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- Brian Stableford (aka The General), Chapter 322 

Tempus Fugit 

On 01 April (Fools) 1976, I took off from St John’s, 
Newfoundland, on a ferry flight across the Atlantic to Dakar 
and on down Africa to Jan Smuts. Over the years, as I told this 
story, I suppose it may have become like ‘The Tale of the 
Ancient Mariner’.  

The adventure had begun the previous year, when a guy 
whose Cessna 210 I was flying on a freelance basis, ordered an 
Aero Commander Shrike at the first Lanseria airshow, after 
watching Bob Hoover’s display. 

This gentleman had amnesia when it came to paying for my 
services, and when I confronted him, he changed the subject 
and told me about his Shrike order, which had been signed by 
Bob Hoover, and included a course at the factory. I said that 
my services would be gratis, on condition that I accompanied 
him, and did the ferry flight. 

During the next several months, it became clear that he was 
getting into serious financial difficulties, and since he had paid 
the deposit, Rockwell decided that he could have the aircraft, 
sans the fringe benefits. They gambled that he would have 
paid for the delivery flight, and they would simply repossess it 
on his first payment default. They did agree that I should do 
the ferry flight. I tried in vain to get him to cancel the order. 

There was the vexed question of flying back over Africa on my 
South African passport. I still had a temporary UK passport, 
issued to me during my RAF days, and gingerly took it to the 
UK Embassy, and asked for a renewal. To my surprise they 
gave me a once-off six month extension. Thus I departed SA 
on my SA passport and arrived in New York on my born again 
UK passport. 

I arrived at Oklahoma City on 20 May and made my way to 
Wiley Post, where the Rockwell factory was located. The 
following day I sought out the FAA rep and obtained an 
instantaneous FAA validation. That evening the folly of my 
adventure began to dawn on me, and the next day I was told 
that there was a problem with my aircraft that would take a 
week to rectify. This gave me the perfect excuse to chicken 
out, since my leave would expire! To my dismay, they told    
me that they had contacted the usual Rockwell ferry pilot,          
Jim Averill (who had kindly offered to assist me with the ferry 
tank fitment) who was delayed ferrying a Brittan Norman 
Islander to the States, and he offered me his aircraft, and 
would ferry my aircraft ten days later. Thus my only chance of 
escape was blocked. 

I spent long hours that evening poring over the Jepp charts, 
trying figure out a route to Fort Lauderdale, where the ferry 
tanks were to be fitted. The following morning, I climbed into 
the Shrike, which I had never flown before, with the company 
test pilot, to do an acceptance flight. The Shrike turned out to 
be a delightful aircraft in every respect, and passed its test 
with flying colours. After the flight, I gingerly asked the 
company pilot on some guidance on my routing to Fort 
Lauderdale. He drawled, “You just fly VFR in a straight line, 
which will take you over half a dozen VORs on the way.” When 
I asked about ATC, he continued, “You don’t talk to nobody 
and squawk 1200, the VFR squawk, and listen out on the 
frequency on the chart where you are, with the telephone 
symbol.” 
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I signed for the aircraft, N57130, and was issued with 
travellers cheques to the value of $5,500, the estimated ferry 
flight cost. With no time for any flight planning and filing a 
flight plan, though I don’t recall what time, I took off, with a 
full tank of 156 US gal, aiming for the centre of Florida, and 
not knowing where I would have to refuel. The ATC worked as 
advertised, with laconic controllers giving me occasional radar 
vectors to keep me out of military or controlled airspace.          
I recall crossing the Mississippi River just before sunset, after 
some two hours of flight, and three hours and a time zone 
later, Tallahassee appeared with about 40 minutes of fuel left. 

It took about an hour to refuel, and I set course for St 
Petersburg across the edge of the Gulf of Mexico, and landed 
at Fort Lauderdale after midnight. I was directed to an FBO 
called Reds, where the ferry tanks were to be fitted, and to my 
amazement, a guy came running out of the office to marshal 
me in.  

I took a taxi to a nearby motel, and 
surfaced in time to be picked up by 
Jim’s wife. While the three 50 US 
gal ferry tanks were being fitted, 
and to repay his kindness, I flew a 
PA 23 Apache to Vero Beach to 
have some spray nozzles fitted, and 
then, the following day I returned 
to the factory to test and collect 
‘my’ Shrike. On the flight back to 
Wiley Post by American Airlines, I saw a weather front that I 
knew that I would have to penetrate on the flight back. After 
the test flight and signing formalities, I departed with a new 
found confidence to Fort Lauderdale. My FAA validation did 
not include an Instrument Rating, so I decided to try some 
bluff, and requested an IFR routing to the next VOR. This was 
granted, and as soon as I was clear of the front, I reverted back 
to VFR, and repeated the Tallahassee refuelling stop. 

I had presumed, naively, that I could 
obtain WAC charts for the flight from 
Dakar to Jan Smuts in Fort 
Lauderdale This was not to be, and 
all I could find was a Bartholomew 
4.5 million scale map, with North 
Africa on one half and Southern 
Africa on the other, which proved to 
be a blessing.  

The next morning, after a very 
fortuitous meeting and briefing with 
Jim, he was bemused to see that I 
had naively planned a direct route 
off the coast to Bangor, to clear 
customs. He pointed out that this 
would take me through the 
Contiguous US ADIZ areas, where I would be intercepted and 
possibly shot down! He did my route plan, and I took off with 
the extra 150 US gals and some 11 hours endurance, plus an 
HF Transceiver strapped to a plank on the right-hand floor. I 
can recall passing about 10 nm West of Cape Kennedy, and 
seeing the giant Atlas rockets on their launch gantries. 

My route took me over some of the famous battlefields and 
cities of the American Civil War. Like the previous flights, to 
my continued amazement, the VFR rules worked flawlessly, 

and I was routed over Washington and west of New York.         
It was a clear night, and I watched in trepidation and awe as 
the jets seemed to be routed around me. I also recall flying 
over beacons I had read about in Gann’s ‘Fate is the Hunter’. 

After leaving a balmy Florida, the temperatures began to drop 
approaching New York. To my dismay, I entered cloud, and 
began picking up light icing, visible with the leading edge 
lights. 

My main concern was propeller ice breaking off the blades and 
denting the fuselage. I increased the RPMs to just below Red 
Line, in the vague hope that it would increase the ram 
temperatures on the leading edges. The weather continued to 
deteriorate, and I landed in Bangor, Maine, after some 
9:30min in driving snow. The chill factor soon chilled me to the 
bone, and I was relieved to find the hotel was attached to the 
airport terminal. I had done a test call on my jury rigged HF 

with New York Centre, and it had 
worked. 

After the customs formalities the 
next day, in temperatures just 
above freezing, I found that the 
caps on the ferry tanks had 
become trapped by the shrunken 
drum. It took some brute force to 
free them, and so only applied very 
little pressure to re-secure after 
refuelling. This was to have near 

catastrophic consequences after takeoff. There were clear 
skies and tailwinds to St John’s in Newfoundland. 

After takeoff, there was a strong smell of Avgas, and as I 
looked back I could see small fountains of fuel spouting from 
the ferry tank caps. I engaged the autopilot, and hastily 
crawled into the rear to secure the caps. Back in my seat, I 
opened all vents and window panels, and prayed that a spark 

would not turn me into a fireball! 

I had a very pleasant 5 hour flight 
along Nova Scotia with some 
icebergs in sight, until 
Newfoundland and then St John’s 
came into view. I noticed patches 
of low cloud around St John’s, 
which turned out to be the 
notorious Newfoundland fog 
banks. But with a clear view of the 
runway, I landed and parked near 
the control tower. As I reached the 
first landing, there, what appeared 
to be two old pensioners looking 
out on to the tarmac. I signed in 
and greeted them as I returned to 
collect my bag. I was amused when 

the elder man remarked that it looked like my tanks were 
fitted by ‘Reds’.  

To my horror, I walked out into thick fog, and could barely find 
my aircraft. When I got back to the tower, the older pensioner 
asked where I was going to stay. He said that they were 
staying at the XX hotel, and could they give me a lift. To my 
utter amazement, he said they were flying the Cessna 185, 
parked alongside me, to Kenya. I was gobsmacked! 



Sadly, I cannot recall their names, but the elder was in his mid- 
seventies and the younger in his late fifties, a clone of Clark 
Gable and a man of few words. The elder had ended the war 
as a one star general in the Far East. He knew Chang Kai-shek, 
Mao Tse Tung and Vinegar Joe Stillwell. He retired from the 
USAF in the late ‘40s and became a ferry pilot. He had 
forgotten more about flying than I had ever learned, and he 
mesmerised me with tales of history and flying. I recall saying 
to him that I was concerned that after fitting the ferry tanks, I 
had had no opportunity to swing the compass. He calmly told 
me that all airfields (in America) usually had three runways, 
one of which was pointing the way you were heading.          
You would know the QDM of the runway, and the compass 
difference would be the deviation on that heading! 

He also asked me what food I was taking on the flight.                
I shrugged my shoulders and said that I had a thermos flask, 
and it would have to be hot coffee and a mound of biscuits.   
He took me to the local supermarket and picked out a 
selection of small tins, with the new (to me) novel rip-off lids. 
He said that I should close all ventilation, and put the de-mist 
nozzle of full heat. Then crack the lid to relieve any pressure 
build up, and in an hour I would have a hot meal! 

The visibility in the fog remained around 2-300 metres for the 
next two days, and late afternoon on the 31st, the cloud base 
rose to about 300 feet. Since my leave was about to run out, I 
decided to go, and the older man offered to drive me back to 
the airport. He sat and watched me doing the flight plan, and 
after a while asked what the cloud tops were. I looked at the 
met forecast, and mumbled, “About 14,000 feet.” A little while 
later, he asked what the freezing level was. I looked at the 
forecast again, and my blood froze. I didn’t answer him, and 
then sheepishly asked if he would give me a lift back to the 
hotel. All he said was, “I am glad you said that.”  

The fog closed in again, and late the following afternoon, the 
weather began to clear. I asked humbly if he thought it was a 
good idea to try again. He just smiled and nodded. They drove 
me back to the airport, and said they had decided to depart at 
sunrise, to do the crossing in daylight. His final bit of advice for 
me was, “If you have HF problems, they will not allow you to 
depart from Santa Maria until your radio is fixed. Don’t argue, 
but ask if you can refuel in the meantime. Then sit in your 
aircraft, and when there is a lull, start up and take off. You will 
never be allowed back there, but so what!” Their delayed 
departure resulted in the fog rolling back, and they were stuck 
for another week! 

I did the planning again, and discovered a navigation anomaly. 
The Atlantic Jepp chart, being a conic orthomorphic, would 
give me a great circle track. This meant that crossing each line 
of longitude would give a track change due to convergency. 
The Magnetic variation in Canada was large, and diminished as 
you progressed into the mid- Atlantic. The rate of change of 

the one almost cancelled out the rate of change of the 

other. There was a chilling ghost in the flight ops, in that an 
example flight plan to Santa Maria was one done by John 
Atherstone from South Africa, who had killed himself doing a 
beat-up in his overloaded MU 2 after takeoff. 

I recall taking off just before sunset and, as I watched the sun 
setting on my right, the folly of my bravado dawned on me. 
About 20 minutes after takeoff, I crossed the Gander Oceanic 
boundary at 50 West and, to my relief, the HF worked. It had 
the wind-out aerial, that you tuned to max on the meter when 
it reached half wavelength. I settled down to the nine hour 
flight ahead, and began heating my two tins of food on the 
demister.  

When I crossed the New York 
Oceanic Boundary at 45 West, the HF 

worked again, but, an hour later, at the 
Santa Maria Oceanic Boundary, the HF 

was dead and no amount of fiddling would 
revive it, and I recalled Jim’s Santa Maria radio 

advice.   I reverted to the time-honoured ferry pilot trick of 
relaying my position reports through the high level 
transatlantic jet traffic. 

I had begun to track the precession rate of my DI every          
15 minutes, and found it to be about 3 to 4 degrees. I figured 
that, with this precession, I would be about a mile off course 
every time I corrected the DI, which would add up to about 4 
miles every hour. I reasoned that by doubling the correction 
every half hour, I would zig-zag across my track. I will never 
know if this quaint theory worked, but when I picked up the 
VOR radial from the first island, Flores, in the Azores chain, I 
was about 4 degrees off track. I must say that the North 
Atlantic wind forecast was very accurate. 

Another rude awakening was, with two nine hour legs ahead 
of me to Dakar, I would need to rest. When I dozed off, and 
my subconscious took over, my hearing ceased, and the 
engines appeared to have stopped, and I awoke with a jerk! 
No more sleeps, just running on adrenalin. 

I recall arriving overhead in cloud and, after a VOR letdown, 
landing at Santa Maria around 2 in the morning. It seemed 
that, because they had received all my position reports by 
relay, they failed to notice, or care, that none were by HF. I did 
my next flight plan, applied the new met winds and took off 
for Dakar. 

When the sun rose a couple of hours later, I could see the sea, 
and I could make out the wind lanes. Unlike the swell, which 
builds over weeks, the wind lanes are an instant wind 
direction indication, but I had no idea of the wind speed. 
Applying an old Shackleton pilot theory that wind will back and 
increase velocity with altitude, I was dismayed to find that my 
predicted wind drift was 90 deg out from the forecast, and I 
made a ballpark course correction to repair the damage. 
Based on the maxim that heading for a line feature, aim left 
then turn right, I planned to make landfall at Nouadhibou and 
fly down to Dakar. When white horses appeared on the 
surface, I could guesstimate the wind speed. I landed at Dakar 
at midday after a nine hour sector, and took off again within 
an hour. 

          (To be continued.) 
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The EAA 2016 Convention will be hosted at Mossel Bay 
Aerodrome, hosted by the EAA National Council in conjunction 
with Mossel Bay Aero Club.  

 

Friday 29 April 2016 

Fly in and stay over and hopefully enjoy a braai at the Airfield. 

Scheduled shuttle services will be available between the 
Airfield and the Diaz Beach Hotel for those residing there. 

17h30 - Dinner at the Clubhouse: casual with braai 
packs, pre-booked. 

 
Saturday 30 April 2016 

07h00-16h30 -Socialise, enjoy the 
networking with Food Service at the 
Airfield. 

Morning - Scheduled Aircraft Competition 
Judging will take place. Please plan to arrive 
the day before or very early to prepare your 
aircraft. Judging slots will be communicated a few 
days before the event. 

09h00-15h00 - Workshops/Presentations - details to be 
advised. 

18h30 - Seated Awards Dinner at Diaz Beach Hotel. 

Scheduled shuttle service to and from this Hotel will be 
provided for residents.  

 
Sunday 01 May 2016 

A fly-away is being planned to a close by facility , which will be 
publicised closer to the time.  

  

Visits & Activities 

Mossel Bay Aero Club is assisting in planning 1 or 2 great local 
breakfast fly-aways, where support crew, spouses, family, 
friends and visitors can join in by road as well. We’ll keep you 
posted. 

Please indicate if you are keen to participate in this activity on 
Sunday 01 May 2016. 

 Support crew members, spouses, family, friends and visitors 
do not have to stay at the airfield all day, but will be able to 
explore the surrounding areas, either on their own (as there 
are a lot of activities in close proximity) or as a group. We are 
exploring a number of options and will publish these in due 
course.   

Accommodation 

At this stage we have reserved a block booking for EAA 2016 
at the Diaz Beach Hotel, located on the beach, in the town of 
Mossel Bay. This is the preferred Hotel as it will host the 

Awards Dinner and run a transfer service between 
the Hotel and the Airfield.  

Diaz Beach Hotel and have offered us an 
excellent rate for us and we urge you to 
book asap. 
 
To reserve a room, please contact the Hotel 
as follows : 

Reservations Department, Diaz Beach Hotel 

Tel: 044-692 8400 
Email: reservations@diazbeach.co.za 

Please Quote: EAA2016 for the correct rates and room 
allocations. 

Single rooms @ R575.00 per room, B&B, per night. 
Sharing rooms @ R540.00 per person, B&B, per night. 

Breakfast will be served in the Hotel Restaurant. 

Alternative accommodation available at Oceans Hotel. 
Email: info@oceanshotel.co.za 

These is a small area that can be made available for Camping 
at the Airfield, with limited ablution facilities. Please advise us 
in advance should you plan on camping, in order that we can 
assist with the necessary arrangements.  

Transportation 

Great news for all those staying at Diaz Beach Hotel: a 

scheduled shuttle service between the Airfield and the Hotel 

will be available at published intervals throughout the 

weekend. Schedules will be displayed in the Hotel and the 

Airfield.  

To register visit:  www.takingchargeevents.co.za/EAAReg.asp 
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I would like to share a story about the true spirit of the EAA 
- John Herbert, Chapter 322 

I am a member of Chapter 322 although I live and work in the 
Lowveld.  I have written an article that I think may be of some 
interest to the larger EAA audience in SA about an historic 
event (hard to do these days) regarding aviation in Hong Kong. 

My son, Andrew,  joined Cathay Pacific Airlines as  Second 
Officer in June 2015. Andrew and I had almost completed an 
RV-7 we had been building for almost 3 years when he 
received the job offer. He delayed his joining date simply so 
that we could complete our RV-7 project, but it was going to 
be a big disappointment not to be able to enjoy the fruit of his 
labour as much as he could so soon after completion. Soon 
after he joined Cathay, he was browsing through the notice 
board at work, when he noticed an advert asking if anyone 
had any experience in building and flying RV aircraft.  

It turned out to be an ideal outlet for his passion, as the 
builder, Capt. Hank Cheng, a Hong Kong citizen, now a Boeing 
777 Captain, was looking for some assistance in the 
completion stages of his RV-8. Andrew replied, not sure what 
it would entail, but was pleasantly surprised to be pulled right 
into the middle of everything.  

Hank Cheng was born and raised in Hong Kong and, when my 
wife and I visited my son in Hong Kong, he introduced us and 
Hank told me his story. Hank is a very unassuming person and I 
really had to probe and ask questions to get some of his 
background. As I understand it, Hank moved to the USA when 
he was around 14 years old, completed his schooling in New 
Jersey and enrolled with Embry Riddle University, and was 
able to complete his PPL and an excellent introduction to 
general aviation. Hank told me that he actually really wanted 
to be an astronaut, but realised that this career had very 
limited opportunities, so he decided to pursue a career in 
aviation instead. 

A favourable application to Cathay Pacific found him enrolled 
in the Cathay Cadet programme in Adelaide, Australia, where 
he spent 60 weeks. While progressing with his career, the past 
7 years has been the focus of getting his RV-8 built, registered 

(B-KOO) and flying in Hong Kong. To us as South Africans, 

who love to complain about our own CAA, we have no idea of 
the hurdles and obstacles he faced in the process of building 
the very first homebuilt aircraft in Hong Kong.  

Hank says that the number of hours spent in meetings, 
preparing documentation, motivations, safety plans, risk 
analyses, and endless other documents easily consumed as 
much time as the building of the aircraft. The fact that 
impressed me the most, was the fact that no legislation exists 
in Hong Kong for homebuilt aircraft, the only reference point 
in Hong Kong for the Aviation Authorities is commercial 
aviation, with numerous airlines based in Hong Kong. 

Hong Kong is a very densely populated territory, which means 
that housing are mostly apartments, garage space is difficult 
to get, so Hank found a girls’ school not too far from his 
apartment, where he somehow persuaded the principle of     
St Paul’s Convent School to provide space in return for the 
educational experience of helping build an aeroplane!         
This turned into a successful venture along with a team of 
volunteers Hank had managed to recruit along the way. 

There is no repository of General Aviation skill and experience 
in Hong Kong apart from the few airline pilots who have an 
active interest in it, so along with friends, colleagues, and 
interested people, the plane eventually reached a point where 
it required a hangar and, most importantly, an airport. Only 2 
airports exist in Hong Kong, one of which is a military airfield. 
Again Hank aroused the interest of the HAECO (Honk Kong 
Aircraft Engineering Company) management who graciously 
allowed him some space upstairs in one of their very large 
hangars at Hong Kong International Airport. The final 
assembly, painting and avionics installation was completed 
with enthusiastic support from the HAECO staff. 

One would think that most obstacles would have been 
overcome by now, but the real issue of getting permission to 
fly was only beginning. Andrew, my son, got involved at this 
point and it resulted in phone calls back and forth to me, 
asking my advice on various engine and avionics matters. 
Permission to run the engine for the first time and conduct full 
power run-ups required special application, risk analysis, and 
towing to a special run-up bay.  
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This, again, entailed meetings, paperwork and waiting. Taxi 
tests required the same monumental effort. These tests were 
carried safely early on a Sunday morning with the cooperation 
of VHHH ATC. Hank’s pleasant demeanour, perseverance and 
ability to get others enthusiastic, really paid off when he was 
eventually given a permit to fly! Valid only for 2 days. This is 
hard to believe, but true. Much negotiating, discussion, 
resulted in permission to do a 30 minute flight only on a 
Sunday morning. This was exacerbated when the airport 
authorities limited the time window to only 2 hours. 

Fully realising the enormity of the accomplishment, as well as 
the debt owed to many who had participated, Hank also 
wanted the media to be present to witness the maiden flight 
of Hong Kong’s first homebuilt aircraft. This assisted with his 
negotiations when the authorities allowed him a maiden 
flight, out of the public eye, and then another with the press 
and public witnessing the event. The trial flight lasted 20 
minutes, while the media flight lasted 3 circuits at 3000’, no 
stalls or manoeuvers other than a simple circuit were 
permitted. This was done during the maintenance of one of 
the runway at Hong Kong International Airport on Sunday 
morning, on 15 November 2015. Needless to say, the 
jubilation was great! 

Hank had prepared himself well by getting instruction on an 
RV-8 from an experienced RV instructor through Van’s in the 
USA.  A few weeks prior to the taxi tests, Hank went to get 
some refresher training on the RV-8, and so was well prepared 
for the historical maiden flight. Disappointingly, he was told 
that this was the only permission he was going to get. He was 
told that the aircraft would need to be dismantled and taken 
somewhere else in the world to complete the proving flights. 

 

For those that want to know, the B-KOO has a Titan IO-360 
180 hp engine with Precision Silverhawk fuel injection, a fixed 
pitch 3 blade CATTO propeller, Dual Dynon 10” Skyview 
displays shoehorned very elegantly into the RV-8 panel along 
with a Garmin GTN650. This makes the plane very capable and 
Hank has a very active interest in seeing the aircraft become a 
tool to stir the interest of Chinese young people in grassroots 
aviation. Hank’s plan is to fly this aircraft around the world, 
raising money for charity and stimulating interest in Chinese 
general aviation.  

As I write this article, the Aviation Authorities have offered 
Hank the opportunity to carry out the proving flights at the 
military airfield in the New Territories area. At this stage Hank 
is trying to get approval from the authorities to modify the 
aircraft with long range tanks for his round the world trip. 
Once this is completed, he will again attempt to negotiate 
permission to fly the aircraft to this other airfield, where there 
is a flying club and flying is only allowed on weekends. Hangar 
space is a problem, and so Hank would like to complete 
whatever work remains before moving the aircraft. 

He would love the aircraft to remain on the Hong Kong 
register for the round the world trip which will hopefully 
happen later this year.  

Hank has called his plane ‘Inspiration’, and I came away from 
meeting with Hank, seeing his plane and spending time just 
chatting, with the impression that he simply does not take ‘no’ 
for an answer. It takes special character, focus and dogged 
determination to make something like this happen in the face 
of huge obstacles. “No”, does not mean “no” to Hank Cheng, a 
modern aviation pioneer in his own right. 

Follow B-KOO Inspiration on Facebook: inspiration.bkoo 
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Yet another cracker of an evening with Dr Mike Brown and his 
EAA Chapter 322 - Gordon Dyne 

On Wednesday 02 March, some 80 members and friends of EAA 
Chapter 322 came together once again for another cracker of an 
evening with Chapter Chairman Dr Mike Brown and his 
enthusiastic committee. Delicious pizzas from cordon bleu chef 
Ann Ferreira and her team filled those empty tummies. 

Mike went through the usual monthly formalities in double 
quick time, pausing for auditorium convenor Jeremy ‘Moose’ 
Woods to tell the audience about the following Thursday’s 
Flying Legends Talk Show featuring Colonel JJ ‘Cobus’ Toerien, a 
former fighter pilot and now an SAA pilot. The ubiquitous Mike 
Brown will change hats again and will perform the task of 
Master of Ceremonies. That man’s talent is never-ending!
Another memorable talk show! 

The Safety spot featured commercial pilot and instructor Wayne 
Powell telling us to listen to your aircraft. A short film by the 
USA’s Federal Aviation Administration (FAA) explained that, by 
watching one’s instruments, many a problem could be averted 
before a disaster occurs - oil pressure being particularly 
important. Following on from Wayne’s interesting talk, Wear 
Check’s Daan Burger came to the microphone. Daan is an 
authority on engine oil analysis and selecting the right oil for 
one’s engine. This topic is probably as important as having fuel 
in one’s tanks! Daan has for the past 20 years looked after the 
oil requirements of EAA member, Claus Keuchel, for Claus’ 
various aircraft engines. That is a great recommendation in 
itself. I believe Claus has only fallen out of the sky once in that 
time! Thank you to Wayne and Daan for highlighting these two 
important issues.   

After the break, we enjoyed one of the best guest talks that I 
can remember at our 322 meetings. This talk was given by 
Professor David Linton. David is Mike Brown’s partner in Mike’s 
three unique aircraft. They also trained together at UCT and 
worked together at Groote Schuur Hospital in Cape Town. Mike 
and David flew the Red Cross Air Ambulance together in a Piper 
Aztec for a number of years. David emigrated to Israel many 
moons ago and has recently retired from his position as 
Professor of Intensive Care Medicine at the Hadassah Hospital 
in Jerusalem. Apart from being an ATP pilot, a doctor and 
goodness knows what else, David is also an engineer and 
designed a highly sophisticated ventilator for life support. What 
a CV! What a man! 

Thank you very much David for a fabulous talk. On behalf of all 
322 members, may I wish you and your family all good wishes 
for the future in that hot spot of the Middle East David’s elder 
son is attempting to become an Israeli Navy Seal. That is a 
tough one! A reminder that everyone in Israel has to do his or 
her bit for the safety of that fine young country, regardless of 
age. Good luck young Linton. Shalom and l’chaim. 

So ended another terrific night with EAA chapter 322. For more 
information on EAA Chapter 322 please visit our website 
www.eaa.org or contact its precious PR girl Trixie Heron on 
editor@ afskies.co.za  Please diarise our next meeting 
scheduled for Wednesday 06 April. Hope to see you there.  
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Dr Mike Brown, Clive King & Max Linton 

Daan Burger 

Prof. David Linton 



-Greg Clegg, Chapter 322 

Chapter 322 was invited to a project visit at Epsilon 
Engineering Services (Pty) Ltd Saturday on 27 February, to 
view the composite helicopter that Epsilon has been 
developing for the past few years. Stewart Clegg has been 
working on the helicopter build project full time. 

The helicopter is being built for an overseas client as a 
technology demonstrator, similar in size to the Bell 206 but 
fully composite. The helicopter is powered by a Rolls Royce 
Alison M250 turbine helicopter, generating 400 SHP. 

The project started 6 years ago as a concept and with only a 
handful of engineers and technicians working on the project. 
There was very little outsourcing of fabrication during the 
development as most of it was done in-house by Epsilon.         
A full-size mock-up of the concept was manufactured. 
Thereafter, a pattern of the fuselage was machined and 
finished off, mostly by Stewart, after a couple of months of 
sanding. Moulds were pulled off the pattern and from the 
moulds the carbon fibre parts were made. Once the fuselage 
was made, the rest of the composite parts followed, all 
manufactured in a similar process. 

The helicopter is to be shipped off in its semi-complete 
state. The gearbox, rotor mast and other components for 
the completion of the helicopter will be shipped at a later 
stage. The components are in the process of being 
manufactured. The main rotor blades for the helicopter 
come from a R44. Epsilon plans to develop a composite 
replacement blade for the R44 in the near future. 

After the viewing of the helicopter and the various other 
projects around Epsilon, a delicious braai was enjoyed by all. 
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“Oh! What a night it was, it really was such a night!”         
(With apologies to the king - Elvis!) 

Colonel JJ ‘Cobus’ Toerien B Mil (SAAF retired)  stuns talk 
show audience with his career - Gordon Dyne, Chapter 322 

After ten years of talk shows, I thought we fairly regular 
attendees had heard it all, but even I was astounded to know 
that there are still aviation heroes out there about whom most 
of us know very little! Convenor Jeremy Woods still manages 
to pull these guys from the woodwork! Colonel Toerien is such 
a man. 

For more than two hours Master of Ceremonies Dr Mike 
Brown, unusual for him, played only a secondary role, as the 
Colonel spoke at length of his incredible career in the South 
African Air Force (SAAF). His talk was highlighted with dozens 
of brilliant pictures and videos to make us all green with envy. 
All we ‘wannabe fighter pilots’ were in the company of 
one of the greatest. There was not any bragging or 
boasting, just plain facts about an air force career that 
began on Harvards forty years ago and finished on 
Cheetahs seventeen years ago. Can this record ever be 
bettered? Certainly not in the South African Air Force 
of today! How many pilots do we know who have 2000 
hours on Supersonic type aircraft such as Mirages and 
Cheetahs? How many pilots have flown 168 combat 
missions and been decorated seven times? None! An 
unbelievable record. 

Since his retirement from the SAAF, Cobus has been 
with South African Airways (SAA) as a pilot and must 
have had to eat much humble pie and put his pride in 
his pocket to join in his forties as a ‘boy pilot’, and now 
occupies the right hand seat as a Senior First Officer. 
Sadly Cobus’ age is against him and he is unlikely to 
ever have command, but as he says, “I am still flying. 
How lucky am I? What a fabulously modest comment 
from this real life hero. I wonder how many 
passengers travelling with SAA, upon hearing that “the 
First Officer today is Cobus Toerien”, will have any idea 
of just who is flying them to Durban or London?   
I hope to hear those words one day when I am a 
passenger so I can take the microphone from the 
hostess and tell my amazed captive audience what a 
hero we have up front! 

Cobus is also an Accident Investigator, a Flight Safety 
Manager and a Crew Resource Management (CRM) 
facilitator with SAA. 

Everybody was so disappointed when the evening finally 
came to an end. What a career! What a man! 
Accompanying Cobus was his 17-year old son Carlo. Eat 
your hearts out, girls! This fine looking young man is going 
to leave a tail of broken hearts when he starts his flying 
career in the near future. The gold bars on the shoulders 
have never worked for me, but I don’t think Carlo will have 
too much trouble! With Dad as a mentor, friend and 
supporter, we can expect to hear lots more about Carlo 
Toerien. 

Thank you very much Colonel Toerien for your time. Your talk 
is one I will remember for many years to come. Good luck to 
you and Carlo. Thank you Mike Brown for your usual talent in 
bringing out the best in your guest. Thank you Jeremy and 
Anne-Louise Woods and your team for putting on yet another 
magnificent evening.  Unforgettable! 

Our next talk show will be Thursday 14 April, when our guest 
will be another ‘fast jet’ pilot in the form of Flight Lieutenant 
James Harris of the Royal Air Force (RAF) who is the RAF’s 
Exchange Pilot based at Air Force Base (AFB) Makhado. James 
flies Tornados, Hawks and Tucanos. The talk should be another 
riveting one! Hope to see you there. 

For more information on our talk shows please email Jeremy 
Woods on eaa.talkshow@icon.co.za 

Thank you. 
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Steady progress 

- Marie Reddy 

05 March - This was the first build session for this year. 
All the wing parts were gathered, adjusted where 
required, and fitted in readiness for glueing and assembly 
at the next build day.  

12 March - We took it all apart and reassembled to glue 
all the sections in place. Glued all spars in place. 

02 April - This was the third build session. We started 
fitting the aileron. Where parts were missing, these were 
manufactured on site in order to complete as much as 
possible. Glueing of the trailing edge, as well as most of 
the aileron fitting and glueing, were completed. This now 
has to be left to set before we can continue. 

Thanks to Kevin Hopper for his guidance and generosity, 
as well as to Karl Jensen, Eugene Couzyn, Neville Du 
Piesanie, Derek Orford, Mike Haupt, and Greg Clegg for 
all their hard work, and also William and Jeremy ‘Moose’ 
Woods, Clive King, Ron van Lear, David Toma,  
Chris Linakis, Trixie Heron, Irene Naude and other 
volunteers for their assistance and moral support. 
Without their energy and input on this build no building 
would take place. We have achieved a huge amount in 
just 3 build sessions this year, and we hope to complete 
the right wing structure in just one more session, before 
moving on to the left wing. 

Go team! 
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CONTACT! Is the official newsletter of EAA of SA. This edition was compiled by Gus and edited with love and kisses by 
Trixie Heron. All material is gratefully received from Chapters, members and non-members alike. Remember that this is 
your newsletter, so please submit material as it happens to Gus (news@eaa.org.za) or Trixie (editor@afskies.co.za). 
Our grateful thanks to all those who regularly support our newsletter and our EAA organisation. 
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This is the mine where the 
largest gem quality diamond 
was found, called the 
Cullinan Diamond. The 

Cullinan Diamond weighing 3,106.75 carats 
(621.350 g) discovered at the Premier No. 2 
mine outside Pretoria, South Africa, on 26 
January 1905. It was cut into several polished 
gems, the largest of which is named Cullinan 
I or the Great Star of Africa, and at 530.4 
carats (106.08 g) it is the largest polished 
white diamond in the world. It was the 
largest polished diamond of any colour until 
the discovery in 1985 of the Golden Jubilee 
Diamond (545.67 carats, 109.134 g), also 
from the Premier Mine. Cullinan I is mounted 
in the head of the British Sovereign's Sceptre with Cross. The 
second-largest gem from the rough stone, Cullinan II or the 
Second Star of Africa, at 317.4 carats (63.48 g), is the fourth-
largest polished diamond in the world, and is mounted in the 
Imperial State Crown. Both diamonds are in the Crown Jewels, 
which are part of the Royal Collection held in trust by Queen 
Elizabeth II for her successors and the nation.  

Seven other diamonds cut from the original belong to the 
Queen personally. 

This screen capture pic from my GoPro was taken on Sunday 
27 March 2016. 

Regards 
Karl Jensen, Chapter 322 

On Saturday 26 March, a crowd of about 30 
EAA Chapter 322 members gathered  at 
Ricardo De Bonis’ hangar and braai facility at 
Krugersdorp. They met to welcome Ric and 

Lisa Woldow, who flew in the previous evening from the USA. 
Ric was a very active member of 322 until he returned to the 
USA just on 6 years ago. Ric was then stationed in SA heading 
the Caterpillar manufacturing facility in Boksburg before this 
operation was closed down. Ric has been an unofficial 
honorary member of 322 since he and Lisa returned to the 
USA. Our regular readers of CONTACT! would remember him 
from his newsy articles and pics in the newsletter. 

The next morning Ricardo treated Lisa to a flight in the Aircam, 
while Ric and Trixie flew with Neville Du Piesanie in his Siai 
Marchetti S-205, routing via the Hartbeespoort Dam to Brits 
Flying Club for a hearty breakfast, and overflying the 
Roodekoppies, Vaalkop, Buffelspoort and Olifantsnek dams on 
the way back to the home base at Krugersdorp.    

The Woldows had planned their visit to SA to include our EAA 
Convention in Mossel Bay at the end of April, but business 
commitments put a spanner in the works. We are all very 
grateful that Ric and Lisa managed to spend time with us 
literally chewing the fat at Ricardo’s hangar. Ricardo hosted 
the Woldows at his family home during their visit to Gauteng. 

Some of our members have been to Oshkosh since the 
Woldows’ departure from SA and stopped by at their home 
during the Oshkosh adventure to be treated to hospitality of 
ginormous proportions. They were happily flown in many of 
the Woldow stable of fantastic toys which include Stearmans, 
a T6, Lake Amphibian and many more. Ric has ensured that 
the visitors flew to various fly-ins as their guest and the report-
backs were of just amazingly friendly people and wonderful 
aircraft. 

Regards 
Karl Jensen, Chapter 322 

It’s a rare sight to see two 
Jodels in the air at the 
same time. I had great fun 
on the weekend of  

26 March, doing a bit of formation 
flying with a D11 that is based at 
Wonderboom, owned by Nic Scholtz. 

Regards, 
Greg Clegg, Chapter 322 
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