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Wenatchee Wave 1994 

By Eric Shahan 

I remember going to wave camp in Wenatchee 
during the late 80’s and early 90’s for a few years 
shortly after getting my glider license. My first 
flight out of Pangborn resulted in a landout. That 
particular flight taught me a very good lesson. Do 
not follow more experienced pilots unless you can 
keep up, but most importantly the lesson of 
exercising good judgment. We all look forward to 
our first real opportunity to get out and do some 
cross country soaring after a wet, cold winter. 
Wenatchee creates that opportunity every year 
starting in mid March with the opening of Wave 
Camp. Flying out of Pangborn is a lot of fun. After 
the first few years flying gliders I was enamored 
with the idea of flying the mountain wave. In late 
February every year I would dust off the Libelle, 
give it an annual and do a few flights at Arlington 
to blow out the cow webs. The real motivation was 
to get to Wenatchee and do some serious flying. 
The first few years at Wenatchee was frustrating as 
the goal was not easily reached. Ultimately it 
became an exercise in patience. 
One year, 1989 if I remember correctly, we 

were flying there and the wave had finally arrived 
during Wave Camp. The weather had lined up 
beautifully all week preceding my Saturday 
morning drive from Monroe over Stevens Pass to 
Wenatchee. Driving through Leavenworth and 
looking up the telltale signs of mountain wave 
were evident. A beautiful foehn gap beckoned 
.Upon arriving at Pangborn and during the time 
rigging the Libelle I watched the foehn gap open 
and then flash over at regular intervals. The jet 
stream was squarely on top of us.  
Dave Shemwell took off first and a bunch of us 

followed. It was a cold day on the ground and the 
wind was blowing strongly out of the west. The 
clouds above looked nasty with the rotor effects 
showing. After releasing on the ridge and flying 
many circuits the glider finally bumped into a 
thermal and I climbed away. Slowly working into 
position within the rotor over the river the ship 
began to again gain altitude. The foehn gap was 
slowly opening and closing over about a thirty 

minute period. Dave moved into position first. He 
was about 1000 feet above me and after a few 
minutes finally radioed that he was going to try and 
climb through. He timed it perfectly and climbed 
through the gap as it cleared. By the time I finally 
got into position the gap had closed in. While 
holding below the cloud deck my poor canopy 
frosted over and I spent virtually all of my time just 
trying to keep it clear and fly the glider at the same 
time. After about ten minutes of frustration I pulled 
the spoilers and dropped about 3 K to get into 
warmer and dryer air. Meanwhile Dave was saying 
“Come on Eric, it’s easy” so I worked myself into 
position again. This was to become the ultimate 
exercise in frustration. 
 
By the time I had climbed back to the spot to 

transition up the gap had closed in again. After the 
third attempt I finally just gave up and flew around 
the area for the remainder of the day. I was 
learning very quickly that trying to get into the 
wave was very difficult. Ultimately the lesson 
learned was not to try flying wave at high altitudes 
when there is a lot of moisture in the atmosphere. 
Over the following years it finally dawned on me 
that the shoulder seasons generally are best, late 
April through early June and late August through 
the end of September. 

Memorial Day May 29
th
, 1994 

Memorial Day weekend is always a great time 
to head over to EPH. The weather looked good and 
the big bonus was the jet stream beginning to line 
up for a possible wave flight. The jet axis was 
slightly to our north deflecting moisture into B.C.  I 
had been watching the Wx for the 5 days preceding 
that weekend and it looked better and better every 
day as the holiday weekend approached.  I was 
almost giddy as I drove over Snoqualmie pass 
heading to EPH that Saturday morning. 
The big hope was for the wave flight. I loaded 

up the Repogle barograph with a graph strip and 
signed the declaration forms. If I remember 
correctly Steve Northcraft was my observer that 
day. I rolled out the Libelle to be first in line. All 
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prepped for a wave flight. The one extra addition 
was a Magellan GPS brick to document the flight, I 
was fortunate to be a beta tester for Magellan. 
Getting off tow early in strong lift I slowly began 
to map out the lift in the area of the airport. Finally 
I pulled the spoilers to notch as low as possible 
descending in a thermal bottoming out at about 
2000 MSL close to the field. Then began the climb 
and the struggle to buck a 25 knot headwind to 
Wenatchee. Cloud base was about 7500 MSL and 
fortunately a cloud street lined up almost all of the 
way to the Columbia river. 
An hour later finally I broke through the clouds 

just over the Columbia a few miles south of 
Wenatchee.  No clouds to the west. Severe Clear in 
front of me.  The wind had died down as I had 
bumped into the static rotor and it was big. The 
Libelle started climbing at a pretty good clip of 
around 600 to 1000 feet per minute only about 
1000 feet to the west of the clouds. A few minutes 
later I was higher than the clouds at about 10k and 
the lift became very, very smooth.  It was eerie.  
The climb rate slowly smoothed out at about 600 
feet per minute and I did slow s turns to stay in the 
sweet spot.  It actually got easier as I gained more 
altitude and I radioed back to others where to 
contact the wave.  Man did that bring  the hordes 
out! 
Steve, SN was right on my tail and a few 

minutes later was climbing below me. Slowly as 
the ship gained altitude I noticed that I had to point 
the nose to the west more and more to maintain 
position. The westerly headwind was picking up 
pretty quickly and as a result I had to drop the nose 
and build airspeed with the ever increasing altitude.  
When I went through 12K the oxygen system was 
fired up and tests were made to be sure it was 
working correctly.  I also called Ephrata ground 
and told them to call Seattle Center on the phone.  
As some of you know we have to call the FAA 

at least an hour before we expect to use the wave 
window. After a few minutes Ephrata radioed back 
and confirmed the call.  I continued to climb 
soaking up the scenery.  It was almost too easy. 
When I reached 17K I called Seattle Center to 
inform them of my location and verified the 
request to “open the wave window”.  They told me 
to stand by for clearance as they were fumbling 

around for our “letter of agreement” again.  By 
then a number of airliners in the sector were asking 
me questions about what we were doing, “A 
glider!...climbing at 500ft per minute? No engine?”  
It was becoming funny listening to their questions 
and answering a few.  Meanwhile I was burning up 
the time until I received my clearance by flying 
north and south probably a total distance of 5 miles 
north and then 5miles south.  The wave was pretty 
wide north to south. Then about 45 minutes later 
after one more circuit they finally cleared me into 
the airspace above 18K with a clearance to climb 
no higher than 23K, the top of our Wenatchee 
wave window. I was to inform them of my location 
and of any 500ft change in altitude at regular 
intervals.  If anyone else entered the window I had 
to inform about that too.  Each of us had to report 
position changes. The smoothness was incredible.  
Not a hint of a ripple.  If I had closed my eyes I 
would have sworn that I was sitting on the ground.  
I had to continually speed up to maintain position 
on the ground as the glider slowly gained altitude.  
After climbing through 18K the ship was never 
turned to maintain position. I just pointed it west as 
she slowly continued to gain altitude. 
The GPS with me was from my best friend and I 

had to keep it warm inside of my jacket.  Being a 
beta tester of Magellan’s future products I had the 
fun of playing with the latest and greatest 
navigation equipment. The box was beginning to 
act up in the cold air.  Minus 29C at 20k.  The poor 
LCD display was never designed for these cold 
temperatures and was slowing down. The LCD 
crystals could not phase change  and they started to 
dim out as it continued to get ever colder. 
From wing tip south to wing tip north in front of 

me not a single cloud was in sight.  As I 
approached 23K, I was looking down to the top of 
Mt. Rainier. just in front of my left wingtip.  To the 
north and off the right wingtip looking down I 
could see Mt. Baker.  Out in front and off the nose 
was the skyscrapers of downtown Seattle. The 
bright sun reflected right off Puget Sound directly 
into my eyes.  Further off was the Olympics and 
then even stranger still I could see the sunlight 
reflecting off the Pacific Ocean.  Man... what a 
view!  I will never forget it. 
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The Libelle did not have any icing problems in 
the cockpit  or the canopy as the humidity was very 
low.  As the glider approached 23K it became 
harder to maintain position and noticed that the 
ship was starting to go backwards in reference to 
the ground.  The GPS was giving me a negative 
number on forward velocity!  The lift was slowly 
falling off and then I just pushed the nose down 
more and more. Slowly I worked my way forward 
back into the face of the wave.  The Libelle was 
finally getting into the coffin corner on 
performance. 
It’s funny when I think of what was happening 

and what that little voice in the back of my head 
was saying.  It was Carl saying... ‘Don’t exceed 
VNE!” I was doing it and it took me awhile to 
realize it.  The ailerons were beginning to buzz at a 
high frequency. At about the same time I was 
slowly beginning to realize that I had mild 
symptoms of hypoxia and had to do something 
quickly.  Climb rate was still over 200 ft per 
minute but I was just below 23k.  More and more I 
had to push the nose down to maintain position but 
I was finally out of airspeed.  I couldn’t go faster to 
maintain position. (later that evening while on the 
ground I estimated at that time the glider was 
bucking a jet stream of close to 145 knots!)  Then 
the Libelle's wings slowly began to oscillate up and 
down at a very low frequency and it finally dawned 
on me that I had to slow down.  For a brief moment 
I thought of using the spoilers but quickly dropped 
that thought as it would have been very dangerous 
at the speed the ship was flying through the air. 
So Carl ...that little voice in the back of my head 

and in your voice said: “Just pull back a little bit 
and stay smooth and level until some speed bleeds 
off”.  When the speed dropped about 15 knots the 
buzzing went away and then slowly I began a left 
180 back to EPH. SN was a little ways below me 
and I radioed to Steve that I was heading home and 
was very cold.  Getting back to EPH only took a 
few minutes with the jet stream pushing me. 
Ground speed for a few moments at one time came 
close to 250 knots as measured on the GPS. 
 
Finally over EPH I looked down. Dust was 

beginning to kick up to the west and folks on the 
ground reported increasing winds. I slowed down 

my descent as I wanted the ship to warm up. Frost 
had suddenly formed over the spar cap of both 
wings and I was worried with the increasing 
turbulence that the glider would not tolerate the 
stress. Finally below about 9000 feet I shut down 
the oxygen system and concentrated more on flying 
the ship smoothly. Listening on the radio I heard 
wild descriptions of recent landings on the ramp. I 
had still not decided on which direction to land. 
The wind was so strong that I just parked the ship 
in a westerly direction and continued descending 
slowly like an elevator. Finally dropping through 
about 5000 MSL the frost on the wing spar cap 
area disappeared. I was warming up finally and 
began stowing away loose items and getting ready 
to land. The scary part was that the turbulence just 
continued to build with decreasing altitude.  
The sink rate radically increased and suddenly I 

had to decide which runway to land on. Folks on 
the ground were reporting a drop in the wind. That 
gave me some assurance of a good landing but the 
turbulence just continued to build. Finally I had to 
commit to a pattern and landing direction. 
I made the decision to land to the south on the 

ramp. The ship ahead had a “bucking landing” on 
the ramp but he radioed that it was controllable. On 
the 45 to downwind the turbulence became severe, 
it was all I could do to stay level. I pushed the 
speed as high as I dared under the conditions, close 
to 80 knots. On downwind the sink and lift were 
breathtaking. The resultant crab angle immediately 
convinced me that I should have committed to land 
on 29 but I couldn’t turn back since the ship was 
sinking like a rock. From that moment on I never 
touched the spoilers. I immediately turned base 
with the idea of letting the ship drift to the east of 
the ramp. With the amount of crosswind present I 
knew the Libelle would run out of rudder if I 
attempted to land to the south on the ramp. As I 
turned over two zero and slightly east I made a 
beeline for the ramp. My idea was to try and avoid 
a ground rotor caused by the big hangar to the 
north. The glider was aimed right at the clubhouse. 
While crossing two zero I noticed the airspeed 
indicator showing about 75 knots but my ground 
speed was not impressive. Pushing the nose down 
the ship penetrated forward and as it reached the 
sagebrush in between two zero and the ramp the 
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turbulence suddenly smoothed out. I was going to 
have a smooth landing.  
No such luck. Suddenly the ship was racked 

with severe turbulence, it was all I could do to keep 
it level with almost full aileron deflections. 
Another quick glance at the airspeed indicator 
showed about 65 knots. Then things suddenly 
quieted down again. I was going to make it! 
Just a few feet in the air and just crossing the 

pavement of the ramp I began to drop the nose to 
grease the main wheel on. I was going to “drive” 
the ship on and then pull the spoilers out to glue it 
on. That was the plan anyway. Suddenly my body 
and head were thrown upwards with my head 
violently hitting the canopy and then a millisecond 
later the ship slammed into the pavement. I 
immediately pulled out the spoilers and kept the 
wings level with the tail still flying. The slide was 
short and I immediately knew what had happened, 
a very strong vertical downdraft. 
Folks began running from the clubhouse as a 

Blanik in front of my eyes had a wild landing with 
a ground loop turning toward the glider tie down 
line. I kept flying the ship on the ground as fellow 
pilots removed my canopy. The ground roll was 

less than 20 feet. After retrieving the dolly for the 
ship we derigged the ship. The damage was 
confined to the landing gear. The “fuse” had 
worked but my flying was over until I got new 
parts. There was no other structural damage to the 
ship except for a couple scrapes through the gel 
coat. In retrospect I descended into a moving rotor 
that was just upwind and then downwind of the 
airport. 
Steve Northcraft landed a little while later and 

we pulled out the barograph. He looked at it then 
gasped. The barograph had stopped turning about 
30 minutes after takeoff It showed a beautiful 
notch then turned for about another 25 minutes 
before stopping. It clearly showed my high point 
but because it had stopped turning it could not be 
used for my Diamond altitude. My absolute gain 
was approximately 21,000 feet. To say I was 
bummed is an understatement. I never flew the 
Libelle again. 
Next time. The decision to almost bail out while 

flying in Montana. 

 

 

 

A few wise Comments 

If you get to thinkin' you're a person of some influence, try orderin' somebody else's dog around. 

Don't worry about bitin' off more'n you can chew; your mouth is probably a whole lot bigger'n you think. 

Always drink upstream from the herd. 

If you're ridin' ahead of the herd, take a look back every now and then to make sure it's still there with ya. 

Good judgment comes from experience, and a lotta that comes from bad judgment. 

Lettin' the cat outta the bag is a whole lot easier than puttin' it back in. 

You can't tell how good a person or a watermelon is, 'till they get thumped. 

Never miss a good chance to shut up. 
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Peyret and Maneyrol  
By Koen Van de Kerckhove 

     At http://www.crowncoast.com/nest/ 
In 1907 Louis Peyret, a French engineer, built a model with nearly identical wings, and later a full-size 

ship. In August 1922, there was a glider competition held in France at Combegrasse (close to Clermont-
Ferrand). The French pilot Alexis Maneyrol was in that competition, but he did not have a chance to win, 
because of his bad glider. Unfortunately, Louis Peyret arrived too late with his tandem-wing to be a part of the 
competition; but as it was the only tandem wing at the contest, Maneyrol and Peyret met and became friends. 
At the end of the month, Maneyrol made several flights in the unusual glider. He thought it was a stable 
airplane. Together with Peyret and his assistants they designed and built a glider especially for an international 
glider competition at Itford England, organized by the Daily Mail. They gave it the name Alerion Peyret. 
Alerion was a common name for any airplane at that time in France. They always placed the name of the 
designer after the word "Alerion".  
You can see the patent at http://patft.uspto.gov/, just fill in his patent number: 1,492,262 . 
 

 

Drawing of the glider, which was especially designed for the Daily Mail competition. 

 
One thing is remarkable about this glider’s design. On each wing it had full-span control surfaces. You can 

see that better on the pictures of the a model, (on the next page …). If you pulled the control stick, the front 
wing surfaces went down and the rear wing surfaces went up. If you pushed the stick, the opposite happened. 
If you pushed the stick to the right, the surfaces of the right wing went up, the ones on the left wing went 
down. The advantage of this system is that you don't need trim. 
Surprise. Surprise. It won the competition. It even broke the record of longest glide. It became now 3 hours 

and 22 minutes. Peyret and Maneyrol became immediately French heroes. And they received the price money 
of 1000 Livres Sterling.  
Maneyrol was warmly congratulated in London by Monsieur Laurent-Eynac, a French important person. 

Upon return to Paris, both Peyret and Maneyrol were greeted by a mass of enthusiasts. Maneyrol was carried 
about like a big winner. Both got medals by the Federation. A real victory story! 
Not so long later, Maneyrol broke the record again in the same Alérion Peyret. This time it became 8h 4' 

50''. Victory again. Not much later Maneyrol broke the distance record. Victory again. 
But tragedy stuck and stuck hard. It was during a attempt to break the record of height that Maneyrol got 

killed. It was not in the Alérion Peyret, [but in a Peyret powerplane]. The wings broke in mid air after having 
reached to an incredible height. But the barograph got damaged in the accident and the record never got 
official. 
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A bit later Louis Peyret made the “Taupin”, a motorized tandem wing. It flew perfect! A drawing of it can 

be seen on the French site http://pou.guide.free.fr/comprendre/langlois/langlois.htm .  
It is a pity that the aviation industry didn't follow the tandem design. Their reasons were:  

• No laws concerning this type of airplane  
• Questions about aerodynamics between both wings  
• The fact that a second large wing had to be made, which would increase the cost and which ... didn't look good.  

About 80 years after the record, a group of model builders honor Peyret and Maneyrol by making a large, 
flyable model of the glider. The "small" model has a span of 3.30 m (10 ft 9 in). 
     
 
 
 

The finished model of the  
Peyret-Maneyrol glider. 

Built by the Model Air Club de  
Cherbourg-Hague   

" http://modelairclub.ch.free.fr/?p=0&lang=en” 
(my contact person there is Eric Cousin (France)) 

 

 

 

Flight behavior  

In an article I found, it was written that the 
first generation of tandem wings all had the 
same problem: interference between the two 
wings when changing the angle of attack. It 
was mentioned that the flight-behavior got 
from good to VERY bad. The prototypes 
would have been very dangerous to fly. It got 
me thinking: "If this is true, then Eric Cousin 
would have had the same problems with his 

large model". So, I asked Eric. I got a reply 
from Eric Cousin with the results of the first flights of the model. He writes:  

We don't have a problem with the pitch control. Not on the prototype, not on the large model. The only trouble we 
had was the placing of the CG (center of gravity). The prototype was having the will to dive or was tail-heavy. If the 
CG was too backwards, it got a very fast nose-up effect. Now I come to think about it, I recall a flight with a not-CG-
adjusted prototype where the model nosed-up rapidly and made a funny but not-promising movement. It flew at the 
opposite of its flight and the rear became the front! The model got adjusted and we tried several settings of the 
wings in relation to the fuselage. It ended with 2° for the front wing and 0° for the rear wing. The right CG was only 
found after a lot of testing. Too much forward, the model dove slightly. Too much backwards the model made a 
nose-up or a parachutal descent. Once the CG was correct, the glider had a good glide-ratio and we were looking 



Towline, February March 2009] 

___________________ 
Page  9  

forward for the first ridge-glides. 
 
After a week to wait for ideal wind and some needed repairs we made it have its first true ridge-glide. I was piloting. 
The first flights were done with only the controls of the rear wing (mix of ailerons and elevators + rudder). Later 
flights had also front wings controls. 
 
The large model flew like the smaller prototype. Only difference was that the large model was more wingloaded and 
reacted faster in pitch (up-down). The CG was a bit more backwards. Weird thing happened. The prototype was 
flown and I thought that a part of the CG-centering weights got loose because the flight-behavior got less ideal. But, 
that day, all the conventional models flying stayed down the ridge and had a bad day flying while we stayed up. We 
were the best! All were surprised that day."  

 
This video contains a small sequence of this glider at Itford England, 
              http://www.youtube.com/watch?v=sd-2RGM0SG8 

 
 

Library Donation 
Your editor met with Pat McGrath who gave me some great reading material for the SGC Clubhouse 

Library. Pat donated  

• two Manuals from UAL, when UAL was just starting to research the mountain wave in Denver,  

• a few Aussie and New Zealand Gliding issues,  

• a big textbook on Meteorology (Weather, not the hi-speed space rocks  --Ed.),  

• the Proceedings of the 1972 first International Symposium of Technology and Science of Motorless 
Flight.   

I paged through the books and the manuals. What interesting material! Thaks a whole lot Pat. 
I bring this treasure trove to the SGC Clubhouse in April.    ---Heinz 

 

Autonomous Soaring 
Dan Edwards writes at http://soaring.goosetechnologies.com/: 
In the pioneering spirit of the Wright Brothers taking 
flight in North Carolina, I hope to teach a computer 
it can use thermals like hawks and buzzards. As a 
PhD student at North Carolina State University in 
the Aerospace Engineering program, I propose an 
intelligent embedded system that can find and use 
thermals to increase time aloft. 
The project goal is 141.7mi cross country without 

human intervention. This will beat the 1988 FAI 
world record for cross country flying by 1 mile. 
Well, on October 5th, 2008 he got closer to his 

goal with is glider : ALOFT 
ALOFT made a 30.2mi goal-and-return (60.4mi 

round trip) in approximately 3hr 42min. This beats 
the normal RC-Glider FAI record of 24.3mi set in 
2005 by Gary Fogel by over 5miles! 
Read about it in the above named Site. 
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A little bit of History 
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In Mid-1958, SGC bought its first towplane, a 90 hp 

PA-11 from Bellevue Airfield. The aircraft was “expected 
to fill a long felt need and improve our pleasure in local 
soaring.” Dean Reynalds was appointed Towplane 
Manager with Bob Joppa as the assistant.  Only 
Commercial rated pilots who were specifically approved 
by the Manager could fly, and if the pilot did not “operate 
in the framework of rules laid down by the Manager”, 
they were suspended. No operation was to take place 
without the knowledge and approval of the Manager. As 
always, there were concerns that the towplane could make 
or break the SGC’s finances. To make sure all revenue 
came into the SGC, the towpilots were responsible to log 
tow records that were turned over to be billed. “A few 
minutes lost each day can result in a big financial loss to 
the Council. “  
The newly acquired towplane supplemented the “new” 

Tow-Car, largely used at Arlington. A 1949 Oldsmobile 
88 Hydromatic, with purchase price, necessary repairs, 
and licensing totaling $120.22. To partially fund this 
purchase, an old Buick and two old Ford tow cars were 
sold for junk, raising $32.50. In its first six months of 
operation, the Olds racked up 919 flights at 45 cents per 
tow. After gas, oil, tires and garage rent, there was a net 
profit of $228. The tow wire used was calculated to get 
700 tows before excessive splices would retire it. Its life 
was reduced by the need at Arlington to drag the wire 
back over 5000 feet of tarmac runway. 
It was noted that though Arlington was busy with the 

various clubs, that flying began at noon and ended at 5:30. 
“In the old days,” flying began at 8am and lasted till dark ! 
The new late starting habit was robbing pilots of valuable 
training time; each pilot getting just a couple of short 
flights for an afternoon of waiting. A two-shift operation 
was suggested. 
The discussion regarding Contests came up again in a 

column by Chairman Bob Kruse.  The 1958 Contest was a 
big success. However, two contender pilots could not 
compete as they had to drop out to fly the towplanes, and 
two other active members could not fly at all throughout 
the week as they were needed for administrative duties 
that took up at least two hours before launch, and three 

hours in the evening.  To help share the hurt, Kruse wrote 
that “any possible contest pilot be required to help manage 
the contest…if this cannot be arranged, I recommend that 
no future contests be held !!” He suggested that instead of 
a contest, that a Soaring Camp could be held : the main 
purpose being to help one another progress and not to out-
do the other pilots. All the extra administrative hours 
would then not be required. “If one pilot seemed to be 
having difficulties and hard luck-all other pilots would be 
more apt to pitch in and help instead of jumping in and 
flying to get more points while the unlucky one was 
down.” 
J.M. Carter rang in on the subject of Contest vs Camp.  He 
liked the way a Contest gave everyone incentive, 
competition, and a good task setting committee “to give 
everyone a kick in the seat of the pants.” However, the 
Contest required several pilots to devote all their time to 
managing the contest, some for several years. He proposed 
a Camp that would be run to give the benefits of a 
Contest, but vastly reduce the staff and “general grind.” 
Then, everyone could fly.  
He suggested the following attributes of such a Camp- 
-A Weather and Task Committee that would set an 

incentive task every day 
-Emphasis would be on badges, ratings, and cross-

country, with those of limited experience welcome. 
-Emphasize the mutual aid atmosphere: everybody 

flies and everybody takes his turn on ground crew, 
instructing, or towing. 
-Stage a “real bang-up contest” when the level of 

general ability has been raised, and possibly require 
contestants to furnish a non-flying person to help the 
management on the ground. 
 
1958 closed with the following Annual Awards; 
Boeing Altitude Trophy: Bob Moore, 1-21, 3000 ft to 

22,700 ft out of Fancher 
Ellensburg Duration Plaque: Paul Palmer, 8:01 in  

Diamond Goal flight out of Richland 
Arnold Carson Memorial Distance Award : Bob 

Fisher, 273 miles Fancher Field to Spokane Geiger, and 
back to Fancher (almost) 
Northwest Aircraft Safety Award: Ken Deckman for 

leading the Air Scouts 
Intergranular Corrosion Trophy, “which is awarded for 

some of the darndest reasons”: To Bob Moore for 
problems in getting a new license in an old experimental 
sailplane. 
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Ephrata news 

2009 Calendar 

As you can see from the SGC Schedule (last 
page), lots of pilots are getting ready for the next 
season. The clubhouse is scheduled to open 
Saturday, 4 April 2009. The bathhouse will open 
somewhat later, when the risk of frost passes. If 
you have any great plans, now is the time to put it 
on the calendar and reserve your space in the sun. 
For the most up-to-date schedule, please look at 
http://www.seattleglidercouncil.org/, and click on 
2009 Calendar. Also, if you have an update to 
the Calendar, or of you have some neat picture, 
please send that to our webmaster Jim McNeil at 
jwm033@netscape.net. 

National 18 Meter Soaring Contest 

Of course our big event this year is our hosting 
of the National 18 Meter Soaring Contest running 
from June 30 to July 9, with practice days on June 
28 & 29. The SGC is looking for volunteers to staff 
that effort. If you would like to help, please contact 
Steve Northcraft. So far we have only a few 
contestants signed in. But it is still early, and 
Glider Pilots are notorious for their procrastination. 

Region 8 Contest 

By Bruce Bulloch 

A Three-Day long Region 8 Contest is in 
planning stage. If you’ve been sharpening your 
cross-country skills over the last couple of years 
and wonder if you have the chops for competitive 
soaring, have we got a contest for you! 
SGC is in the planning stages for a shortened 

2009 Region 8 contest that, while it’s open to all 
pilots, would have a particular focus on first time 
competitors. The proposal is this: 
The contest would be held over Memorial Day 

Weekend with three days of contest flying. We 
would have the same tasks and scoring as a full-
length contest. 
The contest would have an educational 

component. We’re going to get some of Ephrata’s 

heavy-hitter contest pilots to provide educational 
sessions on competitive soaring strategies and 
tactics. We’re also hoping to get some of our 
seasoned competitors to act as mentors to first-time 
contestants. 
The contest would be non-sanctioned to remove 

any barriers that might keep first-time contestants 
from entering. 
The SGC is encouraging Region 8’s soaring 

clubs to become involved. We’d like the contest to 
have a strong social element, allowing the regions 
pilots to gather for some socializing and great 
soaring while they take their skills to another level. 
If you’re interested in getting involved, contact 

Bruce Bulloch at bbulloch@drizzle.com  
or (206) 935 5927. 

Vancouver Soaring Association 
Visit 

James Swank, a Vancouver Soaring Association  
pilot and instructor writes: The pilots of the 
Vancouver Soaring Association look forward to 
coming to Ephrata and we will work towards 
organizing the camp for June 22 - 26. We have had 
an incredible response from our members and we 
already have over 10 pilots who are interested and 
are reasonably firm with their commitment. Most 
of the pilots will arrive on the Saturday the 20th. 
Helmut is willing to do some towing, but if it is 
possible to have SGC tow pilots during that week, 
that would be ideal. 

Soaring Expo 2009 
Soaring Expo 2009 is scheduled at the Museum 

of Flight on March 21 & 22. We will be able to 
move in on Friday, 3/20 after 5PM and move out 
on Sunday after closing at 5PM. 
We will have theater presentations on Saturday 

and on Sunday. If you have a presentation you 
would like to give, please call Heinz Gehlhaar at 
soarboy@comcast.net. You can use any of the fine 
Audio –Visual tools of the Museum of Flight.  
Noel Wade will set up the flight simulator 

again. Please call Noel at noel.wade@gmail.com if 
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you can spend some time during the Expo show to 
show the public how we do it. 
For display we have Lynn Weller’s DG-1000, 

Len Edvinson’s DG-808B, ESI’s L-33 and Apis 
PSSA’s PW-5, a bunch of RC Gliders, a Hang-

Glider and a Paraglider.  

Idaho Mackay Safari 
By Tom Dixon 

The Idaho folks are going soaring to Mackay, 
ID on July 27 to Aug. 10, 2009 
Towing spaces are limited, and so are the 

accommodations in Mackay. Please sign up right 

away. Contact Tom Dixon at tfdixon@msn.com 
. 

On paying your bills 
By Heinz Gehlhaar 

This is a follow-up on my article in the last issue 
of Towline. The issue of billing and payment came 
up again at the monthly Board Meeting.  The 
following was decided: 
1. You must be a paid-up SGC member before 
arriving at the EPH-Facility. 

2. If you are a frequent user of the EPH-Facility, 
you should pay your Seasonal User Fee up 
front. 

3. Members are responsible for having a correct 
email on file at SGC. 

4. SGC will charge $10/month late-fee every 
month for any bill older than 30 days.  
So, please, be a good citizen and help our 

volunteer operations people out by minding and 
helping to enforce the rules. Running an operation 
like the SGC with its fine facility at Ephrata 
requires a lot volunteer help. And it requires a 
certain amount of discipline by all of us members.  

 

SGC  Calendar 
� February 2, 7:00PM, SGC General 
Membership Meeting - Museum of Flight 

� February 10, 6:30PM, SGC Board of Directors 
Meeting - Bellevue Library, Room 4 

� March 2, 7:00PM, SGC General Membership 
Meeting - Museum of Flight 

� March 21 & 22, Glider Expo - Museum of 
Flight 

� April 4, Start of Ephrata Soaring Season 

� April 6, 7:00PM, SGC General Membership 
Meeting - Museum of Flight 

� May 4, 7:00PM, SGC General Membership 
Meeting - Museum of Flight 

� May 23-25 TBD Region 8 Contest (See article 
on previous page) 

� May 23-31 Evergreen Soaring Ephrata 
encampment  

� May 23-31 Willamette Valley Soaring 
encampment Club 

� June 14 - 25, Open and Standard Class 
Nationals Contest, Montague, CA 

� June 22 - 26, Vancouver Soaring Association 
Ephrata Encampment 

� June 27 - July 4, Region 9 Soaring Contest, 
Parowan, Utah 

� June 30 - July 9, National 18 Meter Soaring 
Contest, Ephrata (Practice days June 28-29) 

� July 11 - July 19, Willamette Valley Soaring 
Club Alvord Desert Encampment 

� July 27 to Aug. 10 annual safari to Mackay, ID. 
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Seattle Glider Council Membership Renewal Form 
Renew Your Membership for 2009 today! 

Your membership with the Seattle Glider Council expires on January 1, 2009. 
Please mail your dues and this form to keep your membership current. 

If your address or e-mail has changed please update it below. 

 
Name   _____________________________________________ 

 
Address   ___________________________________________ 

 
City   ______________________________________________ 

 
State/Province   ______________________________________ 

 
Postal Code   ________________________________________ 

 
Phone   _____________________________________________ 

 
E-mail   ____________________________________________ 

 
Fees   ______________________________________________ 

 
 

General membership (Jan through December)  $35 
Additional Family member (14 and up)  $10 each 

 
SGC and SSA Membership required for all tows behind SGC tow plane. 

All fees are in US Dollars 
 

Mail to: Seattle Glider Council PO Box 7184 Bellevue, WA 98008 
 
 

Donations to the SGC Soaring Foundation 

are tax-deductible and accepted at anytime. 
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Classifieds 

GROB 109 Motorglider for Rent 

Available for rent $65 per hour, dry. 
Instructors available.  

Contact Chris Klix,  
Pacific AeroSport LLC,  
360-474-9394 
Arlington WA.  
See www.pacificaerosport.com  for 

additional information and requirements. 
 
 

DG-800B 

2000 638 hours TT total time,  
62 hours engine time, very quick glider, 
holds 28 state and national records, 
loaded with options and extras,  
no damage history, combo G meter, 
15m and 18m extensions with winglets, 
Becker radio,  
Terra transponder with mode C, 
Cambridge 300 glide computer with data 
recorder,  
Ipaq with WinPilot, SN10 glide computer, 
Volkslogger data recorder,  
large glare shield solar panel,  
EDS O2 system, extra battery bank,  
gear warning/flap/stall speed device, 
extensive XC emergency kit with second 
solar panel,  
Globalstar phone, personal ELT, 
parachute, lots of spare parts etc,  
Cobra trailer with anti-sway hitch,  
single man rigging.  
For more information please contact 
Chris@PacificAeroSport.com or Phone: 
360-474-9394  
$156,400 

 

 

DG505 ELAN ORION 
High Performance Two Place Sailplane 
with 44:1 L/D, 3655 hours total time, 
manufactured in 1998.  Comes with both 
20 meter and 18 meter wing tip 
extensions, retractable gear, water 
ballast, Becker radio, LX5000 GPS/Data 
Logger System, front & back LCD LX 
vario indicators, front & back Winter 
mechanical varios with MaCready speed 
to fly rings, Cobra single axle trailer.  
Please contact 
Chris@PacificAeroSport.com or Phone: 
360-474-9394. 
$89,900.00 

 
 

 

GROB 109 Motorglider for Sale 

Dual NAV-COM’s: KX155 & KX165 
KT76 Transponder 
PS Engineering Audio Panel 
Artificial Horizon 
Engine: Factory fresh overhaul, 
 Limbach  L2000EB1-AA 
Propeller Reconditioned 
Price: $45,900 

Contact Chris Klix,  
Pacific AeroSport LLC,  
360-474-9394  
www.pacificaerosport.com  
   


