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 “ The Worcester  News”  
Peter Wooley 

It’s exciting to see that our club made third place in 
the “Africa” section of the Aerokurier Online 
Contest (OLC).  The 2002 contest attracted entries 
from a total of 4,000 pilots, covering 20,000 flights, 
amounting to 6 million km.  The 2003 OLC contest 
has begun, and already our cross-country pilots 
have logged and submitted some impressive 
distances, especially the flights on 9th November.  If 
you need assistance with filing your flight traces on 
the OLC, just ask Sven Olivier or Alan O’Regan as 
they’ll be happy to help you. 
 
Spring should offer the chance to do some really 
exceptional distances from Worcester and some of 
us believe that 750 and maybe even 1000km are 
realistic possibilities!  The first 1000km attempt was 
cut short by rain out on the task, but already we’ve 
had some super days with flights of up to 610km 
(Reinhold Lawrenz) and 560km (myself).  Others 
doing distance include Herbie Oberhofer, Peter 
(Vne) Farrell, Rob Tiffin, Randy Cullen and Trevor 
Johnson.  Even an unidentified K13 was spotted at 
Robertson recently but it’s still not certain whether it 
was from Swellendam or Worcester! 
 
Amongst the cross country flyers Adriaan Hepburn 
deserves special mention for his flight on 23rd 
November to Buffeljagsdam, 110km east of FAWC 
(beyond Swellendam), then to Villiersdorp and 
finally back home via Jan du Toit’s Kloof and a few 
other scenic spots.  A personal best for Adriaan. 
 
News from Sven Olivier, who has been flying with 
the SA team at Tswalu, is that Gill Spreckley has 
just broken the female world record for a 500km 
triangle at a speed of 141.7kph.  The previous 
record stood at 136.3kph. 
 
News relating to club aircraft business is that we 
now have seven members interested in forming a 
syndicate to buy ZS-UUA (Motorfalke) meaning 
there are only three more needed.  The sale of ZS-
NIG (Citabria) is still actively being pursued (Randy 
Cullen is running with this) and the good news is 

that the strengthening of the Rand bodes well for 
our proposed purchase of a Samba or Lambada. 
 
Membership news is that we now have the following 
additions to our numbers: Martin Littlewood (a 
tanker Captain), Rob Kakebeeke from Parys and 
ex-member Ian Vivian.  We bid farewell to the Kirbys 
and Adrian Cilliers. 
 
Condolences go to Andrew Standring whose brother 
was killed in the bomb blast in Bali. 
 
There are some “new” glider additions at Worcester: 
Rob Kakebeeke has brought back the ex-Harro 
Schneider DG400, Andrew Standring has acquired 
a K7 from Warmbaths, Rico Suter has imported a 
very smart DG500M, and Rudi Schurkes is still on a 
collecting spree.  If you see what at first glance 
looks like an oversized K6, it’s actually Rudi’s 
ancient but very neat K2 two seater (on the other 
hand perhaps looks more like a rounded-off K7). 
 
On a practical note, we are looking for a “ new”  
fax machine for the club, as the existing one has 
finally given up and is irreparable.  If some kind 
hearted and generous member has an extra or 
unwanted fax machine lying around somewhere, 
please consider giving it to the gliding club.  On the 
other hand, perhaps one of our fantastically well-
heeled members (you know who you are – so do 
we) could donate the funds so that the committee 
can purchase a new fax? 
 
There won’t be another KK till February, so 
hopefully by then some of you should have some 
interesting flying to report in these pages.  Good 
luck to those flying at Nationals and other away 
camps, and don’t forget our own “Winelands Week”, 
which begins in mid-December and runs  through to 
early January 2003.  More on this at the end of this 
newsletter.  In the meantime, take care, especially 
on the roads, as we enter the season of death that 
some people call “festive”.                                     �
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CFI ’s place 
Nicky Oberhofer 

We have had a very busy two months of flying since 
the Citabria arrived back at Worcester.  
 
Congratulations are due to Louis Esterhuizen, 
Daniel le Grange, Douglas Heher and Brett Kuyper 
who have all recently soloed. 
 
On a practical point I must to repeat as well as 
emphasise the fact that visitors and non-member 
may NOT run wings or work on the runway, nor 
even push gliders in and out of hangers.  These 
tasks may only be carried out by trained ground 
handling crew who are members.  We simply can’t 
afford to have our gliders damaged and sustaining 
hanger rash. 
 
Members must remember their MANDATORY 
annual checks.  It is the pilots’ responsibility (that’s 
you!) to remember to have this done on time.  All 
members over 70 must have these checks twice in 
every year.  It is for your own safety and that of 
others – treat it as a learning exercise and do 
something on the check flight which you haven’t 
done in a long time, in order to brush up on your 
skills. 
 

A further point of concern is the number of pilots 
who have been doing beat-ups.  I must remind 
those members that the flying panel does not 
condone beat ups due to the associated risks they 
pose.  Ask yourself the following question: “Would I 
do a beat-up over the airfield if there were no 
spectators present?”  Of course not – one doesn’t 
show off without an audience!  If you really want to 
do a beat-up please don’t do it over the runway 
against the traffic.  You can do it next to the runway 
on the downwind leg and then pull-up onto a base 
leg BUT remember to adhere to the minimum 300-
foot rule – it’s the law. 
 
This last but crucial point of concern is members 
failing to stop when driving over the cross runway 
intersection with the taxi-way.  Last weekend we 
had a serious incident when a member drove his car 
in front of an aircraft which was taking off.  The 
cross runway is used periodically and members 
must drive carefully and exercise 
RESPONSIBILITY. 
 
In closing I’d would like to wish everyone a Merry 
Christmas and a happy new year, as well as good 
luck to the members participating in the Nationals 
and Gariep camp.                                                  �

Pax Flight Cost Abuse 

It’s unfortunate to have to report in the Krautkoerant 
on such unfortunate club activities as that which 
follows here: 
 
The committee has been made aware that certain 
members are using pax flights to enrich themselves 
at the club’s expense.  The modus operandi of 
these members is to take the pax flight charge in 
cash from the pax and then charge the flight to their 
flying account, thus enriching themselves with the 

difference.  Be warned; the small profit the club 
collects on pax flights is supposed to be for the club 
exclusively, and not the pilot.  Members engaging in 
this practice are defrauding the club and therefore 
defrauding their fellow members as well.  This 
practice must cease immediately and suffice it to 
say that should any member be discovered doing 
this in future, the committee will take the strongest 
action possible against them in terms of its 
constitutional mandate.                                     �

Motor Glider and Microlight Tugs 
Ian Forbes 

Our club is contemplating the acquisition of a 
"Samba" microlight tug.  On the one hand there is 
a considerable benefit to be gained from 
embracing new technology but on the other there 
is also a significant risk associated with branching 
away from tried and tested techniques.  A good or 
a bad decision in this situation could have a big 
effect on the future of our club. 
 
So I took some time to read up as much as I 
could find on the subject in an attempt to try and 
quantify this risk, and to determine if there are 

any obvious mistakes that should be avoided.  I 
compiled a summary of what I learned below. 
 
Most of the information I found came from 
"Sailplane and Gliding" magazine.  In a table 
below, I have listed the articles I read which 
describe motor glider and microlight tugs as well 
as motor gliders which could be used for tugging.  
I also found additional information from various 
web sites. 
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Aircraft types and Certification: 
 
All the motor glider©s listed are best described as 
"touring motor gliders".  The "microlights" are 
aircraft which are licensed in Europe in the under 
450kg all up weight category. 
 
Many motor gliders are now certified for 
aerotowing in Germany (and presumably other 
countries too).  The certification process for 
microlights in Germany is currently underway.  
The indications are that it is being well received 
by the German authorities. 
 
Choice of Engine: 
 
The options are water cooled or air cooled, 
naturally aspirated or turbocharged.  Water 
cooling has obvious advantages for aerotowing.  
Turbo charging is "nice to have" but comes with a 
high price tag for both initial purchase and for 
ongoing maintenance.  Turbochargers also 
require more pilot skills to operate. 
 
If we focus our attention on 4 stroke, water 
cooled, naturally aspirated engines, the choice is 
reduced to two, the Rotax 912 which is rated at 
80 HP and the Rotax 912s which has a larger 
bore diameter to give it an increased 
displacement.  It is rated at 95 HP, with 100 HP 
for limited period on take off.  There are also high 
compression conversion kits available for the 912 
in the USA which increase power from 80 HP to a 
claimed 95 HP.  Rotax also manufacture the 914 
which is a 115 HP turbocharged engine from the 
same range. 
 
Most Rotax engines sold in the USA are 
uncertified, that is they can only be used in 
"Experimental" category aircraft.  However there 
are also certified version of these engines 
available - one assumes that they are identical 
except for the paperwork.  I believe that the 
Samba is offered in South Africa with uncertified 
Rotax engines. 
 
While the 4 stroke Rotax is water cooled, only the 
cylinder heads are water cooled, the cylinder 
barrels are air cooled with fins.  Presumably this 
is a design compromise to lower the weight of the 
engine. 
 
Choice of Propeller: 
 
One aspect, which was apparent in a number of 
the articles, is the requirement for an optimally 
pitched propeller.  This can be achieved with a 
carefully selected fixed pitch propeller.  However 
there is always a degree of mismatch.  A variable 

pitch propeller adjusts to the optimal pitch.  It is 
clear that the towing of heavier gliders was more 
successful with variable pitch than with fixed pitch 
propellers and a number of the motor gliders were 
certified to tow heavier gliders when fitted with a 
VP prop than when fitted with fixed pitch prop.  
Towing attempts with poorly matched fixed pitch 
propellers did not yield good results. 
 
With VP propellers there is a choice of hydraulic, 
electric and manual propellers.  The hydraulic 
units are the more expensive but can feather 
more rapidly than electrical ones.  This may be an 
advantage for motor glider operation, but it is not 
a major factor for aerotowing.  Additional pilots 
skills are required to operate the VP units, with 
the exception of some fully automatic hydraulic 
units. 
 
Aerodynamic Characteristics: 
 
With the limited power available in most of the 
tugs reviewed, the importance of a good match of 
tug wing loading, drag etc to that of the glider 
being towed became very apparent.  This is 
particularly important for towing gliders with 
higher wing loadings that require faster tow 
speeds.  If the tug does not have sufficient power 
to overcome the drag of flying at higher speed, 
rate of climb deteriorates.  With any given engine, 
a tug with a higher wing loading and lower drag 
will handle this situation better.  This was very 
apparent with the weight shift trike and microlight 
category a/c tested. 
 
Handling on Aerotow: 
 
Another aspect that was apparent in a number of 
the articles was the fact that there was no 
particular problem towing with the light weight 
tugs.  Even the weight shift trike handled 
deliberate out of position aerotow with little 
problems. 
 
Take Off Characteristics: 
 
With some combinations, it was possible for the 
tug to become airborne before the glider on the 
take off run.  The tug then had to accelerate, 
without climbing, until the glider became airborne.  
This requires extra training on the part of the tug 
pilot. 
 
Also worth noting is that the initial acceleration of 
the motor glider and microlight tugs can be slower 
than that of conventional tugs.  Runway surface is 
a factor and some of the certifications limit the 
permitted glider mass when towing off unpaved 
runways. 
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Tow Ropes and Weak Links: 
 
The reports indicate that particular care was 
taken with regards to weak links.  While weak 
links used were often of lower strength than used 
with conventional tugs, it was found that they 
were still strong enough for all "normal" aerotow 
situations. 
 
The reports also indicated that it was more 
comfortable towing with a shorter tow rope (40m) 
than the 50m to 60m ropes we use behind 
conventional tugs. 

 
Operating Costs of Conventional verses Motor 
Glider and Microlight tugs: 
 
I could find very little information on this topic. 
One article suggested that the operating costs of 
a 100 HP Rotax Falke should be 2/3 the cost of a 
conventional tug.  I have presented some 
information regarding the prices of Rotax engines 
and spare parts below. 
 

 
Table 1: Relevant Articles from Sailplane and Gliding Magazine 

Article 
Date 

Tug Tug Engine  Prop Tug 
AUW 

Glider(s) Towed Glider 
max AUW 

Sep 94 Vivat Limbach 
2000 

67 
HP 

 Muhl 720 kg   

Jan 96 IS-28m2g Limback 2l 80 
HP 

  780 kg   

 Samburo Rotax 912  w/c VP 685 kg   
May 96 Pegasus 

weight shift 
trike 

 50 
HP 

   "Tutor" (open 
cockpit 2 seater) 

 

 Pegasus 
Trike 

Silencer 
removed 

60 
HP 

 Fix 
pitch 

 Junior (club std 
class) 

 

Aug 97 Super 
Dimona 

Rotax 914 
turbo 

115 
HP 

w/c VP hydr  K13 700 kg 

Jan 98 Pegasus 
Trike 

Rotax 912  80 
HP 

w/c Fix 
pitch 

 LS 6, LS4, Discus 
(dry). Bocian 2 
seater 

500 kg 

Sep 98 Pawnee Volvo 210 
HP 

w/c Fix Auto engine conversion to 
conventional tug 

May 
2000 

Falke Rotax 912s 100 
HP 

w/c Fix    

Jul 2000 What to look for in a motorglider tug, by Jochen Ewald. 2 Part article. A/C specs in 
part 2 below. 

Sep 2000 Super 
Dimona 

Rotax 
912a3 

81 
HP 

w/c VP hydr 770 kg  370 kg 

 Super 
Dimona 

Rotax 914 
turbo 

115 
HP 

w/c VP hydr 770 kg  600 kg 

 Grob 109b Limbach L-
2400  turbo 

130 
HP 

w/c VP elec 850 kg  650 kg 

 Avo 68R 
Samburo 

Rotax 
912a3 

80 
HP 

w/c Fix 750 kg  600 kg 

 Avo 68R 
Samburo 

Rotax 912s 100 
HP 

w/c VP elec 750 kg  750 kg 

 SF-25C 
Falke 80 

Rotax 912a 81 
HP 

w/c Fix 650 kg  560 kg 

 SF-25C 
Falke 100 

Rotax 912s 100 
HP 

w/c VP 650 kg  600 kg 

Mar 2002 Grob 109b Limbach L-
2400  turbo 

130 
HP 

w/c VP elec 850 kg K21, DG-505 (2 
seater) 

630 kg 

(850 kg) 
Jul  2002 Lambada 

UW 13/25 
Sauer 54 

HP 
a/c Fix 450 kg Ultralight motor glider flight 

review. 
Sep 2002 Wild Thing 

ML 
Jabiru 6 
cylinder 

120 
HP 

a/c Fix  450 kg LS4, ASW 19,   

 FK-9 ML Rotax 912s 100 
HP 

w/c Fix 450 kg LS4 600 kg 
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Notes on the preceding table on page 4 
: 
1. Sailplane and Gliding is published every 2nd month.  I have indicated a date "Sep 2002" to indicate the 

Aug/Sep 2002 issue, as this is a better indication of  publication deadline. 
2. Glider All Up Weight quoted is the highest mass mentioned in the article for a successful test, certification or 

certification in progress for the listed tug.  Glider tows listed are actual launches described. 
 
Notes on Rotax Engines: 
 
I then had a look around on the Internet to see 
what I could find on the Rotax 4 stroke aircraft 
engines. These seem to be very popular engines 
for microlight and homebuilt aircraft.  There is a 
significant amount of information available on line, 
such as specifications, prices, spare part 
catalogs, airworthy directives and maintenance 
manuals. 
 

The following links are useful links to start with: 
 
·  Official Rotax Aircraft Engine site: 

http://www.rotax-aircraft-engines.com 
 
·  USA official distributor, Kodiak Research: 

www.kodiakbs.com 
 
·  The Rotax Owners’ community site: 

http://www.rotax-owner.com/ 

Specifications of the Rotax Engines: 
 912 912s 

Bore/Stroke 79.5 x 61 mm 84 x 61 mm 
Displacement 1211 cm3 1352 cm3 
Power 80 HP (59 kW) 100 HP (73.5 kW) 
Torque 103 Nm 128Nm 
Maximum Revs 5800 RPM 5800 RPM 
Mass (incl accessories) 60 kg 62kg 
Ignition Dual electronic Dual electronic 
Compression  9 to 1 10.5 to 1 
Carburettor Bing Bing 
Gearing 1 to 2.273 1 to 2.273 
 
Prices of Rotax Engines and Parts: 
 
I found a number of microlight manufacturers, 
such as this one, http://www.zenithair.com/kit-
data/zac-rtx912s.html, listing complete Rotax 
912s Engines on their price lists, at just under 
US$ 110000.  This is just an indication, the actual 
price one would have to pay would depend on the 
exact specification of the engine and the 
accessories supplied with it. 

I then looked further and found sites such as 
these: 
 
·  http://www.craftworks.biz/pistonsite/prices.htm 
·  http://209.35.113.60/pdf/catalog/maintenance.

pdf 
 
offering spark plugs for the Rotax 912s at 
US$4.15 and US$5.35 respectively. I found other 
items such as fuel filter, $4.30 and oil filter 
$10.95.  Once again these are only indications 
but they seem much lower than prices asked for 
Lycoming parts. 
 
The Samba Microlight and Lambada Motor 
Gliders 
 
These two aircraft are manufactured by the Czech 
manufacturer, "Urban Air".  The aircraft are very 

similar.  The Lambada has a 13 m wingspan with 
15m extensions.  The Samba was originally 
offered as an 11m aircraft but now appears to 
offered with a 10m span.  Both variants are 
available with a choice of tricycle or tail dragger 
undercarriage and there is also a range of 
engines.  The units supplied into Germany are 
imported without engines or final finish.  The 
fitting of engines and finishing is done by the 
importer.  I believe that there is a similar 
procedure undertaken by the South African 
importers of these aircraft.  
 
There was a flight test write up of a Lambada 
motor glider variant in the  Aug/Sep 2002 issue of 
Sailplane and Gliding.  The report indicates that 
the design and manufacturing are of a similar 
standard to German manufactured gliders. 

I found some more information on the 
manufacture©s web site 
http://aeroklubuo.macroware.cz/Lambadaen.html 
which has recently been updated.  The 10m 
Samba is advertised as being suitable for towing 
single seater gliders of up to 380kg (this seems 
conservative based on the other data I have 
found).  The website claims that 35 of these 
aircraft have been delivered, world wide.  The 
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following table of specifications was taken from that page. 
 
Technical Data UFM-10/13/13W 

. . UFM-13  UFM-10 UFM-13W 
Wingspan (with wingtips) m 13 (15) 10 13 (15) 
Length m 6,6  5,9 6,6 
Height m 1,95  1,95 1,3 
Wing area m2 12,16 (12,85) 8,9 12,16 
MTOW kg 450 450 420 
Weight kg 265/280 250 220 
Aerofoil section . SM 701 SM 701 SM 701 
Rotax 912(ULS) PS 80 80/100 - 
Propeller - 2 /3  m 1,58/1,43 1,58/1,43 - 
Min. speed km/h 63 65 62 
Max.cruising speed km/h 175 250 - 
Max.speed in turbulence km/h 150 200 150 
Never exceeded speed km/h 190 270 190 
Max. calculating speed km/h 212 300 212 
Glider ratio cca 23 19 28 
Climbing solo m/s 7 3,5/7(10) . 
Climbing at MTOW m/s 5 5(7) - 
Climbing by tow m/s . 2,5/3,5 . 
Min.sink rate m/s 1,1 1,5 0,75-0,9 
Fuel tank l 50 50 - 
Number of seats pcs 2 2 2 

Conclusions: 
 
Motor gliders and microlights have a very definite 
future in aerotow applications.  I found nothing to 
indicate that there are known limitations or 
problems which we have overlooked. 
 
I have not looked too closely at turbocharged 
engines as they are probably out of our budget.  
That leaves the 100 HP Rotax 912s as the best 
available engine with a proven track record. 
 
Of all the aircraft mentioned above, the 10m and 
11m Samba©s seem to have close to the ideal 
characteristics in terms of drag and wing loading 
etc for aerotowing.  The variable pitch propeller 
seems important, but expensive.  Notwithstanding 
some drag penalty, I suspect the tricycle 
undercarriage would be the best suited to our 
operation.  Alternative tug choices might be Falke 
or Samburo motor gliders with 100 HP engines 
and fixed pitch propellers. 
 
Clearly the mass of glider which can be towed by 
most of the aircraft listed above, is less than that 
of our 180 HP Super Cub.  However the 
capabilities of some of these aircraft tested seems 
to be adequate for our requirements.  Three 
factors play into the hands of CGC: 
 
·   we operate from sea level 
·   we operate off a long, paved runway 

·   our weather conditions are such that we often 
do not carry water ballast. 

 
It should be noted that many of the articles, as 
well as the certifications listed above are for motor 
glider tugs, with an all up weight in the order of 
600 kg.  I am not sure if there are any factors 
which limit the applicability of these experiences 
to a microlight with an all up weight of 450 kg.  
The experiences of local operators may answer 
this issue. 
 
There are some areas where I have not found 
any information.  These should be investigated by 
our club before we make an investment of this 
nature: 
 
·  The licensing and certification criteria for 

aerotowing with a Samba microlight, and 
whether there is long term security to the 
current de-facto acceptance of this by South 
African authorities. 

 
·  The availability, cost and limitations on 

insurance cover for a Samba tug, and any 
effects that it might have on our existing glider 
policies. 

 
·  A thorough review of the operating experience 

gained by other operators aerotowing with the 
Samba in South Africa.  This should include 
experiences from Gariep Dam, the WGC 2001 
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competition as well as experiences gained at 
other sites. Tug and glider pilots involved 
should be interviewed. 

 
Finally I would like to end off by making direct 
reference to Jochen Ewald, the author of a 
number of the articles listed above.  He wrote the 
two part article in Jun/Jul and Aug/Sep 2000 
issues of Sailplane and Gliding which reviews 

seven certified motor glider tugs and provides an 
excellent discussion of  the general requirements 
of a motor glider tug.  He mentions issues such as 
the requirement for good cockpit ventilation, 
effective rear view mirrors and the careful location 
of the release hook operating control in the 
cockpit.  All small items which could have a big 
effect in the long term success of a new tug.      �

Mainly for Tuggies 
Ari Cotton, Chief tug pi lot 

During the past month or so we have seen a 
significant increase in tug times, with tuggies 
often putting in more than six hours on Saturdays.  
In order to pre-empt any incidents, or “events of 
interest” related to tug pilot fatigue, we will 
schedule a second tug pilot for every Saturday.  
The second tuggy will be responsible to liase with 
the main tuggy in the morning to suitably arrange 
a rest period for the main tuggy.  The important 
point is that no one should tug for more than five 
hours continuously. 
 

Tuggies are asked to please volunteer their 
services to me by email in order to schedule a 
convenient day to assist another tuggy.  This 
saves me having to phone each pilot to enforce a 
backup-duty day that may not be convenient. 
 
Also, related to this we are on a drive to increase 
the number of Tuggies.  This week John Spargo 
will convert onto the Citabria at Stellenbosch after 
the MPI and we look forward to having him on the 
squadron. �

Motorfalke Update 
Andre Leeb-du Toit 

The engine is now with R & A Glider Services in 
Noordhoek and is in the process of being fitted to 
the Falke.  It is an Andreno V W engine with 
electronic ignition, an oil cooler and oil filter.  We 
are in the process of making plugs for moulds 
from which fairings will be cast and positioned 
onto the top cowling to facilitate the distributor 
and fuel pump.  A location will have to be found 
for the coil, oil-breather/filler and also the oil 
cooler.  We have in mind where to locate 
everything and now the slow and meticulous 
process of fitting is under way.  The previous 
rather unsafe battery holder has been re-
designed and improved.  
 
Extracts from the engine logbook. “Engine rebuild 
by Andreno van Wyk.  Casing replaced with new 
German casing with oil-filter.  Crankshaft replaced 

with webbed crank.  Connecting rods shot-
peened.  Sleeve kit is 87mm (1664cc). This is 
back to the engine capacity for which the SF 25 
was designed.  New main and big-end bearings.  
Balancing of the engine carried out by D.I.C.E 
Engineering  Re-conditioned heads fitted, one-
piece steel intake and stainless exhaust valves.  
Magneto removed as it was of static design and 
could not advance and retard automatically; now 
replaced with electronic ignition (VW).  Dual IC 
unit operated through a toggle switch.  The oil 
cooler will work in-line with the original heat 
exchanger.  A special thrust seal fitted where the 
magneto was previously housed.” 
 
On Friday 15th November at 8pm I was present 
when the engine was bench run.  It sounded just 
great!                                                                 �

Why I  Flew in a Gliding Competition 
Cornelius von der Heyden 

I started gliding many years ago, but soaring, that 
only really happened to me after that magical 
flight following Herbie Oberhofer along the ridge 
to Porterville.  It was like Salome’s dance of the 
seven veils; once I had peered beyond that first 
veil (of always being within gliding range of the 

airfield) I knew how exciting gliding really can 
be… 
  
From Orient airfield we all took off into a sky that 
clearly was not meant for cross country.  A cold 
front had swept over the Cape a day before and 
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the grey overcast was fast approaching the task 
area from the Vaalriver.  The task had become 
irrelevant, for as I headed out of from 
Magaliesberg I knew I would be returning by road 
that night.  I also knew that the others who 
ventured out, not one would make it back home 
by glider.  I ended in a ploughed field strewn with 
brick sized rocks, my glider had a hole in the left 
wing, and I couldn’t have been happier.  I, and the 
handful of others, had played the ultimate game: 
just by trying that day, we were all winners.  No 
matter how short the distance, we all had our 
story to tell.  I was in a field in a part of our 
country that I will probably never see again, and I 
had just seen two warthogs running from the veld 
next to the furrows.  What did it matter that my 
good distance did not score on this scrubbed 
day?  Rob Tiffin came to retrieve me with a smile 
and a cold beer in hand.  The day before I had 

scolded him for his poor choice of field, and his 
kindness in getting my precious damaged glider 
out of that acre made me regret even more my ill 
chosen words of the day before. 
  
Such is gliding in a competition.  I had peered 
behind the second veil; fly with others to see what 
is possible, make new friends, try even if only to 
surprise yourself. 
 
I fly a good glider, but it certainly is not a “hot 
ship”.  I have no fancy gizmos and I know they 
are not essential.  I had some good flights in that 
competition using just a simple vario and hiking 
GPS. 
 
 If you too would like to join me in that dance of 
the veils up there in the sky, then all you have to 
do is tag along.  I owe it all to Herbie.                �

NEW Procedures for FUEL at FAWC 

The following concerns all who glide at 
Worcester: The fuel bay key will continue to 
reside with Ed Verpraet.  In the event of Ed being 
unavailable for any reason, the key will be 

handed over to the Duty Pilot of the day.  The 
Duty Pilot will then be responsible for handing the 
key back to Ed at the end of the day.                 �

 

 
SHORT NOTICE BUT… 

DON’T FORGET! 
Saturday Evening 7th December! (it’s this coming Saturday) 

 
 

 
The Cape Gliding Club year-end party is planned for the evening of Saturday 7th December! 

 
The gathering of the clan at the club house will begin at 18h00, and the inimitable Rico Suter lamb potjie 
accompanied with Riekie Marais salads will be served from 20h00.  Remember last time?  We expect a 
big turn out so booking is ESSENTIAL.  Phone Riekie at 021 855 0262 or e-mail 
cmplant@mweb.co.za before 3rd December. 
 

 

WINELANDS WEEK 2002 
 

Plan now for the Winelands Week, to be run at Worcester from 16th December through to 5th 
January.  All club ships will be available, so come and have your fill of good flying weather.  
Remember last year, while the folk at Gariep prayed for 1000km weather, Worcester was having 
the best soaring weather in the country! 
 
Participants must be prepared to muck in on the runway (it’s mandatory!) and help their fellow 
pilots get on and off the strip, as “hands” are often a bit scarce during “Winelands”.  We extend in 
advance our gratitude to the tuggies who are prepared to give up their time for the glider pilots! 
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Wir sind davon ueberzeugt das sich dieses durch Versagung des Klebstoffs ergeben hat. 

Don’t let it happen to you! 
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 ����
Repairs and modifications to any glider in either Carbon, Glass, Wood or Kevlar, including surface refinishing. 

All workmanship meticulously done at realistic prices. 
 

Also: Design & fabrication of wing wheels and tail dollies – trailer repairs and modifications - installation of glider tail 
wheels and wingtip wheels - weight & balance reports. 

 
Suppliers and installers of Becker glider transponders and radios. 

 
Our track-record speaks for itself! 

 
Telephone and fax  021 789 2347 

P.O.Box 95 Noordhoek 7979 
E-mail: Rien rienlani@zsd.co.za or André aldut@zsd.co.za 

 

VolksloggerR Flight Recorders 
 

Units may be purchased or else RENTED (at R53/day).  If a rental unit is purchased within a month, 80% of the rental 
goes towards the purchase. 
 
The Volkslogger records flight information from its internal GPS to support badge and record claims and for scoring 
purposes in competitions.  The units are highly portable and come with StePla software for uploading waypoints and 
tasks and downloading flight information.  GPS output is compatible with WinPilot (as well as other software) and 
modern flight computers. 
 

ALSO AVAILABLE AT BELOW-TARIFF PRICES: Garmin GPS and ICOM radios (prices on request). 
randal@ivancorp.com or phone 423 5461(h) 425 1990(w). 

 
 

Next Krautkoerant 
 

Thanks to the office bearers and all others who have provided input for this December Krautkoerant. 
 

Deadline for the February Krautkoerant is 22nd January. 
Editor: Peter Wooley , ph 686 3883 (h), 487 2451 (w) or fax 487 2592;  

e-mail peter.wooley@capetown.gov.za 
 

“The test of democracy is not that the majority should always get its way, but how far minorities are respected.” 
John Stuart Mill (1806- 1873). 


