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1 Club Overview 

1.1 Club Overview 

a) The club’s history 
 
The NORTHERN CALIFORNIA SOARING ASSOCIATION is the combination of the Ames Soaring 
Club and the Northern California Soaring Association, the merger of the two clubs having taken place 
in January, 1994, after nearly 45 years of co-operative soaring in the San Francisco Bay Area. The 
clubs were merged to simplify governance, streamline operations and offer complete insurance (from 
Soaring Society of America) coverage to the several classes of pilots in the club. 
 
The Ames Soaring Club was founded in 1948 by employees of the Ames Research Center at Moffett 
Field. Its initial equipment included, naturally, war-surplus gliders, though more modern aircraft soon 
supplemented these. The ASC flew from various fields in the area of Fremont, including Warm 
Springs and Mowry Avenue (known as Center Field). Pressure to convert the open field land to 
housing and business forced the club to move several times and eventually led to the club leaving the 
area of Mission Ridge altogether. 
 
A site was found in the eastern Livermore Valley, which was at the time being used to test fly the 
Nelson Hummingbird Motor Glider, then in production in Hayward. At this time, the NCSA joined 
forces with the ASC, to provide the lease of the site, construct hangers, and supply the tow plane and 
its pilots, not only to the ASC but to members of the NCSA who owned their own sailplanes. 
 
This situation continued for nearly 35 years, until in 1989, the ASC/NCSA was forced to move, again 
due to land development pressure, and again eastward, to the Contra Costa County-operated airport 
at Byron, in the San Joaquin Valley. 
 

b) Overview of operations 
 
The NCSA is the only club in the greater San Francisco Bay Area that offers its members basic flight 
instruction as well as encouraging cross-country soaring flights. A student pilot who flies regularly 
may achieve his or her private license for half the cost of most commercial operators. The NCSA 
provides gliders for its members' rental, as well as basic and advanced instruction. The NCSA has 
several very experienced and well-qualified Federal Aviation Administration Certificated Flight 
Instructors. 
 
The NCSA, as noted above, operates out of Byron Airport. Some of the club's gliders may be moved 
in the summer months to the Sierra Nevada, to take advantage of the superb mountain flying, which 
is considered by many to be world-class. Usually, depending upon the needs of student pilots and 
pilots who prefer to fly locally, at least half of the fleet remains at Byron through the summer. The club 
operates on weekends at Byron, weather permitting, though weekday operations may be scheduled 
as demand and conditions warrant.  During the summer months, flights can also be enjoyed seven 
days per week in the Sierras. 
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c) Mission statement  
 
The NCSA's mission is to provide an environment in which pilots of all levels can learn and enjoy 
flying sailplanes in a safe, pleasant environment at reasonable cost year round.  We are a non-profit 
operation and members are expected to participate in regular activities and to help the club in 
whatever ways they can, depending on their skills and time available. 
 
In addition to making soaring affordable, the club setting offers social benefits, the camaraderie of 
other members and regular activities throughout the year, with barbecues at our Club House following 
October Fest, Safety Seminar, and Work Days.  Other activities include practice land outs, mini 
contests, Bronze Badge and cross-country ground schools and our Annual Meeting and Award 
Banquet. 
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2 Welcome to New Members 

Perhaps you have had a few introductory dual flights as a Trial Member and have now decided to join 
as a Full Member.  What happens next?   
 
First, you must complete the NCSA Application Form; give it to an instructor with a properly 
addressed check (see section 2.6 for details).  Officially, the Board must approve your application but 
unless you hear otherwise you can assume you have been accepted as a full NCSA club member.  

2.1 Congratulations and Welcome to the NCSA 
We, members of NCSA, welcome you to the club and wish you happy soaring experiences, whether 
you are a new or and experienced pilot.  We hope you enjoy your NCSA membership and we invite 
you to share your ideas and skills for the benefit of the club and fellow club members. 
 
You will need to become active in seeking out club resources to help you achieve your soaring goals.   
 
The following few steps will help you get started: 
 
Suscribe to the club’s email system so that you can send and receive emails about club activities, 
aircraft reservations, calendar, etc.  You can do this by sending an email to Mark Matthews at 
markm@xmission.com requesting to be added to the ncsoar@xmission.com distribution list.  Please 
note that you will only be able to send messages to the club email system using the email address 
you register.  
 
Mark will also add your email address to the distribution list of club’s Operations Calendar (powered 
by www.trumba.com).  Once registered, you will receive weekly emails with the club schedule for the 
next 2 weeks.  These emails list the Tow Pilot, Instructor and Field Manager schedule in a color-
coded format. 
 
It may take a while to find your way around the various club resources, understand what is expected 
of you, find out how to get the most out of the club, maximize your learning.  We encourage you to get 
to know some of your fellow club members and seek out early to those who can assist you.  The club 
operates in a very collegial fashion.  At the beginning the person who can steer you best is probably 
one of the instructors you have been flying with.  We encourage you to make it a priority to get 
acquainted with how the club operates, help on the flight line, and get started with your training if this 
is what you joined for. 
 
We strongly encourage that you read through this Manual as it is the best way for you to get most of 
the critical information about the club.  There is a lot of information in this Manual but here are a few 
practical points you need to know. 
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2.2 Safety in the Airport Environment 
 

a) Overall Environment 
Byron is a county Airport with a mix of all kinds of flight operations, a busy Parachute Jump School, 
no-radio aircraft, charter flights, jets, ultra light aircraft etc.  Good weather days make for very busy 
operations, where glider flights are squeezed in between opposite traffic Jump plane take-offs and 
aircraft practicing touch and goes. Both runways may be in use at the same time.   This situation 
creates hazards for glider pilots (especially early solo students) not present in an operation that has 
only gliders or light traffic.  While requiring extra caution, this environment is highly conducive for 
pilots to develop alertness and situation awareness early in their training.  Actually, NCSA instructors 
will not allow you to fly solo if you do not consistently demonstrate those skills. 
 
Awareness of the risks while participating in a safe operation should be paramount.  Mindfulness of 
what can go wrong needs to be maintained or complacency will set in. 
 
Good advice for the uninitiated is to, listen and observe more experienced members and comply with 
the club operating procedures outlined in this manual.  If in doubt, please ask questions and learn 
safe habits from the beginning.  Don't agree to help if you do not understand what is involved.  Take 
your time and do not hurry.  Try arrange your schedule so that you can fly regularly to make 
maximum progress. 
 
The Club has a Safety Committee with regular meetings to review any incidents, consider the 
pertinent factors and make recommendations to change procedures to improve operations and 
prevent recurrence.  If you see any situation or incident that seems unsafe, discuss it with your 
instructor or with the Field Manager.  The club Field Manager is the crewmember whose primary 
responsibility is conduct safe glider operations.  The many duties of the Field Manager are listed on 
our web site and are included in this Manual.  Every club member has a duty rotation about twice 
yearly as Field Manager and is assigned one day training as Field Manager trainee before he/she 
becomes the scheduled Field Manager on duty. 
 

b) Preflight 
Your instructor will demonstrate to you how to do a proper pre-flight on our Blanik L-13 glider or other 
gliders.  First review the notes on the "Squawk Book" located in the turtle deck of the glider and use 
the preflight checklist provided as a guide.  This is one of the most important lessons and will need to 
be repeated a few times.  It will help if you review the Blanik manual ahead of time.  It can be found 
by following this link: 
 
http://www.cachesoaring.org/aircraft/n99951/Blanik%20Manual.pdf 
This document may also be available on our website. 
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c) Ground Operations 
Gliders are fragile on the ground and must be handled with care, especially when the wind is blowing. 
Your instructor and your fellow pilots will show you how to handle them.  Each type of glider has its 
special characteristics and recommended handling.   For example, the Blanik is particularly 
susceptible to weathervaning (turning into the wind like a wind mill).  This can lead to a loss of control 
of the plane by the ground crew and damage to the aircraft.  The person “walking the wing” is the 
person steering the glider on the ground.  It is absolutely essential the wing walker is holding the 
downwind wing when a golf cart is pulling the glider.  This is the only way to control the glider’s speed 
and direction on a windy day.  If there is a strong wind, more ground crew will be needed:  one person 
at the tip of each wings and potentially another person one person in front to prevent the glider from 
running away.  Under extreme conditions it may be necessary to have one person sitting in the glider, 
keeping the airbrakes open, ready to use the wheel brake or release handle while holding the rudders 
and stick to prevent the controls from hitting the positive stops.  The driver of the golf cart must also 
be carefully briefed about how to monitor the ground tow, while keeping a steady walking pace and 
safe distance from obstacles. 
  
If you are asked to help tow a glider to the launch area or retrieve one after landing; you need to be 
briefed about how to do it safely.  In general do not walk in front of any glider in which a pilot is sitting 
or which is being towed.  As an initiated, do not walk on to the runway to help push a glider without 
being told how to do it and where to look to confirm that there is no air traffic.  Don't hook up a tow 
rope to a glider or agree to run a wing unless you have been carefully briefed and are being 
supervised as the launch can easily get out of control.  It will help if you study the SSA Wing Runner 
Course, (link listed in section h) below), and the visual launch signals, which is required of all new 
students.  The person running the wing should do so only from the taxiway side of the runway. 
 
Tow planes are dangerous, as you may not see the propeller turning.  If you need to approach a tow 
plane, do so from behind and to the side so that the pilot may see you. 
 

d) Hanging out at the flight line 
 
You will get most benefit from the club if you can find the time to take lessons frequently, if possible 
weekly and if you can plan to spend several hours at the airport, before and after your lesson, getting 
to know the people and helping your fellow club members on the flight line.  Find out who is the "Field 
Manager" and ask him/her how you can help.  You'll learn a lot about soaring just by listening and 
talking with fellow club members.  Private glider owners will be grateful for your help when they are 
ready to assemble or disassemble their gliders.   
 
There are incidental learning benefits in the participation on the flight line as the newer members 
learn from the more experienced. The newer students also enjoy, and learn from, watching their 
fellow students performing an exercise and critique the result.  General glider related tasks include 
rope break simulations, abbreviated landing, landing on a different runway, cross-wind landing, etc.  
Simply listening to communications with other aircraft using the airport while watching for traffic in the 
pattern, or just watching how gliders take off and land is part of the learning process. 
 
We have good relations with all who share the Byron runways with us, and in turn our courteous 
communications result in others letting our gliders sequence into the busy pattern with minimal 
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disruptions.  We learn to listen to other traffic, in particular to the Jump Plane/s (called "Elevator") as 
they take off and land frequently and generally use the Runway 12, which is opposite to the one we 
are using (Runway 30).  See airport diagrams in section 3.3. 
 
There is sky jumping activity at Byron and you need to know which airspace you cannot enter.  There 
is information on the subject in section 3.3b) in this manual.  There is also a chart posted in our Club 
House (trailer) showing the jump area/s. 
 

e) Physical Comfort at the Airport 
You need to prepare yourself for the changing conditions in the Byron airport environment during the 
different seasons; mostly sun and/or wind. Always bring drinking water, to take with you in the glider 
and to drink during the day.  Think about your physical comfort first.  Bring a lunch, which you may 
keep in our club house refrigerator. 
 
Use sunscreen, preferably below your eyes so that you will not be blinded if perspiration makes the 
lotion run down your face.  Long sleeves, long pants and a sunhat will help with sun protection.  Your 
hat should provide glare protection but not have a brim so wide that your back seat instructor cannot 
see around it.  If you wear a baseball cap, remove the button on top so that it does not break the 
glider’s plexiglass canopy if you fly through turbulence.    
 
You will need to drink water regularly, especially on hot, dry days.  Your mental as well as physical 
condition will be affected by dehydration without your being aware of it.  Monitor your own condition 
and watch for fatigue, take rests in our club house or in the Terminal Building if you feel like it.  This is 
particularly important during your first weeks and during hot days.  There is stress, which may come 
with learning a new skill, and your physical and mental condition will affect your learning and your 
safety. 
 

f) Instruction 
NCSA has many highly qualified FAA certificated glider flight instructors, each officially scheduled on 
different operating days.  Other non-scheduled instructors may also be present.  You will find it useful 
to check our Operations Calendar, available on our website www.norcalsoaring.org to see who is 
scheduled on the day you can come.  You can also access the calendar directly by following the 
following link: 
 
http://www.trumba.com/calendars/NCSA-Operations 
 
It is also advisable to contact that instructor before the weekend so that he/she may plan to tailor 
some flights to your own individual learning needs.  Email contact and phone numbers are on our 
website. 
 
Each instructor has a different teaching style and way of teaching certain maneuvers.  If this is 
confusing you please talk to your instructors about it.  Students generally benefit from being exposed 
to different instructors but there are certain phases of the curriculum when it may be helpful to stick to 
a specific instructor for a while, but this is entirely up to you. 
 
New students typically ask how long the training can be expected to take.  It is very difficult to answer 
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this question, as circumstances vary so broadly.  Age, motivation, natural aptitude, frequency can all 
influence progress.  Most students who can fly at least one day a week can solo in 30-50 flights.  We 
have no ground school but support students through a self-study process.  Many commercially-
available manuals, books and classes are available.  Discipline will have a major impact on how 
quickly a student works through the theoretical curriculum. 
 
You will need to apply to your local Flight Standards District Office for a Student Pilot License before 
you can solo.  Please do not let this formality delay your progress; contact them as soon as practical.  
The link for the Oakland FSDO is:  
 
http://www.faa.gov/about/office_org/field_offices/fsdo/oak/ 
 
Most of our students take their Private Check Ride at Byron with FAA Designee Examiner Dan 
Gudgel, is an instructor at the Avenal soaring club. A few take their checkride in the summer at 
Truckee with Mike Johnson.  Usually we take 3 gliders to the Sierras for Intensive Soaring Camps at 
Air Sailing.  We then relocate the gliders to Truckee (Lake Tahoe area) for the rest of the summer.  
 

g) Study Materials 
This is the list of “must have” materials for NCSA students: 
 

 A copy of the Blanik L-13 Notes 

  http://www.cachesoaring.org/aircraft/n99951/Blanik%20Manual.pdf 

  This document may also be available on our website. 

 San Francisco Terminal Area Chart 

 “FAA Glider Flight Training Handbook” (available for through Amazon.com) or at this link:  

 http://www.faa.gov/library/manuals/aircraft/glider_handbook/media/faa-h-8083-13.pdf 

 “Glider Basics - 1st Flight to Solo" by Thomas Knauff 

 Or, if you have a power license: "Transition to Gliders" (available through eglider.com or through 
the SSA.org website) 

 “Learning to fly Gliders" by Bob Wander 

 FARs and Airman's Information Manual available from the FAA 

 
You will find some other useful books in our clubhouse, such as: Gliding, by Derek Piggott 
Stick and Rudder, by Langewiesche; Flight Training Handbook; Joy of Soaring. 

h) Training Web Links 
NCSA does not organize a structured ground school though often instructors will gather students to 
discuss pertinent subjects.  Instructors will suggest relevant study materials and answer questions. 
Purchase the books mentioned above and develop a routine plan for regular self-study.  Use a 
notebook and after a flight lesson, get into the habit of writing down what you did, what you learned, 
questions you have and what you want to focus on for the next lesson.  Instructors will be pleased 
when you come prepared for a lesson. 
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Here are a few links to pertinent subject material for you to get started on in your study: 
 
SSF - Soaring Safety Foundation has a visual link with ground signals: 
 
http://www.soaringsafety.org/pilots/ic6.htm 
and another web site for Signals when airborne: 
http://www.soaringsafety.org/pilots/ic7.htm 
 
SSF also has a good online "Wing Runner" course for ground handling:  
http://www.soaringsafety.org/school/wingrunner/toc.htm 
 
Ground School 
http://dauntless-soft.com is a ground school software program – there is a fee. 
 
Gleim non-airplane questions and answers from the Gleim website – may still be free 
http://www.gleim.com/aviation/naqas/?PHPSESSID=d1e61460912fb4b93a51679d49456445& 
 
General Curriculum 
Dan Gudgel, the FAA Examiner Designee, who comes to Byron at our request to administer Pilot 
Check Rides, is based at Avenal.  The Syllabus and Basic Lesson Plan format used by Soar Avenal 
instructors is found at this Web Site: 
http://www.soaravenal.com/Ppglider.pdf. 
 

i) Club Activities 
Last but not least, make sure you note the dates of NCSA's activities during the year.  We have two 
work days annually, one in the spring and the other in the fall, where all members participate in 
getting the gliders washed, polished and waxed before and after our summer flying.  Minor 
maintenance is also done on work days.  We have a barbecue on workdays as well as after certain 
other events, such as October Fest and our Annual Safety Seminar, which is held in the early spring.  
Then we have an Annual Meeting at some off-airport location very early in the year, with a Banquet 
and club awards for the previous year's accomplishments. 
 
As you will see by reading the Member Manual, there are many opportunities for you to participate 
more actively in NCSA.  Every aircraft and piece of club equipment has a Crew Chief assigned, who 
keeps track of maintenance for example.  If you see something that needs attention, feel free to talk 
to the crew chief about it.  You can even volunteer to help solve the problem.   
 
Every year we elect a Board - 9 members total- and are always encouraging new members to 
volunteer to serve on the Board.  Think about your skills and how you could contribute to improve the 
club. 
 
We hope you will find this introduction to NCSA helpful and can now make a study schedule for 
yourself with a plan for regular flight training.  There is a lot to learn and every step in the learning 
process may be demanding but should be fun and rewarding as well.  Your instructors and Board 
Members appreciate your feedback and suggestions as to how to assist your progress and enjoyment 
in your club membership. 
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2.3 Management & Member Responsibilities 
The club is governed and managed largely by an elected Board of Directors.  The list of NCSA’s 
Directors is provided below. 

a) Board of Directors 
 

Position Individual 

President Bill Levinson 

Vice-president Monique Weil 

Secretary Yuliy Gerchikov 

Treasurer John Randazzo 

Chief Tow Pilot, Chief CFIG Mike Schneider 

Maintenance Chief. Charlie Ferguson 

Web master Shannon Madsen 

Club member Lee Grisham 

Club member Sebastien Belanger 

 

b) Flight Safety Committee 
D. Safety Committee and Flight Rule Violations:  
 
As defined in the NCSA Flight Rules, the Safety Committee is composed of three members and is 
chaired by the Vice-President of the Club. (As of the most recent Safety Committee Meeting, October 
10, 2005, there were 5 members:  

Position Individual 

Chair Monique Weil 

Member Mike Schneider 

Member Bill Levinson 

Member Ken Pruchnick 

Member Boris Deianov 

 

The purpose of the Committee is to assure that the equipment meets FAA standards and to examine 
all flight rule violations reported to it, and report the facts to the Board of Directors. The Safety 
Committee may take the following actions: 
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1. Investigate accidents and incidents,  

2. Call witnesses,  

3. Require additional instruction,  

4. Impose flying limitations,  

5. Ground or un-ground a member,  

6. Require a written report,  

7. Recommend changes in operating procedures. 

Any member violating the FAR or NCSA rules may be grounded. The following have the authority to 
ground club members for a maximum of 15 days: 

1. NCSA Instructor  

2. NCSA Field Manager 

The Board of Directors will review and be the final authority on any action against Club pilots involving 
violations or non-compliance with published Club rules, regulations or By-Laws, or other action by the 
pilot deemed to be contrary to the Club's best interest. The individual will be given the opportunity to 
defend his/her actions before a Board of Directors. 

Use of club ships following an accident or incident by a club member requires a review with a club 
instructor and/or the Safety Committee. 

List of Club Instructors: 

Position Individual 

Chief Instructor Mike Schneider 

Instructor Buzz Graves 

Instructor Dave Cunningham 

Instructor Monique Weil 

Instructor Richard Pearl 

Instructor Rolf Peterson 

Instructor Borislav Deianov 

 

c) Special Responsibilities 
In addition to Directors a number of individuals in the club contribute to the organization by putting a 
craft or talent to the benefit of the club or simply be getting involved in certain club activities.  These 
people are a great resource for members on a variety of topics.  Please do not hesitate to contact 
them with questions, comments or concerns pertinent to their functions. 
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Special Responsibility Individual 

Byron Airport Liaison Bill Levinson 

Club Scheduling Monique Weil 

Calendar Systems Sebastien Belanger 

Website Shannon Madsen 

Batteries Lee Grisham 

Golf carts Rich Miller 

Clubhouse open 

Oxygen systems Ken Pruchnick 

Radios Ken Pruchnick 

Soft drinks Mike Schneider 

ASA liaison Monique Weil 

FAA liaison Monique Weil 

Parachutes Peter Kelemen 

Data logger Morteza Ansari 

 

d) Maintenance coordinators 
 

Responsibility Individual 

General Charlie Ferguson 

Tow plane (16Y) Mike Schneider / Bill Bullis 

Blanik L-13 (AS) Charlie Ferguson 

Blanik L-13 (EV) Lee Grisham 

Grob-103 (81C) Shannon Madsen 

Grob-103 (FB) Bill Levinson 

Grob-102 (SS) Morteza Ansari 

Schweiser 1-26 (N72) Buzz Graves/Scott Stiehr 

Trailers Dave Stiehr 

Golf carts Rich Miller 
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2.4 Club Rules 

a) Flight rules summary 
The table below summarizes the club flight rules by soaring activity: 
 

Soaring Activity Requirements 

Flying with an instructor 

 Be familiar with ground operations, 
 Be familiar with ground signals 
 Be familiar with tow plane signals 
 Be familiar with basic checklists 
 Be familiar with emergency procedures 

Flying solo 

 FAA requirements 
 Receive solo endorsement from a club instructor 
 Hold a Student Pilot Certificate (FAA) 
 Be supervised by an instructor on site 

Flying at remote site 
 NCSA Instructor check-out and endorsement. 
 Local instructor check-out is acceptable if no NCSA 

instructors are available. 

Mountain Flying 
 Check out on oxygen system. 
 Altitude chamber training required for flights above 

18,000ft 

5 hour Duration Attempt 

 Have previously made at least two one-hour flights. 

 Ensure that an official S.S.A. Observer (S.S.A member 
with a soaring C badge of Silver or better badge leg) is 
available to certify the flight. 

 Determine that the aircraft to be used is not reserved  

 

 
The table below summarizes the club flight rules by aircraft type: 
 

Aircraft Type Requirements 

Tow plane 
 FAA requirements 
 Endorsement for type and tow from Chief Tow Pilot  

Schweiser 1-26E 
 Club requirements for solo flight 
 Endorsement for type by a club instructor 
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Blanik L-13 
 Fly with an instructor or meet requirements for solo flight 
 Endorsement for type by a club instructor 

Grob 102 
 Hold a glider pilot license 
 Endorsement for type by a club instructor 

Grob 103 
 Fly with an instructor or hold a glider pilot license 
 Endorsement for type by a club instructor 

 

b) Meeting Schedules 

Meeting Interval / Timing 

Board Meeting  Every 3 months 

Flight Safety Committee  1-2 times a year or as needed. 

Instructor Meeting  Annually or more frequently 

Annual Meeting  Annually 
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2.5 Flight Rules Full Text 
Northern California Soaring Association Rules Governing Flight Activities 
 
Revised 8/31/ 2003 
Revised 5/9/2005 
Revised 5/2/2006 per Board approval 
 
Governance 
These rules are governed by the Board of Directors. They may be changed when necessary with the 
approval of the Board of Directors acting with the Flight Safety Committee. The members shall be 
notified of any change of these rules. 
 
Member Responsibilities 
Members shall be individually responsible for familiarity and compliance with these rules and 
procedures. As provided in the Club By-Laws, members not complying with rules or regulations of the 
Club, NCSA or FAA may be expelled from the Club.   
 
Please DO read and remember the rules. 
 
Please DO NOT show up late and expect accommodations. 
 
Please DO cancel your reservation if you cannot make it. 
 
Please DO NOT assume that someone else will take care of a problem. 
 
Please DO arrive early and help with operations. 
 
Please DO NOT forget that Club soaring is a cooperative effort. 
 
Please DO stay late to assist if needed. 
 
Situations Not Covered by the Rules 
The rules have been designed to make the conduct of club flight operations as smooth as possible. 
For convenience, the rules have been stated simply and do not cover every contingency. Individual 
problems usually can be solved in a sportsman-like manner using common sense and good will. The 
following guidelines provide a general framework for club operations: 
  
The exercise of good judgment by club members is a fundamental strength of the club. The rules are 
intended to provide guidelines for exercising good judgment. 

a) Pilot Rules 
To fly an NCSA aircraft, the pilot must meet the following requirements: 

 The pilot in command must be an NCSA member with flying privileges in good standing. 

 All pilots must meet the proficiency requirements under Section B below and be qualified to fly the 
aircraft under Section C. 

 All pilots must comply with the current F.A.R.'s. 
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 All pilots must follow the flight and field rules in effect at the soaring site where Club equipment is 
used.   

 Pilots flying club aircraft are to remain within conservative glide of a suitable landable area. 

 No flights shall be made for hire, although passengers may pay tow fees and/or flight charges. 

b) Pilot Proficiency 
1. New members: 
A prospective member, whether a licensed pilot or not, and before the membership application is 
considered by the Board of Directors, must take a check ride with an NCSA Instructor who will report 
to the Board on the applicant's proficiency. 
 
b. When the new member is accepted, he/she will be checked out by a Club instructor to fly the 
aircraft matching his/her skill and experience as per Section C. 
 
2. Current Members: 
 
a. Licensed Pilots: 
 
i. Flying privileges must be renewed annually by a check ride with a Club Instructor, recorded in the 
member's log, to demonstrate proficiency. This check ride is due in the month of the member's 
birthday, but may be taken up to two months in advance. A new member joining within six months of 
his/her birthday may skip the first birthday check ride. A list of member's birthdays is posted in the 
lounge and maintained by the Safety Committee. The Instructor will enter and initial the date of the 
check ride on the list. 
 
ii. Any member not a student pilot, who has not flown any glider within the past 90 days, must have a 
satisfactory check ride with a Club Instructor before being considered proficient. 
 
b. Student Pilots: A student pilot is defined as a member who does not hold a Private Pilot--Glider 
rating or better. 
 
i. All soloed students must have logged dual flight instruction within the preceding 60 days to operate 
Club aircraft. 
 
ii. Students may fly solo ONLY under the direct supervision of an Instructor. It is the student's 
responsibility to arrange for the instructor's supervision before flight, and to land before the 
supervising instructor leaves the field. 
 
iii. A student shall have demonstrated knowledge of F.A.R. Part 91 and other basic ground and flight 
skills to an NCSA Instructor by passage of a standard written test. The contents of the test are to be 
determined by the instructors. 

c) Pilot Qualifications for Flight in Club Equipment  
Before soloing any Club aircraft for the first time, members must receive a check-out from a Club 
Instructor covering preflight inspection, operating characteristics and limitations of the aircraft to be 
flown. This check-out must be recorded in the member's log. 
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The Board of Directors may require a Private Pilot Glider or better, and/or appropriate experience 
minimums, for operation of designated Club aircraft. 
 
Passenger carrying in two-place aircraft: 
Passengers may be carried in the front seat of a two-place aircraft only if a Club Instructor has given 
dual flight instruction with the member operating the aircraft from the back seat, and has endorsed the 
member's logbook for such operation. 
 
Instruction in a club aircraft: 
Only instructors who are members of the NCSA may give instruction in the club-owned aircraft, an 
insurance policy requirement. 

d) Safety Committee and Flight Rule Violations 
As defined in the NCSA Constitution, the Safety Committee is composed of at least three members 
and is chaired by the Vice-President of the Club. The purpose of the Committee is to assure that the 
equipment meets FAA standards and to examine all flight rule violations reported to it, and report the 
facts to the Board of Directors. The Safety Committee may take the following actions: 
 

 Investigate accidents and incidents,  
 Call witnesses,  
 Require additional instruction,  
 Impose flying limitations,  
 Ground or un-ground a member,  
 Require a written report,  
 Recommend changes in operating procedures. 

 
Any member violating the FAR or NCSA rules may be grounded. The following have the authority to 
ground club members for a maximum of 15 days: 
 

 NCSA Instructor  
 NCSA Field Manager 

 
The Board of Directors will review and be the final authority on any action against Club pilots involving 
violations or non-compliance with published Club rules, regulations or By-Laws, or other action by the 
pilot deemed to be contrary to the Club's best interest. The individual will be given the opportunity to 
defend his/her actions before the Board of Directors. 
 
Use of club ships following an accident or incident by a club member requires a review with a club 
instructor and/or the Safety Committee. 

e) Use of Aircraft 
Members using club aircraft shall be responsible for preparing the aircraft for flight, for making a 
thorough preflight check, for properly securing the aircraft after flight, for proper log entries, and for 
routine maintenance and housekeeping duties. Each aircraft has a maintenance chief assigned by 
the Board of Directors. He/she is responsible to coordinate maintenance, annual checks, etc., but all 
members are expected to help maintain all aircraft. 
 
Preflight: As per the F.A.R.'s, each pilot-in-command should ensure the aircraft is in airworthy 
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condition. This check shall include: visual inspection of the entire aircraft with emphasis on all control 
surfaces, full-travel actuation of all controls including spoilers, brakes, and tow cable release, and 
visual inspection of tire inflation; a positive control check prior to the first flight of the day.  If any 
unsafe or questionable condition is found, it is the pilot's responsibility to immediately ground the 
aircraft and either resolve the abnormal condition in accordance with the F.A.R.s or post notice on the 
aircraft plainly visible to prevent its use until the unsafe condition has been corrected. Any member 
pilot has the right to ground the aircraft at any time. All problems shall be reported to the respective 
maintenance chief.  After assembly, a knowledgeable individual shall perform a Critical Assembly 
Check.  
 
Each member is responsible for the care of the equipment during his/her use, from preflight to the 
time the aircraft is turned over to another member or secured. 
 
Each member using the equipment, be it a sailplane and its installed instruments, radio, etc., or 
auxiliary equipment such as battery, trailer, crew radio or barograph, must strive to return it in the 
same condition, or better, in which it was received. Minor repairs or improvements may be made 
within the individual's competence. In any event he/she must report malfunctions and damage to the 
plane's crew chief, or, if not available, an NCSA Board member. In the event of loss or damage 
he/she should be prepared to actively participate in repair, replacement, or restitution, as appropriate. 
As stated in the By-Laws, Article VI, a member may be assessed for up to the uninsured, non-
reimbursable cost of accidental loss.  Members may be assessed up to $1,000 in the event of an 
accidental loss (per May 7,2005 Board decision) regardless of whether NCSA decides to make an 
insurance claim. 
 
Pilots and passengers shall wear parachutes on all flights unless the pilot or passenger is incapable 
of properly fitting in the sailplane wearing a parachute. All persons wearing a parachute shall be 
briefly shown its proper use. The pilot shall verify that the parachute repack has not expired. 
 
An initial local area checkout or area familiarization is required with an instructor logbook 
endorsement prior to flying a club ship at a remote location when possible. An annual proficiency 
check with a logbook endorsement is required each year prior to flying club ships at remote sites 
(Truckee, Minden, ASI, Avenal) for pilots with less than 100 hours glider. Criteria for endorsement: 

 Must fly dual with an instructor (NCSA or other designated instructor); a ground checkout is 
insufficient -- the number of flights at the discretion of the instructor 

 Brief on local standard operating procedures and any deviations unique to the local area -- 
emergency land-out areas for example 

 Brief on suitable out of area landing sites 

 Review mountain flying awareness 

 Review traffic patterns both glider and power 

 Review takeoff and emergency procedures unique to that area 

 Perform non altimeter and crosswind landings (if crosswind practice is not possible, ground 
instruction may be substituted) as well as different and unusual approaches 

 
This review can be accomplished in a non-NCSA glider or with a designated non-NCSA instructor.  
However, the review is best completed in the glider that is to be flown.  The NCSA safety committee 
is authorized to waive this local area checkout endorsement upon an individual's special request. 
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Any questions should be directed to the NCSA safety committee or NCSA board. 

f) Use of Golf Carts 
Golf carts should be driven by licensed drivers or by others checked out by club members familiar 
with golf cart operations and glider ground towing procedures or under direct supervision of an adult. 

g) Priority and Duration 
While at the home airport, club equipment shall, in general, be used on a scheduled time basis (see 
also Section K, "Special Flight Activities"). A reservation sheet shall be prepared for each day of flight 
activity and will be posted near the office telephone. The following rules shall apply to the scheduling 
of club equipment: 

 Flight time on weekends and holidays can be scheduled in advance for one time only. 
Reservations may be made up to eight days in advance, either in person or by telephone. 

 Each reservation shall entitle a member to the use of the aircraft for one hour from takeoff to 
landing, or other period of time as per individual aircraft. If no one is waiting or scheduled to use 
the aircraft at the time of takeoff, the flight duration may be extended. Fixed duration limits will be 
waived if radio or suitable signaling system is in use (see Section I, "Radio Rules"). 

 Members shall be present on the field well ahead of scheduled time; otherwise reserved times 
may be forfeited. 

 In case of heavy tow activity on the field, the schedule may slip. In such cases due consideration 
to other members waiting to fly is expected by everyone. Reasonable and necessary schedule 
"slippage" will be allowed for, but in no event shall duration exceed one hour when others are 
waiting to fly. 

 Dual instruction and check flights with the Club Instructors have priority until 1 PM. Scheduling of 
such flights is by arrangement with the Club Instructors. 

 
The Cone Rule 
The intention of the cone rule is to allow club ships to have multiple flights even on days when the 
waiting line is long. The cone rule is designed so that ships may take another tow after a minimum of 
one hour. The cone represents the ship. It can be placed in line as soon as the ship takes off, only by 
the next scheduled pilot for the ship. THE ONLY PERSON WHO MAY PLACE THE CONE IS THE 
NEXT PILOT WHO lS SCHEDULED TO FLY THE SHIP. If you intend to fly an NCSA ship on a busy 
day, then you should be on the field and prepared to move and place the cone at least an hour before 
your scheduled flight. 
 
If the ship lands in less than an hour, even if the cone has reached the top of the line, the ship must 
wait until the hour is up if other ships are waiting. The cone may remain at the head of the line until 
the hour is up. Of course, if no ships are waiting, the one hour rule is not applicable. 
 
If, after an hour, the cone has not worked its way up to the top of the line, then the ship is not required 
to land until the cone is in the second position in line. This allows for longer flights and shorter 
turnaround times on days when the waiting line is longer than an hour. 

h) Radio Rules 
The Club will make every effort to always provide a working radio in each club aircraft. This requires 
cooperation from all the members. 
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Always turn off the radio and other electric apparatus when you are not in the cockpit. 
When you secure a ship always connect the battery charger, removing the battery if needed. 
Be gentle with knobs and switches on the radio. They are more sensitive to damage than anything 
else in the ship. Report any malfunctions.  Use the radio according to F.C.C. rules. For example: 
 

 Identify your glider using the registration number 

 Be brief in your message. 

 
The radio may be used to check if any other member is waiting for the ship (call before your time is 
up). The radio in the club house may be used to call a club ship. 

i) Oxygen Use 
Supplemental tank-carried oxygen will be used by NCSA pilots when flying at altitudes which require 
its use, per F.A.R. requirements. 
 
Members who fly at altitudes higher than 18,000' are required to have attended a high altitude FAA-
USAF physiological training course. 
 
If oxygen is to be used during the flight, the pilot must get a thorough briefing on the oxygen system 
of the plane to be flown from a pilot experienced with that system. Passengers must be shown how to 
use the system. 
 
For flights over 18,000' MSL the pilot must have a back-up oxygen system and be familiar with its 
use. The Club owns several non-refillable oxygen bottles which can provide an emergency oxygen 
supply of not more than 15 minutes. 
 

 Safety Considerations: 

 Keep grease and oil away from oxygen equipment, thereby avoiding a spontaneous explosive 
mixture. 

 Keep the masks or nasal cannulas clean -- before and after use. Do not fly with faulty equipment. 
Ensure that there are no punctures in the re-breather bag. 

 Use the proper tools when handling fitting -- wrenches, rather than pliers. DO NOT FORCE THE 
FITTINGS INTO THE BOTTLE. 

 After filling or servicing, listen and inspect for leaks before each flight. This may be done by turning 
the bottle on and off again with the regulator closed and watching the pressure indication on the 
regulator. If the line pressure drains to zero in one minute or less, the system is leaky and flight 
should not be attempted until the leak is found and corrected. 

j) Barograph Usage 
The club owns a Replogle barograph for use on Badge flight attempts. The club stocks the barograph 
box with seals and pressure-sensitive paper. If you use the last of either of these items, please order 
replacements from the S.S.A. and leave a note that you have done so in the box. The barograph 
requires yearly calibration; the calibration trace is kept in an envelope so marked in the box. This is a 
fragile instrument, treat it with care. Make sure that it is firmly tied down in the plane before flight, lest 
it bash into another fragile instrument -- your head. 
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k) Aerobatics 
Aerobatic flight is encouraged in club aircraft within the operating limitations of the manufacturer, 
provided the proper instruction is received for the maneuver to be done. A member must receive 
endorsement from a Club Instructor for each maneuver to be done in a Club plane. This endorsement 
must be updated each year at the time of a member's birthday check. 

l) Special Flight Activities 
The rules and procedures set out here are intended to govern the use of club aircraft for five hour 
duration attempts, for cross-country flight, for contest participation, and for activities based away from 
the home airport. It is generally agreed that these special activities can contribute much to member 
enthusiasm and club esprit-de-corps. Conformance with these rules is necessary to prevent inequities 
and unfairness in use of the equipment. Some of the rules governing duration and cross-country 
flights may not apply when these flights originate away from the home airport. 
 
Five-hour duration attempts 
 
A solo flight of five hours from time of release is one of the tasks prescribed for the FAI Silver soaring 
badge. These rules are intended to govern flights made as attempts to satisfy the Silver badge task. 
Pilots proposing to attempt a duration flight shall satisfy the following requirements: 
 

 Have previously made at least two one-hour flights. 

 Ensure that an official S.S.A. Observer (S.S.A member with a soaring C badge of Silver or better 
badge leg) is available to certify the flight. 

 Determine that the aircraft to be used is not reserved. If reserved, obtain a release and verify that 
the other club aircraft are available. 

 
All five hour duration attempts shall be entered in the aircraft logbook as such. In the event two or 
more members wish to make a duration attempt at the same time, priority shall be yielded by those 
who have made the most recent past attempts. Any necessary interpretation of these shall be make 
by the ranking NCSA officer present. 
 
Cross Country Flights 

A cross-country flight is any flight in which can reasonably be expected to entail a significant possibility of a 
landing away from the airport.  These rules are intended to govern all solo cross-country flights.  Pilots 
proposing to attempt a cross-country or distance flight shall satisfy the following requirements. They must: 
 
Meet the requirements of the S.S.A. Bronze Badge or equivalent and have a sign-off from a club instructor 
as a prerequisite to fly cross-country solo flight in Club aircraft.   Dual and supervised cross-country training 
with a qualified instructor is encouraged. 

 Give priority to FAI badge attempts flights. 

 Make arrangements for a retrieve, including crew, tow vehicle and trailer in good operating 
condition, in advance of any cross-country flight. 

 Make sure that the aircraft to be used is not reserved by other members. 

 Meet the criteria for an initial solo cross country log book endorsement.  Such endorsement shall 
include the items listed below: 
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 Low energy accuracy landings; crosswind landings 
 Defining suitable off-field landing sites as appropriate 
 L/D, speeds to fly, altitude for safe landings 
 Weather conditions for the day 
 High-altitude mountain flying awareness (incl. hypoxia, dehydration, hi/low temp) 
 Non-altimeter and crosswind landings (if crosswind practice is not possible, 

ground instruction may be substituted) as well as different and unusual 
approaches 

 Ground handling operations in high wind and exposed conditions 
 Minimum five hours solo at Truckee or other remote site including 10 flights in 

glider make and model 
 Minimum of one dual cross-country flight with a club instructor 

 
Cross country flight using club ships is encouraged by NCSA instructors as well as is team flying with 
more experienced pilots. Club members are expected to take the initiative, coordinating ahead of time 
and completing the required cross-country checkout before the proposed day of flight. 
 
Use of Equipment at a Remote Location 
Trips by members to other soaring sites have been great social and soaring successes. Such use of 
club equipment is encouraged under the following rules: 
 
a. Approval of a majority of the Board of Directors shall be gained at least 14 days in advance of 
departure. The Board must, at the time of approval, formally establish the means of transporting the 
aircraft to and from the distant location. The exact date of departure and return as well as the 
amounts of transportation to be assumed by the club will be determined. These conditions will be 
posted in the clubhouse at least 10 days prior to departure. 
 
b. At least one aircraft will remain at the home airport if the field remains open for flight activity. 
 
c. All members shall be invited to join any proposed trip. Members instigating any such trips are 
obliged to extend invitations to all other eligible members of the Club. Student pilots deemed qualified 
by their instructor may also participate. 
 
d. Aircraft shall be transported on the trailer designed for the aircraft to be carried. The driver of the 
tow car must verify the road-worthiness and legality of the trailer/tow car combination before 
departing. 
 
e. Equipment away from home shall, in general, be used according to rules set up for the occasion. 
Priority and duration rules can be altered by a majority rule of participating members. 
 
f. Members flying at a remote site for the first time should make every effort to get a local area 
familiarization flight before solo flight in the area is attempted. 
 
g. Members participating in trips shall be responsible for cleanup and rigging of the aircraft on return, 
and for any extraordinary costs involved in trips (tie-down charges, oxygen, damage repair, etc.). 
 
h. Any damage to an aircraft or trailer, incurred while away, remains the responsibility of all the 
members taking part in the trip, unless directly attributable to a specific member or members. All 
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damage must be reported to the maintenance chief for that aircraft as soon as possible and shall be 
repaired as soon as practical.  Members taking part in the trip shall repair or arrange for repair of any 
minor damage. 
 
Participation in Contests, Fly-days, Wave Camps, etc. 
 
The Board of Directors may authorize the use of club equipment in contests. Use of club aircraft at 
other events is encouraged and shall be governed by the rules under “Use of Equipment at a Remote 
Location” section above. 
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2.6 Club Fees and Billing Process 
 

a) Fee Schedules 
Fee schedules vary depending on membership status.  The following sections outlines all the different 
membership options and their fee schedule.  Upon joining, or changing your status, please make your 
check payable to Northern California Soaring Association and bring it to the clubhouse or mail it to:  
John Randazzo ; 8 Little Creek Court; San Ramon, CA 94583. 

 

Trial Membership 
The club structure does not work for everyone, either because of personality or lack of time to devote 
to it.  This plan allows people to join the club for one month for a fee of $100 to get a feel for gliding 
with the NCSA before securing a full membership.  Under this program, pilot or prospective pilots are 
allowed to use club equipment, get aerotowed and receive instruction at the rates enjoyed by 
members with the following limitations: 
 

 DURATION: The trial membership is valid for 8 weekend days on which flying is possible. If there 
are more than 2 days in which a trial member cannot fly for reasons beyond his/her control, (such 
as instructor or glider unavailable, no tow plane or pilot, holiday weekend, etc.), then the-
membership will be extended to make up a maximum of six flying days 

 FLYING LIMITATIONS: The trial member can fly with an instructor or as a passenger only.  The 
trial member will not be permitted to fly solo or as Pilot In Command. 

 PAYMENT: The trial member will be responsible for aircraft usage, aerotow, and instruction 
charges. Under the club’s billing process, these charges will be billed to the instructor or member 
flying with the trial member.  The trial member must reimburse the pilot or instructor for these 
charges. 

 PAYMENT: Payment will be made to the NORTHERN CALIFORNIA SOARING ASSOCIATION 
(NCSA) prior to any flights being made under this trial membership plan. The $100 fee is not 
refundable, but may be applied to full club membership, should the trial member ask for and be 
accepted as a member by the NCSA. 

 TRANSFER TO MEMBERSHIP: The Trial member may become a member of the NCSA at any 
time during the trial period or after it has expired by following the' standard procedures for joining 
the club. Any dual flight with an instructor during the trial membership may count as the check 
flight currently required by the NCSA as a prerequisite for membership. The $100 trial membership 
will be applied towards the initial fees. 

 OTHER MEMBERSHIP: Trial members will be enrolled in the SSA (Soaring Society of America) 
for one year. They will not be enrolled in PASCO (Pacific Soaring Counsil). 

 INSURANCE COVERAGE: Trial members will be covered as passengers by club insurance to the 
same extent as full members, provided the limitations listed above are complied with. 
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Full Membership 
A Full Member has voting rights and one share in the club. Full membership applicants must take a 
check flight with a club instructor before they can enroll.  The fees to initiate and maintain a full 
membership status are as follows: 
 

 Equity participation in NCSA ($1000, refundable upon leaving the club) 

 One-time application fee ($75) 

 Quarter's due ($160/quarter, first quarter due upon joining) 

 Soaring Society of America (SSA) annual dues.  These dues include a subscription to Soaring 
magazine and insurance coverage for club equipment. ($64/year) 

 PASCO (Pacific Soaring Council) annual dues ($25/year) 

 Personal flight expenses such as aircraft usage fees, aerotow charges, and instruction. As per the 
schedules below.  (Instruction charges are not billed by NCSA but directly by the instructor.) 

 

Tow Charges 

Regular tow (not including aircraft usage fee) 
$27.50 for first 10 minutes, $2.75 per minute hereafter. 
 
Pattern tow (including aircraft usage fee) 
L-13 Blanik, Schweizer 1-26 and private aircraft    $20.00 fixed fee 
Grob 102 and Grob 103      $30.00 fixed fee 

 

Aircraft Usage Fees (per flight charge) 

 
Glider Type Full-member rates Private-member rates 

with equity 
Private-member rates 

without equity 
L-13 Blanik $8 $25 $40 

Schweizer 1-26E $8 $25 $40 

Grob 102 $20 $35 $50 

Grob 103 $20 $35 $50 

 
 

Amount Required to Join the Club as a Full Member 
 
     $1000 Equity  
 + $75 Application  
 + $160 First quarter dues                     
 + $64 SSA membership  
 + $25 PASCO membership 
 =  $1,324  
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Other Membership Options 
 
Family membership 
A family member being a spouse or minor child of a full member, is not required to pay equity in the 
club, but must pay monthly dues as follows: 
 
Application fee: $0 
Quarterly dues: $65  SSA Yearly dues: $36  PASCO Yearly dues: $25 
 
 
Junior Membership 
A Junior Member is less than 25 years old, and a full time student of a junior or high school, trade 
school or college. He/she will participate in the club activities and use of equipment as allowed by the 
donations of current or former members.  The availability of the openings for the junior membership 
positions is limited by the number of former members, or their heirs, who have donated their equity to 
the club for the benefit of minors who would not otherwise be able to participate in soaring. Junior 
members will not be required to make an equity contribution but are expected to pay dues as outlined 
below. 
 
Application fee: $75 
Quarterly dues: $65  SSA Yearly dues $35  PASCO Yearly dues $25 
 
 
Private Owner Membership 
The Private-Owner member, may utilize the club's tow plane and other facilities without having to pay 
an equity fee (optional), provided the member has a privately owned glider based at Byron. He/she 
may utilize the club gliders, with the provisions that that member has signed a promissory note to 
cover any insurance deductible, and has been checked out in each glider by an NCSA instructor. The 
private member will pay dues and fees in accordance with the schedule, and must fulfill club 
obligations.  Private owners with an equity contribution will enjoy lower NCSA glider usage fees. 
 
Application fee $75 
Quarterly dues $65  SSA Yearly dues $64  PASCO yearly dues $25 
 
 
Designated Instructor Membership 
Designated Instructor members who frequently and actively provide instruction to the students and 
other members of the club, will not be required to buy an equity position in the club.  Their quarterly 
membership due are reduced in return for their contribution to the organization. For flights or usage of 
the club equipment not directly related to instruction, safety or of an introductory nature, members will 
be billed at full member rates. 
 
Application fee $75 
Quarterly dues $65  SSA Yearly dues $64  PASCO yearly dues $25 
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Tow Pilot Membership 
Tow Pilot members who frequently and actively provide their time and skills as tow pilots to the club 
shall be members of the club and shall pay no dues nor fees for their membership, if this activity 
constitutes their only use of club equipment or facilities.  If they use club sailplanes, then the following 
fees apply: 
 
Application fee $75 
Quarterly dues $65  SSA Yearly dues $64  PASCO annual dues $25.00 
 
 

b) Logging Flights 
Under normal operating conditions, tows are recorded by the tow pilot using a tow ticket.  It is 
important for smooth operations and accurate billing that tow tickets be prepared before each tow, 
preferably before the take-off sequence is initiated by the ground crew. 
 
After flying, club members should log their flights in the aircraft logbook.  Basic information such as 
pilot name, location and flying time is required.  Write legibly.  It is possible that when flying with an 
instructor that the instructor will log your flights along with other flight he/she will perform during the 
day.  Coordinate with your instructor to make sure your flights are recorded accurately.  You will be 
billed accordingly.  The airplane logbook is also used to determine the airframe total flying time. 
 

c) Billing Cycle 
The club bills its members by mail on a quarterly basis.  Contact: John Randazzo ; 8 Little Creek 
Court; San Ramon, CA 94583. jsrandazzo@aol.com 
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3 Operations 

3.1 Scheduling & Club Calendars 
Scheduling and coordination are very important for smooth club operations.  NCSA uses a web-
based calendar system to develop, post and maintain schedules.  The following section contains 
basic instructions to utilize the system. 
 

a) System description 
Club calendars are hosted by commercial web-based calendar system developed by Trumba 
Corporation. (www.trumba.com)   
 
The system allows universal access to the calendars.  It also sends a weekly reminder email 
containing the schedule for the next 2 weeks to members who wish to receive it. 
 

b) The Calendars and Their Hierarchy 
 
NCSA maintains 4 set of calendars.  The calendars are organized as represented below: 
 
 

C - Airplanes

Data Logger

D - Equipment

Field Manager

A - Operations B - Students

Tow Pilot

Instructor

Master Calendar

Blanik (5EV)

Blanik (3AS)

1-26 (972)

Towplane (16Y)

Grob 103 (81C)

Grob 103 (3FB)

Grob 102 (SS)

 
 
 

A - Operations Calendar 
Posted on the internet at:  http://www.trumba.com/calendars/NCSA-Operations 
 
All major club events are maintained on the “A – Operations” calendar while the 3 sub-calendars 
contain the Field Manager, Tow Pilot, and Instructor schedules. 
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B - Students Calendar 
Posted on the internet at:  http://www.trumba.com/calendars/NCSA-Students 
 
Students may use this calendar to signal their intentions/needs to instructors.  It is recommended that 
students put their names up on the calendar if they wish to fly with an instructor on a particular day. 
 
 

C - Airplanes Calendar 
Posted on the internet at:  http://www.trumba.com/calendars/NCSA-Airplanes 
 
Members are encouraged to use this calendar to signal their intentions to use club airplanes.  This 
gives other members visibility and allows them to adapt their schedules.  It is important to note that 
NCSA has no formal airplane reservation system for Byron while glider scheduling at Truckee Airport 
is done manually through glider base personnel at (530) 587-6702 or (866) 762-7875. 
 
 

D - Equipment Calendar 
Posted on the internet at:  http://www.trumba.com/calendars/NCSA-Equipment 
 
Members are encouraged to use this calendar to signal their intentions to use club equipment. 
 
 

c) Making/Modifying a Calendar Entry 
 
Follow this simple set of instructions: 
 

1. Go to www.trumba.com 

2. Click on the blue “sign in” button on the top right corner. 

3. Enter the following email address in the upper input line:  ncsamain@gmail.com 

4. Enter the following password in the lower input line: blanik 

5. Click on the blue “sign in” button 

6. Not all calendars are visible at one time. Make sure the calendar of interest is displayed 
by checking/un-checking the calendars from the list on the left side. 

7. You can scroll through time or adjust the horizon by using the controls on the top left 
corner. 

8. Once you have the view you want, you can change an entry by clicking on it, or adding 
an entry by clicking on the day of the event. 

9. Enter a brief description of the event or a name. 

10. Go through the following checks: 

a. Make sure you checked “All Day Event” for day long items like Field Manager duties, 
Tow Pilot duties, etc. 

b. Make sure the proper owning calendar is selected on the right. 
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c. Make sure no “also shown on” calendars are checked. 

11. Click OK. 

12. Verify the entry on the calendars.  Make sure the color matches the color codes. 

13. Sign out as you may prevent other members from accessing the calendars. 

d) Adding/removing an email to the reminder distribution list 
 
Follow this simple set of instructions: 
 

1. Go to www.trumba.com 

2. Click on the blue “sign in” button on the top right corner. 

3. Enter the following email address in the upper input line:  ncsamain@gmail.com 

4. Enter the following password in the lower input line: blanik 

5. Click on the blue “sign in” button 

 

Adding an email to the distribution list 

6. Click on the blue “email” button on the top portion of the screen. 

7. Scroll down the page and click on the orange “Edit Distribution List” text. 

8. Enter email addresses in the lower box labeled “Enter email addresses”. 

9. Click on “Add to Distribution List”. 

10. Scroll to the bottom and click “OK” button. 

11. Sign off. 

 

Removing an email from the list 

6. Click on the blue “email” button on the top portion of the screen. 

7. Scroll down the page and click on the orange “Edit Distribution List” text. 

8. Check the email address you wish to remove. 

9. Click on “Remove Selected”. 

10. Scroll to the bottom and click “OK” button. 

11. Sign off. 

 
 

e) Questions about the system 
 
If you have questions on the scheduling system or require assistance, please contact the member 
responsible for the calendar system. 
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3.2 Aircraft Maintenance 
Aircraft maintenance is a continuing issue for the NCSA as it is for all soaring clubs, organizations 
and pilots.  Flight safety and the viability of the club are dependent on aircraft always being in 
excellent condition.  Club operations, by their nature with many different pilots, a variety of pilot skill 
and experience levels, different aircraft types and maintenance requirements pose unique challenges 
to keeping aircraft safe and in optimal condition.  For instance, a high time experienced pilot may be 
more aware of a maintenance issue with an oxygen system than a low time or student pilot simply 
because it is more relevant to a pilot who plans cross country flights.  Conversely, a high time pilot 
may not be concerned about the possibility of the airspeed indicator being off a few knots relying on 
his/her judgment and experience or a quick calibration during tow to determine if there is a problem.  
However, a student pilot may be put in a dangerous situation if the airspeed is off by 10 knots in a 
glider.  These examples illustrate the importance of clearly communicating the condition of the aircraft 
and individual “squawks” to all pilots.  The following sections describe the processes by which 
potential maintenance issues are identified, recorded, communicated, and resolved. 
 

a) Squawks log 
A squawk log is kept in each aircraft.  This is a black binder, separate from the airplane log.  This 
allows all pilots review the squawks (e.g. airspeed indicator may read a little low) before flight to 
determine, in their judgment, the impact that the squawk can have on the intended flight.  It also gives 
all pilots an effective way to communicate new squawks to other pilots.  It is also a handy “round-to-it” 
list for future maintenance (e.g. torn upholstery to be repaired, repair to the wing covers, better tie 
downs for the tails etc.).  Entries include the following information: 

 Aircraft N number 

 Description of the squawk 

 The person observing the squawk, the date and the conditions in which the squawk was observed 

 The resolution of the squawk and specific actions taken to repair or correct the squawk 

 Recording of the squawk and resolution in the aircraft log book if required. 

 

b) Crew Chiefs - Aircraft maintenance 
A “crew chief” is assigned to each aircraft.  The responsibilities of the crew chiefs are to: 

 Assure that a running list of maintenance items and squawks is always current and in the aircraft. 

 Coordinate, with the help of other club members or professionals, all the maintenance of the 
aircraft he/she is responsible for. 

 Assure proper visibility and resolution of squawks.  For instance, a broken tail wheel clearly is a 
critical issue and requires immediate action and visibility by the Board of Director, while a torn 
wing cover might be repaired when convenient at some point in the future. 

 Work with other club members who may have a talent or expertise in a certain area to correct, 
repair or improve the aircraft condition. 

 Coordinate and schedule major repairs and annuals. 

 Assure proper record keeping etc. 
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c) Crew chiefs, other equipment maintenance 
Just as aircraft crew chiefs are responsible for each aircraft, responsibility for club house, hanger, golf 
carts, parachute, radio, barograph and trailer maintenance is also assigned to an individual. 
 

d) Grounding an airplane 
An airplane should be grounded when a defect (or possible defect) which could affect the 
airworthiness or safety of an aircraft is identified.  It is best practice to check with other club members 
before grounding an airplane, especially the crew chief for this airplane as this problem may have 
been encountered and dealt with in the past.  If one concludes, after consultation, that the airplane is 
to be grounded then clear annotations should be made in the squawk book in the aircraft and on the 
board posted in the club house.  It may be a good idea to leave a visible note on the aircraft so that 
other members do not initiate pre-flights thinking that the plane is airworthy.  It is best practice to send 
an email to all club members at the following address: ncsoar@xmission.com 

e) Annual inspections 
Annual inspections are performed as required by the FAA.   

f) Work Days 
The club schedules twice yearly work days in which some aircrafts are taken out of service to repair 
or correct minor squawks, polish the wings and fuselage, vacuum the interior, replace the tape, etc.  
All members, regardless of their use of club aircraft or the amount of flight time should be at all work 
activities.  A certain minimum amount of time should be required from each club member for these 
activities.  Work day schedules are posted on the scheduling system. 
 

Composite Aircraft Wing Polishing 
Fiberglass, especially when left exposed to the elements, will quickly develop a dull coating of 
oxidized finish.  We attempt to remove this oxidation and protect the fiberglass with semiannual 
buffing.   
 
Buffing fiberglass wings is a 3 step process: washing, polishing, and waxing.   
 
Washing is pretty self-explanatory, but it is important.  Dirt is comprised of big particles of grit.  You 
don’t want to buff with this super-coarse grit, or you will get deep scratches.   
 
Polishing.  Polishing is the process of abrading off the oxidized finish to expose new, unoxidized 
finish.  The polishing compound contains a fine abrasive grit (usually some kind of pumice) and a 
solvent, which will tend to dissolve caked on dirt and debris.  Because this operation is abrasive, not 
unlike sanding the fiberglass, it should be done sparingly.  Polishing actually inflicts scratches on the 
surface – it is just that the scratches it inflicts are shallower than the scratches being removed.  When 
in doubt, such as on the underside of the wings, I recommend omitting the polishing step.   
 
Polishing is accomplished by using Potion #1 and an electric buffer.  Sparingly dribble a small amount 
of Potion #1 over a section of the wing.  Spread it out either manually, with a clean cloth, or with the 
buffer pad (buffer turned off).  When you have the polish spread out evenly, turn on the buffer TO 
THE SLOWEST POSSIBLE RPM and then buff, moving the buffer continuously, not letting the buffer 
sit on any one spot.  Be careful when buffing near the gap seal tape.  The buffer pad rotates 
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clockwise.  Orient the buffer so that the rotation of the pad does not dig under the gap seal tape.  
Using a clean cloth, wipe away the polishing dust left behind by this operation.  You want to remove 
all the abrasive from the surface before waxing.   
 
Waxing is accomplished by using Potion #2.  Apply the same way you did #1, dribble, spread out and 
rub in to the surface.  You can use an electric buffer for this rubbing operation, but be sure to use a 
clean buffing pad.  Since the buffing pads at the club have all been scrambled and probably cross-
contaminated, I prefer to just use a clean cloth and elbow grease to rub the wax in.  Although Potion 
#2 is labeled “wax” this is something of a misnomer, as it contains some solvent and very fine polish, 
so it will remove light dirt or grease, such as you will find on the underside of the wing.  After rubbing 
in thoroughly, let dry to a dull haze, and rub the excess of with a clean cloth.  You now have a layer of 
wax which will hopefully keep oxygen away from the fiberglass at least for a while.   
 

3.3 Byron airport 
Detailed airport diagrams are displayed in section 6 (Byron Airport Diagrams) starting on page 72. 

a) Airport information 
FAA Identifier:  C83  

Lat/Long:  37-49-42.4000N / 121-37-33.0000W 

Elevation:  76 ft. / 23.2 m (surveyed)  

Variation:  15E (1995)  

Sectional chart:  SAN FRANCISCO  

CTAF/UNICOM:  123.05  

WX AWOS-3:  123.775 (925-634-0906)  

WX AWOS-3 at TCY (12 nm SE):  118.375 (209-831-4335)  

WX ASOS at LVK (12 nm SW):  119.65 (925-606-5412)  

WX ASOS at SCK (19 nm E):  PHONE 209-982-4270  

 

Runway Information 
Runway 12/30 

Dimensions:  4500 x 100 ft. / 1372 x 30 m  

Surface:  asphalt, in good condition  

Latitude:  37-50.141590N  37-49.614882N  

Longitude:  121-37.892008W  121-37.234142W  

Elevation:  64.1 ft.  48.4 ft.  

Traffic pattern:  left, right 

Runway heading:  120 magnetic, 135 true  300 magnetic, 315 true  

Obstructions:  61 ft. pole, 1591 ft. from runway, 261 ft. right of centerline, 22:1 slope to clear  65 ft. hill, 
3218 ft. from runway, 729 ft. left of centerline, 46:1 slope to clear  
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Runway 5/23 

Dimensions:  3000 x 75 ft. / 914 x 23 m  

Surface:  asphalt, in good condition  

Latitude:  37-49.339182N  37-49.562193N  

Longitude:  121-37.806992W  121-37.250970W  

Elevation:  78.5 ft.  48.6 ft.  

Traffic pattern:  right  left  

 

b) Airspace 
There is an active jump zone used for sky diving activities on the North-West corner of the airport.  Do 
not fly through this airspace unless absolutely necessary while sky diving is being conducted.  When 
in doubt, simply avoid the jump zone altogether.  The airspace used by sky divers varies on the 
strength and direction of the winds.  The approximate location of the jump zone for different wind 
conditions is indicated on the following aerial photograph.   
 

 
 

The skydiving ferry plane will announce skydiver runs 15 minutes before a jump and again right 
before the jump.  Ferry skydiving planes use the “Elevator 1” and “Elevator 2” call signs, listen 
carefully to their announcement while flying in the area. 
 
Skydiving ferry planes generally takeoff on runway 12 (downwind most of the time) and land on 30 
unless wind conditions are simply too strong.  Be especially vigilant when entering the runway and/or 
the pattern as the skydiving ferries are very active. 
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c) Recommended approaches 

For runway 30 

 
 

For runway 23 
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d) Aborted takeoff landing options 
Only recommended terrain is represented in this section.  The pilot should select the landing area 
based on the situation that is encountered. 

Runway 30 

 
 

Runway 23 

 
 



 

 
Page - 37 

e) Facilities 
Public facilities are available in the blue airport building and at the end of the hangars.  Please note 
that no potable water is available on site. 

f) Club house 
The club house door is to remain locked when not in use.  All electrical units must be turned-off at the 
exception of the battery chargers and the refrigerator.  The code for the lock is 4116. 

g) Nearby Alternate Landing Sites 

Crop Dusting Strip 
 Distance from Byron Airport: 8nm 
 Position: Due east of Byron airport, along aqueduct 
 Coordinates: 37 49’ 0” N , 121 21’ 17” W  elev. 40ft 
 Runway: 90 / 270 – 1000ft x 40ft paved - good condition. 
 Notes:  

o Wires at E. end are above ground.   
o Displaced threshold when landing from the east. 
o Aerotow may be difficult 
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Funny Farm  
 Distance from Byron: 7nm  
 Position: Due north of Byron airport along Byron hwy 
 Coordinates: 37:56.812N,121:38.847W, elevation 29F 
 Runway: 17/35 1880 x 20 ft paved  
 Notes: 

o South half narrow. Land only on the north half.  
o Private airport. Owner agreed we can land only if we have to. 
o Ground retrieve only 

 

 
 
 

Meadowlark  
 Distance from Byron: 10nm  
 Position: South West of Byron airport, west side of the Altamont path 
 Coordinates: 37:39:41N,121:41:37W, Elevation 732F 
 Runway: 07/25 1860 x 25 ft  
 Notes: 

o Private airport. 
o Ground Retrieve Only 
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Tracy  
 Distance from Byron: 12nm  
 Position: South East of Byron airport 
 Coordinates: 37:41:21N,121:26:31W,Elevation 193F,07/25  22.8 
 Runway: 07/25 4000 x 100 ft , 12/30  4000 x 100 ft 
 Radio: 122.8 
 Notes: 

o Aero Retrieve  
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h) Helpful Web Addresses and telephone numbers 

Weather Links 
RUC BlipMap - http://www.drjack.info/BLIP/RUC/CANV/index.html  
ETA BlipMap - http://www.drjack.info/BLIP/ETA/CANV/index.html  
RASP BlipMap - http://www.drjack.info/RASP/PANOCHE/index.html  
BlipMap Univiewer - http://www.drjack.info/BLIP/univiewer.html  
Blipspot - http://www.drjack.info/BLIP/RUC/SPOT/index.html  
Satellite - http://sat.wrh.noaa.gov/satellite/1km/Monterey/VIS1MRY.GIF  
Color Satellite - http://www.wunderground.com/satellite/vis/1k/US/CA/Byron.html 
Local Forecast - http://www.wunderground.com/cgi-
bin/findweather/getForecast?query=Byron%2C+CA 
NOAA Weather Forecast - http://www.wrh.noaa.gov/mtr/forecast.php 
Area Forecast Discussion - 
http://www.srh.noaa.gov/fwd/productviewnation.php?pil=MTRAFDMTR&version=0 
Oakland Sounding - http://www.rap.ucar.edu/weather/upper/oak.gif  
Oakland Sounding - http://topaflyers.com/weather/soundings/oak.png  
Wind Data - http://www.wrh.noaa.gov/mesowest/mwmap.php?map=mtr&limit=1 
Diablo Wind - http://www.wrh.noaa.gov/mesonet/getobext.php?sid=MDAC1&table=1&banner=off 

 

On Line Contest 
Daily Flights - http://www.ssa.org/members/contestreports/OLC.htm  
NCSA Flights – http://www2.onlinecontest.org/olcphp/2006/ausw_wertung.php?olc=olc-
usa&spr=en&ein_verein=2737   
OLC Guide - http://www.ssa.org/members/contestreports/OLC.htm 

Waypoint List 
http://soaring.aerobatics.ws/TP/Hollister/  

 

i) Local Cross Country 

XC Potential 
 300-500km especially during the spring (March-June) and fall. 
 May require 20-30 miles 6000-7000ft tows when local lift not present. 
 25 miles tow @ 80knots = 30 minutes round trip 
 Typical altitude over the Diablo range south of Byron is 6000-8000, occasional 10,000.  
 Soarable most days from spring to fall. 
 Easy glide back to Byron with high performance gliders. 

 

Suggested release areas 
 Rel1 – 20 Statue miles from Byron   N37:33:16, W121:36:16 
 Rel2 – 25 Statue miles from Byron  N37:28:43, W121:33:13 
 Rel3 – 30 Statue miles from Byron  N37:24:38, W121:32:33 
 Rel4 (Mt. Oso) 25 Statue miles from Byron  N37:30:14, W121:22:16 
 Diablo Wave in north wind days   N37:50.85, W121:54.43 
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Suggested tasks 
 Byron – Pacheco pass – Byron: 100 miles  
 Byron – San Benito Mtn (EL4) – Byron: 230 miles (300K task gold distance) 
 Byron – Hwy41 (South of Avenal) – Byron: 324 miles (500km diamond distance) 
 Byron – Taft or New Cuyama : 225 miles straight out  
 Byron – New Cuyama – Byron: 450 Miles (700km) 

 

Landable airports south of Byron 
 Livermore (Tower, OK if can’t make it back to Byron) 
 Meadowlark 
 Tracy 
 New Jerusalem 
 Westley (marginal, probably not aero retrievable) 
 Patterson  
 Crows Landing (Huge, but access unknown) 
 Gustine 
 Los Banos 
 Panoche 

 

Tips for successful XC from Byron 
 No need to go to Mt Diablo unless you want to fly local or go north.  
 Poor lift north over the delta except on unstable post frontal days. 
 Best route is south along the Diablo range. 
 Often strong convergence marked with clouds over the highest terrain east of Mt Hamilton 

towards Mt Oso, persists all day. 
 When above 8K you can go in the middle, if lower move towards the west or east side. 
 When below 4000ft stick to the foothills on the east side or even move over the hwy, there is 

often a weak shear line along the hwy which may last untill late in the day 
 Plenty of places to land on the east side, airstrip every 10 miles or so. 

• Unless clouds indicate otherwise, stay on the east side when crossing the Pacheco pass 
(sea breeze on the west, potential convergence on the east) 
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3.4 Truckee airport 

a) Introduction 
Truckee airport is one of the best soaring sites in the world. Located just north of Lake Tahoe, 
Truckee offers strong mountain soaring conditions from about May 15 to September 15. Truckee is 
also an ideal starting position for cross country flights towards Mount Lassen to the NW, Ravendale to 
the North, Lovelock to the East, and Bishop and the White Mountains to the south. World-class glider 
pilots return to Truckee every year to take advantage of this wonderful location. 
 
Truckee has its challenges. The airport is at 5900 feet and surrounded by mountains and rough 
country. There are no plowed fields or alternative landing spots in the surrounding 10 miles. The 
airport itself has excellent runways, but is a busy location for power aircraft, particularly on weekends. 
Truckee frequently has strong winds in the afternoons, which can generate downdrafts on the cliff at 
the end of runway 19. In short, Truckee is a location that demands respect from all pilots. 

b) Getting Started 
The glider operations at Truckee are run by Soar Truckee, which is a non-profit organization owned 
by a group of glider pilots. Soar Truckee maintains a web site at this URL address: 
 
http://www.soartruckee.com/ 
 
You can download the current year’s Standard operating procedures from this web page. Pay 
particular location to the sections on launching locations, which differ for different types of gliders. 
 
Regardless or your level of experience, you will need to acquaint yourself with the unique operating 
rules of the airport, and to take at least one check ride with a qualified instructor. You will probably 
find your check ride more exciting than you expected. Strong turbulence (lift!) is common at all 
altitudes, which makes staying behind the tow plane a bit challenging.  
 
Once you have completed your check ride and signed the SOP book, you will be free to use the 
gliderport. Don’t hesitate to ask for help on any subject from both staff and the other glider pilots – it is 
a friendly place. You may also want to look into the campsites that are available to glider pilots right 
next to the airport. 
 

Tips On Local Soaring 
Truckee airport is next to 11,000 foot mountains and a large lake. These features, and the 5,900 foot 
airport elevation, have a strong impact on local soaring. Lift is often strong near the airport, and 
frequently sets up in a convergence zone that stretches along the Truckee side of the mountain range 
that connects Mt. Pluto to Mt. Rose. The figure below shows the most common areas of lift in blue. 
Towering cumulous clouds often cap this zone in the afternoon. Of course, every day is different, and 
strong winds can upset the normal “sea breeze” convergence conditions at any time. 
 
Glider operations are from runway 19 if winds permit. Power traffic prefers the longer runway 28, but 
will often make use of 19 if winds are from the south. Glider tows often circle back over the runway 
intersection to minimize impact on power traffic and landing gliders. Once over the airport, the tows 
usually head to the SE, towards the spur of hills that is the nearest portion of the frequent lift zone.  
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Experienced pilots often get off tow at the first strong thermal (often below 1500 feet AGL), but save 
this until you are completely familiar with the airport. 
 

 
 
Common Areas of Convergence/Thermal Lift Are Shown In Blue 
 
Once off tow, you will want to make very sure that you are within safe gliding distance of the Truckee 
airport, as there are no other safe landing spots in the area. It is also quite common to have strong 
sink on final to 19, which makes low approaches extremely dangerous. Even very experienced pilots 
maintain at least a 1000-foot safety margin for their pattern, as experience teaches that the altitude 
buffer can be consumed in less than a minute in strong conditions. 
 
You will want to have your oxygen system on and your mask/canula on your face before takeoff. After 
all, your first thermal is likely to take you to over 10,000 feet in a short period of time. Oxygen is 
cheap – use it. Also keep in mind that above 10,000 feet you are in the airspace used by jets. There 
are a lot of fast-moving jets flying in and out of Reno, and one of their approaches goes right over 
Boca reservoir (just north of Truckee). Transponders are a huge help, but keep your eyes open and 
listen to Reno approach any time you line up with one of Reno’s four runways. 
 
If conditions are at all good, you will have no trouble reaching Mt. Rose. A good practice triangle is to 
fly from Rose to north of Boca Reservoir, to Mt. Pluto, and back to Mt. Rose. This will get you used to 
the area, and the strong local conditions. You can monitor conditions at the airport by periodically 
listening to the airport AWOS (118.0). Pay particular attention to the wind speed and direction. You 
are likely to find that it changes constantly in both speed and intensity, although increasing winds up 
until about 5 pm are common. 
 
When it is time to land, get yourself mentally prepared for both your normal approach and fallback 
options if traffic gets in your way. Although gliders favor runway 19, feel free to use the other three 
runways if winds are strong. Runways 28/10 are wider than 01/19, which can be handy in high winds. 
Radio ahead to Soar Truckee (123.3 or 122.8) if you plan on using 28/10, so that they can have 
someone waiting to help you off the runway.  
 
Gliders make left and patterns to runways 19 and 10, and right hand patterns to 28 and 01. This is the 
opposite of the power patterns, which is a big help on spacing (gliders are much slower than jets!) 
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You should enter the pattern no lower than 7000 feet. Announce all of your pattern positions, making 
it clear that you are a glider. A typical announcement might be: 
 
“Truckee Traffic, glider RD entering on a 45 for left traffic 19, will hold short of 28, Truckee glider.” 
 
Note that the word “glider” is used twice. You are also letting traffic on 28/10 know that they do not 
have to be concerned with you crossing the runway intersection, which means that you have only tied 
up one of the two runways. 
 
With enough altitude, you can switch runways if it looks like someone else will be getting in your way. 
If things get really busy, consider either set of taxiways to be alternative runways. Just keep your 
wings level to avoid the lights. Don’t forget the rule of adding half the wind speed to your calm wind 
approach speed when flying your pattern. Turbulence can result in sudden losses of airspeed, so 
have some airspeed in the bank. Don’t go overboard on airspeed, or you will have trouble stopping on 
the runway. Remember that you are landing at 5900 feet, which results in much higher ground 
speeds than you might be familiar with when landing near sea level. 
 

c) Cross-Country 
The most important advice in flying cross-country is to get help from other pilots. Ask their advice 
before hand, and on the day of the flight, to make sure that you are making best use of conditions, 
and not wandering into conditions you might not be able to handle (thunderstorms are often a 
concern). 
 
The hardest part of flying cross-country out of Truckee is getting back in the evening from the east 
and south. Somehow you have to get over the mountains that are between you and the airport. I will 
point out some tricks on how to do this later, but on your first cross-country flights you will want to go 
north to avoid the whole issue. Returning to Truckee from the north and northwest is much easier. 
 
Here are a couple of good first cross-country flights: 
 

 Nervino and return. Nervino is about 30 nm north of Truckee. That path takes you right over the 
Sierraville airport, which is an excellent alternative landing spot on your way out and back. Nervino 
itself is also a great airport, and Soar Truckee will have no hesitation giving you’re an aero retrieve 
from either site. Most days that are favorable for this flight have cumulus clouds over the 
mountains that stretch along the west side of your flight path. Be sure to have plenty of altitude 
before leaving gliding distance of Sierraville on your way home, as there are no landable spots in 
the stretch from Sierravile to Truckee. 

 Air Sailing and return. This is about 28 nm each way, and passes right over the Stead airport, 
which is gigantic and usually quiet (except for race days!) You will want to watch out for jet traffic 
both on the way past Verdi peak, and past Stead for traffic from the north. On the way back, be 
sure to factor in the wind on your final glide. There are often strong headwinds on the way back to 
Truckee.  

 
Once you have the feel of the local area, you will want to start flying down the Pinenut Mountains, 
which are east of Minden. The usual path is to work your way from Truckee to Mt. Rose, and then fly 
directly to the Pinenuts. Most mornings the air over the Carson valley is dead until you approach the 
Pinenuts, so you will need about 12,000 feet over Mt. Rose to comfortably get to the next lift. There 
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are a few days a year (usually in the spring) when you can fly down the mountains east of Lake 
Tahoe, but most days favor the Pinenuts. 
 
The Pinenuts take you directly to Mt. Patterson, which is a frequent turn point. From Patterson, you 
can head east towards Hawthorn, southeast to the White Mountains, or southwest towards Yosemite. 
Cloud markers are common in this area, as are thermals to 18,000 feet. Plan out several flights with 
the help of other pilots in advance, so that you know what to do when the clouds point “thataway.” 
 
As mentioned before, getting back to Truckee from the south and east can be difficult. Here are some 
options: 
 

 Land at Carson City or Minden. Carson City is affectionately known as “Truckee’s third runway” 
because glider pilots use it constantly. It is a quick and safe aero retrieve back to Truckee, so don’t 
hesitate to just land and call for a tow. There is no reason to take risks getting back when such an 
ideal runway exists just where we need it. 

 Usually the mountain range east of Lake Tahoe is completely dead in the afternoons. Your last lift 
is likely to be the Pinenuts, or occasionally the mountains near Virginia City. Take your time to milk 
all the altitude you can out of the last thermal, and then fly straight back towards Truckee. Don’t 
pause to feel out little bumps on the way – you need to do a real final glide to get home. Often 
your glide will take you right over Lake Tahoe, which takes some getting used to. Be sure you 
have plenty of altitude to clear the mountains (Brockway summit is the low point) before you leave 
the safety of landing at Carson City or Minden. 

 It sounds silly, but it is often easier to fly around the east side of the Reno Class C airspace, and 
then back via Stead Airport and Verdi peak, than to get back directly from the Pinenuts. The 
mountains are lower and the glide distances shorter when returning from the area around Air 
Sailing. At worst you can land at Stead and get a short retrieve from there. 

 Occasionally there is wave over Washoe Lake, This usually sets up when winds are from the west, 
and can occur with wind speeds as low as 10 knots.  Be sure your transponder is working, and 
monitor Reno approach, as you are right on their flight path. 

 Sometimes lift is where you find it. I have gotten back behind Mt. Siegel, by just getting high 
enough, by Freel Peak (straight flight back right over the middle of the lake), and even on the 
backside of Mt. Rose. All of these options have alternative airports within easy reach in case your 
bright idea does not pan out. Often it is just persistence that gets you home – keep trying until you 
either get tired or it gets hopeless. Then land at Carson City! 

 
There are many more exciting areas to explore from Truckee. Enjoy your flying. 
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3.5 Ground procedures 

a) Launching gliders 
The following section refers to features and landmarks of the Byron airport.  The following diagram 
shows the location of these features: 

 
 

Launch at Byron on Runway 30 

Staging 

 Stage a single glider at the hold line at the first turnoff. The best place to park additional gliders is 
on the weedy median between the secondary taxiway and the primary taxiway west of the runway.  

 The best places to park golf carts is near the runway sign in such a way that a glider wing on the 
ramp or taxiway is closest to the runway marker than the golf cart which means north of the 
runway sign.  

 Coil the towrope from the golf cart end and attach it to the golf cart with the golf bag strap. Coiling 
from the golf cart decreases the possibility of tangles and keeps the coiler away from the glider as 
it is being maneuvered.  

 The tow pilot has one of three options: 

1. Taxi behind the glider. 

2. Land and taxi in front of the glider. 

3. Land and remain on the runway for the glider to pushed into position behind the tow 
plane.  

Hook-up 

 If the glider pilot is ready to launch and the pattern looks clear behind the tow plane and the 
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Elevator1 isn't ready to take off from runway 12, then after confirmation with the glider pilot, either 
the glider pilot or glider ground can call the tow plane with the message: 

"16Y, Byron Glider ground, glider is ready to launch. You can hold on the 
runway, traffic permitting."  

 If the tow plane is parked behind or in front of the glider, the launch can be expedited by giving the 
tow pilot the tow slip before taxing onto the runway. 

 Before pushing a glider onto the runway, make sure no planes are on base or final or beyond the 
first turnoff on downwind. Also make sure elevator isn't taking off from runway 12.  

 With many aircraft doing touch-and-go's, it may be necessary to ask aircraft to extend their upwind 
or downwind leg to get a launch in between two touch-and-go’s. 

 If the tow plane is parked on the turnoff, make sure the tow pilot knows you're ready to launch 
before pushing the glider onto the runway either by radio contact or by giving the start engine 
signal (rotating the index finger upward in a circle).  

 To launch a glider, at least one person on the ground grew must be knowledgeable and 
experienced in launch procedures including standard ground signals presented in this section of 
the manual. Under low wind and non-busy conditions, the glider pilot may help push the glider and 
get into the glider on the runway.  

 The wing runner should be on the left wing  so his/her exit from an active runway is as short as 
possible. If the wing runner find him/herself on the wrong wing, it's better to stay there and check 
for landing traffic before crossing the runway behind the glider. 

 The pusher should push on the fuselage behind the wings. Once the glider is properly positioned, 
the wing runner holds the wing on the ground while lineman retrieves the towline and gives the 
tow pilot the tow slip if it hasn’t been done previously. 

 Lineman shows the PIC (pilot in command) and instructor the knot and proper attachment ring. 
Pilot and instructor both will give a thumb up to approve the knot and correct ring. To expedite 
launch, tow pilot may begin to take up slack at this point before the "take up slack" signal is given. 
After hook up, the lineman walks briskly off the runway. Under training conditions a trainer or 
trainee may remain next to the wing runner; otherwise all personnel should exit the runway. 

 When PIC gives thumb up signal, wing runner raises the wing only if there are no obstructions, 
including people, in front of the glider and if the wing runner notices nothing amiss with the glider, 
including spoilers open, tail dolly attached, canopy un-secured, rudder lock on, etc. 

 If spoilers are open, wing runner should get glider PIC's attention and give the check controls sign 
(rotating thumb up in a circle). If the pilot intends to have spoilers open for the take off roll, the pilot 
will close and then re-open them. Don't raise the wing if the pilot doesn't either close the spoilers 
or close them and re-open them. If spoilers or other conditions exist that make the launch un-safe, 
the wing runner should put the wing back down and give the stop ops signal (both arms stretched 
out and raised up).  

 If safe conditions exist, wing runner should raise the wing and give the take up slack sign 
(pendulum motion of the arm). Stop the sign when no slack remains. When wing runner sees the 
glider pilot waggle the rudder, wing runner should give the take off sign (rotate arm in a circle).  

 The wing runner need take only a few steps and allow the wing to slip from his or her hand without 
pushing the wing or holding it back. Exit the runway immediately after glider is on its own.  

                                                      
1 Elevator is the codename for the skydiving planes operating at Byron.  To save time and expenses, the Elevators 
generally takeoff on runway 12, even when conditions favor runway 30. 
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Launch at Byron on Runway 23 

Staging 

 Since runway 23 is shorter that 30, we launch gliders from the beginning of the runway where 
power aircraft also take off from, making operations more congested.  

 Stage a single glider at the hold short line.  Under some circumstances the glider must be pushed 
out of the way to allow a power aircraft to take off.  

 Wing runner should be on the right wing right wing for Rwy 23.  

 On 23 the best places to park gliders are at the corners of the taxi way and turnoffs to runway 23 
or 30 in the weedy median. Gliders can also be parked in the paved run-up area. The best place 
to park golf carts is south of the 23 runway sign.  

Hook up 

 Position a glider on the runway for hookup only if there are no aircraft on downwind, base, or final. 

 

b) Retrieving Gliders 

Retrieving at Byron on Runway 30 

 When operating from runway 30, Field Manager can suggest to landing gliders a preference for 
turnoff to expedite operations or to relieve congestion. However regardless of suggestion, glider 
PIC can use which ever turnoff he or she chooses.  

 With no gliders in the queue for take off, or parked at the hold line, FM can make the call to a 
glider on down wind: 

"Glider EV, if you're re-launching first turnoff is free." 
 

 Club pilots know we prefer they land long taking the second turnoff if a glider is staged to launch at 
the first turnoff. Ground crew should remain behind the hold line until the glider has stopped.  

 If the pilot does select the first turnoff when a glider is at the hold line, the ground crew should 
push the landing glider tail first off the ramp and into the weedy median in front of the glider ready 
to launch.  

 After the ramp has been cleared, the glider in the weeds can be either pushed to the hold line or 
the preferred parking area.  

Retrieving at Byron on Runway 23 

 When operating from runway 23, or if a glider takes the second (or further) turnoff at runway 30, 
then if at all possible, Field Manager should delegate the retrieval of glider so he/she can continue 
to coordinate activities at the launch line. Golf carts retrieving gliders should remain on the taxi 
way and not enter the turnoff until the glider has stopped.  

  

 Gliders not making a turnoff, require judgment of the ground crew to best expedite the retrieval of 
the glider without jeopardizing safety or equipment. If another glider is on final, then pilot and 
ground crew should promptly tail the glider into the weedy median.  
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 A glider stopped a few hundred feet from a turnoff can be towed off with a golf cart entering the 
runway from the turnoff.  

 A glider stopped between turnoffs can be retrieved by driving a drive a golf cart onto the runway 
through the weedy median and tow the glider to the nearest turnoff. Towing a glider through the 
weedy median is prone to damage the glider because of the uneven ground, and hazards 
obscured by the weed. However if the weeds have been cut, the glider is empty and the ditch is 
shallow, towing through the median is acceptable. 

c) Use of visual signals by ground crew 
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3.6 Field manager 
During every day of operations at Byron, a member takes on the Field Manager responsibility.  The 
field manager role is essential to the smooth and safe operation of the glider base.  Club members 
assume this responsibility on a rotation basis.  A field manager schedule is pre-determined and 
posted on the club calendars.  The following sections outline the minimum responsibilities and actions 
to be performed by the field manager on a typical soaring day. 

a) Opening instructions 
1. A few days ahead of your scheduled Field Manager duty day, monitor the email traffic 

and visit the club calendars to get a feel for attendance, special activities or particular 
requirements on that day.  A couple of days before your scheduled day, send a note to 
the group to ask who plans to fly.  

2. On your field manager day, arrive on time - no later than 9:00 A.M. 

3. Prepare flight schedule for the day by checking the answering machine for messages and 
talking to the pilots on the field. Respond to messages that need info about the club. 

4. Check that there is a tow pilot and an instructor on the field or on the way and check the 
tow plane status with the tow pilot. 

5. The Field Manager is responsible to check that the premix (mixture of gas and oil) level 
on the gasoline powered golf cart is adequate (The red can in front of the cart contains 
the premix). 

6. Assist the tow pilot as needed in pre-flying the tow plane including cleaning the 
windshield and leading edges of the Tow Plane and checking the tow rope 

7. Update the welcome message on the answering machine as follows: 

"Hi, this is the Northern California Soaring Association at Byron. On (day) 
(date) at (time) the weather is ____________________.  The tow plane (is/is 
not) flying. There (is/is not) a tow pilot and an instructor on the field (or on the 
way).”  …End the message by encouraging people to come out and fly or to 
call first, if we cannot fly due to weather, tow plane, or some other problem. 
 

8. Bring out the golf cart to the first plane that will fly that day and assist as needed. 

9. Bring the club radio and the 3 “walkie-talkie” radios to the flight line, - one for each golf 
cart and the third for the Field Manager’s use, for on-field communication. 

10. Restock the cooler with soda.  On hot days: bring ice and cold water from home and 
bring the water jug to the flight line, with cups. 

11. Bring a copy of the sign-up sheet out to the golf cart and help to get the first flight going 
by 10 AM or as soon as possible. 

12. Remove the stanchions from the taxi way turn offs of the runway in use.   
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b) Flight Line Operations 

13. Take charge of the line operations.  Your primary responsibility is to conduct safe glider 
operations. 

a. Let pilots know the order of the flights. 

b. Make sure that traffic allows enough time to get the tow plane and sailplane onto the 
runway and launched before you initiate the next launch sequence. 

c. Delegate tasks. It is more important for you to watch for traffic and coordinate the 
launch than to get absorbed in running a wing or pushing the sailplane. 

d. Request help to get the next plane staged at the hold line as soon as the previous 
sailplane has launched. Let the next pilot to fly know when the previous sailplane is 
off tow and that he should get in his plane to get ready.  

e. If a glider is in the pattern and another one is already staged behind the hold line, you 
can request that the pilot of the landing glider try to use the mid-field turnoff to exit the 
runway, if he feels it is safe to do so. The pilot is under no obligation to follow or 
acknowledge your request, but if it is safe to do this, it makes the launch operations 
much more efficient. 

14. When the flight line is idle check that the planes on the ground are not blocking the 
taxiway and they are behind the hold lines. 

15. Assign some one to welcome visitors and give them information about the club. 

16. Ask the tow pilot if he needs water, ask him to let you know a couple of tows ahead when 
he will need to refuel. 

17. Make sure pilots are aware of parachute operations and stay out of parachute drop 
areas. 

 

c) Closing instructions 
18. Make sure all gliders (including private planes) have returned or are accounted for. 

19. Replace the stanchions you had removed. 

20. Assist the tow pilot in refueling, on availability basis, not compromising safety. 

21. Ensure that all of the gliders have returned and ARE WELL TIED DOWN.   A good tie 
down is of course the pilot’s responsibility but the Field Manager should check that all tie 
downs are secure before leaving the field.  At the same time, double check that all static 
ports are taped (non-white tape preferred). 

22. Connect the radios (and the portable phone if available) to their chargers. Listen to phone 
messages.  Delete if appropriate. 

23. Check that all chutes have been returned (no empty bags). 

24. Connect golf cart to charger and lock hangar. (Check the battery water level and tires) 

25. Write a brief note in the log, summarizing the day; (and a few words later to “ncsoar”) 

26. If possible, leave a reminder message to the next member scheduled as Field Manager. 

27. Note down any “squawks” on the chalkboard in the clubhouse, as well as in the daily log. 

28. Leave a message on the answering machine, with information about NCSA, addressed to 
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those persons calling during the following week: 

“Thank you for calling the Northern California Soaring Association, a gliding 
club located at Byron Airport, near Discovery Bay.  We normally operate 
weekends, from about 11 AM to Sunset.  For information about the club, 
check out our Web Site: - “norcalsoaring.org” where you’ll find information 
about officers of the club to contact directly.  If you’d like to leave a message, 
please do so at the tone. “ 
 

29. Have a beer and relax; you probably need one at this point. 

30. Before locking up, close all windows, turn off the fan, close and lock the sliding door from 
inside the clubhouse. 

3.7 In-flight club procedures 

a) Communication with tow plane 
NCSA gliders are equipped with radios, but standardized SSA signals are also commonly used. 

 

b) Use of soft release 
The club tow plane is equipped with a rope retraction barrel.  This special equipment allows the tow 
pilot to retract the rope after the tow is completed.  This system minimizes high speed contacts 
between the rope and the runway when landing the tow plane.  This greatly improves the life of the 
tow rope and provides taxiing flexibility to the tow pilot. 
 
If a glider releases while there is some tension in the rope, the spring back action often form knots in 
the rope.  Knots then prevent the tow rope from being retracted which leads to extra work for the tow 
pilot and ground crew.  It also shortens the life of the rope from rubbing at high speed on the runway 
during landing which potentially increases the likelihood of rope breaks on subsequent tows. 
 
For this reason, NCSA require that all non-emergency releases be “soft” whenever it is safe to do so.  
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Soft releases are executed by reducing the tension in the tow rope by allowing the glider to climb 
slightly above the normal high tow position and then accelerating the glider by pitching the nose down 
slightly and releasing the rope while the rope is relaxed. 
 
Because releases are “soft”, the tow pilot may not notice that the glider has released immediately.  It 
is recommended that the glider pilot advise the tow pilot by radio once release is visually confirmed.   
 
NOTE: Premature or unclear communication about release may lead the tow pilot to execute a steep 
right-hand separation turn while the glider is still attached, which could have unpleasant 
consequences for both pilots. 
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4 Equipment 

4.1 Blanik L-13 

a) Tie down instructions 
When you tiedown the tails of the Blaniks, please use the procedure spelled out below.  It avoids the 
major pitfalls, and is actually simpler, and quicker than what you are likely to ad lib.  
 
The flanges running along the top and bottom of the tailboom are knives  -- rope that runs over them 
gets cut!  The tie down rope simply MUST NOT go there.  
 
Also, we want to keep the vulnerable skin of the fuselage from hitting the wooden tail supports, which 
we have to prevent damage to the tail wheel assembly.  The rope wrapped around the bar, inside, 
between the fuselage and the wooden stand, does that in a very simple and effective manner.  
 
Please note that the procedure below requires two rings to be fixed to the ground cable quite close 
together.  We have positioned the rings that way at the ramp positions we use for the Blaniks.  
 
Procedure: Lift tail, position tail stand, and insert tail bar through stand and fuselage bar hole.  
Maintaining considerable tension, run tail rope from cable, inside stand, 3 wraps around bar, back to 
eye on cable, to other eye on cable, inside stand on other side of fuselage, 3 wraps, back to cable, 
and tie off.  Rope must not come in contact with riveted fuselage seams. 
 

b) Preflight inspections 

c) On-board inventory 

d) Glider particularities 

e) Rigging instructions 

f) Disassembly and Trailer Loading Instructions 

Preparing the Empennage 
1. Remove tail cone’s lower nut and screw, and swing up out of way.  

2. Disconnect elevator linkage arm to facilitate access to horizontal stabilizer pin.  

3. Remove elevator trim cotter pins and trim pins (place in ziploc bag).  

4. Remove horizontal stabilizer safety pin (place in ziploc bag).  

5. Remove horizontal stabilizer pin (C clamp in trailer box with one side drilled to prevent 
slippage is used to push pin from rear). Do not pull from handle, further extractions can 
be accomplished by pulling with channel locks on unseated base (place in ziploc bag).  

6. Reconnect elevator linkage arm. 

7. Lower tail cone and reattach lower nut and screw.  
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8. Install rudder lock. 

9. Raise horizontal stabilizers and secure by wrapping with 1 ratcheting strap (see picture). 

 
   
 

Removing Right Wing 
10. Removing Left Wing with Fuselage off of Trailer:  

11. Install glider and trailer chocks.  

12. Trailer is positioned for loading with trailer jack.  

13. Ensure trailer is ready to receive left and right wings.  

14. Position 2 saw horses to lay removed wing on.  

15. Support right wing with wing support stand.  

16. Remove aileron safety pin and pin (place in ziploc bag). 

17. Remove drag spar safety pin and drag spar pin (place in ziploc bag).  

18. With 4 people, remove wing pin.  

19. 1 person on left wing tip.  

20. 1 person supporting lower wing by their back, near wing root.  

21. 1 person holding wing from root.  

22. 1 person with rubber mallet tapping out wing pin from bottom with drift and removing 
from top (place wing pin in trailer storage box).  

23. 4 people lay wing on positioned saw horses.  

24. Remove trailer’s yellow wing root support assembly and attach to left wing’s wing root 
(makes it easier to secure to trailer).  

25.  4 people lift wing and go up and over trailer’s frame.  

26. Walk forward with wing until trailer’s yellow wing root assembly slides into receiving 
support and put the top pin through.  
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27. Further secure to trailer with lower front support pins.   

Loading Fuselage with Right Wing onto Trailer 
28. Remove glider chocks.  

29. With 3 people, roll fuselage onto trailer.  

30. 1 person on right wing.  

31. 2 person on pushing glider onto trailer.  

32. Support right wing with wing support stand.  

33. Install left and right turnbuckles. Make sure they are tight and double-nutting is secure 
(see picture). 

 
34. Install left and right rear fuselage trailer supports. Make sure they are tight and secure.  

Right Wing Removal 
35. Remove aileron safety pin and pin (place in ziploc bag). 

36. Remove drag spar safety pin and drag spar pin (place in ziploc bag).  

37. With 4 people, remove wing pin.  

38. 1 person on right wing tip.  

39. 1 person supporting lower wing by their back, near wing root.  

40. 1 person holding wing from root.  
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41. 1 person with rubber mallet tapping out wing pin from bottom, and removing from top 
(place wing pin in trailer storage box).  

42. 4 people left wing and lay on saw horses.  

43. Remove trailer’s yellow wing root assembly and attach to left wing’s wing root. Makes it 
easier to secure to trailer.  

44. 4 people lift wing and go up and over trailer’s frame.  

45. Walk forward with wing until trailer’s yellow wing root assembly slides into receiving 
support and put the top pin through.  

46. Further secure to trailer with lower front support pins.  

Securing Glider to Trailer:  
47. Install aileron locks on right and left wings (see picture). 

 
  

48. Install 2 ratcheting straps to secure left and right wing’s wing tips independently onto 
trailer (see picture).  
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49. Install left and right wing’s root red pouch assembly to cover wing’s openings (see 

picture). 

 
  

50. Install tape to cover glider’s pressure port on nose cone (see above picture).  

51. Place ziploc bag with parts in trailer storage box.  

52. Connect glider to towing vehicle.  

53. Remove trailer’s chocks and place in towing vehicle.  
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g) Trailer Offloading and Assembly Instructions 

Offloading Right & Left Wings from Trailer 
1. Chock trailer wheels.  

2. Position 2 saw horses for laying of wing. 

3. Remove lower front support pins from trailer wing support assembly.  

4. With 2 people at wing root and 2 on tip, pull top pin from trailer wing root support 
assembly (slides about 5” in assembly) and walk wing back a few feet to clear front 
support.  

5. Lift wing up and over trailer frame and lay wing on saw horses (see picture).  

 
6. Remove yellow front support assembly from wing and place on trailer wing root support 

(see picture). 
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Mounting Right Wing with Fuselage on Trailer 

7. Find and have readily available a drift to align lower holes so as to ease connection.  

8. In wing’s root, ensure flap and spoiler sleeves are correctly aligned so as to ease 
installation (see picture).  

 
9. In fuselage’s wing connection points, ensure that connections are aligned so as to ease 

installation (see picture).   
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10. Ensure that spoiler and flap controls are correctly positioned in cockpit (see picture). 

 
11. Grease all wing and control surface connections.  

12. With 4 people, lift right wing from wing stand and walk to fuselage.  

13. 2 person on wing tip with wing support stand in close proximity located in trailers’ wing 
stand storage located below fuselage.  

 1 person supporting wing from wing root.  

 1 person aligning bottom holes with drift.  

14. Jiggle wing so that bottom holes are aligned as verified with drift.  

15. With rubber mallet, from top of wing, place wing pin through top holes and pound through 
with mallet while pushing out bottom drift (see picture). 
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16. Place wing support stand underneath wing.  

17. Place drag spar pin with small rear holes positioned vertically with curved tab on side of 
fuselage (This prevents pin from turning).  

 To ease installation, use a long metal drift and hammer to drive pin in. Attach safety 
pin (if pin does not go through easily, pull drag spar pin out and rotate 180 degrees, 
then reattach safety pin). Holes are off center.  
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18. Install aileron pin and safety.    

 As above with drag spar pin, holes are off center (if pin does not go through easily, 
pull pin out and rotate 180 degrees).  

 Removing Fuselage with Right Wing from Trailer 
19. Remove trailer connection from towing vehicle.  

20. Install trailer chocks. 

21. Operate trailer jack to support front end of trailer.  

22. Remove left and right turnbuckles.  

23. Remove left and right rear fuselage trailer supports.  

24. With 4 people, roll fuselage off trailer.  

 1 person lifting rear end of fuselage to clear trailer ramp.  

 1 person on right wing.  

 2 person pushing fuselage off of trailer. 

 Mounting Left Wing with Fuselage off of Trailer:  
25. Find and have readily available drift to align lower holes so as to ease connection.  

26. In wing’s root, ensure flap and spoiler are correctly aligned to ease installation (see 
picture).   

27. In fuselage’s wing connection points, ensure that connections are aligned so as to ease 
installation (see picture).  

28. Grease all wing and control surface connections 

29. With 4 people, lift wing from wing stand and walk to fuselage.  

 2 persons on wing tip with wing support stand in close proximity.  

 1 person on wing root.  

 1 person aligning bottom holes with drift.  

30. Jiggle wing so that bottom holes are aligned as verified with drift.  

31. With rubber mallet, from top of wing, place wing pin through top holes and pound through 
with mallet while pushing out bottom drift.  

32. Place a suitable wing support stand underneath the wing.  

33. Place drag spar pin with small rear holes positioned vertically with curved tab on side of 
fuselage (prevents pin from turning).  

 To ease installation, use a long metal drift and hammer to drive pin in. Attach safety 
pin to rear vertical hole (if safety pin does not go through easily, remove drag spar pin 
and rotate 180 degrees, then reattach safety pin). Holes are off center.  

34. Install aileron pin and safety.   As above with drag spar pin, holes are off center (if pin 
does not go through easily, pull pin out and rotate 180 degrees). 

 Tail Assembly 
35. Support right and left wings with stands.  

36. Remove tail straps and rudder lock.  

37. Swing down the horizontal stabilizers.  
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38. Remove tail cone’s lower nut and screw, and swing up out of way.  

39. Disconnect elevator linkage arm to facilitate access to horizontal stabilizer pin.  

40. Correctly position horizontal stabilizer pin with handle at the 8:00 position. (reference 
position marking is on rear bulkhead). Holes are off center for safety pin alignment.  

41. Reconnect elevator linkage arm.  

42. Attach elevator trim pin and cotter pins.  

43. Reattach tail cone.  

 Safety 
44. Perform a positive control check to ensure correct flight control movement.  

45. Double check for security and flight control connections.  

 Finish 
46. Install left and right wing root gap strips.  

47. Remove tape from nose cone. 
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4.2 Grob 102 

a) Preflight inspections 

b) On-board inventory 

c) Glider particularities 

d) Rigging instructions 

e) Trailering instructions 

f) Tie-down instructions 
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4.3 Grob 103 

a) Preflight inspections 

b) On-board inventory 

c) Glider particularities 

Pilot Induced Oscillations and Grobs 
by Dean Carswell  
 
In the last twelve months, there have been several reported cases of substantial damage to Grob 
sailplanes arising from the pilot's failure to control the glider correctly during the flare and touchdown 
phases of landing. Both the two-place G103 and single-place G102, with nosewheels, are prone to 
the problem of pilot-induced oscillation (PIO). Here is an example taken from a recent NTSB factual 
accident report [amended to remove identifiable references]: 
 

". . . a Grob G103 was substantially damaged during landing. The certificated private 
pilot and passenger were not injured. The pilot stated that the purpose of the flight 
was to conduct a local area glider flight. He estimated the winds at the time of the 
accident to be 270 degrees at 10 - 15 knots. The sky was reported as clear. The pilot 
departed from Runway 23 and released from the tow aircraft at 3,000 feet above sea 
level. The pilot stated that he searched for thermals, but found none, and that he 
remained within two miles of the airport until he decided to abort the flight due to 
insufficient lift. After deciding to abort the flight, he positioned the aircraft on a left 
downwind for Runway 23 at 800 feet above the ground. From downwind, he turned 
onto the base leg, and then final approach approximately 500 feet from the approach 
end of Runway 23. According to the pilot, it was the last flight of the day, so he 
planned to land long. It was the club's policy to land long on the last flight of the day 
because the glider was to be tied down at the opposite end if the runway."  

 
The pilot stated that while on the final approach, he had his hands full just to keep the glider lined up 
with the runway, and that the ride was very bouncy. According to the pilot, he carried approximately 
ten knots of extra airspeed while on final because of the turbulence. He did not recall his exact 
airspeed, but estimated it to be approximately 70 knots. The pilot added that the glider touched down 
at the intended touchdown point, but bounced back into the air. He stated that after the first bounce, 
he was focusing on maintaining runway alignment [so] that the glider started to oscillate from the Pilot 
Induced Oscillation. 
 
After contacting the runway a total of four times, the pilot was able to regain control of the glider and 
complete the landing. The pilot estimated that from the point of initial contact with the runway until he 
regained control of the glider was approximately 500 feet.  The pilot inspected the glider and found 
the tail-wheel crushed into the tail of the glider. He also observed several cracks in the tail that 
penetrated the gel-coat and the underlying fiberglass. 
 
Dissecting what occurs in a Grob PIO can be instructive. There are two scenarios which usually 
precede arrivals such as the one reported.  
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1. The first occurs when the glider touches down on the main-wheel and bounces back into 

the air. The pilot pitches the nose down and the glider strikes the nose-wheel resulting in 
the nose pitching up rapidly.  

2. The second scenario occurs when the nose-wheel of the glider touches the ground first 
[the flare is initiated too late]. The nose-wheel strikes the ground and causes the nose to 
pitch up rapidly. Alternately, during the flare the pilot may raise the nose up too far, then 
pitches the nose back down. The nose-wheel then strikes the ground followed by it 
rapidly pitching up again.  

 
What happens next is that the nose pitching up causes the tail to pitch down, striking the ground. 
After the tail strikes the ground, the glider pitches nose down again, striking the nose-wheel even 
harder. This process continues in a divergent oscillation which increases until something else occurs - 
usually, and all too often, structural failure just ahead of the fin unless the pilot takes action to correct 
the oscillation.  
 
In the first case, it's simple - neutralize the controls after the first bounce - the glider will level out 
above the ground. Do not force the nose back down on or towards the ground. If the glider has 
bounced or climbed just a few feet, it will sink at a relatively gentle rate, and safely back to the ground 
of its own volition. If it is a BIG bounce, gently lower the nose and this time flare at the correct height. 
If the airbrakes are more than one-half open, gently closing them a little will allow additional time to 
flare correctly. Remember that lowering the nose decreases both angle of attack and lift, causing the 
glider to sink quite rapidly. Consequently, any forward stick movement must be gentle.  
 
In the second case, damp out the oscillation motion - i.e. pitch down gently (stick moving forward) as 
the nose comes up, and vice versa. When the oscillation stops, centralize the controls and let the 
glider land itself (as in Case One). DO NOT FORCE the nose back onto the ground. If for any reason 
the glider continues to oscillate (if your timing is bad and you aggravate the oscillation), neutralize the 
controls and apply full airbrake. This will quickly reduce energy and stop the glider from flying, even if 
in a rather unpleasant and abrupt manner. It is less likely to cause damage than permitting the 
oscillation to continue unchecked.  
 
The undignified and possibly expensive method of arrival can be avoided by: 
 

3. Establish the landing approach at the correct airspeed for the conditions. The greater the 
airspeed, the greater the pitch sensitivity.  

4. Establish the landing approach with half or more airbrake (the more the airbrakes are 
closed, the less pitch stability the Grob will have, making a PIO more likely if otherwise 
mishandled).  

5. Flare at the correct height. Don't fly the glider into or force it onto the ground. Aim to 
arrive with low energy, touching down with the main-wheel and tail-wheel simultaneously.  

It should be noted that a correct approach (i.e. preparation for the flare and touchdown) is important 
in preventing this problem. Fly the correct approach speed (not too fast or too slow) using at least 
one-half airbrake, thus eliminating the pitch instability. These simple steps will greatly reduce the 
problem and risks of pilot induced oscillations. 
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LANDING A GROB SAILPLANE  
Fred Robinson, CFI, Diamond badge #80  
May 11, 2002 
 
Grob sailplanes are often involved in landings that end with Pilot Induced Oscillations. (PIO) The 
potential for damage is great.  Part of the problem is with the design of the air brakes. The spring-
loaded door on top of the brake blade has a large lip at the leading edge causing the airflow to lift the 
airbrake rather suddenly and unpredictably.  Changes in airspeed and the extent of the open position 
will change the handle forces. The only thing the pilot is able to do is to keep a good grip on the 
handle and make slow changes as needed. Quick changes yield unpredictable results. 
 
It helps to think of the air brakes as a drag device rather than a lift-changing device. Drag is the force 
that limits forward travel. When the airbrakes are open, there is a loss of lift in the area of the 
airbrakes, but the rest of the wing then assumes the job of producing lift equal to the weight of the 
aircraft.  The brakes on your car produce drag. As you coast up to a stop sign, you must apply drag 
(with your brakes) or you will coast right on through the stop sign. Air brakes perform the same 
function.  
 
To best way to the landing approach is to concentrate on pitch attitude control adjusting it as 
required… as a function of the amount of airbrakes being applied. As the aircraft approaches the 
surface, the airbrakes should be well open and held steady. Everything else in the landing is done 
with stick and rudder. 
 
It helps to think that the pilot does not MAKE the aircraft land…the pilot only controls the aircraft while 
gravity causes the aircraft to return to earth.  To land smoothly, allow the aircraft to get close to the 
surface then place it in a landing attitude…using very smooth stick pressures. If the aircraft tends to 
balloon, just pause in the stick movement. The aircraft will then begin to settle back to the surface. If 
you want to soften the touch down, add a little more back stick pressure gently. NEVER PUSH THE 
STICK FORWARD WHEN NEAR THE SURFACE! 
 
Using this procedure with the air brake position held steady, pilot induced oscillations will not happen. 
Pilot induced oscillations happen in all aircraft, not just Grobs. It is the pilot that does the things 
required to induce the motions. 
 

d) Rigging instructions 

e) Trailering instructions 

f) Tie-down instructions 
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4.4 Schweizer 1-26E 

a) Preflight inspections 

b) On-board inventory 

c) Glider particularities 

d) Tie-down instructions 

e) Rigging instructions 

f) Trailering instructions 
 

4.5 Tow plane 

4.6 Parachutes 

4.7 Golf carts 
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5 Additional Information 

5.1 Glide charts 
 

GLIDE RATIOS - DISTANCES TRAVELLED

GLIDE RATIO = Horizontal Distance Travelled
Vertical Distance Travelled

e.g. 30/1= 5nm SINK RATE = L/D Spd divided by L/D (50:30=1.67Kt)
1000'

Altitude lost per nm =6,000'/Glide Ratio (1 nm=6080')
Glide Ratio with WIND:   Airspeed +/- Wind: Airspeed X Glide Ratio at that Speed

e.g: If at 50K Glide Ratio is 30:1, with 15K Head Wind, 
50-15 divided by 50 (=0.7) X30 = 21:1

Approx actual L/D =  Airspeed +/- Wind: divided by Sink Rate,
e.g. as in abv ex--- 35 : divide  by 1.67= 21.1`(actual L/D)

Best Glide Ratios (from polars)
GROB 103 36/1

BLANIK L-13 28/1
SGS 1-26 22/1

Grob L-13 SGS 1-26
GlideRatio Alt/nm nm/1,000' 20 to 1 15 to 1 12 to 1

10 to 1 600' 1.5 Alt loss / nm 300 ft 400 ft 500 ft

12 to 1 500' 2.0
nm per 1,000' 
alt:

3.5 nm per 
1,000'

2.5 nm per 
1,000'

2.0 nm per 
1,000'

15 to 1 400' 2.5
18 to 1 330' 3.0 Naut miles
20 to 1 300' 3.5 3 1,900' 2,200' 2,500'
25 to 1 245' 4.0 5 2,500' 3,000' 3,500'
30 to 1 200' 5.0 8 3400' 4,200' 5,000'
40 to 1 150' 6.5 12 4,600' 5,800' 7,000'
50 to 1 120' 8.5 15 5,500' 7,000' 8,500'

LANDMARKS & DISTANCES FROM BYRON Grob L-13 SGS 1-26
20 15 12

3.5 nm End of Gravel Pit 2,300       2,700       3,000       

5 nm Brushy Peak 2,800       3,300       3,800       

5 nm Vasco Dam 2,800       3,300       3,800       

6 nm HWY 580 Bend 3,100       3,700       4,300       

8 nm Radio Towers 3,700       4,500       5,300       

14 nm Mt. Diablo 5,500       6,900       8,300       

Conservative Estimates

Required altitude to reach Byron 
Airport at 1,000' pattern Altitude

Final Glide Altitute
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5.2 Tire Inflation Chart 

NCSA Fleet - Pneumatic Tire Inflation Chart

Nose Main Tail Tail dolly

Grob 103 2.5 Bar 2.7 Bar 2.5 Bar 2.5 Bar
36 psi 38 psi 36 psi 36 psi

Grob 102 n/a 2.5 Bar 2.5 Bar 2.5 Bar
36 psi 36 psi 36 psi

Blanik L-13 n/a 2.6 Bar n/a n/a
38 psi

SGS 1-26E n/a 1.4 Bar n/a n/a
20 psi

Ballanca Scout n/a 1.2 Bar 2.8 Bar 2.8 Bar
18 psi 40 psi 40 psi

Golf cart n/a 1.4 Bar n/a n/a
20 psi

Trailers n/a n/a n/a

1 Bar = 100 kpa = 14.5 psi
1 Atm = 101.3 kpa = 14.7 psi

Max tire inflation 
rating minus 10 psi
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6 Byron Airport Diagrams 



C83 Byron
BYRON, CA

2.0 mi. S of city.    N37-49.71 W121-37.55    Mag Var: 15 deg E

AOPA's Airport Directory
Generated 09/21/2006 at http://www.aopa.org/members/airports/

Copyright 2003 Aircraft Owners and Pilots Association

C83 Elevation: 79

Navaids:
Type: ID: Freq: Radial: Distance:
VOR ECA 116.0 252 21.6

Approach Freqs:
Norcal 123.85     

WX Contacts:
AWOS 123.775 925-634-0906; 

Traffic Patterns:
Light Aircraft 1076 MSL; Heavy Aircraft 1076 MSL; Ultralights 500 MSL; 

Obstructions:
 rising trrn w/nmrs windmills on ridges W. 

Runways:
12-30; 4500X100; asphalt; PCL; pole ry 12; hill ry 30. 
5-23; 3000X75; asphalt; PCL; hills ry 5; twr ea end. 
Right Traffic:  30;  05; 

Communication Freqs:
Unicom 123.05  CTAF 123.05  
FSS OAKLAND 122.3 122.2

Lights: SS to SR 123.05 
Low - 3 clicks in 5 secs.
Med - 5 clicks in 5 secs.
Hi - 7 clicks in 5 secs.

Phone: 925-634-0147  Fax: 925-646-5731
Fees: Tiedown Fee; 
Charts: SAN FRANCISCO; L2; 
Approaches: GPS RNAV; 
FSS: OAKLAND 866-469-7828 
Fuel: 100LL; 
Special Operations: Parachuting; Ultralights; Soaring; Helicopter Ops; 
Notes:

 Intensive Flight Training. 

FBO Summary
Bay Area Skydiving 

Location: NW; 
Phone Number(s): 925-634-7575 

Byron Airport AOPA FBO Rebate Program; 
Fuel: Chevron Texaco-100LL; 
Location: CTR; 
Phone Number(s): 925-634-0147 
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