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Alison’s column 
Alison Navarro 

At the beginning of a new calendar year it seems 
appropriate to give some basic feedback on how 
the club is performing.  Talking “hours flown”, we 
have generally had a better year than last, 
although we are still under budget.  To the end of 
this past December, we have done over one 
hundred more flying hours than last year, though 
this is still under budget.  In December alone we 
had a 100% increase in syndicate flying hours 
though this does not include the self-launchers!  
So the total hours are actually much higher.  Most 
encouraging of all is the huge upsurge in 
enthusiasm and activity. 
 
We are marginally up on last year financially, due 
to the mothballing of NIG.  On the expense side 
we have had to pay for the Falke in this financial 
year, but fortunately this purchase represents a 
tangible asset and not an operating expense.  
The same applies to the new diesel FIAT tractor 

we have just bought for the winch operation and 
bush cutting.  The April beginners’ course should 
also improve the overall flying figures, weather 
permitting as always. 
 
We have some very enthusiastic new members, 
some very enthusiastic low-time cross-country 
pilots, and of course the cross-country pundits 
have all been excelling themselves, as usual!  
The OLC bears witness to this. 
 
A few test flights on Saturday proved that the 
Rotax Falke CAN tow gliders.  Obviously the 
climb rate is not that of a Supercub 180hp, and 
towing the Twin Astir is not an option, but we 
expected this. 
 
After this good beginning, I feel optimistic that 
2006 is going to be an excellent year for the club. 
 

The Worcester News 
Peter Wooley

Superlative cross-country achievements continue 
at Worcester.  Sven has flown an FAI 1000km, 
claimed two SA records, and on Saturday 28th, 

Adriaan flew over 900km in his LAK 17. 
 
Hangar building continues apace with the 
completion of another new one by John Spargo, 
for Errol Drew’s new Antares. 
 
Rotax Falke – two important items! 
Pilots of the Rotax Falke are strongly reminded 
that apart from being required to enter “tacho 
time” on the aircraft time sheet, they are required 
to enter the actual flying time as well. 
 
There is a set procedure for refueling this aircraft.  
It MUST ONLY be carried out at the fuel bay, with 
an earth lead  attached, a fire extinguisher handy, 
with Mogas  from the metal fuel container , and 

poured through a chamois leather .  The 
committee and panel feel so strongly about this 
that disciplinary action will be taken against any 
members who fails to comply with these simple, 
logical, safety requirements. 
 
Member news is that Holger Doepke, Wikus van 
der Wald and Louis Jordaan have resigned – 
Louis having left for overseas for one year.  Rien 
de Muijnk’s membership has been “suspended” 
while he is away sailing the Seven Seas – a 
courageous man.  We wish you well, Rien. 
 
New aircraft at FAWC include Hubert Spaun’s 
Tricycle-gear Rotax Falke 100hp and Kevin 
Mitchell’s DG400M from Seattle.  Ari Cotton is the 
lucky new owner of Rien’s ASW20. 
 
There will be an additional KK in March. 

February 2006
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A day in a thousand: December 17, 2005 
Sven Olivier 

A personal account of the first successful, pre-declared, 1000km FAI flight beginning and ending at Worcester 

 
Sven Olivier: Worcester weather guru, competition 
junkie and long distance enthusiast, in EY, his ASW 27 
 

Well rested after the previous day’s flying, I woke 
at the crack of dawn.  The bunkhouse at 
Worcester is perhaps not home, but sleeping over 
certainly facilitated the preparation for the day’s 
flying.  The previous day was absolutely beautiful 
- on the Porterville ridge the approaching front 
could be seen in all its magnificence - layer upon 
layer of different cloud.  It was blue at 
Renosterhoek and as one went south, the 
cumulus gathered under the high cirrus and 
thickened into stratus at Huguenot Tunnel.  The 
return run to Renosterhoek was teeth clattering 
and on the way back to Worcester there was no 
need to thermal, one could merely pull back in the 
very smooth lift to arrive at the top end of the 
Tulbach valley at 5000ft, followed by an easy 
transition onto the Witzenberg.  Here the 
cloudbase was again dropping and on Waaihoek 
it was 4000ft, making it impossible to connect 
onto Audenberg.  Martin and Otto, ahead of me, 
had managed just that and they turned at 
Swellendam and made it back to Worcester using 
wave! 
 
I had known for some days in advance that the 
16th to 18th of December would be good for flying 
and my good wife was agreeable to me staying 
over in Worcester.  Particularly good according to 
the NOAA forecasts would be the 17th.  The 
streamline and wind speed forecasts at 900Mb for 
the 17th became progressively more favourable 
and as at Thursday night looked as follows for 11 
o’clock Saturday: 
 

 
 
By 14h00 local time it would look as follows 

 
 
And at 17h00 it would look as follows: 
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The usual showstopper on the east bound tasks, 
the clouds, would be a factor, but the indications 
were that the airmass was dry and drying even 
further: 

 
 
The forecast sounding looked good, but not wildly 
exciting, indicating blue thermals at 2m/s to 
2000m. 
 

 
The good news was apparent, however, when 
compared to the sounding of 14th December 
2004 (a day on which both Alan O’Regan and I 
flew more than 1100km on a free flight OLC task):  
 

 
This Saturday would have an inversion at about 
8000ft, but the airmass appeared far drier than 
the 14th of December. 
 
By 8h00 EY, my ASW 27, was ready, filled with 
100litres of water, and by 8h40 I was on the grid.  
The cu’s were already building and the classic 
convergence line that runs across our airfield 
early in the day had formed. 
 
Luck plays a significant part in such endeavours 
and my luck for this day was in having as duty 
pilot (and official observer) Alan O’Regan.  He 
gave us all a weather briefing in the club house at 
9h00.  The weather forecast for the day predicted 
southerly winds with higher than usual cloud 
bases to the east, making a flight to George 
(approximately 270km east of Worcester) a real 
prospect.  For a moment I vacillated between 
declaring a 750 km task (having failed to 
complete one a few weeks earlier) and the lure of 
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the 1000km.  Yet to be flown from Worcester was 
a FAI 1000km diploma (around three turnpoints). 
It was only a moment’s introspection and I 
declared a three turnpoint FAI task:  Apiesklip-
Jonkershoek (267km) -Apiesklip–Ruiter (249km) 
–Apiesklip as a task, for a total task distance of 
1031,4km.  The task would, in accordance with 
paragraph 1.4.4b of Section 3 of the FAI Sporting 
Code, if completed, qualify for a 1000km diploma.   
 
Apiesklip is a farm nestling at the foot of 
Brandwacht peak and is a favourite startpoint of 
mine.  Jonkershoek is the last peak before you 
arrive at George and just a few weeks earlier I 
had seen Alan outland in the foothills 255km from 
Worcester.  This, by all accounts, constitutes a 
record distance for an outlanding and also a 
record for the retrieve.  Alan promptly arranged a 
booking on an SA Express flight from George to 
Cape and retrieved himself. He subsequently 
outdid himself by outlanding at Trawal, 205 km to 
the north (see March KK).  This entailed a 
“proper” eight hour retrieve.  Ruiter is at the foot 
of the Robinson pass, the main pass between 
Mosselbaai and Oudtshoorn. 
 
I was number three on the launch list, but again 
luck intervened and the other two pilots offered 
me what turned out not to be a sacrificial first 
launch. 
 
I took off at two minutes past 10h00.  The tugpilot 
was Mark Siegelberg and he piloted ZS-MIV, a 
Super Cub.  He took me as requested to my start 
point at 5000ft (1500m), and on the way there it 
was already clear that it was going to be an 
exceptional day.  We took one turn in a very 
strong thermal that lifted us a few hundred feet 
higher.  Approaching the start point I directed him 
to turn 15 degrees to the left after which I 
released and turned to the right to cross the start 
line, at 1549m at 10h12 local time.  The time 
elapsed between release and crossing the 
startline was too short for comfort, but it was 
fortunately detectable.  I soared along the 
Brandwacht slopes without the usual easterly 
flow.  The air was carrying well and there were 
strong bursts of lift from the thermals coming of 
the steep slopes.  I crossed over to Audenberg 
and continued eastward along the slopes of 
Keeromberg.  I was not maintaining height and 
abeam John Fischer’s strip, approximately 25km 
out of Worcester, I took a climb under a forming 
cumulus in a nice 2,5m/s thermal to 1600m and 
continued towards the east.  After a further 25 
minutes I was down to 1100m along the Ashton 
ridge and a couple of figure eights took me back 
to 1400m.  My ETA was 18h50.  Now it was plain 

sailing along the ridges and there was no need to 
turn until I left the well-defined ridges at 
Vreysrant.  My ETA was down to 18h05.  The 
next 100km would, however, determine the 
outcome of the flight.  It was approaching noon 
and the day was far from its peak.  I was now in 
the boondocks between Vryesrant and Robinson 
pass, a stretch of 50 kilometres which would slow 
me down and would entail the riskiest area to 
cross.  At five past twelve I was down to just 
below 930m (400m agl) over decidedly difficult 
terrain and I had to beat a retreat to the front 
ridge, finger on the dump valve.  I connected a 
weak thermal and with no real visible prospects, 
decided to climb rather than forge ahead.  The 
climb was slow and it hampered progress 
significantly.  At 1300m I set off for the first 
turnpoint, connecting the ridge at 1100m and a 
few figure eights at 250km from Apiesklip took me 
to 1500m.  Later in the afternoon this ridge did not 
serve me nearly that well.  I ran the ridge into the 
first turn which I rounded at 12h28, climbing in a 
strong thermal triggered in the lee of the upwind 
mountains.  Past Ruiter, and running along the 
back ridge, I connected a 3-4 m/s thermal which 
took me to 1930m, the highest point of the flight, 
and close to the lowest point (where I had been at 
12h05).  Gliding from it I see TR (Otto Toenges 
and Martin Grunert) east bound.  Approaching 
Vreysrant I took a few beats along the ridge 
before crossing over to the front ridge at 
Vreysrant where I see GVG, an ASW15 flown by 
Wally Tamsen.  Now I am back on the well 
defined ridges and the wind, which is still quite 
westerly, is consistent.  My ETA has, however, 
gone back to 19h00.  I see more of the east 
bound traffic, GII (a Kestrel) and GSC (a DG400).  
Ahead of me, also west bound (having turned 
whilst I was still east bound) is K17 (Adriaan 
Hepburn) and KS (Peter Wooley).  The crossing 
at Tradoux pass is without complications and I 
keep running.  At 14h30 I round Apiesklip with KS 
just ahead of me.  The average speed for the leg 
was 134 kph and my projected finish time was 
18h50.  At this stage I nearly abandon the flight, 
as I need to go for a wee.  It is quite painful and I 
try to concentrate on flying accurately and 
catching the two gliders ahead of me.  At Nuy I 
take a thermal to get high so that I can relax to 
answer nature’s call.  No success and I race on.  
Gliding across a big gap at about 160km out, I 
manage the trick and I get my mind back to the 
task - it looks achievable but I need to be careful 
crossing the boondocks after Vreysrant.  I 
calculate the distance from Vreysrant to Ruiter 
and back - it is far and I can see that the clouds 
are broken and flat - they only really build on the 
ridge beyond Ruiter (at the Robinson pass).  I 
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take a single turn at Weyers to lift me to 1550m 
and again approaching Vreysrant I climb and 
glide on.  Short of Ruiter I am down to 1130m and 
the valley floor is really not that far away.  The 
terrain also rises toward the turnpoint and the 
wind has a more easterly component.  I get up to 
1400m and set off for Ruiter, pinning my hopes 
on the slopes of Robinson pass.  I overfly the turn 
but the ridge is not working.  I have to glide quite 
far (at least it feels far when you overfly the 
turnpoint and it is so very late to be so far from 
home) before it gives me some lift.  I turn and run 
back through the turnpoint, 248 km from the finish 
at 16h50.  I glide on and it is only where I was at 
my lowest nearly five hours earlier that I find a 1.5 
- 2 m/s thermal.  It must be triggering from the 
same source, only the wind has now become 
more southerly.  I climb up to almost 1400m and 
as I leave, not 2km on, I hit a 2.5 - 3.0m/s which I 
take to nearly 1800m.  From there I head straight 
to Vreysrant, following a cloud street over the 
lower broken front ridge.  Ahead of me I can see 
the wings of TR, having turned earlier, and now 
ahead of me, glint in the lowering sun.  The wind 
seems to be straight onto the ridges and I arrive 
at Assegaai at 1100m.  I gain height from ridge to 
ridge and I can still make it onto the back ridge 
approaching Tradoux pass, the next tricky 
traverse.  I have to go to the front slopes as I 
approach Swellendam but the lift carries me and I 
creep onto the back ridges again.  Just after 
Swellendam I climb to ensure that I can cross the 
Ashton ridges at altitude as I can observe the 
wind as being parallel to the ridge.  I connect the 
Robertson ridge and again top up to cross the 
Robertson spur without problems.  At 
Naudesberg I climb again to ensure the final 
stretch around Keeromberg to Audenberg and 
thence to the finish point.  At 18h56 I cross the 
finish line and glide out into the valley towards 
Botha railway junction, finally gliding back to 
Worcester airport. for a landing at 19h14. 
 
The task took 8h44minutes and 50 seconds at an 
average speed of 117,92km per hour.  On OLC I 
scored a distance of 1064km at 118 km per hour. 
 

The flight itself presented no real low points.  I 
consciously applied my mind to flying the 
immediate stretch ahead of me to the best of my 
ability and left the conjecture as to what the 
weather elsewhere or later may be out of my 
mind.  A lack of concentration was the only thing 
(except for the call of nature) over which I had 
control and which could have deprived me of 
completing the task.  I therefore concentrated on 
flying each ridge, crossing or thermal as if it was 
the only one I had to cope with that day.  This 
strategy served me well.  I merely point out at this 
juncture that one would need to know the ridges 
and which lines to follow across them, as well, of 
course, when to climb up against them (or in 
thermals) and when to push on.  Put differently, 
you need to know how to avoid unnecessary 
turning as this will deprive you of the opportunity 
to complete the task.  According to my software I 
thermalled only 5% of the flight (24 minutes).  I 
took only five or six thermals, but boy, did I need 
them! 
 
The real trick it would seem was to get the right 
day.  In this regard the NOAA information as well 
as the BLIPMAPS are indispensable.  Without 
regular use and understanding of these it would 
be impossible to prepare for such a task or to set 
it correctly.  Alan O’Regan, who had accessed the 
BLIPMAPS that morning was able to confirm the 
NOAA forecast soundings at the met briefing and 
this facilitated my task selection.  A very big thank 
you to Dr Jack. 
 
Against all of this I should also point out that this 
was probably the only day in the last three years 
that one could have completed a declared 
1000km successfully from Worcester.  It is really 
only on very special occasions that we get the 
weather to go to George twice on one day. 
 
Now the race is on for the FAI 1000 triangle and 
the BHC (I only need 914 km for the latter, at 
least as matters stand at the moment). 
 
Sven has claimed two South African records from this flight: 
Distance around three turn points and free distance , 1044km (Ed). 

The Land of the Long White Cloud 
Kim Carter Brown 

Aotearoa  – The Land of the Long White Cloud – 
New Zealand! 
 
New Zealand got its name from a Polynesian 
chief who, having been disorientated during a 
storm, followed a whale for three days until in the 
distance he saw a Long White Cloud.  When he 
got there he named the land “Aotearoa”. 

 
When I set off on my travels to NZ (and a couple 
of days in Australia) I did not think of the 
possibility of going gliding.  In fact, my only 
thoughts on aviation were how I was going to 
survive the flights there and back.  New Zealand’s 
gliding reputation still hadn’t dawned on me when 
I discovered that I was going have to spend four 
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days in Taupo (in the middle of the north island) 
and looking through my guidebook for things to 
do, I saw that the local gliding club offered flights.  
Then my four days changed to one and a half and 
I needed the full day to do the Tongariro Crossing 
- a day walk that takes you up the saddle 
between two volcanoes - one active, the other 
dormant, at a height of 1886m.  But I called the 
gliding club anyway and we arranged to go for a 
flight before I had to catch my bus on the second 
day.  The day of my walk dawned bright and clear 
and we were up with the birds to get to the start.  
Later that afternoon it was still clear with lots of 
puffy white clouds dotted about the sky.  On the 
way back from the crossing I wondered if they 
were flying (Wednesday is a club day according 
to the brochure) but went back to the hostel and 
rested.  Thursday dawned cold and grey with 
occasional showers - AARGH!  At 11:30 Tom 
picked me up and we went out to the club 
(apparently they’d flown until late in the evening 
the previous day and I could have gone out).  The 
Taupo Gliding Club is a grass strip on the 
opposite side of town to the lake and is the town’s 
main airfield, where parachuting is the main 
activity.  They have a club fleet of three trainers 
and two singles, with a Pawnee tug.  I went up in 
a PW6.  We took a launch up to 3000ft (they 
charge by the height of the launch, rather than tug 
time) and started flying around the nearby ridge, 
hoping for some ridge-lift, but there was only just 
enough to maintain height.  I managed to take 
some pictures of Lake Taupo, but unfortunately 
the volcanoes that I had climbed the day before 
were covered in cloud. 
 

 
Lake Taupo 
 

Thirty minutes and an interesting landing (there is 
a huge hump in the middle of the airfield) later, I 

was back on the ground.  We put the gliders 
away, had some tea and I went back to catch my 
bus to Wellington.  On that trip I had my first 
sightings of the New Zealand Alps - a ridge of 
mountains that runs the length of the south island 
and up through the southern part of the north 
island.  Finally it dawned on me… New Zealand - 
the home of the previous cross country distance 
world record!  And I could see just how it 
happened.  The wind blows off the Tasmin Sea, 
hits the Alps and guess what - WAVE!  The land 
of the long white cloud.  So I continued with my 
journey down the west coast of the south island.  
Driving along Lake Hawea I saw a glider 
thermalling above the peaks on the other side.  I 
found out that they were flying out of Omarama – 
on the other side of the Alps.  I hired a car for the 
last part of my journey to Christchurch and 
stopped off in Omarama on the way. 
  

  
Glimpse of snow covered Alps from Omarama airfield,  NZ  
 
There are two commercial gliding operations, as 
well as a club flying out of Omarama.  But at 
N$400 (multiply by 4.6) for a 30 minute flight, I 
contented myself with just looking around (the 
conditions were not particularly great either).  I 
met Peter who showed me around the hanger - a 
stunning selection of gliders to choose from - and 
then went out to the launch point to watch a 
student take off in the Twin Astir.  Then I was on 
my way again.  Jokingly I asked if they needed 
anyone to push gliders in exchange for some 
flying time - and the answer was yes!  Something 
to consider when planning my next holiday.  So, if 
you’re planning a trip to NZ, check out 
www.gliding.co.nz to find the nearest club, or call 
0800 GLIDING when you are there. 
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A Ridge Too Far? 
Alan O’Regan 

12th of January dawned with a lot of hope in the 
air. Day Type 5.  Actually, I immediately 
downgraded it to a Day Type 4 because the 
winds were too Westerly and not strong enough 
in the beginning of the day.  There was also the 
threat of a late start with a trigger of 26C.  Sven 
was being Mr Chauffer again, this time for 
Quinton as well.  And we were getting out there 
early because Sven needed to rig.  Adriaan was 
already out at the club when we arrived and it 
wasn't long before there was a hive of activity.  
John Spargo was out for the day with his team 
working on the new hangar - thanks for the tow 
John.  Otto arrived and I was secretly hoping he 
might get going before us and show the way 
north, but we were ready and well ahead of him. 
 
As usual, Sven and I had spent the trip to 
Worcester discussing the weather and the plan 
for the day.  "It’s a day for exploring" I remember 
saying, "but it may be a little difficult early on so 
we need to be patient".  We agreed that this was 
the first day in a while that it had really looked 
possible to extend our boundaries on the front 
ridge to the north and south.  To my knowledge, 
no pure glider has been north of the Bulshoek 
Dam (20km north of Clanwilliam), on the low 
ridges.  I think X32 has got the closest - even 
though we have been a lot further north on the 
inland thermals.  And no pure glider has been 
very far into the Somerset West (Helderberg) 
bowl – here Sven has been the furthest.  Frankly, 
we have been hankering to get down to the end 
of the Gordon’s Bay ridge and up to 
Nieuwoudtville for quite a while.  So I declared an 
FAI 1000km yo-yo with three turn points - Driekuil 
(north of Nieuwoudtville), the South end of the 
Gordon’s Bay ridge, Klawer and the start/finish at 
Waaihoek.  If we could achieve this, it would be 
epic - and extend our boundaries in both 
directions. 
 
The wind was coming through nicely NW and I 
launched first at 10h30 to Jan du Toit's Kloof (the 
best place for a XC start in anything from SW to 
NW) but we were low into the gorge and it didn't 
kick so we towed around the corner onto 
Waaihoek.  Muggins here directed the tug the 
wrong way so we flew round the start line - guess 
who didn't have the moving map plugged in?  So I 
had to climb up on Waaihoek and come back for 
a good start.  Interestingly, Waaihoek was 
working well but the inversion was holding at 
4000ft and it wasn't worth trying to get higher. 

 
The trip to Renosterhoek was fast, because I had 
loaded up with 100kg of water and wanted to 
keep 65-70 knots going on the ridge.  It was a 
little soft but it kept me at 4000ft all the way round 
the Tulbagh bowl (not high enough to jump into 
Twenty Four Rivers) and through the Saron gap.  
Running past Porterville it was a little difficult to 
maintain speed and height, but it looked good to 
the North, so I opted for the speed.  I completed 
the run from Waaihoek to Renosterhoek (with a 
couple of turns looking for a thermal to jump back 
to the Cedarberg) in exactly an hour for 124kph - 
a respectable speed for the start of the day. 
 
At Renosterhoek I found a great thermal in which 
to climb.  I can't remember when I last looked at a 
map while on cross-country - having a ridge 
running by your wingtip at 160kph doesn't really 
lend itself to map reading.  But that's no excuse; it 
is not that hard to research the route beforehand.  
The ridge from Piekenierskloof to Renosterhoek 
and in fact the entire area west of the line 
between Piekenierskloof and Clanwilliam is 
subject to airspace above 1499ft AGL, so in this 
area height is an important issue when you are 
planning a flight north.  Even at a stretch, the 
Renosterhoek peak is 2700ft, so the max you can 
be directly over it is 4200ft - less as you fly over 
the lower ground.  I had always jumped back at 
Piekenierskloof or earlier in the past and I am 
hardly ever more than 300ft AGL when running 
the ridge.  Lesson 1 : if you are not going to look 
at your map during the flight (I always have one), 
then check it out beforehand. 
 
The trip to Clanwilliam was uneventful in 
thermals.  I could not bring myself to clock in low-
level to some of the intervening ridges like the 
motor gliders do because I couldn't see 
acceptable fields and wanted to keep the height 
to glide clear if it went pear-shaped.  In fact, by 
the time I turned short of Klawer I had averaged 
94kph from Renosterhoek - not fast, but still in 
touch with the time for a 1000km.  But I'm getting 
ahead of myself.  Passing Bulshoek Dam I 
noticed the surface wind was Northerly which was 
a surprise as it was 90 degrees or more off the 
wind on the front ridge.  Undeterred, primarily 
because of the regular good thermals, I put the 
nose down and connected the ridge of what I am 
now calling the “Klawer Gutter” at 1900ft.  The 
ridge itself tops out at about 1600ft so you can 
imagine this feels low.  Although the ridge was 
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triggering thermals, I didn't detect 'ridge lift' like I 
had just experienced on the front ridge.  But it 
was enough to run the ridge, and I had a good 
field in easy range that looked like ploughed 
sand.  I maintained ridge top height for about 
11km just dolphining along. 
 
Just before the gap, opposite Trawal and about 
5km South of Klawer, I hit a nice thermal but 
didn't stop.  In hindsight this was a mistake, but I 
didn't give it any thought at the time.  My current 
'field' of choice was now about 5km away to the 
NW and out in the valley, but we are used to 
running the ridges at ridge top height - there is no 
point in getting way over the top.  After the Trawal 
gap the ridge changes direction slightly (only by 
5-10 degrees West) and this almost makes it a 
lee face in a Northerly.  I lost 500ft in just over two 
minutes after covering 4km.  After losing about 
350ft of that I started dropping the water ballast.  
By then I was down to 1180ft indicated.  I did not 
know it exactly but this was 900ft off the deck at 
the base of the ridge. 
 
Decision time. Estimate another 500ft loss for the 
four km run north to the Klawer corner, and 
provided it gets no worse, I will be down to 680ft 
indicated on the corner.  This might have been 
acceptable if my field was in that direction, but it 
was now a 135 degree left turn and three km out 
from the ridge.  Running further would put it out of 
range.  And lee corners are notorious for more 
sink than the straight ridges.  No decision really - 
time to turn back. 
 
Lesson 2:  I still have no idea what fields are 
available around the corner at Klawer (I've never 
flown it).  But having never flown it I probably 
should have taken the thermal short of the Trawal 
gap and given myself the margin.  Also, traveling 
the ridges at low level with few land out options 
suggests a recce in a motor glider might be 
useful, actually, I now think mandatory, if you are 
not going to give yourself lots of margin.  I had 
tried to set it up before Christmas with Adriaan, 
but various things got in the way. 
 
I was disappointed, but not nervous, as I started 
the turn.  I thought I was about 1000ft above my 
field with three km to run and the chances of 
finding a thermal along the way were quite 
reasonable on such a buoyant day with a light 
wind.  But I was in high alert before I finished 
even 90 degrees of that turn.  I looked back as 
my field came into view, and the previously 
invisible poles to support not-yet-planted vines 
lined up and were clear to see in the field.  It is 
lucky I saw them at that range as it could have 

been tough to find that out only after gliding over 
there.  There was another adjacent field which 
was small and looked like it might even be a dam 
under construction, but with an active farmer and 
just a four second look at 3km I immediately 
discarded the option.  I had not assessed fields 
further across the valley which at this point was 
about 7km wide - and they were not clearly 
visible.  I could possibly get there if I knew which 
way to go, but the only option which was clear to 
me was the ploughed sandy field I had selected 
earlier.  I didn't really think I could make it - it was 
nearly 11km back along the ridge and I might lose 
another 500ft in the first 4km.  That would leave 
400ft for the last 7km and I knew this was going 
to be close. 
 
Lesson 3:   Try to have multiple backup fields.  
Make sure you maintain the height required to 
reach them. 
 
Lesson 4:   Don't dither.  I switched to the sandy 
field in about two seconds and completed the 
180.  Make a plan and execute it.  Obviously, 
continually assess other options along the way, 
but don't dither - stay executing plan A until you 
decide to switch to an alternate. 
 
I completed the 180 turn and flew back south 
down the ridge.  As I crossed the gap opposite 
Trawal I noted that I had lost 450ft covering just 
over 2.6km and this was not a comfortable 
position to be in.  The riverbed is broader at this 
point and sandy, but it would not be flat.  To the 
east, into the gap were three rough short fields, 
almost round the corner in the gorge.  No good 
options.  I thought I could catch a thermal and 
had another look at the options while failing to 
hook it in a 360. I came out of the 360 now down 
to 625ft (350ft above the sandy field - temporarily 
out of sight around the corner of the gap - and 7 
km to run).  This was the worst moment.  My 
vineyard field and farm were now into wind and 
probably out of range.  Not that they were great 
choices anyway.  No known fields were in range 
except possibly the sandy field round the corner if 
the ridge would carry a little.  The dirt road 
tracking the base of the ridge was patently too 
narrow to land.  No other prepared fields in range. 
 
I have only had this situation once before - and 
fleetingly - on a flight out of Gariep once, where I 
am convinced I was washed out of the air by 
being on the wrong side of a rolling wave (see 
"Morning Glory") but I was still 1000 AGL and it 
just felt like I would not make my field.  Of course, 
that time I found a thermal on route well before it 
got really sweaty. 
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How not to do it:

 
 
A view of GUF on the ‘recce’ approaching 
Vredendal (for more fuel!). 

 

Sandy Field 

View of the “Klawer gutter” looking South 

Hay bales 

Last ‘thermal’ 500’ASF 

Clanwilliam 
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I can't emphasize enough that this is not a 
situation you want to get yourself into.  It feels like 
you have already blown it, and it is going to hurt.  
Time for another lesson. 
 
Lesson 5:   It’s not over till its over.  You are low 
over unlandable territory.  No point in staying here 
- it’s unlandable.  Cover as much ground as 
possible and you might find a nicer place to 
crash.  That's downwind.  It was part of what 
influenced the decision to stay with the 180 an 
eternity ago.  Actually, one minute and 45 
seconds.  Just over 3km for 550ft. 
 
I turned the corner in the hope that the thermal I 
had blithely passed up just over 4 minutes and 
1100ft ago might still be working.  I got a kick and 
turned once making 150ft, some of it the pull-up 
to thermal speed.  I made 30 ft on the next turn 
but it felt like zero.  I was low over the foothills 
(maybe 100ft AGL) and for the first time on what 
looked to be a marginal glide to the sandy field.  I 
didn't want to lose the height gained.  And when a 
thermal stops going up it often starts going down.  
On the next turn (I went the other way in case the 
thermal was upwind) I lost 30ft.  It felt like I was 
about to get dumped.  In marginal glide range, it 
was a no-brainer - get going, 5km and 500ft off 
the deck.  Actually, given that the field was 
downwind, I should arrive with a couple of 
hundred feet.  It looked achievable. 
 
If I had a closer field I could have risked another 
turn, and maybe, maybe I'd have got away, but 
my priorities are (1) my arse, (2) the plane, (3) the 
task.  And I wasn't about to risk any more height 
on the chances the next turn would work (and 
save the task) when I thought I had the field in the 
bag if I went straight there.  NOW.  Right at this 
point, "getting away" actually meant "reach the 
field and walk away".  Curious thing about all this 
is that the decisions came in a steady stream and 
I didn't really think it all through consciously in the 
detail I'm writing it, but subliminally that's what 
was going on. 
 
On the run to the field I decided to put the speed 
on, get down into ground effect and out of any 
possible sinking air.  You can do this in a higher 
performance glider and it works - the LS8 is really 
efficient at converting speed into height.  So I 
popped back up (to nearly 250ft AGL when I am 
just 1km from the field and check out circuit 
options.  Looks like I can make a brief circuit - 
and I start one to the left.  There are telephone 
poles running along the road about 50 meters 
east of the field and anyway this is the high side - 

the road is about 50-100ft above the field and I 
couldn't do a RH circuit even if I wanted to. 
 
At the "high" key point for the downwind - if you 
need to ask why the quote marks, you haven't 
really been concentrating - the glider is already 
down to 100ft AGL doing 122kph - I realise that 
there is not enough energy & height for a circuit 
and snap the glider left 135 degrees to turn my 
'high' key LH into a 'low' key point for a RH circuit 
and a downwind landing.  Fortunately there is a 
gulley under my slightly cramped base leg - so I 
feel I have a bit of margin for the low wing in a 
late turn on finals - and I drop the wheel and 
crank the 8 into a steep turn to the right.  This is 
the position that often causes a spin-in - a low 
turn downwind - but I have the speed and line up 
a little high and a little fast - the field is small and 
with a high point in the middle. 
 
I probably went for the airbrake a little late 
because X32 floated all the way up the field 
toward the apex with them full out and I realised if 
I didn't touch before the apex I might miss the 
field altogether.  Time for a wheeler.  I bounced 
once before holding it on and it wasn't going to 
stop - just skimming across the sand.  As the end 
of the field came up, there was no choice - run 
into the scrub at 40kph or drop a wing.  I dropped 
the left wing (if the glider turned that was up hill!) 
and anyway there were farm implements ahead 
and to the right.  The glider slewed sideways 
through 90 degrees - but in this process the left 
wing took a hit from a low rock - and came to rest 
after about 8 metres in a cloud of dust - just 
outside the boundary of the field - which was 
fortunately not fenced.  It is interesting to me that 
without an obvious, tall visual clue of a fence or 
tree line, I actually executed the ground loop a 
little too late. 
 
The left outboard leading edge has a 10inch 
crack and there are chips in the right wing outer 
undersurface & aileron (and possibly more when 
we really get to look at it).  Considering all the 
possibilities, this was an excellent result with 
more than its fair share of luck. 
 
I didn't write this to put you off - I hope you 
learned something from reading this.  But there is 
one last question to ask. 
 
Is the Klawer Gutter a ridge too far? 
 
I don't think so.  But perhaps a little more 
preparation is in order before tackling it again.  
And if you are out exploring, consider giving 
yourself a decent margin and you won't give 
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yourself heart failure when your chosen field 
starts to look prickly. 
 
And it never ends there.  I needed all of the 
remaining flight drinking water and my one litre 
backup before I found the farm – nearly two hours 
later after heading off in the wrong direction in the 
heat. 
 

And as is often the case, there is some stoic who 
makes the journey to retrieve the wayward pilot 
205km north of Worcester on the GPS.  What can 
I say Ed?  I owe you one.  And thanks Quinton, 
Sven and Kathryn for not being grumpy about 
arriving home at 1am the next day. 
 
That's just about more gliding than I can handle!  
Until next time. 

CAA Checks: Are your documents in order? 
 
During December a plane carrying CAA officials 
arrived at Gariep, and proceeded to check on 
compliance with “paperwork rules” – such as the 
carrying of documents in the gliders and tugs (eg. 
inspection reminder stickers, Authority to Fly 
documents and personal pilot licences).  

Fortunately all was found to be in order, thanks to 
organizer Martin Lessle’s thorough groundwork 
and discipline.  Similar visits are expected at 
other gliding clubs in the near future.  It is 
therefore essential that all rules are complied with 
– are YOUR documents in order?  

Club Business Issues 

Any members wishing to submit a claim for 
repayment for items purchased for the club 
during 2005 have until 14th February to 
submit to the Treasurer.  Claims submitted 
after that date, and claims submitted without 

a VAT invoice or cash slip, cannot be 
honoured.  We are a registered VAT 
institution and have to have a proper paper 
trail.  Unfortunately no refunds will be made 
without a voucher. 

Future Events 

The Over-The-Hillbillies Competition 
This competition is open to fabric-covered gliders – L-Spatz, Ka2, Ka6, Ka7, ASK13 etc.  Individuals or 
teams (two seaters) may take part.  The tasks will be local and the old-fashioned start gate will be used, 
with “real” turn points.  No data loggers or GPS allowed, but turn points on trust. 
Anyone may take part and it will be great to see the likes Sven and Alan teamed up in a Ka7, leading the 
task around the Winelands. 
This nostalgic event is planned for about March or April - should be a lot of fun! 
 

OFS Regionals 
The Goldfields Gliding Club will be hosting the OFS Regionals over two weekends.  The 8-9th April and the 
Easter weekend of the 14-17th April 2006. 
 

Gauteng Regionals 
The Magalies Gliding Club will be hosting the Gauteng Regionals at Orient from 24-30th September 
inclusive, with the 23rd September as a practice day. 
 
 

Cape Regionals 
There’s never been such a thing.  Why? 
 

SA Nationals 2006 
The dates will be similar to this recent Champs, being 28th December 2006-6th January 2007 inclusive with 
the 26th & 27th December available for practice. 
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KK Smalls 
Hut at Worcester  with enclosed garden.  “Audenberg” and may be viewed through Ed Verpraet who has 
the key.  It is fitted out and has a whirly-bird air extractor.  Price is R25000.  Contact editor for more details. 
 
Glider winch: Percival single drum winch in working condition.  Self propelled by four cylinder diesel 
engine, drum powered by large capacity V8, automatic gearbox.  Launch gliders anywhere, any time, even 
begin your own independent gliding club (but not on Worcester airfield).  R20 000.00 or nearest cash offer.  
Inquiries to the editor, editor@cgc.org.za or 072 699 6947 
 
Scheibe Motorfalke SF25C .  R 215 000.  Contact Wynand Rademeyer at 021 785 4915 or 082 455 4915 
or wynandr@regent.co.za 
 
Grob 109A, 1982.  Very good condition. Limbach 2400, 81,5 KW. TSOH 600. Mühlbauer constant speed 
prop. TT 5356hrs, take offs 10741. VHF S/E King KX125 VHF NAV King KX125 transponder King KX76A 
blind encoder NARCO AR850 turn coordinator, horizon, Garmin GPS100.  Asking 32 000 � . Inquiries to 
Achim (aroebke@onlinehome.de)  Images available.  (looks beautiful, Ed) 
 
 

 
Interested in cross-country wave flying?  Read the next issue of the Krautkoerant. 

 

This Krautkoerant 
 

Thanks to Kim Carter Brown, Sven Olivier, Alan O’Re gan, Dave and Sheila Starke and all others who 
contributed to this February edition. 

 

Next Krautkoerant  
 

Deadline for the March Krautkoerant  is Friday 24th February 2006.  
Editor: Peter Wooley , ph 686 3883 (h), 072 699 694 7, 487 2451 (w) or fax 487 2592  

editor@cgc.org.za  
 


