin flying, most of the pull-ups you make will be in turbulence or
wind shear. At the beginning, you will dolphin into no lift most of the time. You are just
wasting energy.

Practice locally on weak thermal days, on windy days, ridge days, wave days and low
saves near the airport to build up your confidence in your ability to stay up in all
conditions and to know that if there is lift, you can find it and use it effectively. Be able
to stay up all day. Try to local soar avoiding the local hot spots. Fully explore local
conditions until your core flying skills become ‘sub-conscious’. Fly locally at more than
one site; this develops confidence in dealing with new airports, new lift hot spots, and
situations you will meet on early XC flights. During this period, become familiar with
surrounding safe places to land. Visit and inspect these airports and fields by car.

Prior to making your own XC flights, it is a good idea to crew for others who have some
experience. This is a good introduction to XC learning.



Glide Performance Judgment

Think distance as miles per thousand ft while selecting one of 3 key cruising speeds of
plus 5 to 10 knots, 10 to 20 knots, or 20 to 30 knots above maximum L/D speed. Reduce
cockpit load and mental arithmetic. A chart showing the polar suggests the minimum sink
performance and the slow themalling speed range. A chart showing glide ratio more
dramatically shows the cruising speed and increasing rate of sink impact on your range.
Both curves make different points. One suggests thermalling and L/D speeds. The later
shows the range impact of the gliders speed. In addition, flying faster than L/D reduces
- your chance of loosing control of the glider at the wrong time in entering a rough
thermal, soaring against the mountains, etc. New XC pilots tend to thermal too fast,
loose the lift, and fly too fast in sink, especially if they are trying to follow a speed to fly
indicator. Until you gain experience, these instruments are not very accurate or smooth,
and tend to over-state the speed to fly command. Set your MacCready to 1/3 of your best
rate of climb. ‘With high experience, you can raise it to no higher than 2/3 rds.

Off field Landing Practice

If you get low and have to land, pick Bronze Badge training sites and known walked
fields at first. Early XC pilots should have off airport landing training, (ideally in a motor
glider; with e.g. Rolf Peterson) but should not plan on landing off-airport unless it has
been briefed and visited on the ground. This activity should come after a string of
successful experiences (if ever). The pilot in command is responsible to make sure he
navigates such that his low spots are his selection, not the un-luck from nature. This is a
part of risk management. That is, risk to continuing the flight.

Early XC flights should be airport hopping with pattern margins from.wide airports with
windsocks. Narrower airports should not be planned until you have at least 10 XC
flights. If you only fly a few XC flights a year on your own and don't have a lot of off
field practice, you .will never be current to use this, except in an emergency, which you
should avoid at all times! It is nice to be lucky, but do not plan on it.

Touching down at the spot with too much or too little energy is bad, and not stopping a
given distance beyond the spot is bad. Field length should be double or triple your
required length. Glider pilots seldom allow for high approaches weak spoilers, maybe a
down wind landing. No adequate margm results in accidents. When landing KEEP
FLYING the glider as long as it is moving.

A big error to learn in off field landings is that grass fields more subject to wind gradient
near the ground. A paved runway wind gradient is much less on a rough or grassy
surface. This is serous stuff, in the high desert where the winds can be stronger and more
turbulent near the ground, the wind gradient is more severe, and you will hit the ground
much sooner. Minimum sink speeds and shallow final approaches is a way to land hard
well short of your intended touchdown in off airport landings. This is serious stuff.
Many years ago, we experienced more landings short of the runway at Lee Vining and at
Truckee due to lack of understanding this problem.

S
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Know your safe margins. Make sure you get low near a safe place to land and with
sufficient to check out the area, find the wind sock, make a good pattern and land. Do
not try to save the flight once you enter the pattern. This is a high risk to have an
unnecessary budding XC pilot incident.

First X-C Flight Tactics

Mother Nature never cooperates totally. She has not read Helmut Reichmann’s book on
Cross County soaring. You can and should pick the most benign soaring days (Cumulous
Clouds, good lift rates, and medium winds aloft) for first attempts by the budding pilot.
Ask your CFIG, or your mentor. You should expect to face challenges to get around a
short course even on the easiest days. Center those challenges around a known strip or
airfield at first. As the Pilot in Command (PIC), you must be constantly managing your
risk level until the glider is safely landed and stopped.

Target Budding pilot XC days are characterized by cumulous clouds, high bases, long
days, and moderate winds. To plan the day, check the soaring index, expected lLift.
Estimate the length of the useful soaring day based on heating and sunlight, and then use
theoretical achieved x-c speed from MacCready theory (you can read this off your John
Williamson style prayer wheel). Initially, plan 1/3rd MacCready achieved x-c speed for
the day and plan your task distance from the time and expected average speed. Initially,
you should follow the adage ‘Get High, Stay High.” Why? It gives you more time and
range between thermals, more time to make decisions and evaluate conditions. The aim
is to COMPLETE the task without racing or rushing the process on early x-c flights.
This reduces pilot stress. Make low (flight) risk decisions on first flights and fly the
weather you see and experience; do not fly the forecast. Forecasting local
micrometeorology is very difficult.

Few pilots know how to use their instruments, especially all the knobs and whistles on
glider computers and moving map displays. There are a lot of pilots with their heads in
the cockpit too often trying to learn while in flight. Further, not many pilots are using
Sectionals any more. It would be good to focus on learning contact flying with your
sectional so you leam all the important information on the chart. Computers and bells
and whistles can come later, after you have learned the basics.

Know and practice emergency egress, and under supervision, pull the ripcord on your
chute every time you are getting a repack. A key item is a Take-off/Landing checklist.
In addition, read the list out loud, complacency is a killer. This is true for budding pilots
ranging all the way to very senior pilots as well.

For the budding XC pilot, study and know the area of your planned flight. Note and plan
ahead to avoid critical passes, altitudes, river crossings, lake crossings, and other likely
soaring potholes to be encountered on this flight day.



Do not make decisions on the basis of historical data! A Hot Spot is validated when you
have experienced it. The visual clues are not guarantees for a budding XC pilot. There
are indicators, which indicate the hot spot is working, but the budding XC needs to know

more about where hot spots are less likely. Avoiding poor lift areas is more important

than knowing where hot spots are supposed to be. Historically Hot Spots in the mind of a
budding XC pilot are a very dangerous mind set. In the real world, be careful of
simplistic rules to make tactical decisions. Simplistic rules can be a bad approach for
learning the hard way. Clearly, leamn to avoid the poor lift producing areas.

The budding XC pilot should arrive at a pattern altitude for landing with at least another
1,000 feet to spare if it is an airport. If the site is in the boonies and a long glide away,
you should add another 1000 to 2000 feet for pattern margins as a budding pilot. The
budding pilot should not suck himself into a tunnel brain (overload) situation on his early
XC fhghts He has little idea of his decision-making skills under the duress of making
anxious in flight decisions in unrelenting succession. A good final ‘glide for the budding
XC pilot is to reach his destination with a comfortable margin of altitude to spare. Below
pattern altitude high speed finishes with steep pull ups by budding XC pilots are
verboten!!!!

Getting to the landing site high, allows the budding XC pilot to get emotionally settled

down from any anx1ety and plan his pattern, check the winds, and decide his™ pattein, -

while the tension is lowering. In this manner, he will not stray ﬁpm his training, due to
stress.

Depalt for XC flight when you are confident there is an adequate height band for XC
soaring. Some days and areas the XC soaring height operating band is only 1,000 feet,
other days it is 10,000 feet. If the mountains are 9,000 feet above the valleys along the
path, it might still be a marginal height band. The low end of the height band is where
your point of no return margins begin to diminish. They should be at least 1,000 foot
above...pattern altitudes and maybe more if you are more than 10 or 15 miles away, even
in a glass STD Class glider (for the budding XC pilot). In the mountains assume thermal
spacing is a myth. You need to learn to read winds and clouds, and realize that lift areas
under clouds can be very deceiving to the novice (for example in the desert mountains the
lift plume can be sloped at 30 to 45 degrees).

There are experienced pilots who like blue days as thermal locations are likely more
predictable.- Early in your flight look for the rules of the day: where is the lift likely to be
under a Cumulous, what is the duration of the lift under a Cu, what are today’s indicators
for clouds which produce above average lift...... Leam to avoid Alto-Cu.....Exploit or
avoid lines or areas of lift or sink.....When in flight, look for visual indications of Hot
Spots, not depend on a computer generated history map. Leam when to be patient,
especially when you get to an area where the day is starting more slowly. In desert flying
or around lakes and shallow valleys, the soaring climate can be subject to wide range of
changes, know when you are in a different air mass where you must change you tactical
gear thought processes.

N,
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Learning Plateaw’s

There will be soaring plateaus, where you feel you are not making progress. They will
happen during your XC soaring career. Human beings are not linear creatures and they
do not leamn in a linear fashion, despite the delusions of our education system.

Do not let these plateaus get you down. You are not doing everything wrong. There
needs to be some tuning on your basic skill set. More skill, patience, and learning and
talking with mentors will you move beyond this temporary plateau. Get High and Stay
high is a good sound mantra for the budding and the experienced glider pilot. Know
where you need to locate yourself so when you need to find lift you have several options
left open to you by your tactical decisions. You need to get low where there is a safe
place to land, multiple opportunities to explore before you are a pattem altitude. Having
time to explore and learn the nearby air and birds, and dust, water ripples and such are
not for the budding pilot to solve. With growing experience, he can begin to build these
tools in later flights. The naive and budding XC pilot should have good experiences.

With experience in XC soaring, your margins can be diminished without increasing the
risk to the flight, the glider, or the pilot and passenger. The desire is to have plenty of
margins so the experiences on the first couple of dozen XC flights will provide a more
mature base for your risk margin decisions.

Lift cycles, lift strength, soaring potholes, and meteorological potholes are different for
every soaring site and for each and every day, and in some cases dramatically different.
Learning at one soaring site, is just the beginning. The real learning is doing it, not
talking it, or reading it. These later are important but not training or wisdom generating
in the ab initio stages of learning a new set of soaring tools.

A heart pounding land out or a scary series of in-flight situations can be put into motion
long before pilot awareness comes to light. We all like to keep the stress occurrence rate

“and heart pounding situations to a minimum. Make continuing small decisions to

maintain clear-headed thinking. Don’t be bashful to recognize you have a better picture
than you did, and now realize that there are a couple of better decisions to make now.
Minimize the number of decisions you make a minute and only consider a few
parameters in the process. Efficient flying results from decisive decision making. It is
better to avoid the low payoff decisions than to wait to make complex perfect decisions.
Avoid the “I cudda done this or I shudda done that approach to learning.

By: Peter Deane, Kempton Izuno, and Carl Herold

9 March 2002



Were you just about ready to go
cross-country last summer, but ran
out of season before you ran out of
obstacles? Congratulations! You are,
believe it or not, in an enviable posi-
tion — poised on the very brink of one
of the most significant and satisfying
milestones of your soaring career.
What glider pilot wouldn't want to
relive the wonder and sheer joy of
his first truly free flight? With a little
planning, you can just about guaran-
tee having a safe, rewarding intro-
duction to the world outside of the
pattern - and learning a lot in a
hurry, too. I have a few suggestions
that will help make those first flights
successful. None of these are rocket-
scientist material, but they are the
sort of things I wish had been point-
ed out to me before I first wound that
barograph.

I happen to be almost perfectly
qualified to write an article aimed at
beginning cross-country pilots,
because I am one - twice over. My
first cross-countries took place over a
decade ago, but shortly thereafter,
the usual career, marriage, and
child-rearing considerations took
center stage. When I got back into
cross-country flying, it was fascinat-
ing to be a rank beginner again, yet
to have the perspective of someone
who had “been there" before. All I
can promise you is this — nothing is
more fun than learning, and at no
time will you be learning faster than
when you are just starting out. Here
are a few ideas that will help you
enjoy those first two flights — one to

SEPTEMBER 1996

by Mark Montague

Lead Page Photo: Lennart Edvinson sets off in his beautiful HP-18, near Ephrata, Washington.

an outlanding, the other, back to
your home field — as much as you
should.

Long before the weather becomes
flyable, you can start working
toward your goal. You are going to
want to really know and trust your
ship and its equipment, particularly
the vario. It is a fact of life that we all
tend to tinker in our cockpits, adding
and removing instruments without
documenting very well what we're
doing. The result is that the pilots
who are to follow us often aren't real-
ly sure of what all those switches do,
or even if they are working correctly.
If this is your situation, fix it! If you
have to, take your panel to an instru-
ment technician who is qualified and
equipped to tell you what the vari-
ous modes and controls mean —
including netto, cruise, speed direc-
tor, even damping and scaling - and
whether they are properly calibrated.
I realize that instruments alone can-
not improve the performance of your
glider, but at the same time they will
do a lot to improve your perfor-
mance. Summoning the confidence
to set out away from the field will be
hard enough, even without wonder-
ing whether to believe in the infor-
mation you're getting. Extremely
high performance is not required of
the ship — but you are going to have
to fly it with confidence!

When the weather becomes fly-
able, perhaps even good enough for
local soaring, you will want to prac-
tice spot landings until you know,
really know, that you can pick an

area just large enough to land in safe-
ly, then fly a proper pattern and land
(and stop) within that area. Practice
sizing up little areas on your home
field and flying successful approach-
es to the smallest areas your ship will
safely fit into. (I don’t mean you
should actually land in confined
spaces — but you might try placing
some orange traffic cones on the
field, to simulate tiny fields. If you
don't know where to buy these
cones, try calling the local public
works office.) Remember, though,
that when the day finally comes, you
will actually choose fields much larg-
er than the minimum - but you will
still want to cultivate the habit of
landing and stopping in as short a
distance as is possible. Read Tom
Knauff's sobering little booklet on
off-field landings, and take it to
heart.

Your first cross-country should be
long enough to win you a Silver
Badge, but by all means, don't be
tempted to fly just the minimum dis-
tance. Also, don’t be tempted to fly
off your five hours on this flight.
Fatigue leads to poor decisions, and I
can’'t think of anything more con-
ducive to fatigue than watching the
clock, just trying to stay airborne for
some arbitrary length of time! (You
will almost certainly get five hours
when you fly your first 300 km flight,
or when you make the attempt,
which probably will come much
sooner than you think.)

You want to fly far enough to real-
ly get somewhere, and 50 kilometers
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forth, and the purpose of the
Silver Badge is to recognize
your demonstrated ability to go
the distance and to handle
everything that goes along with
it. This includes navigating,
reading a2 map while flying,
evaluating changing weather
conditions, and landing where
you've never landed before.
Please don't cheat yourself out
- of these things, for they will be
important building blocks for

In this example, 8000 feet over the Wilson Creek all that will follow in the years

airport will put you over the airport at Ephrata to come, and they will con-
with 2500 feet (1200 AGL) in hand — plenty for a tribute to your sense of accom-
safe pattern. You can also see, at a glance, how high plishment, which is the original

you should be at any point along the way.

might only be a couple of thermals
away. Performance we take for
granted today, even on the used
sailplane market, makes everything
less of a challenge than when the
badge requirements were first set

How To Design A
Glide Calculator

motivation, isn’t it?

So, pick yourself out a nice air-
port, not too busy, 50 or 60 miles
away - far enough to feel like a real
adventure, but easily accomplished
on any reasonably good day. As a
matter of fact, a 60-mile Silver flight
is generally easier than one which

just barely exceeds the minimum dis-
tance because it allows a higher tow,
which in turn eliminates the need for
that first painstaking climb (let’s not
kid ousselves; it's really a low save)
right at the outset of your voyage.
What you want is to prepare yourself
beforehand to actually “do it,” then to
make a smooth, relaxed climb to the
top of the lift and set off on the
adventure before second thoughts
crop up-. Before you know it, you'll
have clicked off the distance and will
be looking down at your destination.
You will remember that first glimpse
of the airport as long as you live — I
guarantee it.

While planning your route and
poring over your sectional, try to
find and mark good landing sites
spaced comfortably along the way.
How far apart? That depends on the
altitudes you expect to reach and the
nature of the terrain — play with your
glide calculator and you'll soon fig-
ure it out. Seek out the experienced
cross-country pilots at your field and
ask them where the good fields are.
You'll be surprised at what they can
tell you. Make sure you have your
sectional with you when you do this,
and ecncourage them to actually
draw the fields on it. Don’t forget to
also ask about fields which look
good, but are unsuitable. (As an
aside to those of you out there who
are in a position to help out, please
be generous with your time and wis-
dom. Not only is this simple cour-
tesy, it may well affect the long-term
survival of your sport, it's ime well
spent.) .

Naturally, you will have already
visited the destination field, on the
ground, and checked it over for
obstacles, local practices, condition
of the runways and taxiways, avail-
ability of tiedowns, and so on. You
will have taken your crew with you,
and agreed on a place to meet after
your flight, as well as figured out
how to get from the highway to that
part of the airfield — something that's
not always obvious at the outset.
Being well prepared will allow you
and your crew to safely accomplish
all that will need doing, and will
eliminate a lot of the unnecessary
stress that often accompanies the
first time you (and your crew) do
anything new. Remember, a good-
crew can make a lot of difference to
your enjoyment of your soaring. The
way to acquire a good crew is to
make crewing easy and enjoyable at
the outset — you'll want your crew to
stick around long enough to become
experienced!

SOARING
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Ray Gimmey demonstrates perfect off-field landing technique.

Nobody really enjoys not knowing
what to do, so make sure all of the
little concerns (like getting lost, or
feeling stupid, or..) are addressed
right away. On the way to and from
the departure and destination fields,
be certain to stop every so often, get
out of the car, and actually evaluate
as many fields as you can. (I am not
telling you to trespass! Just look over
the fence, thank you.) Try to spot all
of the obstructions, gauge the extent
of any rolling terrain (it is amazing
how flat a rolling field can appear,
right up until short final) and try to
relate the color of each field to the
height of the crops or weeds in it.

There will usually be a pattern evi-
dent in your part of the country, and
it will gradually change as the sea-
sons progress. Your job is to discover
it —and to keep track of it as the sea-
son continues. For the remainder of
your soaring career, remember that a
day ill-suited for flying is by no
means worthless — just get in your
car and visit some of those fields that
look good from the air. “The more
you know, the faster you'll go.”
While you're at it, take the time to
investigate those areas off the end of
the runway where you always tell
yourself you'll land when the rope
breaks. The peace of mind alone will
be more than worth it, and if that
rope break ever does come, you'll
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amaze your flying buddies with
your cool professionalism — and
you'll help keep my insurance rates
down!

What should you take with you?
Well, to begin with, don’t even think
about going cross-country without
water and food. You will be making
real demands on your body, and
when the time comes, hours after
takeoff, for the approach and land-
ing, you will want to have at your
disposal all of the flying skills and
decision-making abilities that you
have acquired at great cost in time
and money. Don't begrudge your
body the supplies it will need to do
what you ask of it. Depending on the
sort of country you fly over, survival
gear might be a good idea.
Unfortunately, that's probably about
all it will be, since so few ships have
the baggage capacity for much of
anything. Find some safe place to
securely mount your tiedown kit. It
should stay there even during "local”
flights. You should get used to carry-
ing a barograph. Not only will it
prove to be a useful tool for evaluat-
ing your performance (see
“Barogram Analysis,” by Val Brain,
Seoaring, February, 1992), but you
will want to make preparing the
barograph just part of your routine.

Once the day arrives, make certain
the trailer is properly hitched to the

crew car, the radios both work, and
your crew has the proper keys for car
and trailer. Don't forget to check
NOTAMS for your route; the FAR's
specifically require you to familiarize
yourself with all available informa-
tion regarding any flight “not in the
vicinity of an airport,” and that
means you!

Yes, I realize that the regulation is
meant more as a way for the FAA to
protect itself, rather than as protec-
tion for you, but it is the reg. So call
the Flight Service Station, give the
briefer your N-number, and get
yourself on the tape — these calls are
recorded - requesting a “complete
briefing” for the proposed flight.
Who knows, you might just find out
something critical to your plans.
Perhaps the airport you've picked
out is closed today for work on the
pavement! It's happened to me.

For a short cross-country there is
no reason to launch very early.
Instead, let the experts get estab-
lished first so they can mark the first
few thermals for you! About the time
you top the second or third good
thermal, a little light bulb will light
up in your head, and you will realize
that there's no reason not to head out
so that you're in range of the next
field cut along the course - but no
longer in range of the airport you
took off from. Congratulations! How

37



ous destination — after
all, you've already
~ done your homework
for that route) or an
easy triangle. More
experienced pilots at
your fieid can proba-
bly suggest a-good
route. As opposed to
the first flight, where
the real goal was-sim-
ply to get out of town,
this next flight will
have the goal of get-
ting home.
You will find that the
flying, per se, is the
~ same as before, but the
tactical decision-mak-
ing will be different.
You will have to pay
more attention to the
time, to-achieving the
best groundspeed you

Looking down on the runway — Jesterday s deshnatmn today s hirnpoint. Airports make especially good turn- a0, and to the effects
points because they're easy to spot and always available for landing.

do you feel to be on your first cross-
country? Exhilarated? I was, too.

Now give your crew another call,
both to confirm contact (good for
your peace-of-mind) and to report
that you're heading out. The rest of
the flight will, in all likelihood, go
very smoothly, and probably more
quickly than you expected. Before
you know it, you will catch your first
glimpse of your destination airport.
Before much longer, you will be look-
ing down on the field. Call your crew
once again, while you're still up high,
to report the fact that you've got the
field made. They will respond with
an estimate as to how long it will take
them to arrive. (Human nature prac-
tically guarantees this, so don't even
bother briefing it.)

Find the spot you've agreed to
meet, plan your approach, enter the
pattern and land. As I've already
mentioned, don't even think about
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flying off your five hours! You will
have spent more of yourself than you
think you have, so just land (use
your checklist) and relax in the sud-
den silence. . . don't be surprised to
find yourself experiencing emotions
of great depth, and feeling that the
glider is the best friend you've ever
had. Perhaps it is.

Tie the ship down, drink some
water, relieve yourself. Eat some-
thing. Relax and enjoy the loud
silence. (Don’t touch that baro-
graph!) Your crew will eventually
show up — you know this because
you took the time to visit the field
together. When your crew does show
up, consider having them take the
heavy end of the wing — assuming a
sturdy-enough physique, a properly
trained crew ought to be able to take
charge of directing a routine de-rig-
ging. In any event, I recommend that
you let your crew drive the crew car
back to the home field, or at least
until y‘ou stop for dinner. Like every-
ﬂ"u'lg 2156‘ CYOSS-LOUMU.'F u_yiﬁc will
r‘u)—‘ﬂlliduu become l(l“hﬂl—“ — a fact
which is, in some ways, unfortunate
- but at first you will find that you
will have spent yourself. Please don't
push it.

If your crew is also your partner,
in all likelihood the next day will be
your turn to crew! You will have a
much better idea of what a pilot
wants and needs from their crew;
make sure your pilot gets it.

The next time you get to go cross-
country, plan an out-and-return
(perhaps even turning at your previ-

of wind.

You will want to get
an earlier start than before. If all
these considerations sound to you
like the things you hear around the
clubhouse when the aces talk to each
other, you've broken the code! They
are the common coin of cross-coun-
try flying, and they are things you'll
think about for the rest of your
career.

There are only two things I will tell
you about this next flight, your first
cross-country back to your own field.
They are, first, plan on making this
flight as soon as possible after your
first cross-country; and second,
when you round that turnpoint and
look back toward home, it will seem
like an impossibly long way! You
will probably be pretty discouraged.

You'll have a lot going for you,
though, so get going. Concentrate on
your flying and on the landable
fields around you. Keep your eye on
the task at hand and don't fixate on
the goal. When you touch down at
the home field, you will be a cross-
country pilot, one of soaring’s elite.

And quite probably, you will be
elated. You will certainly be deeply
satisfied.

Until next weekend.

You've watched your soaring videos
a million times...

Your books are showing signs of
wear and tear from years of refer-
ence...

Ready for something new?

See our ad on Page 39!
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