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The Worcester News 
Peter Wooley - Editor 

 
Safety 
There’s more than usual on safety matters in this 
issue of the Krautkoerant.  Safety is a subject that 
all pilots have to confront with utmost 
seriousness, as our frail human lives depend on 
it.  Many of you know of the tragic paraglider 
fatality that occurred near Saronberg on Sunday 
7th March – we all need to be vigilant all the time.  
There’s also quite a bit further on concerning the 
occupational hazard of landing out, with a good 
first-hand account from June Sterling. 
 
Tugs 
From all appearances the Samba project is now a 
dead duck, killed by the negative and prejudiced 
attitude on the part of certain tug pilots.  Could it 
be that the concept of ultralight tugging is so 
radical that change of this magnitude causes fear, 
which is then couched within what is labeled 
“safety concerns”?  A pity that it was not even 
given a fair chance.  Now it seems we are going 
from the sublime to the ridiculous by considering 
Diesel engine conversions and ex-military 
Bosboks.  Maybe with a tethered hot air balloon 
we could lift our ships vertically and release them 
at 5000’?  We’ve got plenty of hot air. 
 
Our back-up tug NIG continues to be problematic, 
recently requiring the replacement of yet another 
cylinder assembly, the cost of which is expected 
to exceed R10 000.  This is the fifth cylinder 
assembly that has cracked in a relatively short 
space of engine time.  As it will not be the last 
maybe Johnny Navarro at Stellair can arrange us 
a bulk discount on these rather costly spares?  
The reason we are destroying so many cylinders 
appears to be overheating while tugging, and 
possible shock-cooling after release.  Worldwide 
this is the most common cause of premature 
engine replacements in tugs and it’s the sole 
reason for our careful let-down procedure that 
allows more gradual cooling, especially during the 
critical period immediately after release.  Are our 
tug pilots adhering to these procedures?  NIG is a 

financial black hole that will continue to guzzle 
club funds as long as we use it for tugging.  It will 
be interesting to see what the committee is forced 
to raise the tug rate to in order to cover these 
horrendous on-going costs – the rate is going to 
bite us I’m sure.  On the other hand, having 
advertised NIG for sale, it’s perplexing why the 
committee has not already disposed of it to one of 
the willing buyers that have already approached 
the club.  We need to sell this aircraft right now. 
 
Having said all that it’s far more pleasant to move 
on to soaring, where members’ achievements 
have been fantastic.  Some of what follows may 
be old news to those who follow the OLC and 
others who are watching the exploits of our cross-
country enthusiasts… 
 
Martin Grünert, who until recently flew mainly 
back-seat with Reinhold Lawrenz, has been 
successfully soaring across country in Otto 
Tönges’ DG500M, D-KDUL.  His first solo flight on 
31st January clocked up over 1000km.  The 
following day he did over 700km after a late start.  
In February I had the privilege of flying with him – 
and I’m still re-living this unforgettable 
experience.  Martin is a master of close-flying the 
slopes – and has perfected techniques to 
maintain a high average speed while using the 
very weakest thermal and ridge lift to maintain 
height.  Flying with him is a unique experience 
and difficult to articulate accurately  – you really 
have to be there to understand.  The simple rule 
for speed (which equals distance) remains the 
same: don’t ever turn.  When I try this in my own 
glider I usually just get lower and lower! 
 
In the old days before transponders, when 
airspace was not so busy, a number of our pilots 
reached Hermanus, Rooiels and Cape Hangklip 
at high altitude in wave.  On 15th February Martin 
made a pioneering low-level flight to Rooiels, this 
time using ridge lift and thermals.  It’s never been 
done before.  The same flight took in 
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Renosterhoek and Swellendam, clocking up 
870km.  A difficult flight to better and a 
magnificent soaring performance. 
 
How does he do it? 
Over the last 12 years or so I’ve flown many out-
and-returns down Tradouw Pass way, on good 
thumping ridge days when the wind is aligned so 
perfectly that some of our pre-solo students would 
find 300km easy.  The conditions that Martin uses 
are completely different.  We’re not talking about 
perfect ridge days, we’re talking about scrappy lift 
that’s a mixture of thermal and ridge, small, and 
spiced with a fair amount of sink.  It’s only 
available very close to the terrain and it’s this 
narrow lift band of about 10 metres in width which 
he uses.  This is what makes his flying technique 
so exacting.  Above the kloofs and gullies it’s 
sometimes pretty rough too.  Even at my stage of 
experience I would not try to emulate this in my 
15 metre ship.  My opinion remains as before – 
don’t try and copy this kind of flying unless you 
understand exactly what the air is doing in 
relation to the terrain, unless you can keep your 
cool under pressure, and unless you can control 
your airspeed perfectly while very close to the 
terrain in rough air.  Quite a tall order. 
 
More long distance soaring 
Since Martin and Reinhold have made 1000km 
flights a feature at our club, advancement in long 
distance soaring still continues.  In January 
Reinhold turned at Joubertina abeam 
Plettenberg Bay, which is a record at 400km out 
from Worcester.  The total distance logged on this 
flight was over 900km without having to resort to 
the Rotax.  Is Reinhold’s flight the practical limit of 
eastward coastal soaring?  Time will tell. 

But also remarkable is Alan O’Regan’s flight on 
29th February in his LS8 where he achieved 
997,3km!  At last a 15 metre pure glider has all 
but cracked the magic 1000km mark – 
congratulations Alan!  Or is it commiserations for 
the 2,7km that you were short? 

Soaring over new ground 
Reference was made in the last issue to Rob 
Tiffin exploring the seldom-visited 
Caledon/Overberg area.  Now Grové Steyn, 
flying the club Cirrus GIG, has successfully flown 
a new route from Waaihoek peak along the 
southern side of the Ceres valley (or the northern 
side of the Hex River mountains, if you prefer), 
soaring north-eastward to the Matroosberg.  
Retracing most of his route, he returned to the 
airfield over the top of the Audenberg.  Another 
nice pioneering flight that should be possible to 
be repeated in north-westerly conditions – watch 
this pilot’s future performance. 

 
More new ground was covered by a pure glider 
on Sunday 7th March when Sven Olivier flew 
southward towards Sir Lowry’s Pass, wisely 
turning abeam the Helderberg when he saw the 
two DG500M’s coming back at low-level.  Within 
five minutes of Sven turning, the DG’s had to re-
start their engines.  Sven clocked up over 400km. 
 
Club single seaters 
The “syndicate system” introduced by the 
committee in an attempt to raise utilization of our 
Cirrus GIG has proved to be an unprecedented 
success.  The “syndicate system” works through a 
volunteer group of interested members who 
guarantee the glider’s annual overheads to the 
club, thus making it possible for these members 
to fly GIG more economically.  The glider certainly 
is in demand now.  It shows clearly that cost and 
the duration a member is permitted to fly a 
club ship on a single flight have been the two 
main factors previously militating against 
utilization.  You can’t fly a meaningful cross-
country in two hours, and if you could fly for five 
hours at current rates, the cost would be in the 
region of R500 for the glider alone.  Add to that 
about R250 for an aerotow and you’ve got R750 
per day in rather an old Cirrus.  Would any sane 
club member be prepared to pay this, even if it 
were possible to get away off a winch launch?   
 
Winching: part of an answer? 
Having mentioned winches, this does seem to be 
where we’re headed, for training at least, though 
it’s doubtful many summer cross-countries will be 
begun off a winch launch.  An interesting detail: 
the new price of one particular make of British 
double-drum winch is approximately R650 000, 
before shipping and vat.  Like most material 
things in life, you only get what you pay for but 
perhaps the sale of the Citabria can cover this? 
 
New club gliders? 
There’s talk among some members of plans for 
“future improvements” to the club glider fleet.  
Leaving aside the fact that our members have 
never before taken good care of any club ships or 
equipment, consider at what rate per minute we 
would be hiring out something like a Discus or 
LS8 in order to cover capital and insurance costs.  
Even it we obtained the glider for free, the 
insurance cost would be crippling, though some 
kind of “syndicate system” may be possible – but 
why not a private syndicate, if it has to come 
down to that.  Think how much you would be 
prepared to pay per minute to fly a Discus for a 
two-hour slot, where your skills probably make the 
possibility of an out and return to Swellies in that 
time dubious?  “New” gliders would be “nice to 
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have” but if your aim is not to fly long cross-
countries, why the need for sleek “new” ships?  
Nice to have, yes, but can we afford them?  It’s 
doubtful that the existing syndicate pilots will be 
prepared to fund this venture.  No doubt I have 
just opened a can of worms – let’s hear from you. 
 
Landing out 
Landing out is an integral part of our sport, even if 
you fly a glider with an engine.  As more of our 
pilots push further, we are seeing more land outs 
than when we first began operating at Worcester.  
One hazard with this is that there are regions 
along the Slanghoek-Worcester-Swellendam axis 
that are almost devoid of suitable outlanding 
fields.  Late decisions can spell disaster.  Of the 
latest set of outlandings, some have been good 
and some bad.  If yours was a bad one, make 
sure you know why and strive not to repeat the 
same mistakes on your next.  The road to 
becoming “experienced” is seldom easy.  In my 
own outlanding at Buffeljagsrivier, I simply left the 
decision to abandon trying to climb too late, 
believing that I would eventually connect the lift I 
needed.  In the strong wind I didn’t find a usable 
thermal, and while I battled in the scraps of lift, I 
drifted downwind of my chosen field.  The result 
was that I only just squeaked in.  It’s all too easy 
to lose your ship through bad piloting decisions. 
 
In the above regard June Sterling is to be 
commended on her well executed outlanding in a 
K7 near Brandvlei early in March.  It was only her 
fifth solo.  The moral - beware of wind direction 
changes with altitude. 
 
Like myself, it seems that Adriaan Hepburn 
pushed his luck a bit too far when he landed just 
east of Swellendam in February.  Rumour had it 
that he was getting a LAK self-launcher but he 
seems to have changed his mind so the sale of 
his LAK17 is off.  My own confidence in self-
launchers has been reduced by the three recent 
occasions where these types have proved 
somewhat unreliable.  It’s not reduced to the 
stage that I don’t want my own self-launcher – but 
once airborne, how can you be sure it will re-start 
again on demand! 
 
Sven Olivier executed a successful outlanding 
just south of Tulbach in February, while returning 
late (too late!) from Renosterhoek.  He still 
managed to clock up a respectable 500km plus.  
It amazes me that none of that Sunday’s pilots 
bothered to stay at the field to see if Sven would 
make it home.  Do we help each other or do we 
say “f… you, it’s your problem”?  The answer 
seems clear.  Fortunately, airfield-dwellers Ed 
Verpraet and Tom Heaslip came to the rescue, 

but these guys can’t be relied on every time.  
Thanks chaps!  And before some clever member 
trots out that “you should always have your own 
retrieve crew arranged”, this really isn’t easy to do 
every time (every week) and shouldn’t be 
necessary within our club environment. 
 
Quinton Hoole did not get off so lightly with his 
outlanding.  A marginal final glide into FAWC 
ended with a flattened undercarriage and bent 
main pin in a field just north of the chicken 
houses.  Beware in a strong south-easter and on 
north-westerly wave days after being pummeled 
at Waaihoek - between Kleinberg and the airfield 
there are few (if any) suitable into-wind landing 
fields.  The same shortage of fields exists in the 
area between the Audenberg/quarry area and the 
airfield.  Newly soloed pilots take note. 
 
“ Club Class”  World Championship 
Cornelius von der Heyden has announced that 
he will be flying in the World Club Class 
Championships.  This competition caters for 
“older” types of gliders that are no longer 
competitive against contemporary ships, and no 
water ballast is permitted.  Gliders like the 
Standard Cirrus, LS4 and Mosquito are 
examples.  The competition will be held in 
Elverum, Norway from 12th June 2004 till 26th 
June 2004.  Altogether three South Africans are 
going; Cornelius von der Heyden, Mannie 
McLauchlan and Arnold Geerlings (the last two 
from Magalies).  Carol Clifford will be the team 
manager.  The airfield is the site of the Norwegian 
Gliding Centre (gliding is sponsored in that 
country) and is near the spine of mountains that 
runs down the length of Norway, separating the 
coast from the inland plains towards Sweden.  
There is likely to be some mountain flying 
(mountains to 4000 feet), but most tasks will be to 
the east over the plains.  Currently 24 countries, 
including Brazil and Pakistan, are sending pilots 
with a total of about 60 expected.  All competitors 
will be flying the same tasks but with handicaps to 
accommodate the various types of gliders 
(imagine the size of the gaggles!)  Cornelius’ crew 
will be his wife Nicola and baby Stefan, so they 
plan to make it a bit of a holiday too. 
 
Thanks for that update Cornelius – and 
congratulations on being selected.  We’ll be 
watching you and holding thumbs. 
 
ELT’s 
Without trying to sound morbid, have you ever 
considered that having an Emergency Locator 
Transmitter in your glider may save your life one 
day?  Consider how long it would take a 
helicopter search party to find you in, for example, 
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one of those dark kloofs in the Swellendam 
mountains.  An ELT would make a crash site 
easier to find and the time saved could save a 
life.  It’s the main reason why they are mandatory 
in Canadian gliders though here, it’s still your 
choice. 
 
PPG’s 
PPG’s are powered paragliders.  There seems to 
be a bit of a controversy raging in some circles at 
the moment about certain pilots operating PPG’s 
in the Stellenbosch-Helderberg-Gordons Bay 
area without using proper airband comms.  It’s 
still a mystery to me why a paraglider is exempt 
from having to be on airband TIBA comms while a 
PPG does have to be – is there any legitimate 
safety reason why all aircraft should not be using 
airband TIBA comms?  Perhaps it’s to prevent the 
airwaves from being blocked while the PG’s are 
“swarming” in the hundreds as we have seen at 
Dasklip?  
 
Future Krautkoerants 
As a plug for future Krautkoerants, let me say that 
your opinions in any form of letters or articles are 
always encouraged.  But let’s just leave the 
Samba waffle to the cgcdiscuss forum, which I 
might add, is very polite and disciplined compared 
to another particular aviation discussion group I 
subscribe to!  Contributions to the KK can be e-
mailed to editor@cgc.org.za or faxed to 021 487 
2594 for my attention. 
 
New members 
We welcome all the new members who have 
joined since the last Krautkoerant.  Whatever it is 
you need to know, ask.  There are no “stupid 
questions”. 
 
Overseas visitors 
There seem to be more visiting glider pilots 
coming to Worcester than previously – perhaps 
it’s the story of Reinhold’s pioneering 1000km 
flight – or maybe just more people are visiting SA.  
It’s good to hear their comments on what a 
wonderful part of the world for soaring this is.  I 
guess that’s why we stay here!  We’ve had folk 
from England, the Czech Republic, the US, 
Germany, Iceland and Finland (at least that I can 
think of).  Perhaps it’s time to build some sort of 
visitor accommodation that can also serve 
members who want to stay overnight periodically 
at the airfield?  Or maybe the club could buy the 
large unused hut next to the swimming pool? 
 
More information regarding non-members who 
use the airfield facilities follows further on under a 
separate heading.  Please be sure to read this. 
 

In Memoriam 
Many members will recall some lively talks on 
airspace matters given at the club by one-time air 
traffic controller Robbie Sinclair.  Robbie was 
retired from ATNS and died on 5th March from 
smoke inhalation when his apartment caught fire. 
 
Calling back our past 
Helmuth von Michaelis, “new” CGC member 
and son of the late Heinie von Michaelis, founder 
of the Cape Peninsula Flying and Gliding Club 
(the forerunner of this club), has given André 
Leeb-du Toit two interesting historical 
photographs for our web site 
http://www.cgc.org.za/.  One was taken in about 
1950 when Helmuth was six and shows the 
ancient club winch (yes Paul, a winch!).  The 
second photo was taken in 1960 on the day when 
Helmuth and his twin brother Hans (alias Mouse 
and Lion) soloed in the club’s S-18 single seater.  
Others in the pictures are Betty Rowell (of Betty’s 
Wave fame and later Pat Beatty’s wife), Monica 
von Petersdorff, Heinie von Michaelis and Helmut 
von Moltke.  But who are the men carrying the 
winch pully?  Herbie pray tell? 
 
Sinus, Virus… and soon Taurus 
Having Sinus, or a Virus, no longer indicates that 
you are unwell.  These type-certified Ultralight 
aircraft, demonstrated at Stellenbosch recently,  
are more examples of the growing “new 
generation” of UL Rotax 912-powered aircraft 
being made today.  But of more interest is 
Pipistrel’s side-by-side motor glider, the Taurus.  
While yet in advanced developmental stage, the 
manufacturer boasts a best glide of 40:1!  It has 
an enormous canopy a la Caproni and Stemme, 
twin retractable main wheels and a retractable 
propeller pylon above a  Rotax 503.  Compared to 
some other motor gliders, a mere snip at an 
estimated E70 000.00.  More details on the 
Taurus can be found at 
www.mcp.com.au/sinus/newsletters/newsletter-
14/newsletter-14.html 
or for the Sinus and Virus, see 
http://www.pipistrel.sl/ 
 
What’s next at Worcester… 
More flying!  The thermal soaring season is not 
yet over – Otto Tönges did a nice 500+km early 
in March and Sven Olivier made a tenacious 
300+km on a bad day later on in the month.  April 
has been known to provide some excellent 
thermal soaring as well as wave, so don’t feel that 
it’s time to slack off your efforts – keep trying for 
the next goal you have set yourself.  Like Captain 
Flashart, you must doohoohoo-itt!  And remember 
Uncle Gary who said something like: The more 
you fly, the better you…   
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From the Chairman 
Randal Cullen 

As this is the last KK before the annual general 
meeting, Peter Wooley, our able editor has 
stretched the deadline for a couple of us to get 
our two cents worth in. 
 
The annual general meeting of the Cape Gliding 
Club has been scheduled for April 28th at the 
Bowling Club in Pinelands (I’ll let them know 
we’re coming).  The meeting agenda will include 
a review of the year’s activities as well as election 
of officers, awarding of hardware for meritorious 
conduct and the last rights for another season.  
 
The Cape Gliding Club has climbed the list in the 
On Line Competition to reach the number one 
spot, based on kilometers flown.  Thanks to Sven 
for not only doing more than his fair share of the 
flying but also pushing other pilots to get their 
flights into the system.  Sven has become our 
‘director of flying’, posting weather forecasts and 
offering advice on tasks to those of us still 
seeking some kind of proficiency in the finer 
points of this sport.  We have started taking 
Reinhold, Martin, Sven and Alan O for granted.  
They disappear in the morning and reappear late 
in the evening having done things most of us only 
dream about in the interim.  Alan O’s 997km flight 
in X32 ranks highly on OLC, but to my mind, his 
flight on Saturday, March 27th was even more 
impressive.  Scratching around for five hours in lift 
that only he could find, he eked out more than 
300km.  The SSSA should commission a study 
into exactly what he eats for breakfast. 
 
Pre-eminence in cross-country flying has been 
accompanied by an upsurge in an unavoidable 
component of cross-country flying – landouts.  
Landouts are unplanned arrivals that need to be 
properly conducted to ensure a happy ending.  
There will be comment on some of the more 
recent landouts elsewhere in these pages and in 
the National newsletter.  No injuries have been 
sustained and only minor damage to a couple of 
gliders.  What they have brought to my mind are a 
couple of old ‘saws’ of the flying business.  “Learn 
from the mistakes of others as you won’t have 
time to make them all yourself’’.  The other one 
which is especially appropriate to glider pilots is 
“The superior pilot uses his superior judgment to 
avoid situations that might require application of 
his superior skill”.  This is a sport where the 
learning never stops.  If you think yours has or 
that you have learned it all, flying will shortly 
provide you evidence to the contrary.  Do 
something about it right now.  Pick up a book or a 

telephone but keep the ideas and questions 
flowing.  Push yourself to learn and provide 
learning, we owe it to each other to be the best 
pilots we can be. 
 
June S, that over achiever who has already done 
a successful landout even though she hasn’t 
been cleared for X country yet (nice job June) 
took me aside on Sunday and suggested a work 
party would be in order to take care of the 
declining state of cleanliness in the club hangar.  
Another suggestion is that we move the shade 
structure at the end of 15 to be the same distance 
from that end of the runway as the one on the 33 
end is.  André has done this kind of thing too 
many times to be expected to take it on again.  
There is also a request from our riding club 
neighbors to construct a new gate in their fence to 
allow access to the Breede River roads and riding 
trails.  Their old exit point was closed when we 
moved the fence at the 33 end out of the way of 
our tow rope.  Volunteers to organize or 
undertake any of these tasks are please asked to 
contact John Spargo.  

You may have noticed the absence of the RV for 
a while or you may not.  Certainly the students 
were appalled at the idea of another weekend 
without it.  Older members (6 years older?) had 
simply slipped into pre-RV mode while the new 
comers have never known life without it.  Coen M 
is seeking a place at the table with the likes of 
Rien, Andre and Dave S by coming up with a new 
Nissan powered RV with special mods to improve 
its towing performance (on the ground guys).  We 
have been told to expect this little beauty on a 
Tuesday in the near future.  The addition of a 
second RV will cater for combined winch and 
aerotow operations.  
 
The SAMBA is still an issue of hot debate.  We 
have given cgcdiscuss a workout in the last few 
weeks over this issue.  The committee has taken 
the recommendation of the special general 
meeting to heart and is currently researching the 
cost for a test program with this airplane at the 
CGC.  Hopefully this test program will resolve the 
issue of towing with ultralights and we can put this 
controversy behind us. 
 
We will be notifying you of further details 
regarding the AGM as it gets closer, using our 
internet resource, mail-out and telephone.  Try 
and keep the evening of the 28th April free in 
order to get your own two cents worth in. 
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Safety is YOUR responsibility 
Sven Olivier 

As I am stepping down as safety officer at the end 
of the term of the current committee, I am taking 
this opportunity to thank you all - and also to get 
in a parting shot. 
 
Firstly thank you to each and every one of you for 
the mostly safe operations from our airfield and 
also elsewhere.  We do a lot of flying at 
Worcester and at times have been in the lead on 
the OLC, we have a current South African 
champion, past South African champions, 
Bokkies and more aspirant Bokkies as well as 
many other very competent pilots at our club.  
These not only include the cross country pilots, 
but also the pilots who love instructing, flying 
locally or just spending some time in the air.  I 
believe that it is very important that we cater for 
all pilots.   
 
The competency of a pilot is not measured by the 
points scored in a contest or the kilometres 
covered in a day, but rather in the ability to fly 
within their own limits.  Only you as P1, sitting in 
your single seat glider can really judge your own 
competence.  Although we know the level of 
competence of some pilots from what we 
observe, or more usually, from what they tell us, 
mostly the level of competence is rather 
enigmatic.  I should also pause to point out that 
there are, of course, also examples of 
incompetence and these I have had to examine 
closer in the invariably resulting incident or 
accident reports. 
 
Recently the fear has been expressed, publicly I 
might add, that our established ridge flying pilots 
are leading a bunch of budding aspirant ridge 
flying pilots. This, so we are told, inevitably will 
lead to someone’s destruction on some cliff face.  
No statistical or other evidence has been cited in 
support of this bold assertion and of course, if this 
inevitability exists, we should reconsider our 
approach.   
 
It is of course correct that we are certainly 
breaking barriers and we have seen truly 
memorable flights to Stormsrivier Bridge, Calvinia, 
Rooiels and Bredasdorp.  A glimpse at Martin’s 
flight to Rooiels reveals, to the nervous observer 
of course, that he was quite low on the two ridges 
running into Rooiels.  The careful observer would, 
however, note the high speed at which he was 
travelling.  This he could only do, whilst 
maintaining altitude, if the ridge was “booming”.  

Most of the barriers we are breaking are glass 
ceilings.   
 
I am, however, in agreement that one should not 
blindly follow these pilots.  You, as P1, remain 
responsible for each and every decision you 
make.  After all it is you who have earned the 
licence and the right to fly the glider.  This is the 
principle that with every right there is an 
obligation and safety is both your obligation and 
your responsibility.  You are the pilot making the 
decisions - there is no remote control and I 
cannot, from which ever position I am in, fly your 
glider nor, the truth be told, advise you. 
 
Your responsibility in this regard covers each and 
every aspect of the flight - from insuring that your 
parachute is properly serviceable down to 
selecting the right field, to keeping your string 
straight and the airspeed correct.   
 
If you accept these responsibilities, accidents 
cannot happen - we have not had any structural 
failures during my term as safety officer at the 
club - the accidents and incidents have all been 
directly (mostly) or indirectly (sometimes) due to 
the dereliction of the responsibilities of P1. 
 
On a final glide you cannot hope to follow another 
pilot who is 50 feet above you, one kilometre 
ahead of you and going 20km/h faster than you, 
and arrive at the same attitude at the airfield.  
Although everything looks deceptively similar, the 
difference is at least some 250 feet, assuming the 
same glider and the same wing loading. 
 
There is a coffin corner in out landings - if you 
leave the field selection too late and you start the 
circuit too low, you are continually eroding your 
options.  We all know that at 2000 feet at the Hex 
River Valley you already have no options - but if 
you do end up there at 2000 feet it was your 
decision and your choice - don’t try to shift the 
blame elsewhere.  The same applies to being 60 
feet at Kleinberg. 
 
If the engine is out it is there because you put it 
out (or, worse, forgot to put it in).  Get the point?  
Safety is YOUR responsibility. 
 
Although it is always dangerous to categorize the 
pilots who have had to submit incident or accident 
reports, they mainly fall into two categories.  
Firstly, those who, because of lack of experience, 
lack of training or changing weather conditions, 



 
Krautkoerant  April 2004 Page 7 

found themselves in a position where they were 
outside their level of competency.  This was the 
group who often admitted that they had left 
matters too late, or that they were not sufficiently 
current, and so on.  The second group were those 
who, in supreme belief of their own infallible 
competence, always sought to lay the blame 
elsewhere.  They, to my mind, are the pilots who 
found themselves outside their level of 
competency because of their own attitude.  Any 
pilot who finds himself outside his level of 
competence has a reduced ability to make the 
correct decisions.  For example, no level of 
competence can save him from 2000 feet in the 
Hex River Valley, or from 60 feet at Kleinberg.  To 
find yourself outside your own level of 
competence because of your own attitude is truly 
lamentable.  
 
It is your responsibility not to place yourself 
outside your own level of competence.  If you do 
find yourself in that situation you have to fly the 
aircraft (into the crash) for as long as possible - 
you cannot let go of the controls at 2000 feet in 
the Hex River Valley - even if that is what you 
really want to do - you cannot let go at 30 feet 
even though you know that you are not going to 
clear the fence, the ditch, or the power lines 
ahead of you - you have to keep on being a pilot - 
fly, think, plan and execute. 
 
Decision making 
I like to have as much information as possible 
when I am flying - what is Porterville doing, who is 
at Villiersdorp, how strong is the wind at the 
airfield.  Good information (intelligence as the 
army calls it) makes for better decision making - 
in order to evaluate the information you need an 
understanding of the reliability of the source and 
also an understanding of the weather systems 
and how they change.  Whatever you do with the 

information that you acquire is your responsibility 
- you have to make sure that you have a field to 
land in if things go pear shaped. 
 
I don’t have any problem with pilots trying to 
emulate the achievements of Reinhold, Martin, 
Alan or Dolf.  Teaching by example is a well-
recognised method and is the principal way in 
which Ohlmann teaches in his “train”.  If, however, 
you venture to follow RL, TR, 1Z or X32 you are 
still P1, and you remain responsible for your own 
decision making and exercise of judgment.   
 
Also do not be under the misapprehension that 
the acquisition of a self launcher will improve your 
opportunities to go across country - you still need 
a landable field below you when you decide to 
use the engine - that field has different 
requirements to the field required for an ordinary 
glider - because you have to cater for a circuit 
with the engine, for the higher wind loading - with 
the resultant higher sink rate and stall speed. 
 
Always ensure that you keep your options open.  
Always be alert - examine your surroundings 
carefully: where are clouds forming or dissipating; 
what do the dams reflect about the wind direction 
- and has that changed in the last half an hour; 
and so on. 
 
Finally, Nature is totally dispassionate - she does 
not know (or care) that you have 20 hours or 20 
000 hours or that you are happily or unhappily 
married/divorced/single or whether you have any 
children.  Nature only examines whether your 
wing is flying or not, whether you can clear the 
fence or not, whether the string is straight or not, 
whether the wing is clear of the terrain or not.  
She is only bound by the laws of physics and she 
applies them without fear or favour. 

 

The Bumblebee Principle 
June Sterling

Apparently, aerodynamically, a bumblebee is not 
able to fly, but because it is not aware of this fact, 
it just flies.  Some glider pilot students could also 
fall into this category, as I recently experienced. 
 
As students it is hammered into us that the safe, 
standard rule for gliders is to enter into 
“downwind” at 1650ft indicated – however, 
recently I found myself very obviously “indicated” 
but still had the whole of the Brandvlei Dam, the 
Breede River, some awesome electricity lines, 
rock strewn, vineyard cultivated, horse-pastured 
fields between us (me and ZS-GUU) and the 

active runway of the moment, although by that 
stage any runway would have done, active or not 
(Nicky, you did not read that!) 
 
Having done the necessary (check flight for the 
day, previously been cleared to solo on the Vic, 
looked at the weather conditions, walked the walk 
and talked the talk) I requested the Tuggie to take 
me to Vic Peak. 
 
The take-off and aero-tow were smooth and 
uneventful, so when it came to releasing I felt 
ready to fly the ridge, having had two very 
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successful flights on the Vic on a previous 
weekend.  Instead, I hit sink and lost so much 
valuable height in one mere run along the ridge 
that I turned tail and headed back to the airfield, 
remembering the student rule of “never leave the 
Vic under 3500ft”. 
 
A barrier that I immediately encountered was the 
desire to get back to the airfield as quickly as 
possible (excessive speed causes loss of height, 
fly MacCready, I remembered another instructor 
having said, over and over).  But you know, when 
that sinking feeling hits you, you can feel very 
small and alone up there, and very much the 
student.  So I radioed the tug pilot (who I could 
see disappearing over the airfield, the one place 
that I would have given anything to be close to 
just then), and reported that I was going to have 
to do an out landing – my indicated height was 
2000ft at this stage, and I still had to negotiate 
that dam, the river, and more. 
 
Thank heavens I was not tempted by the radioed 
advice being given to me by the duty pilot with the 
prompt “you are looking good, you will make the 
airfield, come back”.   The tug pilot telling him to 
keep quiet and get off the air halted any further 
promptings by him, allowing me to seriously 
consider the (un)available fields in which to land.  
The only out landing training that I had ever done 
was one theory lesson (I even remember 
disagreeing with the tutor that no farmer worth his 
mielie-patch would plough a field uphill, having 
grown up on a farm myself!)  Where was I?  Oh 
yes, in the sink, and still looking for a field, 
wishing that ZS-GUU had one of those fans on 
it’s nose (like Hans’ Stemme or Adrian’s 
Lambada). 
 
So, without the option of the fan on the nose, 
sinking some more and the field of choice further 
than the current glide ratio of me and ZS-GUU, I 
was “running out of ideas and air at about the 
same time” (a quote from some article I read 
once).  Then the tug pilot arrived back on the 
scene wearing his underpants over a pair of blue 
tights and red cape flapping in the wind!  Knowing 
the fields in the immediate area and their potential 
for out landing, the tuggie was able to guide me to 
the nearest and safest of the choices (I am not 
saying how low I was by now, as Nicky might 
hear).  I recall being vigilant in keeping my speed 
constant, doing a sharp base turn, and going onto 
final knowing that I should keep the wings level 
when I hit whatever the surface of the field is, so 
as not to do a ground-loop. The ground-run was 
very bumpy but short, and I remember making a 
radio call to the tuggie circling overhead that “I am 
okay, the glider is okay”.  I got quite a “skrik” 

when I saw the ditch to my left, the fence to my 
right, and 20 metres ahead a horse paddock, 
because of what Andre and John would have had 
to say about “another trainer being b… -up”. 
 
In no time at all the farmer in whose field I had 
landed arrived in his 4x4 (with friend) to declare 
that in all the years that he, and his father before 
him, had been on that farm they had watched the 
gliders fly to and fro overhead, and never had 
someone landing “en wraggies, die eerste keer 
wat dit met ons gebeur is dit ‘n vroumens” (well, 
what can I say!) 
 
In due course no less than four Knights in Shining 
Armour arrived to rescue me with trailer-en-tow. 
Although I still have to recon with one of the 
Knightlets who made a chirp that “Chicks can’t 
fly”. 
 

 
“ Chicks can’t fly” !  June in her field, Kniggetts in the background. 
 

All jokes aside, and in retrospect, I learnt some 
very severe lessons on this outing to  
Vic Peak.  The following day I commandeered an 
instructor and a motor-glider to retrace my flight of 
the previous day.  We went through all the errors 
that I made, and the choices that I should have.  
We flew the area around the Vic, Worcester and 
the airfield, and looked at fields really seriously.  
And for the price of two or three aero-tows I will 
make sure that I have more sessions like that 
(and to all you students out there I suggest you 
consider the same).   
 
Go well, fly safely and enjoy.  And my deepest 
thanks to those who assisted me on 6 March. 
 
Apologies for sticking my editorial oar in here. 
 

Well done June on keeping a cool head and putting the K7 down neatly – a 
cool head is one of the pre-requisites for a good outlanding.  Two important 
points emerge for others: 
 

1. Never EXPECT the guidance of a “ bird dog”  tug pilot to help 
you with field search and selection. 

 

2. Never rely blindly on advice from other so-called 
“ experienced”  pilots – it could leave you in the dwang.  Listen 
to them but always rely on your own understanding and 
judgment as P1. 
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A back seat experience in TR – Sunday 8th February 
Sven Olivier 

No fighter pilot can hope to have more fun than 
this…we are outbound, running past Swellendam 
for the second time that day.  By now the rock 
faces are hot, and you can see the gusts running 
up the gullies, pushing at the flowers and the 
grass.  Martin curls into another 90° banked turn, 
towards the terrain.  In fact it is only 30-40° to the 
horizon but that fact is immaterial – what matters 
is that he keeps the glider climbing in the narrow 
band of air billowing upwards.  The pitch of the 
vario is constantly feverish.  Earlier that day I 
could see a butterfly above a beautiful yellow 
flower perched on a ledge – now the wind is too 
strong for the butterfly and we are going 60-
80km/h faster – at times the wind needle crosses 
above 200 km/h.   But we stay low, 3000-3300ft 
ASL, about 100-200ft AGL in the main, only 
climbing up for crossing the gaps in the terrain. 
 
Approaching Tradouw Pass for the second time 
that day we hug the upper crevices.  No need for 
any figures of eight as earlier in the morning.  We 
jump the gap and go on.  It’s 16h45 but the 
clouds ahead are beckoning and we race on for 
another 25km till at 17h05 we turn, 144km from 
home.  No long debates, I make the total distance 
780 km from there. 
 
The wind is now from behind – the GPS “quick 
wind” makes it 44km/h at times but the data is not 
accurate.  “No wind information” blinked at me 
from the accurate wind information the whole day.  
The 360ë turn we did earlier that day (“to 
demonstrate that I can turn, because I know you 
think I cant”) was the only circle during that whole 
flight – and no GPS can calculate wind without 
some circling.  Clearly the ground speed is much 
faster, the 200 indicated means 240-260 and the 
wingtip is still stuck at the same distance from the 
cliff face as it was six hours ago when we started 
out this sled ride – 20-30 feet it seemed. 
 
Pointing at and pivoting around the spurs banked 
90ë to the terrain – the vario screams.  Nothing, 
and certainly no jet ride, can ever beat this. 
 
Martin finishes the day with 799,3km (700 metres 
short of 800km) at an average of 120.1km/h.  We 

could have kept going for another hour but I don’t 
think a thousand would have been on – the day 
just did not start early enough. 
 
How does he do it and what are the big secrets? 
 
The first answer must be that the execution was 
faultless.  The glider was literally a sled running 
on rails, very close to the mountain face.  The skill 
to do that is acquired over a lifetime - Martin 
learnt his trade in the Alps in a K8. 
 
Absolute speed control is essential.  Executing 
turns in rising air with no horizon as a reference 
point is very demanding – and there is no room 
for error. 
 
Do not expect to acquire the same skills over 
night.  A perusal of accident reports on aerobatics 
draws the inescapable conclusion that the 
(inevitable) high attrition rate amongst display 
aerobatic pilots is due to the inability of the 
human eye to estimate closing distance at (high) 
speed, particularly when perpendicular to the 
terrain (and accelerating) - for instance when you 
are 270ë through a loop, looking and pointing 
straight down at the terrain. 
 
Martin also has a keen awareness of the turbulent 
areas on the ridges - you cannot hope to fly like 
this if you yourself have not acquired that 
knowledge.  What makes him supreme is his 
ability to shut the turbulence out, turn into the face 
at 90ë with the vario still pointing down, only to be 
met moments later with yet another scream from 
the vario as we zoom upwards. 
 
In the late afternoon I saw one or two complete 
deflections of the controls in recovering from rotor 
- even if you know it is coming it can still be very 
unsettling. 
 
Knowledge of the lines to take is important - and 
that knowledge is gained by understanding how 
the wind flows, an accurate perception of the wind 
direction whilst you are flying, and a keen feel for 
the air. 

  

Is Gliding Dangerous? (a voice from the past speaks) 

A little anecdote from Helmuth von Michaelis:  On 
the first day that Helmut Morsbach (now in Japan) 
came to the gliding club with his father, Bill Doyle 
(now in France) was busy attempting one of his 

solo, entry-level badge flights - one of those 
things so simple we don’t bother with them now – 
probably just a circuit.  Poor Bill; he turned onto 
base and spun, then corrected; next he turned 



 
Krautkoerant  April 2004 Page 10 

onto final and spun again, fortunately correcting 
again.  After he landed, Dr Morsbach was so 
concerned about what his young son was getting 
himself into he asked the “Club Captain”, Heinie 
von Michaelis, “Is gliding dangerous?”  Heinie is 

reported to have looked him straight in the eyes 
and answered with due solemnity “Yes, Dr 
Morsbach, gliding is very dangerous.” 
 
So there you have it! 

 

Visitors staying overnight at the airfield 
 
A tariff item reads “ Pilot Facility Fee – non-
member, R50 per night” .  You are reminded that 
this fee is also due by non-pilot-non-members 
who overnight at the airfield, whether camping or 
staying in one of the private huts or caravans.  So 
if you have your girlfriend stay over with you 
there’s no charge, but if she uses your 
accommodation while NOT with you, she and any 
additional people in her party, will be due R50 p/p 
per night.  The fee will be collected by Ed 

Vepraet.  Please inform your guests accordingly.  
Obviously if the person staying over is a pilot who 
has already paid the CGC daily membership fee, 
this covers all facilities. 
 
Please remember this is an existing tariff item 
intended to assist the club in recovering airfield 
running costs – water, electricity, garden service, 
domestic cleaning, refuse removal and 
building/infrastructure maintenance. 

“ Air Experience Flights”  - Procedures and Costs 

The procedures for Air Experience Flights 
(revised in 2001) need to be spelled out again for 
members, especially Duty Pilots, as there seems 
to be some confusion.  The term “ Air Experience 
Flight”  supersedes the term “pax flight”, which 
must never be used now. 

1. Air Experience Flights will be piloted by the 
duty instructor, or other delegated Air 
Experience-rated pilot and charged at the 
current tariff rate (R500 which includes R20 
for the SSSA). 

2. Club members’ flights will be given 
preference to Air Experience Flights. 

3. Notwithstanding (2) above, duty pilots should 
endeavour to accommodate Air Experience 
Flights as early in the day as possible. 

4. An Air Experience-rated member may fly 
with their guest who is NOT a member and 
charge the flight to their own account at 
normal flying rates.  This member must have 

his name on the Flying List and after this 
flight his name will automatically move to the 
bottom of the list, notwithstanding the 
number of people he intends to fly. 

5. Air Experience-rated pilots who fly non-
members may NOT charge these flights to 
any other member’s account.  

6. ALL visiting pilots who fly club ships have 
to pay a R100 daily membership fee to the 
club, even if they come from another 
South African club. 

7. All visiting pilots who are NOT already 
affiliated to the SSSA must also pay a 
SSSA daily membership fee of R20 (which 
may include a whole weekend). 

 

Please note that a new Tariff 
List is applicable from 1st April. 

YOU can help prevent airfield theft

A previous Krautkoerant as well as the 
cgc.discuss forum has highlighted thefts from cars 
left on the runway after flying.  In order to stop 
this in future you are all requested to make sure 
that no members’ vehicles are left at either the 15 
or 33 end of the runway after flying has ceased.  
We need to help one another in this respect. 
 
If a pilot is still airborne at the time of packing up 
at the launch point, there is usually someone 
present who can drive his vehicle back to the 
clubhouse.  If not enough people are present to 
do this, please will some kind-hearted members 

make a special trip back to the launch point to 
retrieve the remaining vehicle(s). 
 
Cross-country pilots would do well to appoint a 
particular person to return their cars to the 
clubhouse in case they return late or land out.  
Keys should be either left in the car, or with the 
duty pilot in the Flight Centre, or with a 
responsible person. 
 
Lets all try and help one another combat the 
malicious element that lurks in wait around the 
airfield these days.�  
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A mystery photo – does anyone recognise the 
unique phenomenon shown here?  It’s reputed to 
occur only at one place on Earth.  A clue is that 
it’s in the southern hemisphere.  Let’s hear your 
ideas on mailto:cgcdiscuss@lists.zsd.co.za 
 
 
 
 
 

AGM Reminder 
 

The Annual General Meeting of the Cape Gliding Club will be held at the Pinewood Bowling 
Club, St Stephens Way, Pinelands, at 20h00 on Wednesday 28 April, 2004.  Ample parking 

is available and there will be the usual cash bar to help mobilise your tongue and 
immobilise your brain. 

 

Krautkoerant smalls 
FOR SALE: 
Citabria 7KCAB, ZS-NIG, 1972 
4234 TT, 1292 SMO (times subject to update), recently overhauled propeller.  This aerobatic aircraft is in very neat condition.  Contact either 
Graham Anderson on 021 975 3498, 083 450 4525 
or Randal Cullen 021 425 1990, 082 370 0317, fax 021 425 1999 or e-mail sec@cgc.org.za 
ASW15: Repainted, side-hinged canopy, good overall condition and instruments, Swiss oval aluminium trailer. 
R50 000 for one half share.  Contact Jacques Willig 082 572 9922 or mailto:info@hannibal.co.za 
ASW20A: Zander 820D, trailer, tow out gear, covers, oxygen and winglets (not yet fitted).  Asking R220 000 neg.  Contact Sven Olivier on 671 
4238 (home after 20h00) or sven@intekom.co.za 
ICOM A4E (com only radio – no VOR) R2282.84; ICOM A5 (com only radio – no VOR) R2643.68 incl VAT. 
Check specs http://www.icomamerica.com/avionics/index.html Contact Randy 021 425 1990 (w). 
Volksloggers & Garmin GPS.  Contact Randy Cullen 021 425 1990 (w). 
TO LET: 
Hut to rent at Worcester (“ The Levitt Hut” ) 
Large hut to rent at Worcester airfield, very basic accommodation, pleasant view over runway towards Queen Victoria Peak.  R60 p/p/night PLUS 
R50 p/p facility fee to the Cape Gliding Club.  Peter Wooley co-ordinates bookings.  072 699 6947, 487 2451(w) or 686 3883(h) or 
peter.wooley@capetown.gov.za 

Next Krautkoerant: 

Thanks to Sven, June, Cornelius, Dave and others who helped make this April Krautkoerant. 
Deadline for the June Krautkoerant is Monday 24th May. 

Editor: Peter Wooley , ph 686 3883 (h), 487 2451 (w) or fax 487 2592;  
e-mail peter.wooley@capetown.gov.za 

 

 
Fools rush in where angels fear to tread! 


