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GFA Executive Members Visit the Australian Gliding Museum.
GFA President Daryl Connell, AGM Secretary Graeme Barton, GFA Executive Officer John Welsh, GFA Treasurer
Ian Grant, GFA Chairman of the Sports Committee Rob Moore, and AGM President Alan Patching, during their
inspection of the Australian Gliding Museum Bruce Brockhoff Annexe on 23rd July, 2009.
The GFA Executive members expressed their support for the considerable efforts and expense put into
preserving Australian gliding history by Museum members. The museum is raising funds for the erection of the
donated workshop/paintshop hangar, connection of mains power, and provision of appropriate toilet facilities.
GFA members are welcome to visit the museum by arrangement, please contact Graeme Barton on (03) 9802 1098.

EDITORIAL
The Australian Gliding Museum Inc,
achieved its 10th birthday on the 21st
December. The Museum was incorporated
on that day in 1999.
To say that the last 6 months have been
interesting is an understatement! Keeping the
Museum volunteers busy has been the
completion of three Taylor Gliders to celebrate
the Centenary of the first heavier than air flight
in Australia, Ian Patching and Geoff Hearn’s
fabulous trip to Narrabeen to participate in the
first flight Centenary celebrations, installing a
Taylor glider at the National Aviation Museum
at Moorabbin, with the Golden Eagle on display
for the weekend, good progress with
cataloguing, boxing and installing the archives
collection at Bacchus Marsh, the development
of new glider handling equipment, the visit of
the GFA President and Executive members to
the Bruce Brockhoff Annexe, the first training
sessions in Vern Rosenfeldt’s “Great Escape”
parachute escape training simulator, the
oldtimer oral history program, and acceptance
of more gliders donated to the museum. Work
at Ferntree Gully workshop has largely been on
the M100 rebuild, and completing the Taylor
Glider project. The third Taylor glider, finished
in cotton fabric, should take it’s permanent
place in the foyer of the National Museum of
Australia in Canberra before the end of March.
Preparations for a busy March are in full
swing, with the AGM having an Open Day to
coincide with the ABC program “The
Collectors” visiting on 14th March. Old Mates
Week at Benalla runs from 15th to 19th March.
Celebrations of the Centenary of Houdini’s
Diggers Rest flight start on Thursday 18th
March with a Commemoration Ceremony at
11 am at Diggers Rest, then the Houdini
Centenary Airshow at Melton Airfield, Coburn’s
Road, on Saturday 20th March, and the
“Festival of Flight” at Diggers Rest on Sunday
21st March. Plans are already well under way
for the celebrations of the Centenary of the
Duigan first flight by an Australian aircraft to
commence at Mia Mia on 16th to 18th July, with
the Museum invited to participate.
You will find lots about some of those items
and interesting contributions in the pages that
follow, please enjoy……

THE $1 ONE OUNCE SILVER PROOF COINS ARE
AVAILABLE FROM DOWNIES ON 1300 788 358

Membership Changes.
Since our last Newsletter, the following new
members have joined our ranks: Anne, Chris and
Nathan Lloyd of Hadfield, Steven Mitchell of
MacGregar, Qld, Lyndal Saunders of Forest Hill,
Gary Sunderland of Bacchus Marsh, Terry
Woodings of Nedlands, WA, and two final year
Aeronautical Engineering students from the RMIT,
Nicholas D'Souza of Macleod and Shanaka
Jayasrkara of Mount Waverley. Nicholas and
Shanaka are gaining work experience by assisting
at the Museum's Ferntree Gully workshop. A big
welcome to you all.
Sadly we have lost two of our members. Noel
Mitchell, of Wavell Heights, Brisbane, a keen
amateur radio operator who flew in the very early
days with the Brisbane Gliding Club, and Ian
Edgar, of Canberra, who had been involved with
gliding over many years. We express our
condolences to their respective families.
The Australian Gliding Museum Newsletter is now
available via email in PDF format. We expect that
this will arrive before the hard copy is posted.
If you would like an email version please contact
Graeme Barton or Dave Goldsmith

Museum Recent Acquisitions.
We have recently had donated to the
Museum three more historic aircraft:
- ES59 Arrow VH-GNH and trailer, donated
by Ron Geake. Ron lives at Wolvi in
Queensland and the Museum is seeking
volunteers to assist in relocating this aircraft to
Bacchus Marsh. If you are able to assist,
please contact David Goldsmith on 03 5428
3358.
- ES49 Wallaby VH- GLL, and
- Hall Cherokee 2 VH-GVO.
The ES49 and Cherokee have been
donated to the Museum by Eric Oats, formerly
of Wahroonga, but who has recently relocated
to Eden. Eric very generously arranged for the
furniture company which shifted his
possessions to Eden to also relocate the
gliders to Bacchus Marsh!
We are very appreciative of the support
given to the Museum by Ron and Eric by their
wonderful gestures of donating these historic
gliders to the Museum.

Australian Gliding Museum Open Day
Members and Friends of the
Australian Gliding Museum Inc.
are invited to an OPEN DAY
to be held at the Bruce Brockhoff Annexe,
Bacchus Marsh Airfield,
at 11.30 on Sunday 14th March.
A Barbeque will be provided, please bring
your own meat, salads and drinks.
The Collectors arrive about 9.30 to 10am to
record the collection of gliders, publications
and memorabilia for a future program.

Annual General Meeting, and Barbeque
17th October 2009

Nineteen members attended, and there were
twelve apologies. The President’s report,
presented by Alan Patching, outlined progress so
far, and plans for the future. The Treasurer’s
report, presented by Jim Barton, showed that
finances are tightly controlled and meeting our
needs at the moment. In the absence of more
nominations, the present committee was reelected. No special business was notified and a
general discussion continued until the meeting
closed.

Future restorations - the Cherokee and ES49
•
•
•
•
•

All pilots and friends of all clubs
welcome, age no barrier
Dinner on Wednesday 17th March
bookings essential
Mystery tour Thursday 18th March
with John King
Call Jim Barton on 03 9309 4412 for
flying enquiries
Ring Rhonda for reservations on 03
5762 1058
Wing handling equipment is tested

GEORGE TAYLOR REPLICA
GLIDER PROJECT
By Judith Hearn
On the beach at Narrabeen NSW on
December 5th 1909, George Taylor achieved
the first heavier-than-air- flight in Australia. To
commemorate this significant event in
Australia’s aviation history, the Australian
Gliding Museum (AGM) undertook to build a
replica of Taylor’s glider. The aim was to
complete the project in time for the Centenary
in December, 2009. Three years after the idea
was born, and in time for the Centenary
commemoration the Project has achieved its
aim & lots more as well!
In 2006, the Project team led by Bruce
Hearn met at the Anchorage Hotel in
Maribyrnong & at Clive Phillip’s house at
Bungaree near Ballarat. It was Clive’s idea to
make three replicas – why not indeed! In
hindsight this was a good decision as all three
replicas are in demand. Many AGM members
were involved in the construction of the gliders
during 2008 & 2009 at the Ferntree Gully
Workshop & details are set out in Chris
Saunders article in this issue titled: ‘Travails
from the Workshop’
GEORGE TAYLOR CENTENARY EVENTS:To honour the First Heavier- than-air
Flight in Australia, by George Taylor at
Narrabeen NSW on the 5th December 1909,
late in 2009 there have been numerous events
to mark the Centenary.

•
•

•
•

With my assistance, Bruce prepared a Power
Point presentation of some 50 slides sourced from
extensive research and we undertook
considerable scanning of very old & recent
photographs to facilitate the lecture. Bruce’s
model of the George Taylor glider has been
transported around the traps & has travelled from
Melbourne to Canberra & Adelaide for inclusion in
presentations.
Bruce was very pleased to be able to conclude
his presentations by announcing that the replica
glider had been exhibited at Avalon Airshow
earlier in 2009 and had won three prestigious
awards. He also gave information about the
Commemorative Coin that has been minted by the
Perth Mint, and is available through Downies, to
honour the occasion of the Centenary of George
Taylor’s flight. He was also very proud to
announce to these interested groups, on behalf of
the AGM, the three replica gliders are being put to
good use to promote the Centenary of the First
Heavier-than-air flight in Australia.
•

Various aviation oriented groups around the
country had heard about the AGM’s project to
build replica George Taylor gliders and have
responded with interest to our project by
inviting a member to make a presentation at
their meetings.
Bruce Hearn, presented a lecture on behalf
of the AGM to the Aviation Historical Society
Australia (AHSA) at their meeting on the 28th
October 2009 at the Royal Australian Airforce
Association (RAAFA) rooms in Camberwell ;
and to the Royal Aeronautical Society Adelaide
Branch (RAeS) at their meeting on the 24th
November 2009, at Engineers Australia
premises in Adelaide.
Bruce’s lectures covered four main aspects:

The AGM’s facilities and an overview of its
collection
The history of the first glider flights
internationally (to give context to the 1st
man-carrying flight in Australia) and
George Taylor’s historical flights at
Narrabeen NSW in December, 1909
The building of the George Taylor replica
gliders.
Promoting the sport of gliding in Australia

•

•

The first replica would travel to Narrabeen
for an event to mark the Centenary on the
5th December 2009. Alan Patching liaised
with event organizer, Bernie McCosker for
many months & Ian Patching & Geoff
Hearn towed this replica on a trailer to
Narrabeen for a re-enactment event at
Rat Park, Pittwater NSW on the Saturday
morning, 5th December 2009. The ReEnactment was performed close to the
actual sand dunes where Taylor made his
historic flights on the actual centenary
date of the historic flight.
The second replica built is now hanging at
the Moorabbin Air Museum at Moorabbin
Airport where it can be viewed by the
general public.
The third replica, which has been covered
in cotton, has been purchased by the
National Museum of Australia in
Canberra. Graeme Barton liaised with
National Museum personnel in Canberra
with the exciting outcome that it is

expected that this glider will go to
Canberra in March 2010 for hanging
from the Museum’s foyer ceiling.
Bruce is pleased to report to AGM members
that letters of thanks have been received from
these organizations with interesting comments
like …………
“I thoroughly enjoyed your visit, lecture….. and
I have had complimentary reports from others
involved as to their enjoyment also.” - from
Harold Walton – Chairman of RAeS on behalf
of RAeS members.

The original George Taylor Glider which flew on the
th
beach at Narrabeen, NSW, on 5 December 1909

“I concur with all of Harold's sentiments, thank
you for giving up your time to visit and lecture
to our group and also for the work on building
and the research you have done on the Taylor
Glider.” - received from Rob Moore RAeS
member & GFA Board member
& From Neil Follett, Secretary AHSA…..
“First of all I would like to say how much I
enjoyed your talk at our meeting in October. I
had never really had a great interest in the very
early days of aviation but with all the ‘first flight’
celebrations coming up and talks like yours I’m
changing my mind.”

The glider on a different date with the canard
structure clearly visible ahead of the pilot

Other positive comments have been submitted
……..David Craddock wrote following the ReEnactment event at Narrabeen “So, thanks to
one and all for your help in this little event – a
beautiful day, fascinating people and good
cheer all round”. “It was a great way to
celebrate the centenary”
Another aviation enthusiast, Peter Finlay, who
attended the Narrabeen Re-Enactment event,
wrote: “The display on Saturday was pleasantly
low-key and lots of fun. I thought that John
Tribe really entered into the spirit of the
occasion being "in part" as Edward Hallstrom”.

The second replica glider is loaded on the trailer
for delivery to the Moorabbin Air museum

Note: Edward Hallstrom was one of the pilots
on that historic day in 1909 – there were three
men (George Taylor, Edward Hallstrom &
Charles Schultz) & two women (Mrs. Taylor &
Mrs. Schultz)
Congratulations to all AGM members who
contributed to the planning, construction &
delivery phases of the George Taylor Replica
glider project. This project was three years in
the making & culminated in three replica gliders
being made available to the aviation fraternity
to help commemorate the centenary of the
first man-carrying aircraft in Australia on 5th
December 2009.

Celebrations after Bruce’s lecture to RAeS in
Adelaide L to r: Bruce Hearn, Harold Walton, Judith
Hearn, Phil Campbell, Rob Moore (GFA),
and Adrian Smith.

Taylor Replica glider on display (hanging from
the rafters) at Moorabbin Air Museum
December, 2009

The George Taylor Replica Glider is assembled
at Rat Park, Pittwater during the
re-enactment event on 5/12/2009

THE GEORGE TAYLOR REPLICA PROJECT
HAS BEEN MADE POSSIBLE BY THE
GENEROUS FINANCIAL SUPPORT TO THE
AUSTRALIAN GLIDING MUSEUM FROM
AVIAQUIP (a major supplier to. General
Aviation, Airlines, Defence and General
Industry in the Australasian Region.)
THIS FINANCIAL SUPPORT HAS BEEN
PROVIDED OVER MANY YEARS & THE
AUSTRALIAN GLIDING MUSEUM WISHES
TO EXTEND THEIR HEARTFELT THANKS
TO AVIAQUIP & the DARBYSHIRE FAMILY

ESCAPE TRAINER MODULE
.

By VERN ROSENFELDT

AGM members : Geoff Hearn & John Tribe
taking part in the Re-Enactment event at
Narrabeen on 5th. December 2009 with ‘George
Taylor’ (actor) in the foreground.

David Craddock, author of ‘Feeling the air’ at the
Narrabeen Re-Enactment Event on 5/12/2009

In 2006 at Benalla I lost a gliding friend, a
result of a mid air between two sailplanes of
similar type. I had given the ill-fated pilot his first
nav-ex and I looked forward to his rapid progress.
The collision occurred during a pairs cross country
exercise at between 2-3000 feet AGL. The
survivor who did not have sight of the other
sailplane escaped with a badly broken arm below
the shoulder, which was caused by the loose
‘chute’ harness snapping his arm when the load
came on. His reflection is that ‘there is not much
time and without a plan survival is doubtful.’

I thought about the event many times and as
a current instructor considered looking deeper
into the matter. The NGS work has produced
an excellent instructor training manual,
devoting much attention to safety matters, but
we have not developed a system which will
give pilots the best chance of survival.
The Great Escape project became my
work at the Australian Gliding Museum
Workshop and the search for the bits and
pieces began in 2008. I made many phone
calls seeking wreckage to begin the project, but
without success. Members of the Museum
provided a new seat pan, the remains of the
wreckage of a Mosquito cockpit and a box of
assorted control parts and so the project
commenced. The first snag was that the
cockpit was 40cm too short, next problem was
the modification of the canopy frame which was
too flexible without the complete Perspex
mould, and required steel plates built into the
bottom of the frame. The frame was left open
in the middle to allow easy communication
between instructor and pilot. Special
mouldings being out of the question, odd
pieces of canopy were formed to fit. Hinging
the canopy and providing a simulated jettison
consumed time and fitting of dummy controls
was more or less straight forward with the use
of bungy cords.
For the first use of the Escape Trainer no
‘G’ force was taken into account and the
stop watch proved that you must have a
plan. There is no spare time!

The door is now wide open for testing and
research and the development of a pre-flight
escape check. A weighted vest has been
developed to simulate “g” loading. The
assistance of the Australian Gliding Museum
Inc in developing and exploring the potential of
this valuable safety training aid is much
appreciated.

TRAVAILS from the workshop
by Chris Saunders

I decided to write this article because the
readership of our magazine has greatly expanded
of late and there might be folks out there who may
be unaware of the happenings in our workshop at
Ferntree Gully or indeed why the past 18 months
has been a time of the most frenetic activity.
On the 5th of December 100 years ago, George
Taylor took to the air at Narrabeen beach in a
glider of his own design, thus becoming the first
person to fly in a heavier-than-air machine in
Australia. It was with this in mind, that the
museum undertook the task of building three
replicas of the original.

These have all been completed mostly due to
efforts of Dieter Klein (above) and our Vice
President, Bruce Hearn. The rest of the workforce
has also given most valuable assistance. It brings
us a great sense of achievement that one of them

is destined to go to the National Museum in
Canberra for display in the foyer. This example
is perhaps the more accurate in its execution in
that it has the flying surfaces covered with
doped cotton. (More in line with the original.)

This firm, would you believe, is turning out
millions of tiny metal brackets for mobile phones
for export to China! He uses a method like laser
cutting except that he uses water under extreme
pressure. What better source then, to turn out
myriads of tiny brackets to which the bracing wires
are attached?
After the fixture was set up to bend the wing
ribs to profile, Graeme Barton, our secretary, went
into what might be best described as mass
production, turning out wing ribs. These were
made from two laminations as we don’t have the
means to bend wood by steaming as it would
have been done on the original.
Just about everybody had a go at varnishing the
finished product. It should be pointed out that all
of the people assisting us in our endeavours, gave
their assistance free of charge.

Bruce Hearn
The other two replicas are finished in
Ceconite covering. These are simultaneously
destined to be on display at the Moorabbin Air
Museum Victoria and the Pittwater Rugby Park
NSW on the occasion of the centenary of the
first flight. (Pittwater was as close as we could
get to the original site at Narrabeen.)

It should also be added here, that as one of the
three aircraft was destined to fly and the decision
of which one, hadn’t been taken, all the bracing
wire end fittings would have to be load tested.
Dieter temporarily converted the VSA (Victorian
Soaring Association) dead weight release tester
into a tensile test machine. This was necessary to
proof load the turn-buckles which were made from
bicycle spokes and used to tension the many
bracing wires. The release tester has since
returned to being a release tester again.

It has been a major effort with everyone
involved from historical research to the
gathering together people of expertise and
ingenuity.
The project started with Bruce making a
detailed study of drawings prepared by
historian David Craddock and correlating these
with other information taken from photographs
and books.
From this he made a scale model to
demonstrate to the committee what was
involved in making the full-sized replicas.
This done, he made a wing rib fixture,
enabling quantity production of ribs. At the
same time, a hunt was on to find a quantity of
used bicycle spokes from which the bracing
wire fittings could be made.
Jim Barton, our Treasurer then recruited
Ellis Walker, an expert on wood, to select the
timber, (remembering that it was proposed that
one of our replicas would fly!) and a friend with
a wood machining shop to cut it up for us.
Clive Phillips, another Museum supporter, has
a friend in Ballarat who runs a metal machining
operation.

Chris considers the job ahead
The other aircraft in the workshop over this
period, is the Morelli M100. We actually had two
aircraft donated to us by Eugene Blunt, both of
which had been extensively damaged. We
received a fuselage that had had the fin broken off
and the nose missing up to the pilot’s seat. Also a
starboard wing in reasonably good condition, one
of the two port wings received had been
extensively damaged and the other although
damaged, had had some repair work done. There
were two fins and two tailplanes of which, one of
each were repairable. Interestingly, there was also

a large cardboard box which contained
‘firewood’ attached to some metal fittings! All
we could glean from this was the fact that our
two aircraft were constructed very differently!

Jim, Roland, Frank and Dieter
Eugene had originally planned to make one
airworthy M100 out of two wrecks and had
actually commenced work on the project but
probably found out, as I was to later, that the
two aircraft were different variations of the type.
It didn’t help either that the full size plans he
had acquired were of a third variation and were
in Italian! This must have been the last straw
because the Museum was the beneficiary of
the aircraft, together with the plans (although
incomplete) and a moulded canopy blank from
which we could cut a canopy to suit.
The first task was to sort out and identify
what we had, what was repairable and what
needed to be made and what needed to be
scrounged. This task was made easier
because this would be a display aircraft only,
so certain liberties could be taken when
compared to repairs to an airworthy one.

Doug Cole enjoys his work!

A perusal of the plans revealed a longer nose
option (by only 100mm) but I chose to go that way
because the workshop does not have the means
to form plywood into compound bends and a
longer nose would hopefully make an alternative
method easier. The plans also revealed that the
‘two’ aircraft we had were very much lighter in
construction. The wall thickness of the cockpit
side for example, was 10mm against the plan’s
25mm! (Perhaps that is why the early ones broke
so easily?)
The plans themselves were also very fragile
with the paper already torn and frayed so I went
ahead and made tracings of the formers I would
need to make. It should be pointed out at this
juncture that the drawings had stretched along
their length and had shrunk in their height due in
part to the many folds. I was able to compare
certain views and where they differed, I simply
took an average. The formers were mainly 10mm
thick but others near load carrying areas were 12
to 15mm thick.

The M100 fuselage takes shape
Now the Museum, being as poor as a church
mouse, would only run to a sheet of 1/8” ply so
some serious scrounging had to take place. The
Bridgestone Tyre service above the workshop had
some old advertising boards, which were now
redundant. These in turn were made up from
scrounged ply, some even with wallboard paper
veneer attached! So the front formers were in
effect cut out three times each and laminated to
the correct thickness, as were the keel and side
longerons.
Meanwhile, as this was going on, Frank Tippl
was repairing the pilot’s seat, John Ilett was
tackling the wings and Dieter was making
concrete moulds to make a set of dive brakes.
(The two wings were different, one having
moulded brakes, the other having flat plate types.)

Roland Maeder was preparing the rudder and
elevator for Graeme to cover. Jim was sand
blasting the metal fittings passing them on to
Graham Bishop who was happily painting
them.
The wings were repaired sufficiently to allow
rigging to take place and I had repaired the
fuselage main bulkhead (which carries the
wings and landing wheel) enough to accept the
wings. The problem was in that the location of
the leading edge mounts on both the fuselage
and the wings were a big variable so we
decided that we would offer up the wings and
make all the adjustments at the time where we
could.
It should be said that this task would need a
lot of space in the workshop and an unknown
time frame (which was because of the many
snags we might have found and the need to fix
them.) Also needing space and time were two
Taylor gliders waiting to be rigged and requiring
manpower. These were the priority so the
M100 could only be allocated three working
days max, in its rigged position.
It was for this reason that Alan Patching,
our President, was pressed into service to
direct proceedings and the wings were duly
attached. (You can only have one boss in
these matters).This is when we found out that
the port wing was 3 inches short in both the
leading and trailing edge departments but okay
with the main spar. Doug Cole added the
shortfall in situ and I made adjustments to the
bulkhead that carries the leading edge
attachment fittings and glued all in place. Final
measurements were taken of wingspan and
triangulation and were found to be spot on and
the wings were demounted so the repairs could
continue. All of this was done in the allotted
three days, which is a credit to the crew,
selflessly giving up their one hour tea breaks
and two hour lunches!
A piece of equipment known as “the jig” was
brought down from Bacchus Marsh. It’s not
really a jig but a heavy-duty frame on wheels,
onto which a jig or fixture could be mounted.
Frank and I made a simple form of fixture and
the fuselage was mounted on it in flying
attitude. I had previously made a fixture
designed to carry all the new formers and this
was added to the set-up. Meanwhile Doug had
fitted the aileron and elevator fittings in the
fuselage before moving on to resume the wing
and tailplane repairs.

It was necessary to do this at this stage because,
initially, the aircraft had been assembled around
all the major metal brackets and fittings before the
ply cladding was applied and it would have been
extremely difficult to attach the hardware
afterwards. It was said at the time that without a
major prang, getting at the hardware would have
been impossible!

M100 port wing attachment
John, with the help of newcomer Bob Wyatt,
set about repairing the fin mounting and rear
fuselage.
We are getting to the stage where the fuselage
can be removed from the fixture and work
commenced on the underside and repairs done to
the ply cladding. I’m not looking forward to making
a cockpit canopy though. Maybe Ian Patching can
be pressed into duty on that one! Rumour has it,
that he is the expert on such matters. We do have
a bent canopy frame but this will have to be
repaired in the context of it also fitting both the
fuselage and the Perspex. I do hope we don’t
have another paradox here!
There is still a lot to do and we are discovering
even now, that some parts are missing. Bob has
made a new lower rudder hinge cum skid
mounting. The landing wheel is a shortage and it’s
mounting trunnion needs straightening. A set of
instruments will have to be scrounged from
somewhere. Meanwhile work continues…….

From the Archives
Early Gliding Experiences from Dick
Duckworth’s Lasco Pilot’s Log Book
BY BERNARD DUCKWORTH

Richard (Dick) Duckworth was a young boy
during the early 1920’s when surplus aircraft
from the Great War and ex-military pilots
looking for gainful employment created the
conditions for private aviation to get started.
Record breaking flights pioneering routes for
civil air travel were often reported in the news.
Also, aircraft could regularly be seen flying in
and around cities like Melbourne. At the then
Melbourne Airport at Coode Island, the Lasco
School of Flying offered joy flights on
weekends. Another business run by Graham
Carey was also providing passenger flights at
Fisherman’s Bend using old Maurice Farman
pusher biplanes. It is not surprising that Dick,
as did many people of that era, developed a
keen interest in aviation. Many joined together
informally and as clubs to learn about and
experience flying through modeling and with
full size machines.

from home made primary gliders to higher
performance professionally designed and built
machines. By the time that Dick’s active flying
days petered out, the sport had formed up under
the Gliding Federation of Australia and the
Melbourne Gliding Club / Gliding Club of Victoria
found a permanent home at Benalla. At that stage
the pioneering days were well and truly over.
Dick’s ‘Lasco Pilots Log Book’ (1933 to 1936)
survives. Together with existing photographs, it
provides rare insights into early gliding around
Melbourne and at Swan Hill. In addition to Dick’s
flights, it records flights by some other club
members.

As a young man Dick built model airplanes and
flew them at the Kew Gliding Club grounds. It
was from the hill at Willsmere Road Kew in
1932 that he commenced flying primary gliders.
These were shock cord flights. He was joined
there by his brother Tom who had the dubious
distinction of flying a primary glider into a power
pole, damaging the wing. Tom went on to race
dirt track motorcycles for fun.
The next year Dick continued his flying at
Melbourne airfield, as he related:
“My interest then shifted to the Melbourne
Gliding Club (as the Gliding Club of Victoria
was called for a time) which operated from
Coode Island. I learned to fly a primary glider
towed by a car. Light fencing wire was used for
the tow line, and allowed the glider to ascend
like a kite. In 1934 I was able to climb as high
as 800 feet and circle around the strip and over
Footscray Road… ”
With the demise of the Larkin Aircraft
Corporation (Lasco) in 1935 due to economic
conditions and the allocation of the Coode
Island airfield by government for other
purposes, Dick went on to fly at Beveridge,
Swan Hill, Geelong, Essendon, Laverton,
Benalla and other places over a period of about
15 years. During this time the sport advanced

Front Cover of the Lasco Logbook
The log shows that Dick’s flights at Coode Island
in a Zogling called the Hawk were of very short
duration; many were not timed and for those that
were, the time was typically between one and two
minutes. The altitude attainable from car towing
was restricted due to the relatively short run
available (about 550 metres). Also, the Zogling
had pretty ordinary gliding capabilities. Indicative
of the performance are the entries that record

both the height and flight time achieved. It
appears that from a height of about 850 feet,
the times in the air were 2 minutes 35 seconds
and 2 minutes 45 seconds. However, this was
a learning phase for most and time in the air
would not necessarily have been the prime
objective.

wrecked on a subsequent flight by another club
member. The log records:
“At this stage Condor II turned over at the
beginning of the car-tow and crashed caused by
(1) towing out of wind, (2) man at wing tip letting
go too soon, (3) pilot R. Roberts failing to release
when wing touched the ground.”
After the Beveridge camp there appears to be a
break in regular flying – Dick had several
passenger flights in Percy Pratt’s two-seater at
Geelong in January 1935. A photograph taken
from the air shows a view of the City of Geelong
from the Barwon Common. He also flew the
Hawk Zogling several times in May 1935 –
possibly at Essendon. However, it too was
damaged when it was flown into a fence, breaking
the outrigger and stretching all wires. The
unlucky pilot was Ron Roberts.

Group with Falcon primary glider in front of
Larkin Hangar – Left to Right R. Fox, K.
Davies, R. Anderson, R. Duckworth, L.
Williams.
Toward the end of this period at Coode Island
Dick achieved a series of longer flight times
when he graduated to a Rhon Ranger called
the Condor II. The longest recorded flight is 5
minutes and 29 seconds when strong south
winds were present (presumably giving good
height off the launch).
Some flights were made at night which would
have been an interesting experience given the
lack of lighting on the airfield. From the air the
landing field would have appeared like a black
‘pond’.
On a windy day Ken Davies, a more
experienced member, apparently had a crash
in the Condor near the Larkin hangar in
November 1933. Apart from this there are no
flying incidents recorded at Coode Island, just
wire breaks. Downwind landings were
common no doubt due to the lack of altitude
from the launch to complete a full circuit. Some
flights did not measure up to the desired
standard; for example for a flight on 11 August
1934 the remarks logged reveal that Dick may
have climbed (dangerously) too steeply close
to the ground.
A gliding camp was held at Beveridge, north of
Melbourne, in December 1934. On 23 and 24
December 1934 Dick managed to get in two
short flights in the Rhon Ranger before it was

Geelong from the Pratt Glider
One may conclude that the winter of 1935 was
taken up with rebuilding the Condor Rhon Ranger
and repairing the Hawk Zogling. Condor was
back in action at Beveridge in October 1935. The
best that Dick managed was a couple of 2 minute
shock cord flight from the high south side of the
hill. Les Williams did better with a 7 ½ minute
flight. However at this time top marks were
earned by Ken Davies who flew for just over 1
hour off the north slope. The Condor was
damaged again on the next flight when it collided
with the hill – the pilot was Ron Roberts again.
In October 1935 Dick travelled to Murray Downs
to fly a Rhon Ranger machine belonging to the
Swan Hill Gliding Club. During this week long
stay, Dick logged many flights and reached a
height of 1600 feet on a number of times off the
car tow using a centre of gravity towing point.
This was an Australian record for a primary glider
at the time. The longest flight was just over 9
minutes. The greater launch heights and flight

duration achieved at Murray Downs would have
enabled Dick and others to practice
manoeuvres – like tight turns – and improve
their flying skills. One of the Murray Downs
aerial photos shows the Rhon Ranger banked
steeply by Dick in order to get a shot of the
hangar below.
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R. Duckworth banking glider over Murray
Downs, Swan Hill
After Murray Downs the log returns to flying at
Beveridge. On 17 November 1935 Dick had 17
minutes aloft in Arthur Baxter’s Rhon Ranger.
The day was marked by the crash of another
glider - the “Scud” – a craft designed in the
United Kingdom and built from plans by Arthur
Baxter and Frank Renehan (from the Australian
Gliding Club based at Essendon). There is no
indication of the circumstances or who was
flying it. However, the crash may have fed
doubts about the suitability of this type of
aircraft for all but highly experienced pilots.
The owner builder of a Scud in South Australia
deliberately destroyed his after he became
concerned that it could kill someone.
On 1 December 1935 flights are also recorded
for Eric McGeehan, Ken Davies and Les
Williams – it is not indicated whether these
were in the Baxter Rhon Ranger . The
McGeehan flight was 1 hour and 12 minutes,
bettering the time set by Ken Davies a couple
of weeks earlier. Dick had a short flight late in
the day which ended with a landing on the west
side of Sydney Road. He describes it as a
“poor flight”. The favourable conditions (north
wind with cumulous clouds) that may have
assisted Eric McGeehan, disappeared about 3
in the afternoon. This is the first indication from
Dick’s log-book that thermal lift may have been
a factor in gliders staying aloft, although the
groups flying at Beveridge at the time may not
have known how to exploit lift away from the
slope effectively.

There is a log entry of note on 15 December
1935: it records what could have been Norm
Hyde’s first flights. It reads ‘N. Hyde, 3 ground
skids with shock cord, got off about 9 inches for
about 20 feet (a good start).” In later years he
played a big part in the Club’s flying achievements
(which is another story).

Page 10 of the logbook
Weather conditions late December at Beveridge
were not as good due to strong south winds. On
Boxing Day, Ken Davies, Les Williams, Geoff
Richardson and Dick Duckworth all flew the
Condor. Dick’s flight of 44 minutes reaching a
height of more than 350 feet over the top of the
hill was the stand-out. He noted that it was a
“strenuous flight owing to the bumpy conditions.
Good height attained at one stage. Flight
terminated owing to absence of lift in the air –
wind was still fairly strong.” The wind increased in
strength and a later attempt to launch and soar by
Dick tempted fate. The note indicated that the
flight could easily have ended worse than it did:

“took off OK but strong wind began to force the
machine backwards. In attempting to force the
machine forward pilot made a hard landing on
hill bending the control rod. A very short and
perilous flight. Machine had to be dragged
downhill to get out of force of the wind.”
The Rhon Ranger was a light weight machine
with significant drag from the rigging even with
the addition of a nacelle. It had a better gliding
performance than the club Zogling but lacked
penetration in strong winds. Downwind
landings were common. On occasions the
glider would drift backwards following the shock
cord launch: for example in addition to Dick’s
rather hair raising experience above, the log
records that on 21 June 1936 Geoff
Richardson in a very short flight in the Condor,
“went backwards (and) landed on hill” against a
strong NNW wind.
In March 1936 Dick and others flew in the
Jackson two-seater at Essendon. The launch
was by car towing. Their observations about
the flying characteristics of the machine are not
at all complimentary: “Very much up and down
owing to the elevator being large and over
balanced. Pilot complained that he was nearly
thrown out!” None of these flights exceeded
one minute.
The log goes on to record flights until August
1936. Most were made in the Condor at
Beveridge. The second Rhon Ranger, called
the “Eagle”, and the Hawk Zogling featured on
relatively few occasions. The remarks in
general show that the group was intent on
mastering the art of slope soaring – their
soaring flights were made in medium to strong
winds, along the slope and over the top of the
hill. However, as indicated above, some
soaring may have involved thermal lift. A case
in point from the log is a flight by Ken Davies
on 21 June 1936. He managed 23 minutes in
the Condor when the sun was out, as disclosed
in the remarks recorded: “soaring flight – good
height when sun was out – landed near Sydney
Road.”
Dick had some good flights in mid 1936
including a 35 minute effort in the Condor
where he reached a height of about 500 feet
above the hill and 20 minutes in the Eagle
reaching 200 feet above the hill. He returned
to Murray Downs on two weekends in April and
June – many flights gained more than 1000
feet off the car tow. Some of these flights at
Murray Downs were at night.

Group with Eagle primary glider at Beveridge; left
to right – R. Duckworth, E. Herrett, unknown,
N. Hyde, K. Davies, H.G. Richardson, E. Smith,
L. Williams.
Some events evidenced in photographs from this
era do not appear in Dick’s Lasco log (but may be
documented in the Club’s flight records now held
by the AGM). There is no reference to Ron
Robert’s 33 slope soaring flight in the Condor.
There is also no reference to Eric McGeehan’s
“spin-in”. And another photo shows the Eagle
Rhon Ranger after a crash. I do not have the
dates of these events and the explanation may be
that they occurred after the last entry made in
August 1936.

Condor launched at Beveridge
Even though the Melbourne Gliding Club had
established itself at Beveridge, in 1936 it began
flying at a level field in Laverton near the present
day RAAF base. This coincided with the
beginning of the next phase of the Club’s history
in several respects – the club was put on a more
permanent organizational footing and returned to
its original name – The Gliding Club of Victoria.
More importantly perhaps, with the benefit of the
experience that had been acquired by Dick and
his colleagues, it was ready to acquire a machine
with better performance than its fleet of primary

gliders. Through the efforts of Geoff
Richardson, Dick and others the Grey Grunau
arrived in August 1937 and gliding by the Club
took on a whole new dimension. Winches were
developed and used for launching in a greater
range of weather conditions and on flat fields.
The art of thermal soaring was learned.
Duration, height and cross country records
quickly followed. Notably, in 1939, Ron
Roberts had an outstanding flight of just over 7
hours in the Grey Grunau breaking the
Australian soaring duration record.
Bernard Duckworth
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Sid Taberlet’s “Wanderer”
From Ray Ash

Sid Taberlet standing, Ray Ash in the rear seat

I was interested to see photos of Sid
Taberlet’s ill fated glider in the last issue of the
Museum Newsletter.
I was fortunate to have inspected the aircraft
at Sid’s place in 1946 prior to it being
completed. The leading edge plywood had
been fitted and the fuselage fabric covered
when I saw it so it must have been after those
photos had been taken. I was only about
eighteen years old at the time and only flying
Primaries so was not very knowledgable on the
subject and although it looked very advanced
for it’s day there were some aspects about it
that I didn’t like. It had a span of what must
have been about 16 or 17 metres but was strut
braced with the long strut meeting the wing at a
very shallow angle. The fuselage was an open
wooden framework similar in construction to
Jack Munn’s Falcon with the rear end of fairly
small cross section. On top of this was a
butterfly type tailplane of large proportions,
from memory each element was about eight
feet long and about three feet chord. The day I

was there, there was a slight breeze blowing and
the tail, exceeding the height of the dividing fence,
was moving about much more than I thought it
should. When I mentioned this to Sid he simply
shrugged it off and made no comment.
Jack Munn had voiced some misgivings about
the integrity of the rear fuselage and had prevailed
upon Sid to either completely cover the fuselage
with plywood or revert to a conventional tailplane
and rudder configuration. Sid had declined to do
either of these things but as a compromise agreed
to ply the top part of the rear fuselage as can be
seen in the photo. This of course did little or
nothing to improve the torsional stiffness of the
fuselage.
The ensuing fatal accident in August 1947
precipitated a move by the Department of Civil
Aviation to consider controlling the gliding
movement and eventually the formation of GFA in
1947 to circumvent this.
I think that Jack Munn would be amused to find
after a period of over 50 years he has been
promoted to Squadron Leader. Unless this was
done posthumously I am afraid this is incorrect.
Jack had been a member of the RAAF for a
number of years but had recently been
discharged. I always understood his rank to be
that of Warrant Officer and to check that my
memory wasn’t playing tricks I looked through
some old copies of the Eagle Gliding and Flying
magazines published by Cliff Springall during
1946, of which I have most if not all copies. There
are no less than six references to W/O Jack
Munn, including an advertisement for the sale of
plans for his Falcon two seater glider and signed
W/O J Munn.
Best regards
Ray Ash

Book and periodical collections are sorted and
catalogued, before being boxed in the
Museum Archive Centre at Bacchus Marsh
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transported these aircraft from Victoria Barracks
to the paddock which was to become Point Cook
airfield, when they arrived in Australia early in
1914.
Both replicas have “dummy” 3 cylinder
engines, so the opportunity to fly them has not
arisen – maybe a good thing!
One Deperdussin is now on display at RAAF
Point Cook Museum and the second aircraft is
scheduled to be exhibited at the Army Aviation
facility at Oakey in Queensland.
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By Jim Barton
Two French designed single seat monoplane
aircraft, built at the British Deperdussin works
at Highgate in London, were purchased by the
Australian Military for the formation of Central
Flying School, Point Cook and were delivered
on 13th July, 1913. These aircraft, numbered
CFS 4 and CFS 5, were two of the first of five
military instructional aircraft to form the Central
Flying School element at Point Cook early in
1914. Both aircraft were powered by 35
horsepower Anzani engines.

I have had the pleasure of having been
involved in the final stages of construction and
assembly of the second aircraft. An interesting
experience.

______________________________________
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An interesting feature of this model is that
the Deperdussin does not have ailerons, lateral
control being achieved by “wing warping” (wing
twisting) using the pilot’s “steering wheel”. The
Deperdussin is probably the only example of
this system in Australia. CFS 4 apparently did
not survive for very long, CFS 5 is located at
the Australian War Memorial, Canberra.
Two examples of the Deperdussin have
been built in Australia by Jack Gillies at
Essendon. Jack, a retired Ansett Captain took
over ten years on his project. Jack had a close
association with the early years of military
aviation as he grew up at Point Cook base. His
father, a member of the military forces,

BILL RILEY in his workshop
The Australian Gliding Museum has an ongoing
program of oral interviews to record the memories
of those involved in early gliding. Bill Riley was
interviewed at his Tocumwal home recently. The
program is being co-ordinated by Bruce Hearn,
who can be contacted on (03) 9735 4669.

