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The Worcester News

Peter Wooley

We're soaring again!

It seems to have been a long, droll winter, with
the wave days out of sync with the weekends.
Happily, the weekend of 11-12" September saw
the re-commencement of thermic soaring,
officially opening the spring season. Since then
we have had more soaring weather, although
your editor seems to be cultivating a new habit of
landing out! But there’'s good reason to expect
that the conditions herald an early start to the
Cape soaring season. Hopefully summer will see
our members achieving flights in the 500 —
1000km category, and those who have their eyes
set on Silver Distance, achieving their goal. At
least one of these is the vivacious Kim Carter
Brown who has recently re-joined us after three
years overseas. Kim has just been converted
onto the Single Astir. To achieve your cross-
country goals one must fly consistently, be
committed, be patient, and be prepared to try
more than once. And if you want to know
whether the up-and-coming cross-country pilots
are enjoying themselves, just ask Johan Gerike!

Sebastian Siebert: 16-11-31 to 17-9-04

As the local members all know, Sebastian passed
away peacefully in hospital in Cape Town on 17"
September and his funeral was held in Worcester
on 22" September. Sebastian was something of
an institution at Worcester airfield and will be
remembered by all who frequented the place.
More especially he'll be remembered by those
fortunate enough to possess examples of his
exquisitely executed portraiture. To his family,
the club extends sincere condolences. A short
biography on Sebastian has been posted at
WWW.Cgc.org.za

Gauteng Regionals results

Given that we are fairly far removed from the
regular club competition scenes of Magalies and
Goldfields, our local pilots did well in both the
15m and Club classes. CGC results are as
follows:

15m class:

Dolf Pretorious, 4™, LS8

Cornelius von der Heyden, 7", LS4
Peter Farrell, 13", Ventus B
Randall Cullen, 17", ASW 20 A
Rob Tiffin, 18", LS6

Club class:
Quinton Hoole, 3", Kestrel 19

Oscar Goudriaan won the 15m and Chris
Kuschke (remember him!) the Club class.

The Club Management

“Organizational transformation” seems to be
popular at the moment, either as a cover to
reduce overheads, create an improved
demographic mix, or sometimes even to create
better customer service. Improvements within our
club operation have been bandied about for years
by committees, but because of the “volunteer”
and non-professional nature of our club, many of
the well-intended changes have been difficult to
implement, or unpopular with members. Take a
more “customer orientated” Air Experience Flight
system for example. The main reason for not
implementing these changes and improvements
is that they would have entailed earlier starts and
an additional workload on members, so it didn't
make first base. The perception seems to be that
we don't go to Worcester to work, only for
recreation. This is fair enough, though the
attitude costs us in indirect ways. But maybe we
can learn from observing our friends in Gauteng?

New Magalies initiatives

Magalies Gliding Club is currently taking a bold
look at improving their operation to maximize all
the available opportunities. In this process they
have identified certain primary areas of focus.
These areas are aircraft utilization, launch
efficiency, the procurement of additional club
gliders & the upgrading of the club fleet, as well
as the development of their airfield (which is
privately owned, mainly by members).
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In order to increase utilization, they plan to offer
more training courses and try to recruit interest
from other clubs, forge relationships with
overseas clubs (no doubt with reciprocity
agreements included), initiate practical cross
cross-country soaring courses, increase early
morning flying, offer mid-week courses and mid-
week flying, and arrange away camps at
weekends.

As far as improving launch efficiency is
concerned, they aim to reduce tug and winch
turn-a-round time. They are encouraging all their
instructors to become rated on all launch
methods, they are looking at employing a
professional winch driver, and engendering a
sense of urgency and punctuality in the duty
teams. Parallel with this they aim to improve
reliability of their equipment and even commission
a second winch. With further regard to improving
launch efficiency they are looking to train all
rostered members, improve the launch point
environment by providing water, electricity and
shade, while providing alternative space for
additional runways with an aim of improving the
airfield operating flexibility.

With regard to providing additional and better club
gliders, they aim to create club/member
syndicates and use the resultant proceeds to
upgrade the fleet as well as investigate deals with
members who have un-utilised or under-utilised
gliders on their airfield.

Another item under consideration by Magalies,
which we have also looked at in principle, is the
automation of the time sheet.

It's clear to see that winching is a priority at
Magalies, and they have fantastic local conditions
to make this a proposition, not only for training but
for cross-country starts as well.

Winch

As far as winching at our club is concerned, to
attempt to force this on members by raising the
aerotow rate sky-high seems rather like shooting
ourselves in the foot, as we could lose more than
we gain. It's my opinion that few cross-country
flights will be begun off a winch launch at
Worcester, except in exceptional weather, though
to someone who has never flown cross-country in
a pure glider it may in theory appear feasible.
Time will tell. What it will support is more cost-
effective training, and to this end a double-drum 5
litre GM V8-engined winch has been acquired
with the kind assistance of Otto Tonges. It's
going to take a lot of hard work and commitment

make this venture work.

Cross-country training

Of particular interest at the moment is the aim at
Magalies to offer practical cross-country training.
| believe that if you can get inexperienced pilots
just to AIM at flying cross-country, you have
achieved a lot. Once they ACHIEVE even a small
measure of cross-country success, gliding has
them for life. You don’'t have to be a specially
gifted pilot to learn to fly across country, but you
will be especially satisfied after you have done it
successfully. Perhaps we could try this too?

From overseas

Our gliding friend in the Czech Republic, Jan
Rolinek, sends greetings to everyone in the club.
Jan’s area of the Czech Republic is experiencing
a bumper cross-country season and he has had
some fantastic flights in his Blanik — one flight
ending with a 45km final glide, which is not bad
for a ship with an L/D of 36! He hopes to be flying
with us in Worcester some time in November or
December. By the way - he is not too
enthusiastic about a Diesel-engine tug.

Country airstrips

Alison Navarro (alias L-H) reports that the gravel
airstrips at Matjiesfontein and Prince Albert have
been upgraded and are in good condition.
Unfortunately the Matjiesfontein one is only 15
metres wide, and the same may be the case at
Prince Albert, so you are warned.

Users of “John Fischer International Airport”
should bear in mind it has a gentle slope upwards
towards the Worcester end, with a shallow ditch
along the mountain side. Be sure to land on the
centerline, as the edges are beaconed with tyres
that you would not want to connect a wingtip with.
A nice strip otherwise.

Tugging

All members should be pleased to hear the club
has purchased a Tost retractable tow cable
mechanism for the Supercub. It is basically of a
winch positioned inside the tug on the C of G,
with a thin steel tow cable, operated by the pilot.
Before take off the cable is manually extended
from the tail of the tug and connected to the
glider. After release the tuggie retracts the cable.
The advantages are so numerous space doesn’t
permit listing them here, but visit the Tost web site
if you would like to know more. One of the
biggest safety features is a guillotine, so the
danger of tug upsets will not be the potentially
fatal risk all tuggies have had to fly with so far. It
should be available early in the new year.
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Sven Olivier's recent talk on meteorology was
fascinating, though I'm happy to let Sven do the
manipulating of all that Internet data and
specialist forecasting software. | found the safety
talk on landings by Tom Knauff slightly
disappointing, compared with his previous talks.

Congratulations to Alewyn Burger Jnr on passing
his Commercial Pilot’s Licence!

Rudi Schurkes is adding to the plywood collection
in Otto Tonges' hangar — he's now flying a
Bergfalke!

Although she is not a CGC member, many of us
deal with Anne Kienhofer, secretary of the SSSA.
Anne is to be congratulated on receiving the
SSSA Administrator’'s award at the recent AGM.
You deserve it Anne!

Jacques Theron, as well as old members “The
Fussells”, now back from Dublin. We are sad to
have to say good-bye to one of our few lady-
pilots, Libby Young. There is a possibility that
she may rejoin us later on. Also off the scene are
Billy Verreynne, Martin Littlewood and Brett
Kuyper. The high cost of our sport is taking its
toll, which of course is going to result in even
higher costs per member.

Social

Now that the thermic weather has returned to
FAWC, it's great to see the old Saturday night
social scene in the clubhouse reviving. Flying
pilots are happy pilots — so why not come and
overnight at Worcester so you can fly Saturday
AND Sunday? There are exciting goals to be
reached at all soaring skill levels and we cater for
everyone at Worcester — 50, 300, 500 and even
1000km!

Important breakthrough in safety research

Reinhold Lawrenz

Various methods have been adopted in an
attempt to make gliders more visible to other
pilots during flight. As we all know, it can be
difficult to locate a glider in the air when one is
standing on the ground, though this is seldom
dangerous, merely disappointing. However,
piloting your own glider and not being able to
locate another glider in the air can be hazardous,
not to say potentially fatal.

It seems obvious that the use of sharply
contrasting colours on the otherwise white
surfaces of a glider should make it more
conspicuous in flight, and there are certainly
instances where such markings have had the
desired effect and prevented collisions.

Surprisingly  though, extensive research
conducted for the RAF under the leadership of
Dr Tony Head of the UK’s Cranfield University
concludes that no significant visibility
improvement is derived from colour marked
gliders. The tests were carried out using
coloured foil strips attached to specific parts of a
“prepared experimental glider” to ascertain
whether a measurable and significant influence
on visibility by other pilots in flight was achieved.
The tests were conducted under conditions of
clouds and sunlit vegetation as well as full cloud
cover, both deemed “normal” for UK gliding

Ridge soaring with multiple gliders in close
proximity at the same level, on a similar, often
converging flight paths, makes recognition

difficult. The research showed (as we know
anyway) that two gliders approaching each other
head on is the most difficult circumstance for
pilots to make visual contact. This visual contact
was most often made between 1,5 and 1,7km
apart. An individual speed of 130kph makes for a
closing speed of 260kph — needing a mere 13,8
seconds to close a gap of 1km. This allows little
reaction time for evasive action. The importance
of “looking outside” the cockpit while flying is of
the utmost importance, especially when ridge
soaring, a soaring technique which is now better
understood and employed by a growing number
of Cape pilots. It is in my opinion outright
dangerous for a pilot to look at their instruments
for more than one to three seconds while flying in
these circumstances.

If colour markings are of as little significant use in
enhancing the visibility of airborne gliders as
previously thought, is there a more effective
alternative? The research conducted by Dr Head,
and reported in the September 2004 edition of the
German Aerokurier magazine, proved that no
significant improvement to visibility resulted from
the use of coloured foil (as stated above).
However, according to the study results, reflective
foil (mirror foil) applied to rudder, nose and wing
leading edge has a remarkable positive effect in
enhancing the visibility of an airborne glider,
especially in sunlit conditions — of which we have
no shortage. With complete cloud cover the
mirror foil does not enhance visibility.
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Pilots participating in the research reported that
as soon as some sunlight was available, the
“mirror foil glider” was visibly glittering as far as
13km away.

Should we not all be considering the use of strips
of this reflective foil on our own ships - rudders,
ailerons, wings and noses?

My own experience with mirror foil is that the
application can be tricky. The foil | used came in
a 610mm width that is difficult to apply smoothly
as a single piece. Half the width (305mm), with
the length cut according to the surface to be
covered, is easier. | used strips of 305mm wide
by 1200mm long each side of the rudder, as well
as two strips of 305mm by 1000mm on the upper
surface of the wing tip, the leading edge and
underside.

When applying the foil be patient as once it is
applied, it is virtually impossible to remove any
creases or air bubbles. Any members wishing to

foil, and how to apply this life saving innovation
should feel free to contact me on 082 445 1204 or
rlawrenz@telkomsa.net

Another surprising finding of the research was
that the use of black foil on the lower wing surface
enhances the visibility when viewed from below,
especially under the light background of cloud. At
this stage it may not be wise to adopt this method
due to the possible negative effect on the wing
structure due to increased temperature. Once
this has been adequately researched, the
recommendations of the manufacturer can be
followed.

The Aerokurier has not been able to furnish any
English documentation but | am liaising with Prof
L Boermanns of OSTIV as well as Mr lan Oldaker
in the USA to obtain a copy of the original English
research work from the RAF, in order to make it
available to all members.

An inexperienced experience of PIO

Douglas Heher

| write this in a temporarily grounded state waiting
for the summons to take my lovely wife down to
Cape Town for the birth of our first baby. I've
taken the opportunity to trawl thorough the old
Krautkoerants and am amazed at the wealth of
information available.

| thought I'd share one of my humbler learning
experiences for the benefit of students close to or
just having soloed.

| was on my third solo flight coming in to land on
33. Everything looked good, no cross winds, no
unusual turbulence, in fact nothing out of the
ordinary.

| touched down and then to my consternation
found myself shooting rapidly skywards after a
solid bounce. Mm. | don't recall this being in the
textbook. Ah well if | just put the stick forwards
then obviously Il start heading in the right
direction again. Huge alarm when the second
bounce appears to have twice the energy of the
first one. If | keep this up I'm going to reach
soaring height without the need for an aero tow.
Perhaps | didn't get the stick quite far enough
forwards — better try again. The next bounce was
the Saddam Hussein of all bounces. The motion
was feeling thoroughly divergent and about the
only consolation seemed to be a), that | hadn’t
gone through the canopy yet and b), | was still

tracking down the runway. Only on the next
bounce did | seem to have bled off some of my
excess energy and finally came to an undignified
stop with the tail wheel some six inches closer to
the structure.

So what went wrong?

1. | landed with no brakes. I'd been
consciously trying to freeze the brake
position as on an earlier fight I'd
caused myself some problems by
fiddling with brakes toward the end
final. Unfortunately this time | froze
them so well | didn’t have any out.

2. 1 did not achieve a proper fully stalled
landing. For some reason | appeared
to have tried to “put” the glider on the
ground instead of holding off.

3. | used stick forward in response to the
bounce. This made the second
bounce even worse and set up the un-
damped motion typical of PIO (pilot
induced oscillation).

The solution:
1. Get the brakes right
2. Flare and then hold off, hold off,
hold off. She’ll land when she’s
ready.
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1. For a small balloon, or bounce, the
advice I've been given is to keep
everything as it is for a few
seconds and then start to hold off
again.

2. For a big balloon or bounce keep
the stick neutral but put some
brakes away to give you time to

the sink rate.

3. If you wham the nose forward as
your primary response you inject
additional energy into the motion,
which  then becomes rapidly
divergent.

Maybe some of this will help a low-time pilot in a
moment of need.

Do you know your area?

Paul Troskie

“What is the name of that mountain range over
there?" asked my visitor whilst pointing toward
duToits Kloof and sweeping her arm northwards
towards Tulbagh. | had just explained to her the
occurrence of a wave bar with such expert know-
how that it took fast thinking to come up with an
answer. After all, | had to maintain my expert
appearance. "That is called the Swartland
mountain range" | replied with the self-assured
stutter of a con-artist, while realizing that | had no
cooking clue as to the correct name. My
audience was never the less very impressed with
my knowledge and repeated the words
"swaautlaand" with a Swiss accent that made it
sound so good | asked her to repeat it. It was just
there that | undertook to familiarize myself with
the mountains surrounding FAWC.

A close study of the 1:250 000 aeronautical chart
revealed that there was no single name for the
mountain range in question. However, the map
shows no fewer than twelve different berge,
mountains, peaks with the odd koppie between
the majestic giants. It starts off with
Hawekwasberge immediately to the north of
DuToits Kloof and ends with Voelvleiberge just
west of Tulbagh. Between them one will find
places like Bailey® Peak and Limietkop. Names
like Observation peak must surely have
something to do with the Boer War.

While going over a map like this, one realizes that
it is almost an insult to refer to mountains by a
general name such as range. Get to know a peak
or a valley and it really becomes an individual.
Which one of us is not familiar with "Vic" peak.
The five hours | once spent in a glider on Queen
Victoria Peak insured that we became good
friends. Like with any friendship there are parts of
this peak | like more than others. Most important
is that she tolerates my presence and | have to
accept her moods. As with any female, she has
her turbulent moments when she throws her bad
breath at me, as well as her wonderful blissful

moments when she gently and smoothly launches
me into wave. Boy oh boy, what a romance.

Fascinating as this is however, we as glider pilots
need to make a greater effort to give a better,
more accurate position report when flying around
FAWC. Often have | heard pilots report they are
leaving the Vic peak or Rawsonville area and
heading for Jan Du Toits. Power aircraft routing
up the valley from Swellendam towards Wolsley,
as they so often do, might conclude that Vic peak
actually refers to Queen Victoria peak as evident
on his map, but are going to have a hell of a time
finding Jan du Toits on the aviation chart.
Whether Jan du Toits is a slang name used by
glider pilots, or whether it has some historical
value is beside the point. More important is that it
does not appear on an aviation map and
therefore is of no use to any pilot sharing our
airspace. This is a definite grey area. So is a
glider reporting to be over “the quarry”. There is
no quarry indicated on any aviation map of the
FAWC area. However, if one reports to be
"overhead the quarry, two miles west of
Spitskop”, or “three miles to the north of
Worcester town”, it allows others not familiar with
the area to locate one with in reference to an
aviation map. Reporting that glider "GOK is
thermaling over the red hill" leaves strangers with
stiff necks trying to find “the red hill” and the
posed threat of bandits only adds to the stiff neck.
A radio call "glider GOK abeam threshold 15 one
mile to the NE" makes for good airmanship and
correct position reporting.

Flying in the Jo®urg area recently, we heard a
women helicopter pilot reporting to be over the
Pick & Pay on the western bypass. | gave one
look at my map and the lights went out - | couldn®
find Pick & Pay and we had bandits in the area,
reported on the same FL. To this local pilot it
made good sense, to us not familiar with the area
it was gibberish. Referring to Jan Du Toits while
chatting between gliders is one thing, but position
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aviation map. We should not allow ourselves to
cultivate these grey areas.

Whilst on the topic of radio, something that makes
a big difference to the whole launching operation
is that of inbound glider pilots who radio their
intentions to "join the circuit in two minutes".
Such notification makes operations on the ground
much more civilized, and with a bit of planning,
tug engines can be utilized efficiently and the
whole operation of retrieving and launching can
be properly executed.

combination and have an incoming glider doing
his first radio call halfway into the downwind
position. We are all familiar with the ensuing
running around and expedited organized chaos.
"Joining the circuit in two minutes" makes for
good airmanship and a lot of common sense. It
speaks of situational awareness and cultivates a
climate within all function correctly. We need to
remember that some glider students will progress
to become commercial pilots some day and
therefore we need to be professional and correct
from the outset. Grey areas can get good pilots
killed.

The 2004 Drakensberg Wave Camp

Rob Kakebeeke

This camp has been held every August for about
the last 30 years, organized by the Magalies club,
specifically to experience the wave conditions that
they can’t experience at home. It's timed to utilize
the westerly winds that blow over from Lesotho
and generate some classic wave conditions.

| was there last eight years ago so decided it was
time to go for it again. Also, compared with the
rather tame winter conditions at FAWC, the
Drakensberg wave is a must to fly.

Is it worth it? Yes, and no. Of course it is a long
journey and that costs a bit. And then the chance
that there will be proper wave is not certain. But
usually it is either good wave or good thermal
flying. The scenery is fantastic, with mountains
much higher, covering a bigger area than here in
the Boland. To fly above the snow in
mountainous terrain is an invigorating experience
not to be missed. To be in wave at great height is
the opposite of trying to scratch away at low level,
so you really feel on top of it all.

We had been allotted a special gliding window
within the controlled airspace. Nevertheless, one
day Peter was not allowed the full use of the
window due to other commercial traffic. So even
if you think you can now go for the skies, there
are still some limits.

The big advantage of the Drakensberg compared
to FAWC is that one doesn’'t need a transponder
and therefore ATC is not such a pain. Anyway
there is hardly any traffic, so you can save some
bucks, plus space on your instrument panel.
Sandy'’s old plane Al is still the star of the show
there.

The first week saw lots of wave, while in the
second week a high pressure over the interior
caused stable conditions, so it was rock polishing
as usual. Shortly before the beginning of the
camp some snow fell but vanished quickly with
the ensuing high temperatures.

| was up at some 24000’ in wave. | can't say it
was difficult; the pundits say where it is and then
you just go there. Some turbulence and a bit later
a smooth ride, going up and up, and so on. It
would be a bit different if | were to try it alone,
more likely the scenario would be going down and
down, lots of turbulence and more down... and
give up! One does not appreciate things if you
get them too easily, as they say, so | certainly
think I will go again.

The wind was 140kph at height, coming out of the
west, according to my Cambridge 303. Flying at
normal speed means drifting downwind but at that
height one hardly knows where one is. The
smoke from veld fires and accompanying dust
means that the ground is not really visible. |
experienced this when | wanted to return to base,
and found myself 40 km downwind of it! It can
take more than a whole hour at max rough
airspeed to get back, while it had taken only 10
minutes to get into that position! My 303 tells me
where base is, otherwise one would need visual
landmarks. But from 3 km up, the difference
between Giant's Castle and Champagne is not
that easy to tell, especially in murky conditions
and with a good load of stress thrown in.

The next problem is how you are going to land
with a cross wind of 140kph. Normally the wind is
not so strong close to the ground but it still does
not appeal to me whatsoever. Lower down |
could see that others had already landed and
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they couldn’'t be bothered to answer my radio
calls. Again it's my decision and hick-up if it goes
wrong. You face either a ground loop or ending
up in the nearby mealie field. Or you can make
an outlanding straight into wind on a nearby field.
Later you'll hear the stories like “you should have
done this, or you should have done that”. Luckily
a power plane came in to land and reported it was
possible, though very rough.

John Colburn, the tuggie, used Martin’s Samba to
get the normal gliders to the escarpment. With a
turn around time of 20 minutes the ride is a lot
longer than a tow at FAWC. Even when Peter’s
self-launching Nimbus 4DM engine bracket broke,
the Samba tugged this heavy two seater up to the
ridge.

The first Sunday the Samba was tossed about
when rounding out and nearly cart-wheeled.
John, who is an extremely experienced tuggie,
gave power and flew up to try another landing.
Afterwards he said “I don’t know what happened”.
We saw what happened, it was scary!

On Monday, Klaus was waved off tow just above
the trees at the end of the runway. He wanted to
do a proper circuit, came in relatively low over the
trees, and was caught in the curl-over. This
tossed him about, just before hitting the ground,
in the process wrecking his ASW20, and nearly
himself. The next day we heard a sputtering
Samba engine while it was towing a Nimbus 3DM
just after take off above the trees. The Nimbus
was thrown off tow at the same spot where Klaus
had been, but managed to make a normal
landing. The sputtering engine could have been
caused by fuel starvation so the auxiliary fuel
pump was left on after that and no further
problems were encountered.

On one occasion | was attacked by a wvulture,
probably because | encroached on his territory.
We were close to the escarpment and he came at
me in the fully stalled position, with claws opened
to grab whatever. Nothing happened further, but
a memorable event just the same. It must have
been a rookie to dare to take me on with my
450kg versus his 8kg!

| also had some engine problems, but then so did
some of the other self-launchers. If you dream of
self launchers as the ultimate carefree soaring
machines, go and visit a camp where they gather
and listen to owner’s stories.

Unfortunately some gastric problems during the
first couple of days resulted from having drunk the
airfield’s tap water. One of the regulars informed
me that the tap water came straight of the local
Berg and was not recommended for drinking!
“Why don'’t you tell that to everybody?” | asked.
“Well, WE all know you can't drink it” was the
answer. Later | found a sign saying “water not for
drinking”, hidden behind Herbert's hangar door - a
neat, modest one, not... So | put it up straight
away, but for whom, except myself, | thought. In
any case | felt better afterwards.

During the last night a cold front came through
and blew over the tree under which | normally
parked my car. That night the car was
somewhere else, so saved from being wrecked.
So | felt on top again and that fate was being kind
to me.

So there is no need to go to wet Norway or
fenced-in Israel to spice up your soaring life -
there is lots to be experienced locally in South
Africa (although Spatz + Berg = no good!)

Admin Department Blues:

PLEASE MEMBERS! On all new Application for
Membership forms will those who sign as
proposer or seconder please only do so IF ALL
the relevant details have already been completed
by the applicant — including addresses, phone
numbers and ID number. It's difficult for the
secretary to contact a new member if there are no
contact details. It's tedious having to contact new
members for ID numbers, addresses and other
such details. Please take due care in future as it
saves other people much time and trouble.

DIRECT PAYMENTS!

WE encourage members to pay by direct deposit.
However, the treasurer is still receiving some
unidentified direct deposits into the Club’s bank
account at ABSA. Please folk, we can't credit
your account unless we know who is making the
payment — every deposit MUST have the
REFERENCE field filled in with the MEMBER'’S
NAME.
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Hans Lobach

My first flight — or should | rather say slide — in an
SG 38 open single seat training glider, took place
on April 23, 1944. This was followed by the first
flight at launch number five. 1 still remember the
elation of being airborne to a height of about half
a meter for roughly 10 to 15 seconds!

Hans in a primary launch attitude

Launch number 30, so my old logbook tells me,
was my “A” badge with 38 seconds duration.
Number 44 was my first full winch launch,
accounting for one minute 40 seconds. That
included a full circuit. There was petrol rationing
at the time and the winch cable had to be brought
back to the launch point by hand (well foot
actually).

Times have changed and when | am, nowadays,
sitting in the back seat at the first launch of a
novice on aerotow at Worcester, for a flight lasting
about 30 minutes, | am not so sure that he feels
the same excitement that | had with my first flight
of 15 seconds. My own training eventually
finished with a GPL.

After WW 2 (it deserves capital letters for its sad
influence on so many lives), Germany was not
allowed to fly any kind of aircraft, full stop.

Then, in 1947, a group of old wartime pilots with
glider experience as well as some others like my
young self, who had only got a bit of prior glider
training, got together clandestinely to collect old
parts of gliders, some hidden in farm barns, and
put them together again. Eventually some plans
were obtained and the building of an SG 38
started.

In 1950, many of us others made a pilgrimage to
the famous Rhdon mountain at the Wasserkuppe
where the sport of gliding had begun immediately
after WW |, when the same non-flying conditions

had been imposed on Germany by the Allied
Forces. It was here that the new German aero-
club was founded. Some now very famous
names in gliding attended, among them Wolf
Hirth, Fritz Stamer, Oskar Ursinus and Hanna
Reitsch. But the only aviation activity allowed
then was gas ballooning!

My father was one of
the members of the
balloon club of
Wuppertal, near our
hometown. The well-
known Wickueler
brewery  sponsored
the first balloon, and |
said to myself “any
means of getting my
bum up into the air is
fine for me” — and so
became the youngest
balloon pilot in
Germany. Many a
tale can be told about
these early days.

As a founder member of my home town flying
club at Remscheid, | was for many years active in
the running of the club, first as Secretary and later
Vice-Chairman.

In 1951 gliding was at last permitted again in
Germany and soon the home-built SG 38
(Primary) was ready to be bungee-launched from
a hill. Again the flight durations of up to one
minute were the order of the day. About then the
first winch launches were done — and what elation
it was to be totally in the open. But that was not
enough, so a two-seater Doppelraab training
glider was built and taken all the long way to
Unterwossen in the Alps, to enable the pilots to
do “proper” gliding, which included ridge soaring.

The SG 38 with the young Hans — note the fuselage emblem
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before long | obtained my PPL.

| feel strongly about the importance of safety and
self-discipline in flying, as | withessed three fatal
accidents. Afterwards | had to face the stunned
widow and relatives, a task for which nobody else
wanted to volunteer. On analyzing the tragedies
it always came down to human shortcomings in
some way, reason enough to be meticulous and
calm when in action.

In 1961 | was sent to New Delhi, India, by my
company. There the famous Pandit Nehru was
patron of the Delhi Gliding Club, and | was made
Honorary Chief Engineer, receiving a trophy for
being “the most disciplined pilot of the club”. This
award was handed to me by Nehru himself.
Once again, all my leisure time was spent on the
gliding field, though | also enjoyed the power
flying opportunities there. | persuaded Hanna
Reitsch (yes, that one) who had visited the Delhi
Gliding Club to help arrange for the German State
President, on the occasion of his state visit, to
hand over a glider as a gift. Alas, this never
materialized because of bureaucratic bungling.

Another lady became important at this time! It was
then that | met Elisabeth, my future wife. While
not a gliding person, we happily enjoyed gliding
though hardly ever together - the cables used
were of poor quality and not all that strong, so
after a few cable break surprises, they saw to it
that each one of us had a lighter-weight flying
partner!

Five years on, in January 1966, | was transferred
to Durban and soon sniffed out the local gliding
folk, making weekend treks to Pietermaritzburg
airfield. After one of the previously mentioned
fatal accidents, the club made me their chairman,
a position | occupied for the ensuing 17 years.
Fully conscious of the need for discipline, | was
well supported by Dick Becke as CFIl. As you will
guess or know, eventually some members felt
they could do with less, and started other
groupings of their own — an exercise in freedom
of choice.

Via Estcourt, the club moved to Underberg near
Sani Pass, and a new happiness began — but this
resulted in longer traveling times and attendant
increases in costs. Fortunately the scenery of the
farm dam in front of Bamboo Mountain, Rhino’s

made it all worthwhile. Not long afterwards, a
hangar was built to protect the precious gliders
from hail and storm. Later a clubhouse was on
the men’s minds, but the women protested
vigorously — they rather wanted a toilet! So a
toilet they got! The clubhouse did follow later.
Caravans were also placed, braais were arranged
under the sparkling stars in the crisp mountain air
and lovely fellowship was enjoyed by all who
came along.

The members’ children became part of the scene
from birth. For me it was particularly rewarding to
train and see my daughter become one of the
country’s youngest glider pilots at age 17. Her
driving licence only followed at 18. Nowadays,
she has no time for gliding, but the love is still
there and has infected her husband and two little
boys. Who knows, maybe one day...

The Drakensberg Soaring Club is well known in
the South African gliding fraternity. During my
chairmanship | helped to obtain a few gliders from
Germany, after which time new hands came
along to lead. It's good to see that they, too, had
to accept that Rome was not built in a day and
that people and problems have a life of their own.

Since October 2000 | have enjoyed my
membership in the great, really large and
wonderful Cape Gliding Club at Worcester. Never
had | imagined the kindness and spontaneous
welcome of the members, in particular some of
the “Old Krauts”! Rudi (Schurkes) and Gerhard
(Waller) in particular. | later joined their syndicate
and a more harmonious partnership could hardly
be found. Thank you.

Coming to the Cape, | was not expecting to be
busier and more involved in instructing and
rebuilding club gliders than when | was at “my”
old Underberg club, but this is how it has turned
out.

| am grateful from the bottom of my heart after
sixty years of gliding, to all who have helped to
make my day, my week, my life so much happier
by helping to hold the red thread of life in their
hand with me. The award of “Instructor of the
Year” it the recent AGM was a joyous surprise
and the cherry on the top! Thank you all for this
recognition!

PS: Hans is desperately trying to find a book of his that has great sentimental value. It is a German book

called “Gottlob Espenlaub, Ein Fliegerlieben”.

Hans lent it to Rico Suter who passed it on to another member. Was that member you? If so, please will
you return this book NOW to its rightful owner, Hans Lobach.
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28" December 2004 to 7™ January 2005: SA National Championships at New Tempe, Bloemfontein.

December 27" is practice day.

Food for thought: the last word on SAFETY

Consider:

You are gliding away from the sheer cliffs of
Brandwag peak, towards the Audenberg peaks.
You report your position, direction and intentions.
A glider on an approaching, converging course, at
the same altitude, responds. You visually identify
a glider coming your way and you feel safe,
having made positive contact. Suddenly a
shadow passes as you experience a near miss -
with the glider you were communicating with - the

Unknown to both of you, the approaching glider
you were communicating with was being followed
by a third glider — the one you had mistakenly
identified as the one you thought you were talking
to. Somehow, through all this useful two-way
communication, the third pilot had chosen to
remain silent. Why?

Think about it — do you think he acted with due
regard to safety?

one you thought you had safely identified. What
happened?

Krautkoerant smalls

Single Astir CS (retractable): Radio, Cambridge vario, ASI, altimeter, transponder, tow-out gear, dust covers and four-wheeled trailer. Also
tattooed tail feathers and current LS1, new canopy. Priced to sell at R 120.000 ono. Contact Bill Griffiths on 712 5264 or e-mail
willows@netactive.co.za

Single Astir CS (retractable): Tail wheel (not skid). Low hours. Full set of covers, closed trailer and slimline parachute, wrap around dolly as well
as the factory supplied slip in wheel and tow-out gear. Standard instruments, Icom radio, oxygen system and other spares. Price: R120 000.00.
Contact Kevin or Megan on 033 330 2334 w, Kevin on 083 787 2335, Megan on 083 780 2335 or e-mail bramchic@sai.co.za

Parachute: 1997 Silhouette GQ, seven years old, hardly used and as new, blue in colour, includes carry bag. Never been deployed and needs re-
packing. Price: R7 000.00 onco. Contact Tex Impey on 082 443 6866 or e-mail tex@texanco.com

Pilatus B-4 in prime condition with only 525 hrs. LS.1, one pilot since 1982. Fully aerobatic. Equipped with radio, oxygen, audio-vario, parachute,
covers, ground handling equipment, Replogle barograph, open trailer with current licence. Price R90 000.00 onco. Contact: Max van Dijkhorst on
014 577 2176.

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

WANTED:

Caravan or caravan site at Worcester airfield. Contact Peter Wooley 487 2451 or 072 699 6947.

Hut, caravan or caravan site at Worcester. Contact Doug Heher 083 359 7124.

Next Krautkoerant:

Thanks to Reinhold Lawrenz, Doug Heher, Rob Kakabeeke, Hans Lobach, Paul Troskie, Carol Clifford, Dave & Sheila
Starke, and all the others who contributed to this October edition of the Krautkoerant.

Deadline for the December Krautkoerant is Monday 22nd November.
Editor: Peter Wooley , ph 686 3883 (h), 072 699 6947, 487 2451 (w) or fax 487 2592
e-mail peter.wooley@capetown.gov.za

How the mighty have fallen! (or is it capitulated?)
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