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	FROM THE EDITORS DESK

More years ago than I really care to remember, my brothers and I would amuse our selves by talking over a “telephone” which consisted of a length of string terminating, at each end, in an open topped jam tin.  We thought we communicating through the device, but I suspect the reality was we could have achieved the same results just by yelling at each other. Communications have improved since those days, of course. Or have they?

Gone are the timed local telephone call charges of “Thruppence” for three minutes, so too the comprehensive use of the CB and UHF radio which really was a revolution from the mid 70’s until the introduction of portable telephone “bricks” of the late 80’s and early 90’s.

Businesses in some industries were expected to have the UHF to the extent that it was detrimental not to. 

People began to rely on others having the “Brick” phone. 

Now of course we have the fantastic devices, which even ten years, ago were unimaginable; unless we were, or had been, fans of the comic hero “Dick Tracy”.

The point is; communication has changed! It is almost a social stigma if we do not have a mobile phone and have it switched on at all times.  It is now not just what we want to play with it is what others expect us to have so there can be “communication”. Do we have to agree with it? Perhaps not.  Do we have to accept it? We have accepted other progress we haven’t agreed with.

CFI Ulrich has forwarded an article on communication.


CHIEF FLYING INSTRUCTOR

Implications of NAS 2c Procedures for the Balaklava Gliding Club
As all of our pilots should know, the introduction of the most recent phase (2c) of the National Airspace System (NAS) on 24 November 2005 entails a few changes to operations at Balaklava. The details of the changes were sent to pilots by CASA and there is a website at http://www.dotars.gov.au/airspacereform/index.aspx. If you have not received a Training and Education pack, talk to any of the instructors or you can get free copies from CASA. If you have not already done so, please study the material and familiarise yourself with the new procedures.

This article is simply meant to summarise the changes as they affect operations at our airfield and is no replacement for any CASA publications. Remember, it is YOUR responsibility to keep up-to-date with the regulations and to maintain your currency.

Non-Towered Aerodromes
The changes affect “non-towered aerodromes”. A non-towered aerodrome is simply any place where aircraft take off and land that is not covered by a control tower. For example, Waikerie, Gawler, Stonefield and obviously Balaklava are non-towered aerodromes. So is the farmer’s paddock that a crop-duster operates out of. All of these fields, no matter how insignificant and regardless of traffic density, will now operate under these same procedures (except where otherwise specified in the ERSA).

Circuit Procedures
There are now several ways to join a circuit, and pilots should choose the best method to suit their direction of arrival. As glider pilots, where possible, we should adhere to these recommendations but please use your own discretion depending on your particular circumstances. The circuit procedures summarised below attempt to make the circuit area a relatively predictable part of the sky, which maximises the chances that pilots will see each other.

Pilots joining downwind should approach the downwind leg from the ‘live’ side of the circuit at 45º and ‘merge’ with other circuit traffic, just like cars in merge lanes on freeways.

Alternatively, aircraft arriving from the ‘dead’ side of the circuit may perform a ‘crosswind join’ by overflying the runway on a track parallel with the base leg, crossing the runway midway between its upwind threshold and its centre point. Such crosswind joins are NOT recommended at gliding fields with winch operations like ours because that is exactly the area where gliders usually reach their maximum launch height and release the wire.

Finally, all radio-equipped aircraft are permitted to do straight-in approaches, provided they follow certain procedures laid out in the Training and Educational materials. So keeping a good lookout for aircraft on a straight-in approach when you are on the base leg is now even more important.

Circuit Heights
Previously, all powered aircraft flew downwind legs at about 1500ft AGL. Under the new regulations, the height of the downwind leg, and the distance between the downwind leg and the runway, is dependent on aircraft performance. This means fast twin-engine aircraft with high circuit speeds will fly 1500ft AGL circuits a long way away from the runway, while helicopters and slow ultra-lights will fly 500ft AGL circuits very close to the runway. Gliders obviously fall somewhere in-between.

These different heights and distances provide separation between different types of aircraft, and provide hints about where to look to locate the respective traffic that you may have heard on the radio.

Radio Procedures
The new radio procedures are intended to maximise the chance that other pilots will see you. Gliders should make inbound calls, crosswind join calls, ‘turning downwind’ calls, ‘turning base’ calls and ‘turning final’ calls. All calls are made on the Common Traffic Advisory Frequency (CTAF), usually 126.7MHz unless noted otherwise on Air Services charts or in ERSA. Consult the CASA Training and Educational Material for more information.

The ‘turning’ calls should be made just before commencement of the turn to ensure that other pilots have the opportunity to see you when you are maximally visible during a turn, rather than presenting the much harder to spot front, rear, or side-on view when flying straight.

All calls now have the fixed format:

<LOCATION> Traffic, <TYPE> <REGISTRATION> <LOCATION/INTENTIONS> <LOCATION>.

Yes, the location comes twice! And there is no “All stations”. 

Example: “Balaklava traffic, glider Zulu Bravo Golf turning downwind, right circuit, 34 Balaklava”.

Left circuits are the ‘default’. If you are flying a left-hand circuit, you do not need to give a circuit direction, e.g.

“Balaklava traffic, glider Bravo X-Ray Charlie turning downwind 13 Balaklava.”

Notice how short these calls are. This is to minimise congestion of the CTAF and give everyone a chance to get a word in. And remember, a call without the <LOCATION> is virtually useless as the pilot in the circuit at Aldinga, Pt Pirie, Pt Augusta, or elsewhere has no idea where you are flying.

Pilots are also discouraged from responding to these calls to minimise useless chatter on the CTAF. That does not mean you should never respond to them if there is a safety-enhancing reason to do so.

The calls are recommended, not mandatory. That means you can omit them if operational considerations (e.g. cockpit workload) mean it is safer to avoid rather than make them. Make a decision on a circuit-by-circuit (or radio call by radio call) basis.

At the same time that does NOT mean you can omit them completely: Pilots have the obligation to conduct their operations in a way that maximises safety, and CASA has deemed that the situational awareness benefits of making radio calls maximise safety. So you will have trade-offs to make: If, in your judgement, circumstances mitigate against a radio call, you have the choice of not making it.

Never forget to Aviate, Navigate, Communicate, in that order!

CTAF and CTAF(R)
You are not permitted to operate at aerodromes marked on charts as CTAF(R) unless you have a serviceable radio on board. This is the same concept as the now obsolete MBZs.

Every other place an aircraft can operate from, that is not controlled by a tower, whether a regional airport serviced by RPT or a farmer’s paddock in the middle of nowhere, is expected to operate under CTAF procedures with CTAF radio calls.

What does this mean for the Balaklava Gliding Club?
We have already ceased using 122.7MHz for circuits and are using 126.7MHz and CTAF procedures. This means we need to improve our radio discipline, adjust to the new procedures, and break some old habits.

As 126.7MHz is not one of the ‘reserved’ gliding frequencies and requires a GFA Radio Operators Authorisation or a CASA Flight Radiotelephone License (or equivalent) before you can make circuit calls. We have been ‘naughty’ during the transition period, but if you do not have one, please undertake to get it as soon as possible. We will run another series of seminars soon and make the Radio Operators Endorsement a pre-solo requirement.

The instructors panel has determined that after 1 November 2006, everyone will be expected to have a GFA Radio Operators Endorsement or CASA Flight Radiotelephone License for solo flying at Balaklava.

We will continue to monitor and use 122.7MHz for non-circuit related operations. So a typical cross-country pilot will launch on 126.7MHz, and switch to 122.7MHz at some point after departing the field. The pilot might switch back temporarily to listen on the CTAF when nearing or overflying other fields en-route to enhance situational awareness. Finally, when approaching the Balaklava airfield again, the pilot will switch to the CTAF, make an inbound call, and follow up with the necessary circuit calls.

Use of the radio is a skill just like any other piloting skill. If it needs to be improved, improve it. If you need training, the instructors are there to help.

Credits
Much of this has been shamelessly plagiarised and adapted from an excellent article on the subject by Mark Newton for the Adelaide Uni Gliding Club newsletter. Thank you, Mark. John Hudson’s input was also very much appreciated.

CLUB WRAP

‘Club Wrap” will provide a report up of what’s been happening around the club since the last Whisper. All contributions welcome. Ed

Belated congratulations to Grant and Kim Hudson on the arrival of son Jed on the 26th February.  There has been some discussion around as to the last baby born into the club and it is some years ago.  Grant, Great Granpa Bill, and Granpa John have been wandering around the club beaming like a set of 200 watt lights.
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Grant gets another mention.  Following some training with Club Coach Bernard, Grant is now endorsed in coaching and is able to assist any pilot in honing their cross country, thermalling, and the other skills required when getting away from the field. Like so many in the club, Grant is very approachable and is keen to help others get as much enjoyment from flying as he does.

MEMBERS MURMURINGS

Five hours and 500kms later…(Catherine Love)

The past few months has seen some remarkable flying achievements from club members, including completion of at least two silver C badges by pilots with far less hours than myself. Spurred on by the thought that I didn’t want to miss out on gaining a five-hour flight this season  (goodness knows I have procrastinated) I decided to just go ahead and do it.

On Friday 24th March, the club hosted the Tafe On Farm Training graduation. A number of graduates took to the skies with Jeff Watson, Dene Newton, Tim Lacey, John Wheatcroft and myself to crew. Late in the afternoon, I flew FQB for an hour to clear out the ‘cobwebs’ before the next days planned five-hour flight. The following day was shaping up to be a promising cross country day and I anticipated strong demand for the Mini Nimbus from Roger and Ulrich. To ‘claim’ FQB, I stored a chute and the maintenance release in her cockpit with a note explaining my intentions, and cleaned the Mini in readiness for the big flight. 

The weather forecast for the following day was for winds from the north, swinging around to the south late in the afternoon, indicating a  frontal change. Thermals to 9000ft, triggered when temperatures reached 34 degrees, were to be expected. Much to my surprise and relief, because lets face it, my efforts to claim FQB were pretty flimsy and vulnerable to sabotage from the two above mentioned pilots, when I arrived at the airfield they were no where to be seen!  

With a launch planned for midday, I took off at four minutes after, following Bernard in his ASH 25. I climbed away in a four knotter to 6500ft and headed north towards Orroroo, my first turnpoint. By this time, lovely cu streets were aligning themselves pretty much north south for as far as the eye could see, at about 15-20kms apart, spreading from the gulf and stopping about 20kms short of the Clare ranges. Lift was averaging 4-5knots. As I approached Yacka, the streets petered out north of Jamestown, and so I radioed the base to notify my intentions to head for Booloroo Centre. Bernard had called up earlier to say he was over Booloroo Centre, which was smack bang underneath a beautiful street and this seemed the best track to fly. North of Jamestown I changed course, crossing a blue sink gap, and headed north west to the township, from where I radioed my plan to fly onto Quorn. 

Immediately following my call from Quorn, a pilot from the Port Augusta Gliding Club radioed to welcome me to “the better part of the sky”, which was very reassuring because it can get a tad lonely up there at times. Later on during the run home, Merv Linder in GHT called up from Snowtown with some kind words of encouragement. These few words can make a flight so much more enjoyable particularly when you are feeling a little weary and you start to imagine that a big mug of strong cappuccino would be nice right about now.  Just before the 2.5 hour mark and again at the four hour mark, I felt a little frustrated because I knew it was taking me longer to centre thermals and to decide on whether I needed to divert course to take advantage of a better looking cloud street. A drink, pit stop, some food and breezy radio calls all helped to lift my game.

Even before I reached Quorn I knew I wanted to turn at Hawker because I just had to get a better view of the Flinders. These landforms are completely intriguing and demand your attention. The flight up until now had been reasonably comfortable and there was nothing to suggest that this would change as the cloud streets led me straight to Hawker and weather conditions were fairly stable ie the wind hadn’t changed direction or speed. The street ended just before the township, making my decision to turn for home from this point a little easier (although it was so tempting to continue on to Parachilna!)  I had a rough idea Hawker was about 200km from Balaklava, so a personal best distance was on the cards if I returned to Balaklava, and a tail wind home predicted a probable flight time of five and half hours. At Hawker I turned at 7000ft, almost three hours into my flight, with sweet fluffy white  topped lift markers with grey flat bottoms leading all the way home. 

This flight spoiled me rotten. With lift averaging on one occasion, 8.3knots, and mostly in the 4-6knot range, I found myself regularly tapping the vario to move the needle from its position at ‘10’ and at times it wouldn’t budge such was the lift. After a while I stopped thinking about this and settled back to enjoy the ride. And what a ride! Trimmed and on flap setting plus 6, the Mini is a delight to thermal in these conditions, making her turns as if on rails.  In straight flight and dolphining, she cooperated beautifully, slowing down to 35knots at plus 10 flaps, to gently hover under the cloud, her nose titling upwards with the audio vario quietly screaming like a banshee. Whoever invented this sound must be into sensory masochism - it is a *** awful noise and where possible I keep it turned off. 

One of my favourite parts of this flight was flying over new, exciting and very striking territory. Having driven this route to the Flinders a number of times I now had a superb view of the ranges snaking their way towards the Wilpena Pound and beyond. The temptation to sweep around the Western side of the Pound underneath the streets further north was unbelieveably strong, the Incredible Hulk kind of strong, but I resisted as I had already achieved more than planned. Since turning at Quorn my radio had not been transmitting to Balaklava and I didn’t want to throw away too many cards on such a spectacular day. 

Earlier on during the leg up to Jamestown, Bernard called through with a good suggestion to practice the dolphining technique today, which I was more than happy to do because this has to be the best way to stay up in a glider.  Looking at my barograph trace after the flight, while I stopped in thirteen thermals during the flight I was able to maintain and gain height in straight glides, with some directional deviations to take advantage of better cloud streets. On a few occasions I flew 50k without losing height. Best height was 10000ft in a patch of blue with no visual clues that I didn’t expect but thinking about it now, I am guessing this may have been the cloud streets ‘closing the gap’ so to speak. 

Some more stats if you are interested. On route, cloud base was mostly at 9500ft. Following the cross country mantra, ‘stay high’, particularly staying in contact with the main part of the lift, I aimed to fly within a height band of between 5000ft – 9500ft, and not to go any lower than 4000ft. Most of the time I flew between 6000 and 9000ft. On one occasion I dropped below 3500ft between Booloroo Centre and Wirrabara in a bad patch of air. Total flight time was 5 hours and 12 minutes, total distance of 525km.

This flight was a real ‘punch the air’ and let out a few ‘woo whoo’s experience that filled my veins with enough adrenaline and happy chemicals to keep me in the clouds for a long time afterwards. Thank you very much to members who provided crewing and coaching support, and to all the club members who expressed their warm and heartfelt congratulations. And finally thanks to my husband Brian who, when I arrived home later that evening, listened patiently to my excitable babble while managing to look three quarters interested.  

WINDOW to the PAST
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The where is fairly obvious; but when?  Thanks Vern Schrapel, for this photo

AIRWORTHINESS

While it might seem a little strange to include this item under  “Air worthiness”s it can be argued that the heading is appropriate; certainly “Crash and Burn” would be!

Perusing the Aus Soaring site the other day, a discussion ensued about the availability of a portable   device which would assist a pilot to rig and de-rig.  There was much “too-ing” and  “fro-ing” about what is around now and what was round years ago and a lot of cyber humming and harring as to how the situation could be resolved.

As usual the answer to the problem came from our club. Have you ever stopped to wonder at the expertise we have on hand; how members are happy to share their knowledge with all and sundry to the extent of putting it in print?  I digress.

Terry’s answer to the conundrum?   “ There has been such a device around for years, it is called a Wife!”

	COMING EVENTS



	24TH JUNE

	SAGA Meeting

	10:00 in the clubhouse

	24TH JUNE
	Radio Procedures and Airspace Seminar
	Starting 13:00, at the airfield. This is a great opportunity to get your GFA Radio Operators Endorsement, which everyone will be expected to have for solo flying at Balaklava from 1 Nov 2006.

	August 26
	Annual General Meeting
	19:30 in the Club Rooms. 19:30 in the Club Rooms.


Catherine Love
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