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MILESTONE FOR JOHN AT THE MINIMOA SYMPOSIUM AND MUSEUM OPEN DAY
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John Ilett completed his 5000th glider flight on 3rd April 2011 when he flew the Australian Gliding Museum
Inc Slingsby T31b at Bacchus Marsh with Ross Birch in the back seat. John undertook his first instructional
flight, also in a T31, after joining the Avro Gliding Club at Woodford, Cheshire, in 1953.
John migrated to Australia with his wife June and two children in 1967, and was employed at the
Government Aircraft Factory. He joined the Victorian Motorless Flight Group in 1968. He is a foundation
member of the Australian Gliding Museum and has been team leader on a number of projects.
His member profile appears in issue number 6 of the AGM Newsletter.

EDITORIAL
Welcome to the Australian Gliding Museum Inc
Newsletter number 25. As the high profile
events associated with the Centenary of the
first gliding flight in Australia wind down,
activities have centered around continued
restoration of the collection at Ferntree Gully
and consolidating the gliders into the racks at
Bacchus Marsh. Approval is imminent for the
issue of a building permit for the rebuilding of
the hangar donated by Phil Prapulenis, and
quotes for the erection, complete with a
concrete floor are being considered. Electricity
is now installed in the Bruce Brockhoff Annexe.
Your committee has been considering
alternatives for the future direction of the
Museum. A meeting of the Point Cook
Consultative Forum at Point Cook on 25th
February continues to keep alive the possibility
of joining a National Aviation Museum as
originally proposed. However initial discussions
are taking place for the possible display of
units of our collection in other aviation
museums. This has already been successfully
undertaken with our Taylor Glider displayed at
the Australian National Aviation Museum at
Moorabbin, Victoria, and some other museums
are showing interest. Also, continued interest is
expressed in expanding our facilities at
Bacchus Marsh, Australia's largest gliding
centre. After the second hangar is erected, the
toilets will be built. Museum future expansion is
under initial consideration.
On the personal level, retiring foundation
President Alan Patching has accepted
appointment as Honorary Vice-President, and
is continuing an active role in museum
activities. New Committee Member Bernie
Duckworth has thrown himself into activities at
Bacchus Marsh, joining the regulars who
attend on Tuesdays. The Bacchus team is
continuing to grow, with Mal Alexander, Bob
Wyatt and Ian “Moose” Cowie joining the
regulars, Jim Barton, Roland Maeder, John
Ashford, Gary and Robyn Sunderland, Ross
Birch, John Buchanan, and David and Jenne
Goldsmith.

11th Annual General Meeting

The Annual General Meeting was held in the
Bruce Brockhoff Annexe at Bacchus Marsh on
Sunday, October 31st, 2010, in conjunction with
a Vintage Gliders Australia Melbourne Cup
weekend rally. Despite the appalling weather
28 members and 12 visitors attended the
meeting, with apologies from a further 11.

PRESIDENT’S REPORT. Alan Patching reported
significant progress, including the completion of
three replicas of the Taylor glider. They were
widely displayed attending five aviation functions,
and one was acquired by the National Museum in
Canberra for display supported from the ceiling in
the foyer. In recognition of initiatives for the
promotion of gliding, the GFA awarded the Bob
Muller Trophy for 2010 to the Australian Gliding
Museum.
The acquisition and refurbishment program
continues, we now have 35 different types in the
collection. This year an ES49, Cherokee II and a
Phoebus C were added, and also significant
donations of memorabilia. Hours expended by
Museum volunteers were 3,300 for the year,
bringing the overall total to approximately 26,100.
Activity in the other areas continues with the
archive centre now well established and two
newsletters circulated, however membership was
down by one at 139.

A well-attended AGM
PHOTO BY BERNARD DUCKWORTH

Donations continue to support our activities with
$14,000 spent on refurbishment and $16,900
income in cash donations. Sincere thanks are
extended to our donors, with Aviaquip, who are
suppliers of a wide variety of aviation equipment
and aircraft finishes, warranting special mention
for continued outstanding support. Additionally,
many thanks to GFA who are supporting projects
including the construction of the new hangar and
toilets on a dollar for dollar basis.
Alan completed his report by acknowledging the
concerted efforts of a number of dedicated
volunteers, placing us in the forefront of the
Aviation Museums Forum. He confirmed his
resignation, signaled last year, with the prediction
that talent will continue to grow our Gliding
Museum, and thanked all for their support.

TRIBUTE TO ALAN PATCHING

Laying out the frame for the new hangar,
foundations were poured on 13th April!
TREASURER'S REPORT
Jim Barton presented a treasurer's report that
showed tight control over costs with our
immediate future needs provided for by
donations and membership payments. Income
for the year included the sale of a Taylor glider
to the Australian National Museum, assisting
us meet the requirements for the GFA support
for three planned projects. Jim reminded those
present, in a position to assist, that donations
to the museum are tax deductible.
ELECTION OF OFFICERS
As nominations equalled vacant positions
available, it was not necessary to hold
elections. The Committee is now:President – David Goldsmith
Vice President – Bruce Hearn
Secretary – Graeme Barton
Treasurer – Jim Barton
Ordinary members of Committee – John
Ashford, Chris Saunders and Bernard
Duckworth.

Alan hands over Presidency to Dave Goldsmith
PHOTO BY BERNARD DUCKWORTH

To mark Alan Patching’s retirement from the
position of President of the Australian Gliding
Museum, a position he had held since
establishment of the Museum just over 10 year’s
ago, and to recognise the outstanding contribution
Alan has made to the Museum, gliding generally,
and other forms of aviation over many years,
Bruce Hearn delivered a tribute to Alan.
Alan, who was born in June, 1924, began his
active gliding career in 1944, when, as an
employee of Commonwealth Aircraft Corporation,
he, with several other enthusiasts formed a model
and gliding club using a Heron Primary Glider.
Since his first glider flight, Alan has made over
9,000 flights, logged 2,200 hours, has flown 140
different gliders and 25 types of powered aircraft.
Alan joined the Aeronautical Research
Laboratories at Fisherman’s Bend in 1946, and
since then he has been able to apply knowledge
he has gained from this area to gliding matters.
For over 60 years, Alan has served on numerous
technical committees associated with gliding and
in recognition of his extensive and substantial
contribution to glider air-worthiness and
operations he has been the recipient of a number
of awards, including:
The Order of Australia for services to gliding.
The R.W.Chapman medal for a paper ‘Fatigue of
Aircraft Structures’.
The W.P.Iggulden award for services to gliding.
The Ryan award for contribution to airworthiness
aspects of the Gliding Federation of Australia.
Honorary Life Member of the GFA and VMFG.
The Lilienthal Glider Medal awarded by the FAI.
Alan is widely respected in gliding circles, and this
has been of considerable benefit to the Australian
Gliding Museum.
Bruce also paid tribute to Alan’s wife, Lorna, and
family for the support they have also given to the
Museum.
Bruce invited attendees at the meeting to “put
your hands together and join me in thanking
Alan for a great tenure as President of the
AGM”. This was enthusiastically supported by
the attendees.

FROM GRAEME BARTON
Membership Changes.
The following new members have joined our
ranks since the last Newsletter:
Jeff Farrow of Altona Meadows.
Nicholas Gilbert of West Melbourne.
Jeremy Pickett-Heaps of Mallacoota.
Robyn Sunderland of Bacchus Marsh.
Welcome to you all.
Farewell to Members.
Since the last issue of our Newsletter, we have
lost another 2 members – Mervyn Davies and
Don Cannon and, as reported elsewhere in this
issue, Charlie Lambeth passed away earlier in
2010.
Mervyn Davies was a long time member of the
Gliding Club of Victoria whose membership
dated back to the early 1930’s. Mervyn,
although advanced in years, never forgot his
gliding days and was a keen supporter of the
Museum.
Don Cannon had been a member of the GCV
since the early 1990’s. After an extended
period in the Merchant Marine, Don obtained a
commercial pilot’s licence and operated in
Northern Tasmania for some time. Don was the
very proud owner of a Stinson Voyager aircraft.
Bob Muller Award.
The Museum has been honoured by the
GFA by being named as the joint winner
of the J.R.Muller Award for 2010. This
annual award is made by the GFA for
services to the promotion of gliding .
The award to the Australian Gliding
Museum recognised the effort involved
in the promotion of gliding in the
centenary year of gliding in Australia,
and in particular construction and
display of the Taylor glider first flown in
1910.
Recent Museum acquisitions.
The Australian Junior Gliding Club has donated
their Blanik VH-GAQ to the Museum. The
Blanik, one of the classic sailplanes on the
Australian gliding scene, is a welcome addition
to our collection.
The Gliding Club of Western Australia has
donated the Dunstable Kestrel glider which had
been in storage for many years.
Malcolm Alexander has donated a 1/8th scale
model of an ES52B – Long Wing Kookaburra –
and this splendid model is now on display in
the Archives Store. Mal also donated some
historical photographs.

Allan Ash has also donated further archival
material to supplement the significant material he
has already donated. Martin Simons donated
bound sets of the American Soaring magazine
and Sailplane and Gliding and it's predecessors.
An out-of-hours Pawnee propeller has been
donated by the VMFG for fitment to the first auto
engine to be used in a glider tug in Australia
which was donated by Dave Sharples.
We have also had further donations of equipment.
Workshop Happenings.
Work continues apace at the Ferntree Gully
workshop whilst another group meets at the Bruce
Brockhoff Annexe on Tuesday of each week to
carry out work at that site.
At Ferntree Gully, the major concentration of work
since the last Newsletter has been on completion
of the M100 project up to the painting stage and
refabricing of a privately owned ES49 wings and
tailplane as a fund raising project.
The M100 has now been relocated to Bacchus
Marsh. Chris Saunders and Bob Wyatt were
engaged on this rebuild whilst Louis Preiss
assisted with the lining of the cockpit. Since
completion, Chris and Bob, with assistance from
John Ilett and Graeme Bishop, have been working
on the Kookaburra fuselage which is being
refurbished for static display.

Bocian Centre Section
Dieter Klein and Frank Tippl prepared an
interesting static display of a Bocian centre
section to show the massive main spar and
control mechanisms. Frank, under the supervision
of Alan Patching, is now working on the
refurbishment of the Cherokee fuselage to bring it
up to airworthy condition.
Work has also commenced on refurbishment of
the Grunau Baby 2 (formerly VH-GLC) which was
donated to the Museum by the Royal Australian

Air Force Association (Western Australian
Division) Inc. This aircraft (then known as the
‘Blue Grunau’) was previously owned by the
Hearn Brothers many years ago and another
Museum member, Rob Dowling, assisted in its
construction in the mid 1940’s. This project, to
restore the Grunau to display condition, is
under the supervision of Doug Cole.

Bob Wyatt (above) has been working on the
Skylark 4, after Bill Hughes commenced repairing
the aft fuselage . Bruce Hearn, ably assisted by
son Adrian, constructed a wheeled stand for
mounting of the tug auto engine.
Mark 1 Kookaburra preparation

The crew at Bacchus Marsh has done
considerable work in storage of our glider
collection, preparation of the site for erection of
the new workshop facility, refurbishment of the
Skylark trailer and sorting and storage of archival
material. And so the work goes on.
Many thanks to our keen volunteers!

Frank Tippl shaping the Cherokee II coaming
Other projects undertaken by our volunteers
have included construction of the balustrade for
the stairs at the Bruce Brockhoff Annexe and
safety rail around the mezzanine floor in the
Annexe by Dieter Klein. The stairs were built
and installed by Mat Shears.

Bernard Duckworth devised a space-saving
method of hanging elevators from the rafters

Photo Bernard Duckworth

The Coogee is rigged for Martin Simons' drawing,
see the results on our back cover.

Selena Boyle imagines flying a primary!

THE MORELLI M100S
PROJECT
PART TWO
BY CHRIS SAUNDERS
Photos by the author and Dave Goldsmith
In Part One of the Morelli M100S project, I
described the restoration of the glider up to the
point where we had repaired, restored and
verified the wing to fuselage attachments. We
had reached the point where the fuselage was
about to be placed on the jig.

I used a chipboard base, one side of which would
be my vertical centreline, to mark positions of all
the formers from the main bulkhead to the nose.
This board was held on end by the threaded rod
at the centre section and by the new chipboard
support frame and threaded rod at the front. The
new, lower centreline, my ‘LCO minus 100mm’,
coincided with the top edge of the board. These
new formers included a 40mm wide bridging strip
added between the left and right sides the centre
of which was the ‘LCO minus 100mm’. This strip
would be cut out and discarded later but for the
moment, they would be used to locate the formers
in slots on my centreboard and to provide extra
rigidity. (See a photo showing this arrangement in
part one of this article in the previous edition of
the magazine.)

The fuselage needed special attention
The ‘jig’ is a heavy steel frame mounted on
caster wheels on which the ‘custom made’
supports for specific aircraft would be attached.
In the case of the M100S, the task was made
easier because its longitudinal centre-line was
also the centre-line of the side stringers. Frank
Tippl made some chipboard support frames
that were mounted on the jig at the rear and
the centre sections. A threaded rod was then
passed through these frames and through the
fuselage stringers, thereby establishing the
datum height. (The actual weight of the aircraft
was taken by the landing wheel trunnion,
blocks of wood and a car jack.) Using nuts on
the threaded rods, the fuselage was moved
laterally by winding it along and using,
variously, plumb bobs and line levels, to
establish the vertical centre line.
Setting up for the front part of the fuselage was
more complex because most of it would be
below the main centreline. We had allowed for
this at the rear, which was deliberately set that
much higher so that the rebuilt front end would
be clear of the jig.

Chris Saunders and the M100s fuselage
By this stage of the project we were all working to
complete the M100S. Doug Cole had tidied up the
rough ‘set up repair’ done on the port wing and
went on to glue it up properly then clad it with ply
where necessary. Meanwhile, Dieter Klein was
very busy on the same wing, making new dive
brake blades in fibreglass that had to be hand
finished to achieve the necessary clearances. He
had made concrete moulds at home using the
starboard dive brake as a pattern. The Barton
brothers, Jim and Graeme completed the
Polyfiber covering of the tailplane, the wings and
the control surfaces.
Both rudder control cables had been severed
during the crash recovery and salvage procedures
and needed replacement. The problem was that
the cables passed through the double skinned
front cockpit area and on to the tail section
through tiny nylon fairleads at every former.
Without the old cables with which to draw the new
ones through, this would normally have been an

impossible task but there were so many
‘unofficial access holes’ because of damage to
the fuselage that we managed the task fairly
easily. Dieter managed to solder a piece of
wire to the end of the new cables and drew
them though from the front to the back. These
were then taped at the ends to avoid fraying
and tied in a loop to keep them out of the way.

would have with creating a compound curved
shape using flat plywood without the benefit of ply
steaming equipment. At this point Bob Wyatt
joined the team and immediately got stuck in to
help. The fuselage only had four stringers if the
keel was included so we had the problem of
bridging these inevitable gaps with flat plywood
but still needing a curved surface. Bob came up
with the solution. As the M100S is a non-flying
display model, we could add more stringers, a lot
more. In fact we added another twelve! The extra
weight wouldn’t matter. Bob even supplied the
stringer material, cut ready to size.

Frank Tippl at work on the wings
Ian Patching found a more deserving cause for
the Anson tail wheel that we were to have used
as a landing wheel replacing it with a
‘Bunnings’ wheelbarrow wheel. Dieter modified
the axle he had already made to suit the new
wheel. While this was happening, Frank was
having a go at straightening out the cockpit
canopy frame that was severely twisted. It had
been badly repaired before it came into our
hands and its rear aluminium ‘closing panel’
looked so bad, we decided to replace it. Frank
made a new one and it made a big difference
to the appearance but we all had great difficulty
straightening the frame. It was basically a ‘T’
section on which was riveted an ‘L’ section to
form a channel for the Perspex so in
combination, it was extremely difficult to make
any impression trying to straighten it. We
decided to put it aside until we had a fuselage
with which to match it. It was now essential to
construct the fuselage and this was difficult
because we had only a side view drawing and
no plan view. I was able to make a fixture that
would locate the cockpit edge looking at it from
the side but the plan view would have to
develop naturally as we formed the outer ply
skin.
The drawing allowed for the option of a slightly
longer nose by about 100mm. We decided to
take that option, as it would present less
curvature. We had anticipated the difficulty we

Roland Maeder and Doug Cole
When the front of the fuselage had been sheared
off, it wasn’t a clean break. Forward of number
four former on the left side and forward of the
number six former on the right side was missing.
This presented the problem of how to blend in the
differences of wall thickness between the aircraft
and the new formers made to drawing. I decided
to blend it diagonally, which left a slightly flat area
on the left side with a bump on the right. This was
not altogether successful but could easily be
mitigated by some strategic filling!
Bob elected to have a go at repairing the rear
fuselage and re-attaching the fin and rudder. We
had two rudders, both damaged but the one from
‘GXF’ was damaged the least so was chosen to
be fitted to the fin of ‘GUD’! There was some
hardware missing too. Notably, the lower rudder
hinge and rear skid mount combination was
incomplete and there was little detail on the
drawing from which to make a new one.
Undaunted, Bob took the bits away, performed
some magic at home and came back to attach the
repaired assemblies to the aircraft. Inevitably,
there were differences in fit between the fin and
the rudder but these were minor. I had by now

attached all the formers and stringers and Bob
had attached the fin and so we were able to
remove all of the assembly aids and to take the
fuselage off the jig.
At this point, I thought that it would be a good
idea to attach as much of the hardware that we
could whilst we had good access. Our first task
was to install the control torque tube, which
had been seriously bent and had been
straightened out. This tube had been attached
to the joystick and runs downwards under the
pilot’s seat then up again to clear the landing
wheel-well. We had removed it from the
fuselage easily enough because there was no
front fuselage but now we have one! After
spending some effort trying to reinsert it, the
only solution was to cut a slot in former number
six, slide the tube through, then repair the slot.
Graham Bishop (Bish) had made new rudder
pedals and these and the rest of the other
hardware, were fitted with relatively little effort.
This included a dummy wheel brake
attachment to the dive brake lever and a
dummy cable release. Both lead to return
springs to give them ‘feel’.
I repaired the damaged rear formers and
stringers through the same unofficial access
holes used before and then patched those
holes up. There were still some dents and
creases to be fixed, some of which we repaired
but the minor ones were left for when we were
to prepare the aircraft for covering. The rim of
the cockpit was made by laminating plywood
up to the side view fixture I had made and
matching this to the ply skin, This gave me a
plan view of the cockpit aperture which I traced
then reversed and adjusted to make the left
and right, mirror images to give the appearance
of being symmetrical. The aluminium canopy
frame, the Perspex, the fuselage and the
wings, all had to go together at some point so I
left plenty of ‘meat’ on the cockpit rim for
possible drastic adjustment later.
Lining the interior of the cockpit with ply was
relatively easy as there were no compound
bends and the new formers matched the
existing fuselage profile. There were a couple
of challenges however. Poking the rudder
cables and the dive brake lever through
reinforced holes whilst gluing up, for example. I
followed Bob’s example by using a staple gun
when tacking strips were used and that made
the job so much easier. I found out very early in
the
project,
that
anticipation
and/or
clairvoyance was a necessary attribute to have

in repairing badly damaged gliders. Various
mounting points had to be built in and holes pre
drilled for bolts long before the cladding was
applied. It would be near impossible afterwards.
Indeed, that was the very reason some hardware
was actually fitted at this point despite the fact it
might be scratched or otherwise damaged
accidentally as work progressed. Various wooden
block reinforcements needed to be strategically
placed to accept such items as seat belt mounts,
canopy hinge attachments and skid mountings.
These items were not always shown on the
drawing so I had to be overly generous with the
block sizes to be sure the attachment areas were
well covered.
Alan had found some suitable U/S instruments
for us to use so Doug set about fitting them to the
instrument panel. One shortage was an analogue
clock to fill an empty space. By co-incidence, I
discovered on the front page of a Financial
Review that day, a picture of about twenty clock
faces of the correct size! So Doug cut one out at
the time of his choosing and mounted it under a
piece of Perspex on the panel. Dieter made up
some mounting brackets and the instrument panel
was attached to ensure that it actually fitted and
could be refitted and then was removed and
stored away.

The view from the inside
The cladding of the fuselage forward of the
cockpit rim in plywood, presented me with a bit of
a challenge. I cut out forty-eight pieces of ply
approximately 350mm x120mm, scarfed on four
edges and over the course of about six ‘working
weeks’, glued them in place. The pieces obviously
went from rectangular to almost triangular as I
reached the nose. It did achieve some modicum
of compound curvature but not enough. There
was going to be a lot of filling required.

Bob, meanwhile had largely completed the tail
repairs and alternated between that and
applying filler to the nose and I, deciding on a
bit of a change, had another go at straightening
the canopy frame.

much the apprentice in this, as I watched and
helped.
Bit by bit it was whittled down until the Perspex
fitted in the channel of the frame. The day we
chose to glue the Perspex into the frame was a
particularly cold one and the tube of adhesive in
the gun was pretty solid. We decided against
placing it in hot water to soften it as we were not
sure if that might have a detrimental effect on its
properties. Inevitably, we got half way round the
frame with the adhesive when the caulking gun
broke. Nobody had brought their own caulking
gun in their toolkit that day. Panic! We didn’t like
the prospect of having to dig out the adhesive and
starting again next week so we split the tube and
used a spatular to apply it. It was pretty messy
and it took me about two weeks to wear it off my
fingers! But the job was done. The cockpit rim still
needed some fine tuning to fit the canopy frame
assembly, more so now that the Perspex made it
more rigid so, while Bob was busy there, I tackled
the seat and its mounting, coming back to help as
necessary with the filing and sanding.

Cladding the forward fuselage
The canopy frame had resisted many attempts
to straighten it in the past. It was a difficult
shape and always slipped out of the vice if
anybody applied some persuasion.
Having replaced the loose pop-rivets with solid
ones, I proceeded to make a heavy-duty fixture
out of 4x2 inch hardwood with a centre rail in
5x3 inch. The frame was securely clamped
down on the fixture and a large G-clamp
applied between that and the centre rail. I was
very surprised to see that the 5x3 timber, bend
up as much as the frame bent down, such was
its rigidity. I finally over bent the frame by 1½
inches and it sprang back to ½ inch. Just right!
Bob and I agreed that any further discrepancy
would have to be adjusted in the wooden
cockpit surround of the fuselage so over the
following weeks there was much filling, sanding
and filing and until the two matched. Now for
the Perspex!
The Perspex blank that we had did not exactly
match the profile of the original but undaunted,
Bob placed the blank over the frame in the best
position to achieve as close a match as we
could and marked a line with a china-graph
pencil leaving about 100mm spare all around.
With a diamond-cutting blade in his angle
grinder, the surplus was cut off. I was very

Canopy fitted
The front of the wooden seat base was open
where it met the joystick and it appeared that the
boot surrounding the stick was attached to the
floor in front and to the seat at the rear. We had
no drawings or suitable photos of the seat and I
thought that this existing set up looked a bit
impractical so I modified the seat so that the boot
would be attached only to the seat and would slip
over the stick on removal. There was a knurled
knob screw on the seat to hold it down so I made
up a front seat support including a matching
captive nut and attached this to the floor.
Doug had previously made some pegs locating
the seat laterally and I had attached a baton on
the number six former to fix the seat longitudinally
and vertically.

The business of filling takes some time so we
would be lucky to apply and sand three layers
in a day, having to wait for each layer to
become hard enough to sand. With this in
mind, the ‘waiting time’ was used to offer up
the front and rear skids to ensure that there
were no snags prior to covering with Polyfiber.
This revealed that the rear skid mounting would
require the wooden base to be faired in. The
sanding and filling can be done at any time but
we needed a few bods on the ground to rig the
aircraft in order to prove the fitment of the
fuselage to wings and the cockpit canopy to
‘turtleback’ to wings before getting the rest of
the repair underway.

The roof of the luggage compartment had to be
assembled beneath where the two wing spars
meet. Space was a bit short so we had to cut it in
two, glue it in and then would need to rejoin the
two pieces later when it was more accessible.
When we attempted to connect the control rods,
we found a 2inch shortage either in the port wing
aileron operating rod or the push rod in the
fuselage. Then, on closer examination, we found
that the port bell-crank was not a mirror image of
the starboard one. Fortunately, we found a bellcrank from the other aircraft that made up the
difference. This just another example of things
that crop up if you have one wing that belonged to
another aircraft.
All the fittings were connected up and presto
everything worked. Bob went around and adjusted
the surfaces for travel and most of them turned
out to specification except for a ‘groan’ from the
starboard aileron control rod. We didn’t like to
spoil Jim’s covering but we had to make a hole in
it to access and relieve the rub point.

Rigging wings to fuselage
That day arrived on Wednesday the 18th of
August 2010 when our president, Alan
Patching, was called upon once again to be
Master of ceremonies over the job of rigging.
The floor had been cleared and space made in
the centre of the workshop for the fuselage.
The wings were set up on trestles in position
and on command of the master, the port wing
was lifted, the trestles removed and the wing
offered up to the fuselage. Another snap of the
fingers and the routine was repeated with the
starboard wing. The pins pushed in and presto!
It was rigged. Nobody was more surprised as
me that it all went together so easily. No
podgering, no bashing with a large mallet, the
pins just pushed in by hand! There was just
one place where there was a little interference
between the port wing and the fuselage and
this was marked for later rectification. The plan
was to have a maximum clearance of 1/8th inch
all round and we had variations up to ½ inch.
We made some ply plates and nailed them at
the correct clearance so that when the wings
are removed, we could repair the fuselage to
maintain the correct clearances.

Wing control rods are installed
We next turned our attention to the “turtle back”.
This was quite a problem area as the wings, the
fuselage, the cockpit frame and the turtle back
meet. Again, because both wings were not from
the same aircraft, few of the attachment fittings
matched up. The errant ones were removed and
replaced in positions where they matched the
holes in the turtle back. Before the wings were to
be removed, I added about 30mm of material
inboard of both leading edges to take them behind
the cockpit frame. This was to match up with
Bob’s work on the top of the fuselage improving
the clearances. The wings were removed as easy
as they were installed. They were put aside for
further work concerning clearances whilst work
proceeded on the fuselage.
During one break in sanding activities, Bob took
time out and made a paper template for the

joystick boot. The plan being that Louis Priess
would be asked to make the boot from leather
cloth. More filling and sanding followed by
more sanding and filling, ad nauseum. Finally,
the day arrived when we could commence
covering the fuselage that had been given a
coat of ‘Polybrush’ last thing on the previous
working day. Graeme and Jim were recruited
along with Bob and me because at this time
preparations for the forthcoming ‘Open Day’ at
Bacchus Marsh were happening which meant
that we had an average crew of two on the job.
It had been some time since I had done any of
this type of work so I was very pleased to get a
refresher from the current ‘experts’. Jim was
keen to use up some off-cuts from previous
repairs, which meant that there would be many
joins in the overall job. This didn’t matter too
much as the aircraft is intended to be painted,
as close as possible, in its original colour
scheme and any imperfections would be
attended to in the process. Using off-cuts did
have a down side however, as we ran out of
the required specification material! Graeme
had to make a special trip down to Aviaquip to
get some more.

Approaching completion of the big job!
Louis dropped by after enjoying a touring
holiday up North and immediately was ‘press
ganged’ into producing a boot for the control
stick as well as finding some material from
which, I was to make the cockpit lining trim. I
fitted the seat and the instrument panel and
Bob cut out an access hole in the canopy so
that its fastening clip could be reached.
The successful completion of the M100S
project up to the painting stage has been an
occasion of mixed emotions for us all;
relief, joy and pride at our ability to work so
well together on such
a complex and
challenging task.

Postscript.
After we returned to the workshop in the New
Year, we found that the tow release handle had
split due to internal stress. Bob took the pieces
home for a pattern and made a replica from wood
that he fitted as a replacement the next working
day.

Arrival at Bacchus Marsh ready for painting
A Bit About Me.
After my toolmaking apprenticeship at CVA Jigs,
Moulds and Tools Ltd, I did my national service in
the RAF as an aero engine fitter (extended 3
years) followed by a stint at what was then
Beagle-Miles Aircraft Ltd, working on such gems
as the 2nd prototype Beagle 206 and the BeagleWallis Gyroplane. My first job in Australia was at
CAC where I was employed as an inspector,
covering areas including the Mirage and its Atar
engine as well as Sabre and Crop Duster spareparts. My examiner’s number was ‘720’ so if
anyone comes across any defective Mirage,
Sabre or Crop-Duster parts with my number on it,
I don’t want to know about it! I soon moved from
CAC and spent the rest of my working life at GMH
in Experimental Engineering as a Senior
Technical officer in Experimental Planning. I
joined the AGM when, during a GMH retirees’
function, Graeme Barton asked if I would be
interested in having a look at the Gliding Museum
workshop.
-----00000-----

MINIMOA SYMPOSIUM AND
MUSEUM OPEN DAY
3RD APRIL, 2011

With Peter Raphael providing the slide show to
back up the presentations, Peter Champness
introduced first speaker James Garay.
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Peter Champness
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James Garay
JAMES GARAY, the Editor of the The
Australian Homebuilt Sailplane Newsletter,
produced issue number 40 in March 2006. It
was the last issue due to James' family
problems requiring his full attention, and the
vacuum for his lively and interesting publication
has been partly filled by a section of Vintage
Times, the Newsletter of Vintage Gliders
Australia.
Interest in Homebuilding in Australia continues,
as is underlined by the spectacular project
embarked upon by Fernando Salazar and Mal
Bennett. James conceived the idea of a
symposium, along the lines of previous events
organised by the Australian Homebuilt
Sailplane Group. Using his organisational
skills, and enthusiasm, and his contacts, he put
together a wonderful program for the
Symposium at Bacchus Marsh.

James explained his associations with
homebuilding over the years, and how he had
built friendships with Fernando Salazar and
Malcolm Bennett among others. His editing of the
newsletter had been a great pleasure but relied
on members contributions and these
contributions started to decrease. Time became
short when family health issues grew, and
although he was assisted in editing the newsletter
by Peter Champness he reluctantly made issue
40 his last. James gave a rundown of some of the
previous symposiums, which had been a regular
part of activities, and they sounded very
interesting.
Peter then introduced Fernando Salazar to those
assembled, including a brief rundown of
Fernando's past aviation exploits. Fernando has
certainly had an interesting life! His love affair
with the Minimoa began in the Spanish Pyrenees
at Monflorite, in 1949, where he was working at
the School of Gliding. Gliding was banned in
Germany after the war, so the Spanish School
was very popular with Europeans wishing to glide.
Fernando managed to be offered some flights in a
Minimoa owned by an ex-Luftwaffe pilot, and he
logged 8 hours and 32 minutes.

The Australian Gliding Museum resolved to
throw it's full resources in support of the event,
offering to run a Museum Open Day and
assisting with catering for the combined event,
in addition to offering a flying program if the
weather was suitable.
The program got off to a good start on time at
ten o'clock, with Peter Champness welcoming
about 75 guests to the Symposium. He
provided a rundown of the history of the
Australian Homebuilt Sailplane group, since it
was started by Mark Stanley and the first
newsletter appeared in October 1994.
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Mal Bennett and Fernando Salazar

Fifty-five years later, in Australia Fernando was
still dreaming of owning his own Minimoa, but
he had some difficulties locating a set of plans.
He also had some bulkheads made in
Germany, but this was very expensive. He was
very pleased to be introduced to Mal Bennett,
who has since made wonderful progress with
the project.
Peter then introduced Doug Lyon, who gave a
talk on structures. During an informative
dissertation Doug explained the problems
facing designers, and the limited knowledge of
design and loadings in the early 1930's. This
was carried forward to include tension and
compression, twisting and the intricacies of
control deflection and reversal as it applies to
gliders with long ailerons, such as the Minimoa.
Doug even discussed why control reversal
occurred when fighters were being designed
that could approach the speed of sound.

Dave acknowledged the great progress made in
the eleven years since the Museum began, by a
team dedicated to the preservation of all old
gliders and gliding history, in danger of being lost
since the fibreglass revolution. With supporters
such as Bruce Brockhoff, Aviaquip Pty Ltd and the
Gliding Federation of Australia, and many others,
with a second hangar about to be built, and with
workshop volunteer teams at Ferntree Gully and
Bacchus Marsh, over forty gliders have been
saved and/or restored (many of them built by
home builders), and much gliding history
documented and preserved.

Photo John Ashford

Martin Simons in his VGC T-Shirt
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Doug Lyon
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Dave Goldsmith
After a morning tea provided by Ian “Moose”
Cowie and his team from the Australian Gliding
Museum, Peter introduced Dave Goldsmith,
President of the Australian Gliding Museum.

Peter then introduced Martin Simons, already very
well known as an author of many gliding books
and an authority on gliding history. Martin
explained that in 1932 Wolf Hirth commissioned
Friedrich Wenk to design, and Edmund Schneider
to build, the Moazagotl, a beautiful sailplane of 20
metre span. The Minimoa was developed by
Schemp Hirth to offer a high performance
sailplane at reasonable cost, with a span of 17
metres. The prototype first flew in 1935, and after
a redesign it was put into production in 1936.
Over 100 were built when production stopped in
1939. Martin told an amusing tale about a
Minimoa which changed hands for a case of beer,
but finished up the subject of ownership litigation
where it was valued at DM100,000!
Peter now introduced the final speaker, the “Guru”
himself, Malcolm Bennett. Mal immediately
launched into a well-modulated dissertation on
how he approached each phase of construction
step by step, the problems that confronted him
and how he solved them – and there were many!
There was an enormous breadth of information,
of interest to anyone faced with the challenge of
building (or repairing) a wooden sailplane. This
presentation was the highlight of the symposium,
the sad possibility is that no recording or video of
the whole event or Mal's part in it was successful.

As the Symposium drew to a close those
attending were invited to the Museum open day
for lunch and to inspect the actual Minimoa
fuselage, with rudder and tailplane fitted, on
display in the Gliding Museum. The level of
workmanship, the attention to detail, the
smoothness and accuracy of construction, the
beauty of the raw wood, were all there for
everyone to see! There is no doubt that Mal is
building a masterpiece!
During the afternoon passengers and
spectators were treated to 6 flights in the
Australian Gliding Museum's Slingsby T31b,
and Jenne Goldsmith flew her Hutter 17.
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Tail group, the rudder is easily removed to allow
the tailplane to be fitted or removed
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Thrill-seekers Peter Raphael and Ross Birch
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The tailplane is being attached by Mal, Fernando,
Alan Delaine and James with Doug Lyon ready to
help. The rudder has been removed.
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Forward Fuselage, controls and wing supports
with the elevator pushrod.
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Museum Open Day

Aviation was his
hobby and career
Charles George Lambeth (Charlie)
20th APRIL 1921 - 4th May, 2010
From Bruce and Judy Hearn
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Charlie was born in Brighton and attended
Hampton High School. A gift of a book titled
The Wonder Book of Aircraft along with the
1930 aviator heroes Kingsford Smith and
Charles Ulm inspired Charlie’s boyhood
desires to learn to fly. In 1937 Charlie paid one
pound for 20 minutes of dual instruction and
the rest is history!
As the cost of powered flying at the time was
three pounds per hour, which was around 4
times the weekly wage, Charlie soon found the
cost prohibitive, so he pursued flying via
gliding. He found a group of like-minded people
gliding in Seddon and became a member of the
Gliding Club of Victoria (GCV). Back then a
glider flight cost sixpence per flight. Initial solo
flights were made in a primary glider, which
were very crude and inefficient by today’s
standards.
The GCV operated out of paddocks in
Laverton, Essendon & Mordialloc using car

tows or winches to launch the gliders. The Club
began hill soaring at Beveridge and Charlie would
cadge the occasional lift in a vehicle, if possible,
or ride his push bike from home in Footscray to
Beveridge to participate. The GCV eventually
found a home at Benalla aerodrome.
Charlie actively participated in gliding for well over
50 years, befriending many along the way. He
was involved in GCV regular weekend rosters,
committees and became an instructor. He had
eventually gained his powered license and flew
tug planes to launch gliders. Charlie became
Honorary Chairman of the GCV Instructors Panel
and the Chief Technical Officer - operations, of
the Gliding Federation of Australia. He held
various early gliding records including the
Australian Gliding Duration Record which was a
flight of 9hours 51 minutes and was achieved in
1943. Charlie was awarded the Hoinville medal
for services to gliding. He was instrumental in
organizing Australia’s first World Gliding
Championships held at Waikerie S.A in 1974
and organized the air show at the World Gliding
Championships held at Benalla in 1987.
Charlie was also involved in the pioneering days
pre-WW2 of aeromodelling in Melbourne and he
pursued this interest throughout his life. He
served in the RAAF during WW2 and
subsequently became a member of the Air Force
Reserve, serving in the Air Training Corps for
some 20 years where he encouraged cadets,
through aeromodelling and gliding, to pursue
careers in aviation.
Charlie was fortunate enough to be able to turn
his passion into a career. Charlie was trained as a
toolmaker and held many positions generally
aviation oriented. After working at the
Commonwealth Aircraft Corporation, at an
aviation company in England, and for 16 years in
RAAF inspection, he joined the Commonwealth of
Australia’s Department of Civil Aviation and
became an Airworthiness Surveyor for the Vic/Tas
region. His job was to inspect homebuilt aircraft
and occasionally he had the challenge to test fly a
home built plane. He enjoyed great camaraderie
with his work colleagues and he also befriended
many enthusiasts and builders in the sport
aviation field. Charlie retired from the Department
in 1986 at the age of 65. His lifelong friend, Bruce
Hearn, says that Charlie was a highly respected
public servant.
Charlie had an adventurous attitude and
embraced life’s opportunities. Whist aviation was
his main interest; he was also a keen motor bike
racer and in the early 1950s raced at Ulster in
Ireland and at the Isle of Man.

Charlie was always strongly supported in all his
endeavours by his beloved family – wife Kath,
and daughters Kathy and Heather. During his
married life they lived at Springvale and
Endeavour Hills. In recent years, he lived with
his daughter Kathy and family. The Lambeth
family spent many weekends and holidays on
airfields, at air shows or at the Gliding Club.
Charlie is survived by his daughter Kathy, sonin-law John and their boys.

FRIEDA PRELGAUSKAS’
CONTRIBUTION TO GLIDING
Transcribed by Anne Bishop

Narrated by Emilis Prelgauskas
30th March 2010

Frieda Elsa Erna Prelgauskas was born on 27th
September 1919 at Heida near Dortmund in
Germany. Her father, Erwin Remy was a works
inspector for mines for the German government
and Selma Gemy, her mother, was the housewife
of the family. She has one older sister, Gerda.
She grew up mainly in the middle of Germany in
the industrial area of Essen and after high school
went to Berlin to do studies in art and ended up
being a lecturer in fine art in Berlin University.
With the Second World War she married Emile
Neuman who passed away on the Eastern Front
in September 1941; and I am in fact his
namesake. She then moved at the end of the war
to the south western corner of Germany in the
rural retreat area of Eldagsen where she built
herself a temporary home and worked as a
commercial artist in the local community. We have
records of the time with some old plate glass
photographs of the sorts of stained glass windows
and murals that she did in the churches and town
halls of that area.
While living in that area she met my father
Bronius Prelgauskas who was a black marketeer
employed by the British Army and he was
traveling the countryside in army trucks delivering
fuel illicitly to the farmers to allow them to
continue to do their grain harvests. My parents
got together, were married in 1948 and emigrated
to Australia in 1949 and I was born in 1950.
Because they were coming to Australia as
assisted migrants they were indentured to the
Australian government for a number of years and
it was after this finished that they both went into
their new careers. Father became a motor
mechanic because of his experience during the
war and remained in that trade throughout his life.
Frieda was initially a commercial artist in private
practice and then later worked with larger firms
and ultimately retrained as a librarian. All these
things reflect back on the contribution she made
to gliding later in her life.

I am sitting on the Monarto Airfield and I am
going to be speaking about my mother Frieda
Prelgauskas and the influence she had on
Australian gliding; for the Australian Gliding
Museum’s records. My name is Emilis
Prelgauskas, I am Frieda’s son and many of
the things I will be talking about are the things
that she contributed to gliding as we are
experiencing it now, and the sorts of issues we
will be going forward with; where her
contributions had made these future things
possible.

The first direct contact with gliding was when
Allan Ash was operating the Australian Gliding
Magazine as a private venture out of the back of
his Morris van in the 1950s. He was based in
Adelaide and the artwork for the magazine was
done by Frieda Prelgauskas. I certainly remember
as a young child being in her studio at night
listening to the radio, with proofs and all sorts of
things scattered all over the place, many of which
then survived until later times. This is how my
interest in gliding was first triggered and both my
father and myself began gliding in the 1960s.
Because we were interested in things that we
could do as a family, even though Frieda was

never an active pilot, she was always a strong
silent support in the background to the things I
am going to be talking about. When she
became a librarian she also contributed her
skills and capabilities to the gliding movement
and later on as we were members of various
gliding clubs; there were often promotional
activities such as club signages etc. that she
helped with.

Emilis with his parents at his graduation
In 1975 the Adelaide University Gliding Club
was formed and later on there were gliding
operations on rented premises at Goolwa,
Sanderston and O’Halloran Hill; and at all of
those times if ever there was a need for some
support in the background Frieda was always
there and willing to contribute what she could.
The sorts of things that are important to
remember are that in her home in Bridgewater,
there was a time when a major aircraft survey
was being done in her living room; with the
fuselage of the Long Wing Kookaburra GLZ
sitting in the living room with its tail through the
door and into the hallway. This meant for
several months it was impossible to get in and
out of the front door of the house; and it is not a
very easy thing to have in someone’s home
unless they have strong commitment and
support, and want to give to something they
see as greater than the individuals involved.
This was very much the mindset that Frieda
used and is very much the mindset that Frieda
has passed on to me. Similarly, when it was
time in the late 1970s and early 1980s to start
looking around for a piece of ground which

could be our own airfield, again Frieda’s home
was the support, it was the financial base that we
built on and it was where we made the drawings
for the Monarto gliding site to be formed. I
remember the first day in 1983 when we walked
onto the property at Monarto with Frieda, myself,
Feathers Compton and his wife at the time; and
there was not even a gate into the paddock, we
had to use wire cutters to come in through the
fence and physically walk through the bushland
looking for a path to make an access road to get
onto the land we were hoping to make into an
airfield.
Monarto gliding airfield is not just an airfield for
flying purposes. Its methodology is very much
about looking to the future and doing other things;
and so in the 1970s when I had been looking for
materials and resources where I could identify
things, Frieda’s librarian skills came to the fore
and we started to actively collect material and to
catalogue it and to put it in place. The lasting
memorial to her is that there is an Australian
Gliding Magazine index which begins in 1950 and
runs all the way through to 1985 as an unbroken
record. It is that base that has been continued
later on by other people such as Anne Wolf who
has gone on and scanned the magazines and has
extended those sorts of catalogues so that they
are available to the gliding movement more
generally. Just as important is that the library on
the Monarto gliding field actually became a real
thing: as there are about 4,000 items and there is
a structure due to Frieda’s careful way of going
about these things. It means we can now continue
that process and continue doing work in terms of
compilations together; through the efforts of Keith
Willis who is acting, almost Australia wide, as a
clearing house for people who are wanting
material or people who are relinquishing material.
None of those things can happen unless
someone before has put that basic structure in
place and has made it possible for later people to
carry on the work; and this has become Frieda’s
legacy to the gliding movement in Australia. We
should not undervalue therefore her steady quiet
background support; which also allowed us to
build a small gliding museum at Monarto. And to
have her biography hanging in place within the
museum is a perfectly appropriate response. It
was that quiet understated continuous support
that made it possible for individuals as and when
they could to do small things which enabled it to
ultimately grow into a reasonable facility that is
recording the regional history of gliding in this
particular area. We then start to see the real pay
offs of that long term quiet background support,

and we realise that without those support
facilities, legacies like Ted Pascoe’s material
would have gone to land fill. But we were able
to divert this and make sure it was kept as a
record for the gliding movement’s future
benefit. We were also able to take things that
had not been catalogued and we had a
structure in place where we could go through
and tease out what all those records had
embedded in them so we had a better
understanding for the future.
It is worth recording that at the time when
Frieda was involved in gliding more actively, it
was suggested that she might be a
representative of these sorts of things within
the gliding structure. However there was a
demand from the South Australian Gliding
Association that Frieda should take out full
membership of the Gliding Federation before
she be permitted to make those sorts of
volunteer contributions. In her case she was
just quietly supportive and ‘got on with it’;
whereas I suspect that for a lot of people in the
gliding movement, this would simply have
caused them to turn around and walk away.
The archive of the South Australian Gliding
Association is part of the library at Monarto.
Frieda suffered a stroke on 1st August 1986
and passed away. She had very strong
support from family and friends and her
memorial is on the top of the sand hill at the
Monarto Gliding field and a grove of trees was
planted in September 1986 by all her friends.
I have made this oral record of Frieda
Prelgauskas and her contribution to gliding in
Australia; although obviously like everyone,
she had much wider contributions in her life.
There are houses in Adelaide with murals done
by Frieda Prelgauskas and she ended her
professional career as a librarian at Kings
Campus and Pembroke Private School in
Adelaide. There are many legacies she has left
for the gliding movement, most of them
unnoticed and unheralded so this oral record
for the Australian Gliding Museum has been
made today so it can be added to all the
materials that are being collected.

Vale - John ‘Jack’ Manners
Iggulden
12-2-1917 to 8-10-2010

Compiled by: Kelly Rees (granddaughter) and
Alan Patching (long time friend)
The passing of Jack Iggulden marks the loss of a
person who was a successful business man,
author and glider pilot. He played a very major
role in the creation of the Gliding Federation of
Australia, the body responsible for the conduct of
the sport.
He was born and lived most of his life in
Melbourne. During the Great depression, Jack left
school aged 13 to work in the family business,
Planet Lighting, a company which his father
established in 1911 and still exists. To make ends
meet they made Boomerangs in the factory and
then drove around Victoria throwing and then
selling them.
In 1942, Jack married Helen, and their partnership
continued until his death 68 years later.
Jack was an avid glider pilot. He and his brother,
Bill, built their first glider when about 13 years old
in their bedroom, with the wings extending across
the entrance hall and into the lounge of the family
home. Naturally it was pranged and they went on
to build more and after learning to glide joined up
with Geoff Richardson and flew their gliders at
various locations around Victoria, including
Beveridge. They initiated the formation of the
Victorian Motorless Flight Group in 1944 and Jack
apart from being one of three Instructors
continued to contribute greatly to the running of
the Group for many years.

The factory became the workshop for the club
with trailers and winches being built there.
In 1949 when the then Department of Civil
Aviation (DCA) decided that the time had come
to exert control over what had now become a
fairly large number of glider pilots, they called a
meeting in Melbourne and created the GFA.
Thanks to Jack who fully understood the
Constitutional situation the Department agreed
the next day that the GFA would conduct its
own affairs and give an undertaking to conduct
them with due respect to safety and so forth.
Jack was a founding member of the National
Gliding School and its Director for a number of
years creating the Australian standards for
Instructing and Airworthiness. He spent 3
months full-time from his business to write the
GFA Manual of Standard Procedures from the
notes produced by the NGS. Getting the
Department to print the MOSP is another story.
However the Manual is thought to have saved
many lives and contributed to the high level of
safety in Australian gliding.
Jack also played a major role in keeping gliding
on the Bacchus Marsh airfield when DCA was
determined to remove gliding from all
government aerodromes.

Jack moved his family and the business to
Bellingen, NSW, in 1974 and continued working
until in his 80’s. He also became very active in
many environmental and civic matters and in all of
these campaigns, Helen was an equal partner.
Jack had several novels published in the 60’s in
Australia, England and the USA with translations
into other languages. His books include The
Storms of Summer (1960), Breakthrough (1963),
The Clouded Sky (1964) –a story about sex with a
background of gliding or vice-versa depending on
your viewpoint, and a number on economics. He
determinedly completed 14 volumes of memoirs
in his later years.
He was an ardent fan of jazz and hosted a weekly
radio programme which ran for many years.
Planet Lighting sponsored and encouraged the
live performance of jazz artists which lead to the
Bellingen Jazz Festival.
Jack flew his self launching glider, a K14, at Lake
Keepit and in 1983 gave a memorable talk to the
NSWGA Instructors course held there, giving his
version of how gliding started in Australia and the
events leading to the formation of the GFA and
subsequent actions. One of these being the
employment by DCA of an Advisory Technical
Officer, Geoff Strickland, who was appointed and
given his working instructions by the GFA!
Jack became the one and only Life Governor of
the Gliding Federation of Australia in 1965 and is
still considered a legend within the sport.
He is survived by his wife Helen, daughters
Roberta and Kari, 9 grandchildren and 7 great
grandchildren. Their first child, Graham died in
1951, a loss which was never far from Jack’s
thoughts.
-------000000------

Jack and Bob Muller with the Arrow in the Argentine.

He was the Australian Gliding champion in
1959 and in 1963 represented Australia at the
World Gliding Championships flying a
Schneider ‘Arrow’ in the Argentine. The
Schneiders migration to Australia had been
sponsored by Jack and Bill to design and build
gliders here after their factory had been given
to Poland following WW2.
In 1970 Jack was the founding president of the
Port Phillip Conservation Council and in 1972
was arrested for his part in a major
demonstration opposing a pipeline across Port
Phillip Bay. In the day, this was a major
environmental battle.

Here's a photo I was given several years ago by
Lindsay Porter, a family friend of ours. It shows his
late uncle Don Williams seated in what appears to
be the Rhon Ranger at Berwick. I don't know if
Williams was a VMFG member, but am told that he
often visited the Berwick field.
ANDREW FULLARTON
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