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minimum sink speed of 45 miles per hour, and seldom any 
speed between. 

 
Good Clouds to the Southeast 
 
 Soon, I again had to figure out which way to 
go.  My flights with Jeff always start with the idea of a flight 
to the northeast to Wyoming.  So far, though, I always have 
had to modify this for various reasons.  Today, a course to 
the northeast was straight into the line of dark cumulonim-
bus.  On the other hand, if I headed east and then turned 
southeast, it looked like I could avoid the line of storms and 
pass by some of the isolated storms while making good pro-
gress. 
 I passed by the Base Camp airport east of Tonopah, 
and picked out the site of the underground nuclear test 
nearby that the airport was apparently built to serve.  In this 
area, I reached my highpoint of the flight at about 18,000 
feet.  As I crossed to Railroad Valley, I headed towards a 
small-overdeveloped cell over the west slopes of the Grant 
Range.  It looked like I could get around it to either the north or the south, but it also looked likely to soon overdevelop on its north-
east side.  South and east of the cell the clouds still looked good, so here I completed my turn to the southeast. 
 Precipitation was falling from the cell, and I flew through a little bit of soft hail on my way to a healthy flat cloud bottom 
north of the community of Adaven (Nevada spelled backwards). There was some sink associated with the precipitation, but I was 
pretty sure I was going to get through unscathed.  About this time, however, there was a big healthy lightning bolt a mile or so to the 
east of me along the edge of the precipitation.  This showed the cell had a lot more life in it than I had thought.  I was not happy to 
learn the cloud could put out lightning, because I was well under it with no quick way out.  I put the nose down, and was soon under 
the strong lift feeding the large flat-bottomed part of the cloud.  I needed to climb, and that meant I should slow down.  But at the 
same time, I wanted to get out from under this cell.   
 Near the southeast edge of the cloud I slowed to climb, but the clouds ahead looked good and the memory of the lightning 
was still on my mind.  Thus, I continued on before reaching cloud base.  Lift under the next few clouds was good, and I flew aggres-
sively making good progress but not climbing high.   
 Whenever I fly aggressively, I usually regret it soon and this was true once again this day.  I didn't find good lift under any 
of the next clouds, and pressed on through one of the larger blue holes I have seen over central and eastern Nevada.  The sink was 
moderate in the hole but the promise of lift under the next good cloud dissipated along with the cloud.  The sink continued under the 
dissipating cloud, and all I could do was to press on at rough air red line in accordance with the McCready ring. 
 Flying through the extended sink, I reached my lowest point on the flight since my initial climb at Bishop.  Losing altitude, 
I continued on southeast toward the pretty Black Cliff peak at the north end of Timber Mountain.  Black Cliff got nearer and nearer, 
and I got lower and lower.  This gave me a better and better view of the peak, but I would have preferred to be farther above it.  I 
crossed the range headed for a cloud east of the range, but unfortunately it now looked like it was falling apart.  There were good 
looking clouds 10 or so miles to the southeast, but they were a little too far away because there was no place to land.   
 If it came to landing, my best bet seemed to be highway 318, though I noted a surprisingly large volume of traffic on it (in 
relative terms at least).  There were some grassy areas I could reach, but based on my review of similar areas on the ground in the 
past I was pretty sure these would be rough enough to damage my landing gear.  I worked toward the clouds while staying near the 
highway as it headed south.  Soon I was flying through reduced sink, then zero sink, then weak lift.  Then I was circling again and 
climbing well.  My small crisis had passed. 
 As I climbed, I was only a few miles from overdevelopment to the left of my course.  There was a good-looking cloud deck 
along its southwest edge, and the deck extended to the southeast towards Saint George, Utah, 80 or 90 miles ahead.  I didn’t want to 
repeat my recent experience with lightning near Adaven, but still decided to head toward the clouds once I was high enough.  Soon I 
was flying under the deck, and traveling straight toward Saint George at a high speed.   Jeff had stopped at Tonopah for fuel.  He 
now was 50 miles behind me, and would be stopping again at Saint George for fuel.  We wondered where we should head next. 
 The overdevelopment I was now skirting curved east and then northeast to the north of Saint George, and then 20 miles or 
so northeast of Saint George curved back south or southwest.  This put Saint George near the mouth of a “bay” in the overdevelop-
ment.  In this area, there weren’t flat-bottomed clouds, so I had to fly along the edge of the overdevelopment or fly in the blue.  It 
looked like a long way around the bay, but it also looked like a long glide across its mouth, especially if I had to double back to Saint 
George to land if I didn’t find lift.  From the other side of the bay southeast of Saint George the good cloud deck continued off to the 
southeast toward Tuweep, Arizona (on the north edge of the Grand Canyon) and beyond.  On the far side of the mouth there were 
some cloud islands that looked like my best bet.  These islands were releasing some virga so I wasn’t really sure which they would 
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offer, lift or sink, but they seemed like the right way to go. 
 I hadn’t flown over these areas before, and was not very familiar with my landing options besides the charted airports.  It’s 
about 60 miles between Saint George and Tuweep, with no other airport in the area.  Depending on flying conditions, continued 
flight to the southeast could be stressful.  Still I set out across the bay, passing the Saint George airport at about 1630 just a few min-
utes before Jeff landed there to get fuel. 
 
Toward the Grand Canyon 
 
 I flew through some virga and sink as I got close to the clouds on the other side of the bay southeast of Saint George.  Be-
fore I had to worry about being too low to get back to Saint George, I found good lift and climbed up toward cloud base.  I could 
reach Tuweep now according to my glide card, and a swath of good-looking clouds was forming again along the edge of the over 
development.  From my vantage point the overdevelopment seemed to curve to the east near the Grand Canyon.  I called Flight Ser-
vice to get the current weather observed at Kanab, but the weather report confirmed Kanab was under the overdevelopment, so that 
didn’t seem to be the way to head.   
 Soon Jeff was back in the air and we discussed the Tuweep airport, and whether it would be a good place from which to 
tow.  Jeff’s Flight Guide mentioned ruts in the runway, but otherwise it seemed like a great place to end the day’s flight, especially 
considering its location near the rim of the Grand Canyon.  However, the day still seemed like it had some life in it, and an ending at 
Tuweep would cut it short. 
 I made good progress on toward Tuweep near cloud base.  Before long I could make out the runway, which from cloud base 
looked kind of green.  I got the impression the green wasn’t grass, but instead green tumble weeds which typically grow 2 to 3 feet 
high.  But I couldn’t tell for sure, and Jeff was still 20 minutes behind me, so it would be a while before he could take a look from 
lower down.  But I was pretty sure I didn’t want to land at Tuweep.   
 The next airports on ahead were across the Grand Canyon on the South Rim – Williams and Seligman.  At cloud base with 
good clouds ahead, I was pretty confident I could reach one of these airports and probably go further.  My World Aeronautical Chart 
showed the top of the Grand Canyon special airspace at 14,500 feet, and I was pretty confident I could cross the airspace above that 
altitude.  Jeff and I talked about where we should go.  Jeff had been flying a lot lower than I had all day, down in the turbulent air a 
few thousand feet off the ground, and in a noisy little plane to boot.  I could tell he was getting a little cranky.   
 Jeff said his wife wouldn’t want him flying over the Grand Canyon.  Since he wasn’t up where he could fly over the special 

(Continued on page 4) 
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airspace, there was also the concern that neither of us had the 
Grand Canyon chart that details this airspace and its require-
ments.  We talked about options.  One would include returning to 
Saint George, and another going on towards Las Vegas, and land-
ing at an airport such as Temple Bar.  We decided to fly toward 
Temple Bar.   
 One comforting aspect of this direction of flight was the 
location of charted airports along this course.  Clouds extended 
part of the way toward Temple Bar, so the first part of the flight 
was easy as I stayed close to cloud base.  But soon the clouds 
ended, and there was just one last scrap of cloud near where the 
Colorado River enters Lake Mead.  I could tell I was flying into a 
bit of a headwind and my progress seemed slow with 30 miles or 
so to Temple Bar.  I had only lost a couple thousand feet when I 
reached the last scrap of cloud and I was able to climb a little bit 
here.  Soon, though, I left this scrap and flew on toward Temple 
Bar.   
 Jeff was just landing at Temple Bar.  He reported the air-
port to be good, although sloping with a wind out of the south 
blowing straight downhill.  I was close to being able to glide on to 
Boulder airport near Las Vegas.  Although we had planned to 
camp, and although I looked forward to camping under the wing 
of my glider, flying on closer to Las Vegas had significant allure.  I just needed to find enough lift to get over the ridge near Boulder 
Dam, and then would fly on past Temple Bar. 
 I didn’t find much lift, though, and at about 1950 I flew on past Temple Bar at 8,000 feet.  That was not high enough to get 
over the ridge to Boulder.  I flew on to the southwest anyway and then headed back toward Temple Bar.  I flew a good pattern, but I 
could tell I was pretty tired because I didn’t judge the combined effect of the slope of the runway and the wind very well.  Still quite 
some distance from the end of the runway I had to close my spoilers completely to make the runway.  Even with the spoilers closed, 
I didn’t have enough height or speed to roll to the turnoff to the tie down area a third of the way up the runway.   
 I came to a stop at Temple Bar at 2003, 435 miles from Bishop by way of Base Camp, Saint George, and Tuweep.  Jeff 
walked out to meet me, and helped me push the glider up the substantial slope of the runway.  It was hot and the wind was blowing 
over 20 miles per hour with gusts.  My feet and legs were pretty cold soaked from sitting in the glider for over 8 hours at high alti-
tude, so the heat felt good, at least initially.  We got the glider tied down and walked the mile or so to the restaurant and bar near the 
boat ramp.  We had a couple drinks and then, in darkness, walked down to the lake for a swim.  After that we walked back to the 
airport, nullifying the coolness the swim had provided, had some dinner, and bedded down for the night under the wings of our air-
craft. 
 I say “under the wings,” but since the hot wind was still blowing it was more important for me to be behind the fuselage of 
my glider to help block the hot wind a little.  We were on pavement which had baked all day in the hot sun, so I had to lie on top of 
my sleeping bag on top of my insulating pad, and try to sleep with the wind blowing over my skin.  The sensation of the wind made 
it hard to sleep.   
 While lying awake, I thought about takeoff the next morning.  The wind was still blowing pretty hard down the runway.  To 
take off into the wind, we would head up the steep incline of the runway.  I didn’t want to depend on Jeff’s plane being able to out-
climb the terrain.  The wind seemed much too strong to take off downwind even though the steep slope would allow us to accelerate 
quickly.  After midnight the wind was still blowing hard. 
 Luckily by dawn the wind had subsided.  We had a quick breakfast of muffins and juice, untied the aircraft, and pushed the 
glider out onto the runway.  We wanted to use the whole runway but didn’t want to have to push my glider all the way uphill to the 
far end so we did a fast taxi tow with the plane to get me there more quickly.  That worked great, except that I didn’t put my shoulder 
belts inside the cockpit and they banged the side of the fuselage as I zipped up the runway behind Jeff’s plane.  At 0550 we took off 
from Temple Bar runway 36 headed for Jean, Nevada.  After a fuel stop at Jean, we headed on to Bishop flying over Death Valley 
along the way.  Flying over the White Mountains southeast of Bishop I released and we maneuvered so Jeff had a chance to see my 
glider in flight, and I had a chance to see a view of his plane different than the view of his tail while in tow behind him.  Around 
0900 I touched down back at the Bishop airport followed by Jeff.  Soon my glider was back in the trailer and Jeff and I were headed 
back to our homes after a grand 435 mile tour of four states, and the Grand Canyon, too. 
 
You can read about David’s other soaring adventures at http://home.inreach.com/grahdani/flights.html 
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Flying Aguila’s Sampley Field in Arizona     By Tom Brabeck 
  
 I couldn’t help but feel elation after a 
long winter of sketchy thermal flying.  Here it was 
only April, and I was ready to go out on task after 
my first thermal off tow -- a 10 knot thermal that 
took me to 13,000 feet AGL. 
 Several of us met in the western Arizona 
desert that weekend for great flying and great post 
flight companionship.  Ted Grussing, another HpH 
304 CZ pilot, had been bugging me for months to 
come out and fly Aguila.  Well, I like to fly new 
and different places, so I finally gave in. We set a 
date, and gathered several other pilots.  One was 
Mike Ziaskis, Lake Elsinore Soaring Club 
(LESC), with his Pegasus, and another was Will 
Liscomb, from Warner Springs, with his 304.  It 
should be a memorable April weekend -- small 
grids, cheap tows, great lift, great conditions, and 
great camaraderie! 
 Taking a look on the map, I finally found 
Aguila.  It is located about 80 miles northwest of 
Phoenix, on State Highway 60 (also about 25 
miles west of Wickenburg), and a five hour drive 
from my home gliderport at  LESC.  I figured it 
probably sported nothing but desert and rocky rugged mountains, with few if any landout spots, and plenty of unlandable Indian 
country as an added measure of excitement! 
 It sure looked that way as I turned off Interstate 10 about 30 miles across the California border.  From there, State Highway 
60 veered off to the northeast with typical nasty & rugged desert topography.  Not another 15-20 miles up the road, I was soon driv-
ing through a long fertile farming valley between the paralleling Harquahala range on the south and Harcuvar Mountains on the 
north.  The fields were very landable and quite large, with what I learned later, had numerous ag strips up and down the valley.  It 
turns out there is a giant underground aquifer supplying this fertile desert valley. This was quite unexpected! 
 Entering the “sprawling” town of Aguila, I noticed it had only two restaurants, one very old motel and one gas station/
general store.  That was it!  But, they did have three airparks! 
 When in Aguila, you get to Sampley Field by turning right (south) off highway 60 onto Eagle Eye Road.  Take the first turn 
again on your right, and you are at the private dirt strip of Sampley Airport.  It includes about 6-10 homes, most of which I under-
stand are owned by Alaskans escaping the cold, dark Alaska winter.  Right across Eagle Eye road is one of those three airparks -- 
Eagle Roost with a paved strip and quite nice homes and hangars. 
 Follow the dirt road to the airstrip and to the large hangars, and you are at the home of Harry and Barb Smith and family.  
Harry, ace tow pilot extraordinaire (thousands of flight hours plus ATP, CFI, CFII, CFIG, and A & I), is one of the nicest guys I ever 
met.  Harry and his family were happy and gracious to let us camp right next to our birds and was most helpful and hospitable with 
everything, including making sure we had his cell number in case of a landout.  He even offered to tow us out by air, if possible, or 
by trailer if not. 
      Once assembled, we had the daily briefing by Ted and Harry on local conditions.  All five of us were at the grid by 11AM.  By 
11:40 we were all off tow!  Mike, Harry’s 10 year old son was our wing runner, and was well versed on that!  Ted volunteered as 
sniffer.  Once off tow, he blew up 8000’ feet over the valley.  Adios, Ted!  Since lift abounds within 1 minute of liftoff, with quick 
altitude gains, the average tow was about 7-8 minutes max. 
 After circling Eagle Eye peak on tow (yes, it does look like an eagle eye), I released at 1400 feet AGL and worked my way 
to 9500 AGL.  Harry and Ted had both warned me, head to the valley floor, that’s where the early action is.  Instead, I headed west 
to the Harqualhalas, thinking that big rock pile would be loaded with lift.  Well, you guessed it.  Halfway up the Harqualhalas, early 
lift was sketchy at best. Early in spring, the rocks had not had a chance to retain their heat as they will later in summer.  After using 
up most of my “fuel”, I headed back to the valley trying to catch up to the other guys who were now well out on task at 10K -12K.  
Of course, they were long gone. 
 With a valley floor dotted with early dust devils from vacant plowed, dark brown fields, I fueled up to 13K, headed east to 
Wickenburg, before turning north to Congress. With a fairly sustainable lift and altitude, I started working my way from Congress to 
Prescott, until the lift started waning. With a somewhat reverse of direction, I made it to the Harcuvar Mountains, running them for 
about 30 miles.  I then continued to about 20 miles past Hope, before turning south for several miles and then finally heading back to 
Aguila. 

Fertile Valley of Aguila, AZ. 
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 During the flight, I was surprised to hear a 
friend on the radio flying at Warner Springs, Calif.  He 
was struggling to get out of the valley while I was sit-
ting fat and happy at 13,000 feet MSL!  I ended up with 
a 4.4 hr flight with almost 350 km flown. It was defi-
nitely better than scratching in Southern California on 
those marginal early spring days.  After looking at my 
flight analysis, once off tow, I was rarely below 8000’ 
the entire flight! And all this in April!  I now knew that 
Ted had a well kept secret in Sampley Field, Aguila! 
 And this was only day one of three days!  Day 
two was even better.  A late season front with very 
strong surface winds was forecast for day three, so I left 
very early that day, leaving FTR at the field.  I am glad I 
did, as Mike Ziaskis stayed behind and was grounded by 
a monster frontal dust storm with 40 knot plus winds!  
Subsequently, I went back three weeks later and had 
even better conditions! 
 I know I will be back this fall. With Ted plan-
ning another of his famous Sedona week glider week-
ends, I hope to leave the trailer at Aguila and fly up and 
back to Sedona. Easily doable at that time of year!  Harry, his wife Barb and family are most gracious hosts letting us camp on site.  
The field has all basic amenities, including a garden hose “shower” and a large open air hangar for shade.  It is truly a pilots place for 
great soaring and great flying companionship. Whether you are a novice or an expert at cross country soaring, Aguila and its sur-
roundings have something for everyone! 
     Since summers are so unbearably hot, the best times to go are fall, winter, spring, and maybe the first 2 weeks in June. While 
there, I just threw a pad and sleeping bag in my Cobra trailer and was as cozy as could be. A note of caution for those of you who 
travel with your wives or girlfriends: I don’t think there’s really a lot to do for them here while you are flying. You may want to 
check it out first before bringing them along. 
 As for tow costs, I saved the best for last. Since Harry charges by Hobbs meter time, with the “instant” lift off tow, I never 
paid more than $30 a tow! 
 As for the name Aguila, it means “eagle” in Spanish. Come fly like an eagle at Sampley Field, Aguila, Arizona! 
 
For further information, contact Tom at tbrabeck@cwnet.com, and list email subject as Aguila Soaring.   

Sampley Airfield Grid and the Harqualhala Mts. 

Mammatus clouds at Hastings, Nebraska. A rare example of clouds in sinking air, 
they are formed when the air begins to sink due to saturation with rain droplets or ice 
crystals.  The worst of a thunderstorm is usually over when these clouds are seen.  
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Region 12 Director Election 
  In early September the SSA will announce the results of the election for Jim Skydell’s SSA Director position.  You didn’t 
receive a ballot?   Well, that is because the SSA no longer mails ballots for a Director election if only one person is running unop-
posed.  And this year Jim Skydell is running unopposed.  Although the chance that Jim will lose the election seems fairly slim, Jim’s 
candidate statement (also published in Soaring magazine) should give you a good idea of what he has been doing  the past 3 years: 

 
Jim Skydell— Region 12 Director Candidate Bio  
 
 Jim thoroughly enjoyed all of the projects he 
was involved with during his first three-year term as a 
Region 12 Director. He worked on numerous issues 
regarding the SSA Group Hull and Liability Insurance 
program, helping to protect this major membership 
benefit by ensuring that all pilots using our insurance 
also belong to the Society.  Jim conceived of and cur-
rently edits eNews, the Society’s weekly electronic 
newsletter, and served on (and now chairs) the Growth 
and Promotion committee, helping to establish the 
“FAST!” (Fly a Sailplane Today!) national glider lesson 
program, and created its accompanying Introductory 
SSA Membership category. The “One More to Soar” 
program also arose from this committee.  Jim worked to 
establish closer ties between the SSA and its Division 
and Affiliate groups, contributed to the formulation an 
SSA Membership Privacy Policy, and helped create a 
healthy, contractual business link between the SSA and 
the Barron Hilton Cup, a relationship that had been plagued 
by many difficulties for both organizations in the past. In 
addition to three SSA Certificates of Appreciation awarded for some of these projects, Jim is proud to have earned the 2005 SSA 
Exceptional Achievement Award for chairing the Local Organizing Committee of the Ontario, California SSA Convention, where he 
was grateful to have had the assistance and support of all soaring clubs and a tremendous number of individuals in Region 12. 
 After serving one year on the Board of Directors, Jim was elected to the SSA Executive Committee in 2005, and chosen by 
the Board to be First Vice Chairman in 2006.  He is enthusiastic about the recent huge strides made by the SSA regarding transpar-
ency, fiscal responsibility, ethical and wise business practices, and for the first time in over 20 years, membership growth.  Jim hopes 
to continue representing Region 12 on the SSA board for another three years. 

Jim trying on his new ASW-28 for size. Photo by Christian Mackin. 

Crystal Squadron Adventures 
 
 The following is from Bob Maronde’s Crystal Squadron report (updated weekly at http://www.SoCalSoaring.com): 
 
 CF [Mile Koerner] was trying to get to Crystal [on a flight from Minden on August 6th] when he had to contact Palmdale/
Plant 42 tower because he was about to enter their Class D air space. The controller kept asking him if he wanted to declare an 
emergency.  Seeing that “yes” was probably the correct answer, he said yes. As he looked back along the runway, there were about 
16 pieces of emergency equipment with flashing red lights lining both sides.  After he landed, he was greeted by the emergency 
crews and security guards.  Eventually, the emergency crews left, the security detail did not.  If he had not declared an emergency, 
then he would have been charged a landing fee (amount unknown) plus any other fees.  He thinks the other fees would have in-
cluded the men in the aluminized hazard suits and their equipment if the airport had deemed such a response was necessary.  
 On a side note, the Wendover airport manager scrambled the crash trucks when three of us landed there two years ago 
from Ely.  We protested that we had landed at a public airport and that we had declared no emergency.  Needless to say, they were 
going to charge us $50 each.  Fortunately, we never heard from them again. 
 Mike spent a significant amount of time filling out paperwork.  Also, until CF the pilot provides the airport with proof of 
insurance, CF the glider is a guest at Plant 42.  I should have asked CF if he has to pay tie-down fees. 
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Towing with a Small Car     By Greg Arnold 
 
 In 1994, I purchased a Honda Civic 
4-door sedan.  Four years later I started tak-
ing gliding lessons, and about 6 months after 
that I purchased a glider.  I never really 
thought about getting a new vehicle to tow 
the trailer -- the Civic was still relatively 
new, it was working fine, and I had just spent 
all my money on a glider.  So, by default, the 
Civic became my tow vehicle. 
 The Civic towed five glider trailers 
-- three Cobras, a Komet, and a tube trailer.  
Only two had working surge brakes.  How 
did the Civic tow?  Quite well.  Most of the 
time, I was able to average 55 mph without 
any problems, including a trip between 
Bishop and Parowan, several trips between 
Santa Ynez and Bishop, and two trips be-
tween Santa Ynez and Williams.  The Civic 
did tend to slow down on steep uphills.  
Swaying was not a problem if you keep the 
speed at 50 to 55 mph in crosswinds, and at  
55 to 60 mph at other times.  Subtract 5 mph 
on long downhill stretches. 
 The Civic was recently retired at 
235,000 miles.  Anticipating this event, a couple of years ago I started thinking about the ideal tow vehicle.  Judging from the SUVs 
and pickup trucks you see at the typical gliderport, most pilots here in the US like to use a heavy tow vehicle.  However, I like rela-
tively small cars.  I don’t tow more than a few days each year, and I don’t see the sense of driving around in a big vehicle the other 
360 days of the year. 
  Thus, my preference was for the smallest car that can adequately tow a trailer.  A number of small cars have enough power 
to tow a trailer (for example, the turbo Mini Cooper or a Mazda Miata).  Thus, the real issue is stability.  In essence, trailer towing 
can be viewed as a wrestling match between the tow vehicle and the trailer, with the car’s rear axle as the fulcrum.  The trailer uses 
the leverage provided by the rear overhang (the distance between the tow car’s rear axle and the hitch) to sway the tow vehicle.  The 
tow vehicle uses the leverage provided by the wheelbase to restrict the swaying.  The ratio between the two will have a significant 
effect on how well the vehicle/trailer combination will tow – the smaller the ratio of overhang to wheelbase, the less the amount of 
swaying. 
 Many SUVs and pickups trucks have long rear overhangs.  In theory, this gives the trailer an advantage in the wrestling 
match.  In fact, the author’s first glider towing experience was with a U-Haul pickup truck that had a major swaying problem.  How-
ever, the problems of a long rear overhang can be reduced or eliminated if the towing vehicle is heavy enough.  As a corollary, if you 
reduce the rear overhang, you should be able to reduce the weight of the towing vehicle. 
 Imagine the dynamics when a cross wind hits a trailer.  First, the trailer sways, which is transmitted to the vehicle by the 
vehicle’s rear overhang.  Second, the swaying of the vehicle is transmitted back to the trailer by the side to side movement of the 
vehicle’s hitch.  This interactive process continues until the swaying dies out (or the vehicle and trailer crash). 
 The shorter the overhang (everything else being equal), the less leverage the trailer has on the vehicle, and the less the 
swaying transmitted to the vehicle.  This reduced vehicle sway will reduce the amount of sway transmitted back to the trailer.  Fur-
ther, the reduced rear overhang will also reduce the amount of sway transmitted back to the trailer.  Thus, a short overhang has two 
reinforcing beneficial effects.  On the first complete cycle (trailer sway causes vehicle sway which reinforces trailer sway), a 10% 
reduction in overhang should reduce trailer sway by roughly 20%.  On succeeding cycles, the reduction in swaying will be even 
more dramatic due to the exponential effect.  Thus, a shorter overhang on the tow vehicle will have dramatic effects on both the 
amount of swaying, and the speed with which the swaying dies out. 
 Unfortunately, there aren’t many cars with short rear overhangs.  Most have a ratio of rear overhang to wheelbase of be-
tween 35% and 42% (the Civic was  about 37%).  A few passenger cars have a lower ratio – the Mazda 3 and the Audi A3 are 
around 32%, and the VW Golf is around 29%.  Mercedes decided not to bring the B-Class (basically a Golf with the wheels pushed 
out to the corners) to the USA, but that car has a ratio around 23%. 

(Continued on page 9) 

Can this Rabbit tow this trailer? 
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 Because my Civic towed safely at 55 mph, I was confident that a vehicle with a shorter overhang could tow safely at higher 
speeds (especially if it was heavier than the Civic, which is about the lightest vehicle on the road).  Thus, I saw no reason to use an 
SUV or pickup truck as a tow vehicle. 
 I ended up buying a VW Rabbit (the new name for the USA version of the latest Golf).  This car is an improvement in two 
ways over the Civic – its weight is 3100 rather than 2500 pounds, and its rear overhang ratio is 29% rather than 37%.   Immediately 
after purchasing it, I made a 1000 mile roundtrip to Tonopah towing my Cobra.  My average speed was 60 mph, with long stretches 
at 65 mph.  The car towed well, with little tendency to sway.  Gas mileage was 22 mpg (which may improve as the engine gets bro-
ken in). 
 It should be mentioned that my Cobra has a tongue weight below 100 pounds.  This is too low.  You want the center of 
gravity of the trailer to be well in front of the axle so the trailer will track straight rather than swaying.  This requires a significant 
tongue weight -- if you can lift the tongue of your trailer without straining something, your tongue weight is too light. 
 There are various ways to increase tongue weight – concrete blocks, bags of sand, or even moving the axle aft.  I chose to 
add jugs of water.  The Cobra is perfect for this, because it has a big storage bin inside the front door.  The bin has a raised section 
down the middle where the tongue extends into the trailer.  This effectively divides the bin into two smaller bins on each side.  If you 
place a 2 ½ gallon rectangular jug of water from the grocery store on end, it will fit almost perfectly between the raised center section 
and the side of the storage bin.  Each side of the storage bin has room for 6 jugs.  I use five, which raises the tongue weight to around 
170 pounds (each jug is 20 pounds, but they don’t add their full weight to the hitch due to their location inside the trailer). 
 
 
These are the author’s very unscientific thoughts on trailer towing.  He may be totally wrong, so take everything here with a grain of 
salt.  Ed. 

2006 Region 12 Contest Results 
 
 Sky Sailing at Warner Springs hosted this year’s Region 12 contest from August 7 through 11 (Monday through Friday).  
The Contest Director was Garret Willat, and the Contest Manager was Renee Willat.  Eighteen pilots participated.  Final standings 
were: 
 

 
 
 
 
 
 
 
 
 
 
 
 

 

Warner Springs -- My First Contest     By Dean Chantiles 
 
 Early this year, Skysailing at Warner Springs announced they would be hosting the Region 12 soaring contest for the first 
time.  The event was organized by Garret Willat, a world class sailplane racer (third in this year’s Open Class Nationals), and son of 
Skysailing owners Bret and Karen Willat. 
  I have several years of cross-country soaring under my belt.   However, I had a LOT of trepidation about flying in a con-
test, because most of my soaring has been during good to great conditions – and I have read about some races held in marginal to fair 
conditions.  Frankly, soaring for me is a relaxing and challenging way to escape the pressures of my "real" life.  I was afraid that a 
race would be too much like work (and my ego would be crushed if I came in last!).  And I don't like being scared. 
 Despite my misgivings, I signed up, because I would be doing 5 days of cross-country soaring in a row (hopefully).  No 
multiple drives to the airport, and no multiple riggings of the sailplane.  Also, staying at the Warner Springs Ranch just one mile 
from the airport would be very convenient. 

(Continued on page 10) 

Sports Class Points 

Bill Richardson 4640 

Bill Liscomb 3435 

Randy Acree 3276 

Reggie Jones 1799 

Dean Chantiles 3840 

Jerz Rossignol 3684 

Open Class Points 

Orion Kingman 4001 

Tom Kelley 3774 

Tony Smolder 3458 

Ferdinand Stupka 3076 

Rick Gros 2405 

Russ Berry 2116 

Standard/15M Class Points 

Dan Ladd 4554 

Don Finnell 4009 

Steve Koerner 3660 

Chuck Deerinck 3613 

Ben Clerx 3382 

Vern Hutchinson 1570 
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 About two thirds of the pilots in the contest were War-
ner Springs locals.  We also had guest pilots from Arizona, 
Florida, and other California gliderports.  Of course the cam-
raderie was strong, as we all share a common passion for soar-
ing. One contestant had a swimming pool set up by his trailer 
for all to use!  
 Personally, I had a lot of butterflies.  It reminded me of 
how I feel before a marathon or triathlon, or before a simulator 
checkride at work. Would I fall down from tow, would I screw 
up the tasks, and other worries.  The waiting around for staging 
and gridding was the hardest part for me. Once airborne, I could 
remember I was just there to fly.  
 My prestated goals were not to get hurt, not to prang 
my glider, and to finish all tasks.  The first 4 days went fine.  
On the last day, so-so conditions and mistakes caused me to 
miss the last turnpoint by 2 miles. However, I made it back to 
the field.   
 Surprisingly, my consistent and generally conservative 
flying led me to a second place finish in the Sports Class 
(handicapped).  The 5 days of soaring included an early so-so blue day, a couple good-to-great days marked with cu, a day with 
nearby OD and rainshowers that caused some issues, and a final weak day with cirrus overhead ruining chances for a long task. 
  I would like to commend the Willat family for putting on a great event.  I have never done a soaring contest, but I have done 
numerous athletic events.  It is pretty obvious which are well organized and which aren't.  This was the Willats’ first event, and it 
went very smoothly.  The Willats told us they wanted us to have fun, but there was a huge emphasis on safety.  It paid off, we all had 
fun, no one got hurt, and no one pranged their glider. 
 Also, I was totally blown away by the willingness of the pilots to help each other with sailplane and software issues, as well 
as to mentor the less experienced pilots.  For example, local pilots were quite willing to tell visiting pilots about the normal "house 
thermals."  Hard to believe it was a "competition" when there was so much willingness to share time, resources, tools, and man-
power. 
 Considering a contest?  I would strongly recommend it!  Most of the pilots I spoke with admitted to pre-start nervousness, 
so don't let that keep you from completing.  Flying several days in a row will definitely make you more a more skillful and confident 
pilot.  One of the other first time contestants was a visiting pilot, which was very impressive to me. 
 All in all, a fine week of soaring! 
 
Dean bases his DG-303 at Warner Springs, and is a 767 captain with United Airlines. 

The Warner Springs lineup. 

Pilots at Warner Springs Regional. 
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Region 12 OLC Standings 
 
 The folks at the OLC recently “clarified” that when filing a flight claim, the box for SSA Region does not refer to the Re-
gion of the pilot, but instead the Region of the takeoff point of the flight.  What does this mean?  That there is no way to obtain a 
listing of all OLC flights made  by Region 12 pilots.  Instead, the available listings include only all flight made by R12 pilots in R12, 
or all flights made by all pilots anywhere in the USA.  Needless to say, this makes it very difficult to see how you are doing in rela-
tion to other R12 pilots.  But, hey, that is the OLC! 
 The following listings were obtained by first listing all flights in the USA as of August 25, then removing all non-R12 pi-
lots: 
 

 
 
 
 

Champion (best 6 flights) Points 

Kevin Wayt  4251 

Jim Payne  3966 

Dan Gonzalez  3962 

Gary Ittner 3849 

Dan Armstrong  3743 

Mark Grubb 3549 

Walt Rogers 3395 

Carl Sommer 3379 

Mike Wills  3373 

Jim Ketcham 3364 

Garry Dickson 3292 

Mary Eiler   3290 

Sean Franke 3217 

Russ Owens  3175 

Bill Richardson   3169 

Pat Russette  3149 

Jim Staniforth  3065 

Carl Czech 2988 

Paul Robinson  2985 

Dan Ladd  2978 

All Flights Points 

Gary Ittner 17818 

Dan Ladd 10480 

Walt Rogers 9672 

Dan Gonzalez  8952 

Karl Reth  8545 

Carl Czech 8310 

Paul Robinson   8017 

Sean Franke 7904 

Jim Payne 7818 

Bill Richardson  7319 

Bill Liscomb 7204 

Pat Russette 7169 

Mike Ziaskas 7057 

Kevin Wayt  6718 

Steve Bralla 6456 

Chuck Deerinck  6200 

Greg Arnold 6066 

Mike Wills 6029 

Garry Dickson  5752 

Robert Hunter  5178 

Points Distance (km) 

935 1072 

861 1012 

844 979 

831 898 

830 996 

811 919 

788 484 

773 898 

755 877 

729 904 

685 754 

667 762 

667 747 

658 802 

657 772 

643 396 

638 644 

637 701 

633 610 

631 729 

Best Flight 

Marty Eiler 

Gary Ittner 

Mike Koerner 

Walt Rogers  

Jim Ketcham  

Dan Gonzalez 

Doug Levy 

Kevin Wayt 

Dan Armstrong  

Jim Payne 

Mark Grubb  

Bob Maronde 

Paul Savaria 

Russ Owens  

Bill Liscomb 

Garry Dickson 

Rick Barber 

Jim Staniforth 

Karl Sommer 

Don Finnell  

Club Standings Points 

Warner Springs  106636 

Hole in the Wall  54902 

Tehachapi 32918 

Caracole  26543 

Lake Elsinore  20881 

Crystal Squadron 14568 

Santa Ynez 9809 

Soarfari  5178 
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Equipment Corner 
 
ASG-29 Popularity 
 
 The ASW-27 has been a very popular sailplane in the US, with 88 of them listed in the FAA registry.  It appears that its 
successor, the ASG-29, also will be popular -- it first flew just 9 months ago, and already 8 are in USA (one now  
destroyed in a midair over Minden on August 28, 2006) .  And it just won the 18m Nationals. 
 The ’29 has the same wing airfoil as the ‘27, but a different planform, as well as the option of either 15m or 18 m span.  
According to new ’29 owner Tom Kelley (“711”), the 15m ’29 has a higher maximum wing loading than the ’27 (12.2 lbs/sqft at 
1212 pounds versus 11.4 lbs/sqft at 1102 pounds). 
 
Antares Electric Self-Launcher 
 
 The Antares glider is proving to be popular, with 28 deliveries of the 20 meter electric self-launcher, and 2 deliveries of the 
18 meter version.  The glider has received its type certification in Europe.  During certification, the required noise measurement in-
volved a full power climb at maximum takeoff weight, with the noise measuring equipment on the ground 2.5 km beyond the begin-
ning of the takeoff roll.  The Antares was so quiet that the equipment could not detect any noise.  The newly revised Antares website 
is at http://www.lange-flugzeugbau.com. 
 
New EW MicroRecorder Gets IGC 
Approval 
 
 This is a new flight recorder about the size of a pack 
of cigarettes that runs off either its own internal battery or ex-
ternal power.   At a recording interval of 4 seconds, it will re-
cord 128 hours of flight, and its rechargeable battery allegedly 
will last for 120 hours before it needs to be recharged.  The 
recorder uses a USB rather than serial port.  Further informa-
tion is at http://www.ewavionics.com/. 

Soaring News 
 
Dust Devil Dash 
 
 The annual Dust Devil Dash will be held this year on Saturday, September 9, at Mountain Valley Airport in Tehachapi.  
This is a handicapped free distance contest. Registration starts at 9:00 AM, followed by the pilots meeting at 10:00 AM in the Ra-
ven's Nest Coffee Shop.  For information, contact Ian Cant, 25681 Paramount Drive, Tehachapi, CA 93561.  His phone is (661) 821-
6609, and his e-mail is iancant@inreach.com. 
 
 
Experimental Soaring Association – Western Workshop 
 
 The Experimental Soaring Association will hold its Western Workshop on Friday,  September 1, through Monday Septem-
ber 4, 2006 (the Labor Day weekend) at Mountain Valley Airport in Tehachapi.  The schedule is: 
 
Friday - Flying Day.  Dinner - Potluck BBQ at the Byard Hangar 
Saturday – Lectures, demonstrations & flying all day.  Dinner - Potluck BBQ at the Byard Hangar.   Auction to follow dinner. 
Sunday - Lectures & demonstrations all day.  Dinner - Banquet at the Byard Hangar. 
Monday - Flying day.  Business meeting in the morning if not held on Saturday or Sunday. 
 
 Questions?  Contact Dan or Janice Armstrong at armstronghagen@sbcglobal.net or 661-821-0346.  See the Association’s 
website at http://www.esoaring.com for the speaker list. 
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The Lady Is a Champ 
 
 A few years ago, Liz Schwenkler became only the second 
woman to ever win a day at a National soaring championship.  
This year, she  became the first woman to ever win a soaring na-
tional championship – she is the 2006 USA Open Class Cham-
pion.  She was up against formidable competition, with other pi-
lots in the class including Region 12’s own Garret Willat (who 
placed third), and former national Champion Ron Tabery.  
Schwenkler also placed fourth in this year’s 15 meter national 
championship in Montague. 
 
 
 
 
 
 
 
 
 

Tonopah 2006 
 
 The Las Vegas Valley Soaring Association has been 
making a week-long trip to Tonopah for the last twelve years.  
This year’s event was from July 8 through 16.  Non-members as 
well as members were welcome.  This year a dozen gliders at-
tended – five from LVVSA, four from Region 11 (Northern Cali-
fornia), and three from Region 12.  Dr. D (Frank Donnelly) did the 
towing. 
 The week started off too damp, and ended up too dry.  
However, there were several flights over 500 km.  The longest 
was Jack Harkin’s 756 km O & R to Wells.   None of the Region 
12 plots went that far, but they still had noteworthy flights.  Paul 
Robinson (YZ) set two Nevada Sports Class records on a 535 km 
out and return to Battle Mountain.  Greg Arnold (XD) flew a 644 
km two turnpoint task with the first turnpoint at Battle Mountain.  
Dave Raspet (SAS) flew a 530 km 3-turnpoint task.  And in his 
first flights outside Santa Ynez, college student Sean Ford (XD) 
had several 150 km flights.  Highlights of the week were several 
barbeques prepared by the ground-based members of the LVVSA 
group. 
 

2006 World Gliding Championships 
 
 The World Gliding Championships were held from May 28th to June 18th in Sweden.  Region 12’s Gary Ittner finished 
fifth in the 15 meter class.  Soaring conditions were difficult, as the area around the airfield had very weak conditions.  All pilots in 
the 15m class landed out at least once. 
 
Towplane at Bishop 

 There now is a second towplane at Bishop.   Rod (760-873-7500) still tows with his Husky, but when he is not available 
George Derrick (760-937-6615) takes over with his Maule.  

 

Liz Schwenkler wins the USA Open Class Competition. 
Garret Willat is third from left  

A5 getting ready for a tow at Tonopah. 



To all Region 12 members: Many soaring-related businesses support our efforts to revital-
ize and enhance soaring activities by advertising in Southern California Soaring.  Please do 
your best to return the favor. 

Editor: Greg Arnold - editor@socalsoaring.com 
 
Assistant Editor and Webmaster : Sean Ford - sean@socalsoaring.com 

 

Contact Us 

Thanks to everyone who helped with this issue. 

RESCO 
26500 West Agoura Rd. 

Suite 102-726 
Calabasas, CA 91302-2969 

     If you received an email notification that this issue was published, you are already part of our 
email address database, and nothing further need be done. If you did NOT receive our email an-
nouncement message, please send your email address to subscribe@socalsoaring.com so we may keep 
you informed when new issues are published, and of important Region 12 events.  
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