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EDITORIAL 
 
Welcome to issue 24 of the Australian Gliding 
Museum Newsletter. Once again a busy six months 
since our last issue! A brief list follows, with a full 
description of some events expanded in the 
Newsletter. 

 
Jim & Graeme Barton interviewed by Andy 

 
The 14th March, 2010, open day was a huge 
success. Many museum supporters turned up and 
enjoyed a barbeque, update of the museum 
activities, and inspection of the gliders displayed. 
However, the main event of the day, the attendance 
of the 4 man ABC “Collectors” film team, comprising 
presenter, producer, sound man and photographer, 
was greeted with brilliant sunshine and perfect 
conditions for filming and flying. Much filming was 
done, with interviews of museum members, rigging 
of the Olympia GLY, inspection of the collection, 
and flights in the Museum’s T31 by members and 
also Andy Muirhead of the Collectors. Unfortunately 
our presentation was “shelved” and we are hopeful 
of a repeat attendance by the new Collectors team 
in the future. 

 
 
Old Mates Week at Benalla started on 15th March, 
2010, and went through until 19th March. Quite a 
number of Museum supporters turned up, renewed 
friendships  and had flights in Gliding Club of Victoria 
aircraft, or the Vintage Gliders Australia K4 or Vanstan 
modified Kookaburra. Attendance at the Annual Dinner 
was about 90, attesting to the popularity of this event, 
and supporting the Museum.  
 

 
Youngsters getting involved at Melton Airshow 

 
 

On 20th March, the Museum attended the Melton 
Centenary of Flight Airshow, celebrating 100 years 
since Houdini’s first flight at Digger’s Rest, displaying 
our Taylor Replica, as well as Alan Patching’s Golden 
Eagle and Jenne Goldsmith’s Hutter 17, to an 
appreciative crowd. 



The next day, 21st March, the Taylor Replica and 
the Golden Eagle were taken to Diggers Rest to 
participate in the Melton Country Fair Family Day, 
another part of the Houdini centenary celebrations. 
Again a large crowd was in attendance, and the 
Taylor Replica was viewed by many interested 
spectators in it’s tent. The weather was a little more 
blustery, so the Golden Eagle remained in the trailer 
with the doors open so onlookers could see the 
famous glider inside. 
 
A group of Australian Gliding Museum members 
met in Canberra on 28th April to mark the 
presentation of the Taylor Glider replica, built by the 
Australian Gliding Museum, to the National Museum 
of Australia. This represents a culmination of a 
project begun in 2006 by Gliding Museum 
volunteers, to build three replicas of the famous 
aircraft. The aircraft built for the National Museum of 
Australia was built to their own specifications, 
including coverage with cotton fabric, whereas the 
other replicas were covered with polyester fabric. 
 

 
The members of the National Museum of Australia 

and the Australian Gliding Museum  
collect to view the display in Canberra 

 
The aircraft has pride of place in the ceiling of the 
Museum entrance hall, and presents an inspiring 
view of the first successful Australian heavier than 
air flying machine to museum visitors. After the 
presentation, Gliding Museum members were 
treated to a visit to the Australian War Memorial 
Refurbishment Centre, where they spent three 
hours viewing, discussing and learning the 
restoration skills in detail, to assist with future glider 
and archive preservation and presentation. 
 

 
Canberra photos by Russell Darbyshire 

Jim and Graeme Barton and Bruce Hearn with the 
Taylor display 

 
Car enthusiasts get up close with the T31b 

 
On the 12th May a visit by  the Werribee Car Club  took 
place. Quite a number of  enthusiasts were introduced 
to the museum, morning tea was provided and some 
donations to our coffers were most welcomed. 
 

 
On Friday 16th July 2010 the tiny locality of Mia Mia, 
Victoria, celebrated one hundred years to the day since 
John Duigan made his first hop, of seven metres, in the 
first Australian built powered aeroplane. The Australian 
Gliding Museum was there, for the Friday and 
Saturday, with our Taylor Replica. The Duigan replica 
was built by Terry Egan and some helpers in Geelong. 
 

 
    The Duigan and Taylor replicas shared overnight                 
.                               accommodation 
In a unique moment of Australian flying and gliding 
history, the  Duigan and Taylor replicas shared the 
limelight. Both were the first Australian built aircraft to 
fly, the Taylor as a glider, and the Duigan under it's 
own power. 



It was exactly 100 years earlier to the day that John 
Duigan had coaxed his unique aeroplane on it’s first 
of many flights, a seven metre crosscountry at the 
family farm, a short distance from the Mia Mia oval 
that was the venue for the celebrations. The aircraft 
attracted a huge crowd, and the two replicas basked 
in many admiring glances. Here in one place were 
examples of the craft that blazed the trail for Aussie 
flying as we know it today - sailplanes and 
towplanes! With only a joyflighting helicopter and an 
occasional overflight by sport or vintage aircraft to 
contrast 100 years of progress, the spirits of John 
Duigan and George Taylor felt strangely close. 
Altogether a day to be remembered! 
 

 
Alan Patching introduces flying history  

to classes of schoolchildren 
 
While these events were taking place the other 
activities of aircraft collection, restoration, storage, 
power installation to the Bruce Brockhoff Annexe, 
archiving, obtaining approvals for the next hangar, 
construction and installation of the new staircase, 
etc., continued to keep volunteers busy. John 
Ashford drove to Queensland to collect the first 
automobile engine used in a glider tug. The Gliding 
Federation kindly offered to support us on a dollar 
for dollar basis to build a toilet block, connect 
power, and erect the hangar donated by Phil 
Prapulenis. In addition the committee has met 
regularly to actively manage the development and 
expansion of our museum. The help of our many 
members and supporters, which has been 
outstanding over the last six months, continues to 
permit our rapid development, and the Museum 
offers our heartfelt thanks to each and every one of  
those who have assisted. We hope that this support 
continues and members and visitors can look on the 
Australian Gliding Museum with pride in what has 
been achieved to date. 
 
Upcoming special projects include the erection of 
the new hangar/workshop, construction of the toilet 
facilities and landscaping the area. All the normal 
functions continue at Ferntree Gully and Bacchus 
Marsh, and more volunteers are always welcome. 
The Museum is seeking long term storage space for 
two Kookaburra wings currently taking up more than 
their fair share of room!  

Membership changes.  
Since our February Newsletter, the following new 
members have joined our ranks: 
Peter Arrowsmith of Aspendale Gardens,  
George Buzuleac of Torquay,  
Ian Cohn of Tawonga South,  
Peter Coop of Fitzroy, 
Ian Cowie of Bacchus Marsh,  
Judy Flanagan of Vermont,  
Terry Harrison of Charleston, NSW,  
John Luckock of Newham,  
Helen Musgrove of Fitzroy. 
Richard Sasse of Morawa, WA, and  
Peter Tantau of Williamstown. 
Welcome to you all. 
 
Vale Frank Barton 
Sadly, Frank Barton of Woombye, Qld, has passed 
away. Frank flew as a flight engineer on Liberators 
during World War 2 and after the war flew with the 
Kingaroy Gliding Club, where he was an instructor. In 
more recent times, Frank, a keen woodworker, made a 
series of solid wooden scale model gliders to be 
featured in a planned Museum display.  
 
Recent Museum acquisitions.  
Ian Cohn has donated his Phoebus sailplane  
VH-GSW to the Museum. Thank you, Ian, for donating 
this significant sailplane in terms of the evolution of 
fibre glass sailplane technology, to the Museum.  
 

 
The first auto engine to be used in a glider tug in 
Australia has recently been donated by Dave Sharples. 
The engine was originally from the USA, and. It is a 
Ford V6, with the engineering modifications done by 
Mike Burns. It has logged about 950 hours of 
aerotowing. 
. 

 
New staircase to the office roof storage area 



 From the Archives 
 

Charles Wragg and the  
Victoria Aero Club Biplane 

Glider 
                                             By Bernard Duckworth 
 
Two photographs from Dick Duckworth’s collection 
show a biplane glider from the era preceding the 
First World War.  

 
In the group photograph the glider has a rear 
horizontal stabilizer and was evidently a hang glider. 
On the reverse of this photograph there is the 
notation “Epping – 1910 to 1914” and a rough 
sketch. 
 

 
 
In the in-flight photograph the glider has a forward 
elevator and rear vertical fin (consistent with the 
rough sketch on the reverse of Image 1).  In this 
configuration it is being flown with the pilot seated 
on the lower wing.  Close examination of Image 2 
indicates that the flight may have been launched 
and partially stabilised in flight by lines attached to 
the ends of the wings. On the reverse of this 
photograph “1910” is written. 

 
 
The photographs were kept in an envelope together 
with the business card of Charles Arthur Wragg, 
secretary of the Victoria Aero Club, Melbourne. 

A letter from Charles Wragg to the aviation journal 
Flight [October 1915, page 788] advised that the 
Victoria Aero Club was formed in 1914 with an object 
“to construct and experiment with gliders, to popularize 
gliding as a sport, to establish a library on the subject 
for the use of members, and, in fact, to do anything that 
will tend to promote interests in aviation.”   
 
Charles Wragg’s letter to Flight was published with two 
photographs of the club’s glider. One of these is 
identical to Image 2.  The other was a photograph of 
the glider as configured in Image 2 with club members 
(a photograph not part of the Duckworth collection that 
cannot be included here).  In this regard he wrote – 
“Enclosed are photographs of a few of the members 
with a glider, which was presented to the club by Dr. F. 
M. Johnson, who is now, we believe, in England.  It 
had then no front elevator or vertical fin and was 
controlled by movements of the operator. It takes a 
good deal of wind to get it off, but is all the better for 
that in the air for the beginner, because of the inertia. 
We have been using it on a fairly steep slope and each 
operator, as he took the landing bump with set teeth, 
wished ardently for the power to increase the lift co-
efficient if only for the last two seconds.   We get just 
sufficient time in the air to make us hate the idea of 
coming to earth, and long to open a throttle and soar 
over the hills ….” 
 
Within a year the club had acquired another glider as 
indicated by the following item submitted by Charles 
Wragg to the Melbourne Argus and printed on 8 April 
1916 by the newspaper in a column headed “Aviation 
as a Sport”: 
 
“A Victorian Aero Club 

 
As regards aeronautical societies, we have made a 
beginning in Victoria with the Aero Club, formed for the 
purpose of promoting research work and interest in 
aviation.  The arrangements for giving lectures have 
been made, and amongst other subjects the 
construction and maintenance of aeroplane gliders will 
be dealt with from a practical point of view. The club 
has two gliders, and these will afford members a 
chance of learning the first principles of flying.  Those 
interested can obtain additional information of the aims 
and objects of the club by applying to the hon. 
Secretary (Mr C. A. Wragg, 355 Post-office place.)”   
 
And in Notes for Boys, by one Donald Macdonald, The 
Argus, 5 September 1916, the following report 
appeared: 
“I find, through Mr. C. A. Wragg, honorary secretary of 
the Victoria Aero Club, that the Model Aero Club, which 
existed some time ago, has been disbanded. A number 
of the members, including the honorary secretary, who 
is now in camp, joined the Victoria club. The objects of 
the club, Mr Wragg states, are to promote the interests 
of aviation by wind tunnel experiments, and the 
construction of full size gliders.  The club has had good 
experience from one aeroplane glider, while it has just 
completed another of 30 ft. span. A number of younger 
members experiment with models, driven by both 



rubber and compressed air. Lectures are given 
when possible.  The subscription is two guineas per 
annum, which is rather prohibitive to young 
enthusiasts. The secretary’s address is 355 Post-
office place W., Melbourne.” 
 
It would be nice to know more about the activities of 
the group pictured in Image 1 given the indication 
that the glider dated from 1910; that is, around the 
time of the historic flights of the Taylor glider at 
Narrabeen.  Unfortunately in my researches to date 
I have not been able to find any reports of a group 
flying or attempting to fly a glider at Epping on the 
northern outskirts of Melbourne over the period of 
1910 to 1914 – prior to the formation of the Victoria 
Aero Club.  Also my research for identifying the Dr. 
F. M. Johnson who presented the glider to the club 
has not shed any light on the matter.   
  
There is some importance for gliding history that in 
1914 this Melbourne group recognized the potential 
for gliding as the means of experiencing flight as a 
sporting activity (in contrast to military or 
commercial uses) and made that a goal.  
Unfortunately, I have found nothing to reveal 
whether the Victoria Aero Club was consistently 
successful in flying its gliders or in promoting gliding 
as sport.  It is quite likely that the conditions during 
the war made it difficult for recreational aviation.   
 
Regardless of the success or otherwise of the 
Victoria Aero Club as a gliding club, Charles Wragg 
made a noteworthy contribution to advancement of 
aviation science with his invention of a compound 
aerofoil for which he applied for a patent in 1918 
(US patent 1589780 granted 1926).  As described, 
this consisted of a second wing positioned closely 
behind the main wing.  By adjusting the position / 
incidence of the second wing the airflow over both 
wings would be altered improving the flying 
performance of the aeroplane for both speed at 
altitude and during landing.  
 
The Argus, 13 July 1928 reported: 
“New Aeroplane Wing 
Australian’s Invention 
New York, July 11 
Mr. C. A. Wragg, a former resident of Melbourne, 
has invented a compound aeroplane wing for use 
on amphibian planes.  It is claimed that the wing will 
not be affected by water.  The Sikorsky Company is 
now equipping several planes with the Wragg wing. 
Sir George Wilkins is among the many persons who 
recommend the invention to the attention of 
aviators.” 
 
The Sydney Morning Herald on 15 August 1928 and 
17 August 1928 provided a similar report: 
“Australian’s Invention; New York. Aug 12 
Mr. Sikorsky announces that an extended trial flight 
with the “Wragg wing” proved it to be a highly 
satisfactory device.  It functioned perfectly in every 
way, and strengthened expectations that it will 

became [sic] a standard part of the aviator’s equipment 
in the near future.  
[The wing is the invention of Mr. C. A. Wragg, of 
Melbourne.  It is a compound wing for use with 
amphibian ‘planes]” 
Australian’s Invention: New York. Aug 15 
“Mr. C. A. Wragg, the Australian inventor of a new type 
of aeroplane wing, informed Mr. Dow, of the Australian 
Commissioner’s office, that following successful tests 
of his compound wing a conference was called 
between himself, Mr Sikorsky, and Charles Lindberg, 
the latter undertaking to test a ‘plane so equipped 
when he returns from the western trip he is now 
taking.” 
 
The invention also attracted interest in the United 
Kingdom and Italy.  The following report from the Argus 
on 26 December 1930 states that it was offered to the 
Larkin Aircraft Co in Melbourne: 
 
“SAFETY IN FLYING 
Australian Invention 
To be Tested by Air Ministry: London, Dec. 23 

 
The aeronautical committee of the Air Ministry has 
undertaken to carry out experiments with the object of 
testing the compound wing for aeroplanes invented by 
Mr. C.A. Wragg of Melbourne. 
 
DEVICE ADOPTED BY ITALY 
Mr. C. A. Wragg, who is partner in Wragg Bros., 
general engravers, of Post-office place, Melbourne, is 
at present in England. Following tests of his device in 
United States, Mr. Wragg went to Italy last year, and 
his invention was adopted by the Italian Government.  
His offer to the British Government of the exclusive use 
of the device was not accepted, but he continued to 
negotiate in connection with the British rights. The 
compound safety wing is said to increase maximum 
speed and enable the pilot to have complete control at 
all times over “lift”, speed variation, and lateral and 
longitudinal movement.  Another claim is that it reduces 
the danger of stalling in taking off and in landing in 
confined spaces, and allows heavier loads to be 
carried economically for greater distances. 

 
Mr. George C. Wragg, who assisted his brother in the 
development of the device, said yesterday that it had 
been submitted to the Larkin Aircraft Co., who had 
suggested that tests should be carried out.  Tests 
carried out in the University wind tunnel about three 
months ago with models made by Mr. George Wragg 
showed a 20 per cent improvement in efficiency at 
maximum speed, and a 30 per cent reduction in speed 
for landing.  The centres of pressure movement were 
extremely stable showing that the device also made 
great stability.” 
 
Subsequent to the original patent application for the 
compound wing Wragg is recorded as the inventor with 
respect to four aircraft patents.  With the exception for 
one (a multiple blade propeller – US 1779026) the 
patents [US 1733928, US 1756272, US 1951464] 
describe what are in effect slotted wing flap 



arrangements.  The design in one of these 
inventions [US 1733928] also includes a means of 
adjusting the front portion of the wing (a leading 
edge droop arrangement).  The Wragg patents have 
been referenced in patents by other inventors in the 
field of aviation, including an invention for a variable 
wing position supersonic biplane [US 4,405,102 
Sep. 20, 1983.]  

Bernard Duckworth, June 2010 
 

-----00000----- 
 
DOONSIDE GLIDER CAMP, JUNE  1931 

 
FROM ANDREW FULLARTON 

 
Source “Flying” magazine July 1, 1931 

 

 
 

DOONSIDE GLIDER CAMP 1931 
 

EIGHT CLUBS COOPERATE 
 
Some 30 members of the Sydney University Glider 
Club held a camp for the study and practice of 
gliding at Doonside, about 4 miles to the west of 
Blacktown, from June 4 to 8 last. In order to more 
thoroughly achieve the objects of the camp, 
invitations were given to the Gliding Section of the 
Aero Club of N.S.W., the Pelton Glider School, the 
Granville Club for the Promotion of Aviation, the 
North Shore Gliding Club, the East Sydney 
Technical College Gliding Club, and the Central 
Technical College Gliding Club to participate. 
 
The first three clubs materially enhanced the value 
of the camp by bringing their own gliders. These 
machines were the “Pelton Hawk”, built to conform 

to the latest ideas of the modern German training 
types; the Aero Club “Brolga,” a modification of the well 
known Dickson type, which has been developed in 
England and America; and the Granville Club’s year-
old “Zoegling,” a type which has been used in Germany 
for many years.  
 
The University Club conveyed their first training glider 
to the site in a partially completed state, and 
commenced a series of investigations worthy of a 
research club. 
 
Through the courtesy of Messrs. L Bridge and Mitchell, 
the club was permitted the use of a site between 
Doonside Railway Station and the main Western Road, 
which includes a conical hill which rises to a height of 
130 ft. above the surrounding ground. 
 
The organization of the camp was in the hands of the 
President of the University Glider Club, Mr. T.D.J. 
Leech, and a committee, while the detail work was 
carried out by the following officers: R.L. Ashton, 
M.Sc., B.E., instrument and records officer; H.W. Ross, 
D.F.C., and J.V. Connolly, B.E., flying instructors; 
L.J.R. Jones, Ground Control Officer; Staff-Lieut. D. 
Veron, Camp Officer. 
 
Mr. Ashton was in charge of the topographical survey 
of the site, the recording anemometer, (kindly lent by 
Mr. Mares, State Meteorologist), and temperature and 
barometric records, also the details and collection of 
data concerning the aerodynamic properties of the 
various gliders. 
 
The evenings were devoted to the reduction of data 
noted during the day, and to lectures, discussions and 
fireside talks on the day’s work. In these, Mr. Alfred 
Pelton, the local representative of the world famous 
Rhoen-Rossiten Gliding Association of Germany, 
contributed much valuable information. 
 
For instruction the towing car and 100 ft. of Manilla 
rope was used. All members were given a slide up and 
down wind, which was only about 5 miles per hour, 
with varying results on the part of the pupils. 

 
Mr. Warner, whose previous experience helped him 
considerably, made hops at about 10 ft. above the 



ground. He proceeded cautiously, not lifting the 
machine to any height until he had the feel of all the 
controls. 
 
Afterwards the party went to the top of the hill and 
flights were made, powered by a rubber rope. On 
the first flight the Brolga behaved very well, but the 
flight was not timed. On the next, which was made 
with the aid of Mr. Pelton’s rubber rope, the record 
time of the day, 24 seconds, was made. Towards 
the end of this flight the rising air currents could be 
distinctly noticed, the machine being lifted and 
sustained whilst it glided further down the hill. 
 
It was then decided to combine 300 ft. of cotton 
rope with 100 ft of Manilla rope, so as to get all the 
height possible before leaving the top of the hill. Mr. 
Morley, in the Brolga, made the first attempt with the 
extra rope. When it was waved off, the machine was 
about 200 ft. above the bottom of the hill. A slightly 
curved flight was made, lasting 40 seconds. The 
Granville glider then went off, flown by Mr. Perry, 
under the same conditions, and after 43 seconds 
landed in the paddock across the road at the bottom 
of the hill. 
 
Specifications of the “Brolga” are:- Wing span 36 ft.; 
chord 5 ft.; length 17 ft. 3 ins.; height 7 ft. 6 ins.; 
weight 193 lbs.; tail area 29 sq. ft.; aileron area 17 
sq. ft.; rudder area 11 sq. ft.; section mod. Black 7. 
 
Modifications from the “Dickson” type consist of 
differential inset ailerons, wing tip bends and 
streamlined fuselage. Items that may be of interest 
are that the wings are silk covered, the controls are 
ball bearing, and the bracing wire comes from the 
famous monoplane the “Southern Cross”. 
 
The members of the University Club appreciated the 
fine spirit of co-operation displayed by the visiting 
clubs upon the flying field and in the camp. They 
look forward to more similar meetings. Special 
mention must be made of the sportsmanship of Mr. 
Pelton for the loan of his rubber rope and of the 
North Shore Flying Club for the use of their car for 
general service. 
    
DATE       Glider        Launch           Distance   Time               
5/6/1931   S.U.T.1     Rubber Rope    630 ft    10 ¾  secs 
7/6/1931    Hawk        Rubber Rope   1122 ft    21 ¼ secs 
7/6/1931    Hawk        Rubber Rope     882 ft    22 secs 
7/6/1931    Brolga       Auto-towing                    40 secs 
7/6/1931   Granville    Auto-towing       2200 ft   47 secs 
8/6/1931    S.U.T.1     Rubber Rope      800 ft   16 secs 
 
Comments by Mr. Pelton 
I was delighted to see the camp, which was the first 
of it’s kind, turn out such a success. All those 
present had an opportunity of comparing the 
performances of four different types of machine, to 
see different methods of training and to learn from 
the mistakes of others. By such work gliding 
enthusiasts can attain to the sport in it’s highest 
development, viz., cloud soaring, when it 
transcends mere sport and becomes a science. 

 
Glider pilots are not necessarily born to the job. Almost 
anyone, by careful, progressive training, can learn. 
Soaring, which means gliding without losing height, can 
be attained with any primary glider, as I proved a few 
days ago by flying my Hawk at a height of 60 ft. above 
a sand dune in a strong westerly wind at Cronulla. 
 
Knowledge and experience are the main necessities 
for anyone attempting this kind of flight. The type of 
machine is of secondary importance, since it is the pilot 
who with his skill keeps the glider up and not the other 
way round, as many people think. 
 
It cannot be too strongly emphasized that the two 
necessities for successful gliding are a stable machine 
and the right training. How important the right training 
is to the prospective soaring pilot can only be realized 
by those who have mastered soaring flight. 
 
In the past few weeks several members have proved 
themselves so capable in handling a machine, that it 
has been found necessary to establish a soaring 
section of the school and start the construction of a 
sailplane of the latest design. 
 
Until this machine is finished, the “Hawk” which has 
proved on several occasions it’s efficiency by obtaining 
heights of 40 to 65 feet above the starting point on 
short soaring flights of 60 to 80 seconds, will be used 
by the pupils in their first attempts to soar. It is 
needless to say that only those able to pass the 
necessary tests on the Hawk will be able to fly the 
more expensive sailplane. 
 

 
The Percy Pratt Kestrel has been rigged so that Doug 

Lyon can measure and build the centre wing box 



ALTAIR VH-GLI   
A TRIBUTE TO IT’S BUILDERS 

By DOUG VANSTAN 

 
THE ALTAIR AT GAWLER AIRFIELD, 1958 
RON & MARIANNE ADAIR, CLIFF GURR 

 
I was saddened to read in the October issue of 
Soaring Australia of the passing of Cliff Gurr, 
an instructor and active member of the 
Adelaide Soaring Club in the 1950-60 period. 
 
I first met Cliff in September, 1958, when he 
and Ron Adair were building the 18 metre 
sailplane “Altair”, a most impressive sailplane.  
 
On November 8th, 1958 at the Gawler airfield 
the Altair first flights were carried out by Ron 
Adair and Cliff Gurr using auto tow launches; it 
is reported that the preliminary tests have 
shown the sailplane to handle satisfactorily. 
Early developmental flights were carried out 
with ballast in the nose of the aircraft to 
establish the correct c of g. This situation was 
overcome by extending the forward section of 
the nose thereby moving the cockpit forward 
approximately 16 inches, removing the need 
for ballast and lightening the aircraft. 

 
ALTAIR AT BACCHUS MARSH VINTAGE RALLY, 

OCTOBER 1978                 
 
Both Ron and Cliff carried out extensive test 
flying culminating in some long distance cross-
country flights; in August 1961 Cliff flew a 500 
km out and return in the Altair. 
 
The Altair was flown by it’s constructors in 
National Gliding Competitions, 1964-65 at 
Waikerie, 1966-67 at Narromine, and in 1967-
68 at Benalla. Merv Waghorn and Ron Adair 
shared the flying 

 
ALTAIR AT BENALLA COMPS 1967-68 

PILOTS WERE RON ADAIR AND MERV WAGHORN 
 
Shortly after Ron’s work required him to move 
overseas for some time and although he had 
some temporary storage for the Altair in Sydney 
he was worried this may not last long, so in 1970 
a group of Geelong Gliding Club members, David 
Rees, John Harsley and myself offered to look 
after his Altair in return for flying while he was 
away. Ron accepted our offer and suggested 
some improvements considered necessary to 
make for a better handling sailplane. Firstly the fin 
and rudder area needed to be increased; then 
also to investigate the aileron system to find the 
cause of high stickloads on full deflection.  These 
suggestions were carried out with some success, 
the Altair’s weight and balance checked out OK 
and a form 2 Inspection completed at Bacchus 
Marsh on 31st October, 1970. The Altair was 
returned to full flying status – beauty! 
 
I was impressed by the Altair, this lovely 18 meter 
Australian designed and built  sailplane, and I was 
not disappointed with her flying characteristics, 
which made what could be truly described as “a 
gentleman’s conveyance”. The ailerons are a little 
heavy possibly due to the fact that they are four 
meters in span, rate of roll is similar to the Blanik. 
Elevator feel was light, no trim is provided or 
seems necessary. 
 
The upper and lower wing trailing edge spoilers 
had light operating loads, but full deflection didn’t 
provide expected glide path control. There were 
other minor improvements carried out as time 
permitted; the wooden canopy frame was 
replaced with a tubular steel frame and 
segmented Perspex. I also made a contoured 
seat and remade a more suitable instrument 
panel. To protect the glider and make it more user 
friendly a covered trailer and purpose designed 
fittings to aid rigging were on the menu. However, 
David Rees and John Harsley had both moved 
away from the State, which left me with little 
opportunity to rig and fly the Altair. The old bug of 
storage was an ongoing one. 
 
About the 1980s Ian Patching became interested 
in this “free’ glider and took it to Waikerie’s 50th 



birthday celebrations and the odd vintage 
meet. Alan Patching prevailed on Ron Adair to 
transfer the registration of ownership to his 
name with Ian and I as co-owners! 
 
The last few years the Altair has been under 
cover on it’s trailer in the combined Geelong 
Gliding Club and Victorian Motorless Flight 
Group hangar at Bacchus Marsh.  
 
Sadly Cliff and Ron have passed on, however 
we are fortunate to have their “Altair” included 
in the Australian Gliding Museum which had 
been my reason for collecting it in 1970. We 
retain the legacy of their “Altair”, a product of 
their devotion and enthusiasm for soaring flight 
which these two men gave in an era of early 
growth of gliding in Australia. 
 

Per  ardua  ad  astra  
("Through Adversity to the Stars") 

 
Doug Vanstan, 2009 

 

TOWER HILL 
 
Tower Hill, near Warrnambool, Vic., was a popular 
hill soaring site in the 1930’s. Later flooding of the 
crater to create a lake made the site unsuitable for 
gliding.  Andrew Fullarton kindly sent some recent 
photos of the commemorative plaque at the Tower 
Hill scenic lookout.  Note the comments about 
gliding on the bottom left and right corners. 

 
  

 

 
 

-----00000----- 
 

THE MORELLI M100S PROJECT 
 

BY CHRIS SAUNDERS 
 
History 
In January 1956, the Italian Aero-Club sponsored a 
competition among Italian sailplane designers and 
manufactures, for the design of a modern, single seat 
glider aimed at increasing the numbers of sailplanes 
available to clubs. The new aircraft was to be of low 
cost, strong and easy to inspect and repair. It was also 
required to have the flying characteristics suitable for 
both sport and training activities. The submission by 
the competitors, had to include a quote for a prototype 
and a series of ten production machines. 
 
The submission from the brothers, Alberto and Piero 
Morelli, was accepted by the Aero Club and the 
woodworking firm of Nicolotti and Figli, was chosen to 
build the prototype M100. This flew the following year 
and revealed a number of problems. Originally having 
a ‘tee’ tail, it was later modified to have extra fin and 
rudder area above the tailplane. 
  
A year later the FAI through their gliding sub-
committee, released a specification for a ‘Standard 
Class sailplane’ which was intended to participate at 
the 1958 World Championships in Poland. The design 
of the M100 was much modified to meet those specs 
and the M100S (Standard) was born. The main 
differences were an increase in span from 14 to 15 
metres, a new and taller fin and the tailplane moved 
from mid fin to the fuselage. The firms of Aeromere and 
Avionautica Rio, between them built 83 of the type in 
Italy and a further 120 examples over 10 years by the 
firm Carmam, later known as Mesange, of Moulins in 
France. 
   
 Eugene Blunt appears to have imported the only two 
M100S types to come to Australia and both were 
subsequently severely damaged in accidents. It was 
Eugene’s intention to restore one of them to flying 
condition and he had indeed got as far as laminating a 
new port wing main spar before abandoning the task. 



 The Gliding museum is therefore, indebted to 
Eugene for donating the remains of both aircraft to 
us so that we could rebuild one into a non-flying 
example for exhibition. The registration numbers 
were originally VH-GUD and VH-GXF dated 11-8-67 
and 16-5-68 respectively. The two aircraft were of 
very different construction possibly due to the fact 
that the M100S was manufactured by a number of 
different constructors. 
 
The Project  
The M100S was chosen for repair by the Australian 
Gliding Museum (AGM), not only because of its 
rarity in Australia but because it is seen as an 
important example of one of the last mass produced 
all-wood sailplanes in the world. This project has 
been going for more than 18 months now and the 
aircraft is at the stage where it will soon be ready to 
be rigged for a second time, as some work is only 
possible when the wings are attached.  
 
The remains of the two M100S came to the AGM 
Workshop at Ferntree Gully (FTG) along with a lot 
of other wrecks and bits and pieces of gliders, from 
the premises of a printing works in Sunshine. The 
owner had very kindly lent us some space in the 
shed for storage but had subsequently sold the 
business and we had to collect our ‘stuff’. It 
appeared to me at the time that the ‘stuff’ was only 
junk and could only be used to glean usable wood 
and metal fittings for other repairs. 
 
 So it was with this in mind, that a team of cars with 
trailers was organised and the ‘junk’ was 
unceremoniously thrown into the trailers and 
dumped in the FTG workshop. There it lay for a 
number of months until other projects were 
completed and were shipped to the now open 
Bacchus Marsh facility and space was made 
available to see what we had. 
 
The Morelli M100S was recognised in the pile of 
wrecks and some bright spark said that it could and 
should be repaired as a display model. Volunteers 
were called for and everybody but me stepped back 
one pace and left me standing in front! I appeared 
to have been appointed the unofficial default project 
manager then, with the simple words, “You can do 
it!” 
 
This was a challenge as I’m not familiar with gliders. 
The only previous contact I had with gliders was a 
couple of flights at Benalla in 1963!  I do however 
have some aircraft experience. * I was dependent 
on John Illett who was familiar with glider 
construction to help sort out and identify the parts. 
John had not come across this particular type 
before so there still were some difficulties to 
overcome. 
 
Our first task was to sort out the bits and pieces of 
M100S and document them. We have a system 
where we have a book divided into current projects 
then subdivided into three categories, Fuselage, 

Wing and Tail. Each section showing sets of numbers 
from 1 to say 150.  Some aluminium tags were made, 
suitably stamped, for example, F1 to F150, W1 to 
W150 and T1 to T150. When parts were identified, the 
description was written in the book and the 
corresponding numbered tag attached to the part. 
 
Both of us knew that there must be some sort of 
attachment bracket that attaches the wings to the 
fuselage. It was missing! I thought that I had seen 
something lying around but wasn’t sure and without 
this part, it would be touch and go about the viability of 
rebuilding if we would have to make it. The only 
possibility of locating the part was if it had been 
included with the trailer load of surplus equipment that 
accompanied the semi-completed aircraft taken to 
Bacchus earlier. We made inquiries to the people at 
Bacchus Marsh but no joy. 
 
The main structure of the fuselage was in a bad way. 
Not only was the entire nose missing from the pilot’s 
seat forward but the side stringers had sprung 
outwards and stayed there, taking the ply skin with it. 
All the formers back to the tail had some sort of stress 
damage and the fin had been broken off. The central 
main bulkhead carrying the landing wheel and the 
wings had been severed, the top half taking the wings 
and the central mounting brackets with them together 
with an adjacent former and its front wing mounts.  
The starboard wing was reasonably complete with only 
minor damage, but the other two port wings we had 
were extensively damaged. We chose the least 
damaged one to repair, which so happened to belong 
to the other wreck and included Eugene’s new spar. It 
belonged to an earlier model having steel plate type 
dive brakes as Dieter was to find out when he had to 
make concrete moulds to make the shaped dive brake 
blades to match the starboard wing! 
 
John, Frank and Doug set about starting repair work on 
the wings and I began work on the fuselage. We were 
very fortunate that Eugene had given us some full 
sized drawings of the front fuselage from the nose to 
the main bulkhead (in side view only) and smaller scale 
ones of the rest of the aircraft. The downside was that 
the drawings were very old and flimsy and that they 
were in Italian! Fortunately, by combining my 
engineering knowledge and a bit of French I had 
learned from my late wife and her parents, I was able 
to work out most of the technical detail. The biggest 
problem was working out the abbreviations in Italian 
but just in case I struck trouble, John lent me his 
English/Italian dictionary. That’s when he found out that 
either his son or his grandson in their youth had neatly 
removed a dozen pages with a Stanley knife! 
 
 There were no detail drawings at all and similarly none 
whatsoever of the metal fittings. There were however, 
views on the main drawing showing where those parts 
fitted. It was only after we opened up the drawings to 
see what would be involved to make the missing part, 
that I recognised its shape and was now certain that it 
had been put on the trailer to Bacchus. Further 
enquiries were made there but there was no deal, 



again! It was at the Open Day at Bacchus in June 
’09 when I climbed on top of the archive annex in 
my Sunday best, and found not one but two 
brackets hidden amongst all the other bits and 
pieces there.   
 
After John and I had identified just about all the 
parts, we set about removing all the metal fittings for 
repair and sandblasting prior to painting. 
 
On the side view drawing of the fuselage, it shows 
the various sections at their respective points but 
only the left side was drawn. At this point it is useful 
to note that typically European, the drawing was in 
1st angle projection. At GMH, I was using 3rd angle 
(or American) projection. It is necessary to know the 
difference in this case because where the left hand 
side is not a mirror image of the right hand side, you 
could end up making a ‘hybrid former’ (a left hand 
part with right hand features or visa versa which 
wouldn’t fit anywhere). 
 
Another interesting thing was the sections or 
formers were only shown as ‘mean’. That is to say, 
they had no thickness. So if the side view of the 
nose of the aircraft were tapered, one would, for 
example, need to enlarge the section at the rear 
surface and conversely reduce the section of the 
front. It was easy to do this for the side view (top 
and bottom) but because we had no plan view, this 
adjustment had to be calculated for the sides. 
  
The sections themselves were mostly 10mm thick 
but where extra load was anticipated, some were 
increased to 15mm and 20mm in places. Because 
the drawings were very fragile, I began by tracing 
the sections I needed to make formers (otherwise 
known as bulkheads) from and at the same time, 
making them into complete sections having a right 
and a left side. This shape was then transposed 
onto some plywood laminated to the appropriate 
thickness with a suitable allowance made for 
fuselage taper. The lamination was necessary 
because we did not have any plywood of the 
required thicknesses. I solved this by laminating a 
variety of imperial sized plywood to achieve a 
thickness as close to that required. The raw material 
came from a variety of sources including one of the 
landlord’s tyre billboards. But it did mean that I had 
to cut some formers out, many times over! 
 
The old drawings themselves had both stretched 
and shrunk in various places and this too had to be 
taken into consideration. I was used to working in 
thousandths of an inch but I settled in this instance 
for a thick pencil! As this was to be a display model 
only, we were not restricted by such little things as, 
using aircraft quality plywood, proper epoxy glues 
and so on. But there was another snag: The 
structure of the M100S fuselage was made up from 
a pressed ply exterior skin from nose to fin and in 
the cockpit area, a pressed ply inner lining from the 
front of the canopy to behind the seat back. 

The wall thickness was only 10mm as were the 
stringers and the formers, it seems that there were no 
real formers at all, only a sort of 10mm ‘lattice work’ 
between the skins. The real strength was along the 
keel that carried the front skid and the landing wheel. It 
is interesting to note that in our drawings, the wall 
thickness of the cockpit area had been beefed up to 
25mm! This was all on the outside, as the cockpit inner 
width remained the same!   
 
The design was otherwise helpful in as much that the 
longitudinal centre line or LCO, (linea centrale ordinata) 
was also the centre line of the side stringers running 
lengthwise from the pilot’s shoulder to the extreme rear 
of the fuselage. Forward of the cockpit the LCO ran 
above the nose! So I established another line below 
and parallel to this that I called “LCO minus 100mm” 
(just to get into the Italian spirit of things). 
 
The aircraft needed some basic work done on it before 
it could be set up in a fixture for serious repair: The 
side stringers which had ‘sprung’, were forced back by 
drilling a 3/8 inch hole through the centre of the left and 
the right stringers close to where they had sprung and 
inserting a long threaded rod through blocks of wood 
each side to spread the load and a nut and washer 
then winding them in together with a spanner until they 
could be glued in place. 
 

 
 
A basic centre line was established in order to repair 
the main bulkhead. This was a case of gluing back a lot 
of loose bits and pieces to where they obviously had 
come. This main bulkhead, in my opinion, was far too 
weak to carry the wings as a static model, never mind 
flying it, so this was repaired with a lot of heavy 
reinforcement for good measure. Many checks were 
done at this time to accurately establish its true 
position, because the wings also had structure missing 
together with their attaching brackets and all had to go 
together at this point very accurately. 
 
I should point out at that at this time the workshop was 
a hive of activity working on the Taylor gliders and that 
was the number one project, so continuity of help on 
the M100S was a bit sporadic. But life is full of little 
setbacks and repairing gliders is no different. To 
ensure that some of the smaller items would be ready 



for installation by the time the major repair work was 
finished, work was simultaneously happening on 
those items when the other work on the Taylor 
would allow. Frank undertook a complete rebuild of 
the smashed, pilot’s seat. It was only after the 
cockpit area had been repaired, that it was evident 
that we had the seat from the ‘other aircraft!’ ‘Doh!’ 
 
Everybody did have a part in the M100S at some 
time or another but I do confess to hogging centre 
stage a bit as most of the preliminary work was 
centred about the front fuselage and there was 
space for only one person to work. Nevertheless, as 
detailed in my previous article, the job of rigging 
took place and the relationships between the wing 
attaching brackets and the equivalent fuselage 
brackets was established. It looked a sorry sight 
with most of the front fuselage missing as was the 
fin and tailplane but at least the wings were on and 
checks showed that the dihedral was equal left to 
right and the triangulation was within a cat’s whisker 
too. 
 
The aircraft was then de-rigged and set up on the 
jig. Now the serious repair work was to begin. 
To be continued……. 
 
Acknowledgement 
Vincenzo Pedrielli’s article A Brief History of M100 
was the source of much of the introductory 
information. 
 
Reference   
 My article, Travails of the Workshop  is in the 
previous issue of the magazine. 
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MESSAGE FROM THE GOVERNOR-GENERAL 
 
The Australian Gliding Museum has received a 
certificate from the Governor-General of the 
Commonwealth of Australia, Her Excellency Ms 
Quentin Bryce AC. 
 
“I am delighted to send my warm greetings to 
the Taylor Centenary Re-enactment Trust on 
the occasion of this special anniversary, and to 
express my admiration for a remarkable 
Australian. 
 
George Taylor, the first in Australia to fly a craft 
heavier than air, was a pioneer in our aviation 
industry and an important figure in the 
development of flight capacity in our defence 
forces prior to World War 1. 
 
In 2009, his contribution deserves to be 
remembered and celebrated as a crucial part of 
our story and success as a nation. 
Quentin Bryce                                   2.12.2009” 

THE BIRTH AND EARLY LIFE OF THE 
AUSTRALIAN GLIDING MAGAZINE 

 As told by Allan Ash  1st March 2010 

 After the second world war ended in 1945 many of the 
pre-war gliding clubs began to be re-enacted &  new 
clubs were formed.  Existing gliders were brought out 
of moth balls and damaged gliders were being repaired 
and new ones built.   I was a member of the 
Cumberland Gliding Club at that time and the club was 
building a Zögling Primary Glider in Parramatta.  
Several other small clubs were similarly building or 
repairing primary gliders and sailplanes at that time.  
The NSW Gliding Association was formed and I was 
our club’s delegate attending the monthly meetings.  
By the end of  the 1940s the Cumberland Club was 
flying its Zögling with half a dozen members teaching 
ourselves to fly.  Sydney Soaring Club was flying its 
Kite 2 and Slingsby Gull sailplanes. Sydney 
Metropolitan Gliding Club was flying the Falcon two 
seater, which had been designed and built by Jack 
Munn, and the AWA Gliding Club was flying a Zögling 
Primary glider that had been built originally about 
1939.   

 At the monthly meeting of the New South Wales 
Gliding Association in 1950 we exchanged news of 
what the clubs were doing and also told of any news 
we heard about gliding in other parts of Australia.  
There was frequent mention of the need to get regular 
news of activities in other parts of NSW and from 
interstate clubs. After bemoaning the scarcity of news 
there was frequent mention of the need for some form 
of national gliding magazine or newsletter to keep 
ourselves informed and to keep abreast of everything 
that was going on in other parts of the nation. One of 
the delegates at the meeting, Bob Muller said that 
there was no point in bemoaning the fact that we did 
not have a national newsletter, what we should do, he 
said, was to produce one of our own. This obvious 
solution was greeted with a lot of enthusiasm.  At this 
time Bob Muller was working as a journalist for the 
Sydney Daily Telegraph newspaper and he offered to 
produce a sample newsletter and present it at the next 
meeting of the Association.  Sure enough at the next 
monthly meeting Bob presented a four sheet (8 page) 
newsletter which he titled Australian Gliding and this 
contained bits of news and comments that Bob had 
gathered, typed up and duplicated.  The newsletter 
was received quite enthusiastically and Bob offered to 
produce an issue each month with the proposed cost of 
about sixpence a copy to cover the cost of paper & 
postage.  The meeting provided a donation, I think it 
was about five pounds, that was to cover the 
establishment costs if Bob would keep on with the work 
of writing and publishing the newsletter.  Bob accepted 
this offer but he said that he would need someone to 
help him with the work involved so I offered to be the 
helper.  At that time I had already done some freelance 
writing and had several short stories and articles 
published in newspapers and magazines. So for the 
next year Bob and I gathered news and wrote brief 



articles, typed them on to stencils and printed them 
on to a duplicator. We assembled them, folded the 
pages together, stapled them, put them into 
envelopes and posted them out with an appeal for 
subscriptions.  We suggested six shillings a year. 
Bob then made two important announcements to 
us.  One was he was about to marry his girlfriend 
Valerie Hunt and the other one was that he had 
been successful in applying for a position in the 
public relations office of the Ford Motor Company in 
Geelong, Victoria.  This then left me as the sole 
editor and publisher of the Australian Gliding 
Newsletter.   

 For the next year I continued to produce the 
Newsletter with the circulation now reaching over 
100 copies.  It was an interesting job for me but it 
was occupying more and more of my time, often 
taking up several evenings each week and at least 
one day each weekend.  I found that I now had little 
time or energy to do any or very much flying.  
Although the subscriptions were coming in and we 
were getting a lot of encouraging comments as the 
gliding movement expanded, I found that I was 
often paying at least some of the costs out of my 
own pocket.  However I looked on the magazine 
more or less as my own hobby and I did not 
begrudge the occasional few pounds out of my own 
resources. I thought that spending money on the 
magazine was probably better than spending it on 
cigarettes, booze and girls – none of which I had 
time for anyway!  To eliminate the tedious job of 
typing stencils, printing them and all the other 
activities with the increasing number of pages, I 
switched for a while to having the magazine printed 
by my local letterpress printer.  This certainly 
reduced my workload but did increase the cost of 
production.  Almost immediately after making this 
change I had a letter from Bill Iggulden who was 
then the president of the Gliding Federation of 
Australia extolling the benefits of printing the 
magazine by the offset or lithographic method.  This 
had the benefit of the pages being printed directly 
from my typewritten copy without the need for 
typesetting.  Also it allowed the inclusion, at no 
extra cost, of photographs and drawings which was 
a big advantage.  Bill wrote that he knew a printer in 
Melbourne, Alexander Brothers, who could print the 
magazine at a very competitive price.  As a result I 
switched to using the services of Alexander 
Brothers and was delighted with the result.  
Australian Gliding continued to be printed by this 
company for about the next 20 years or so.   

 In 1954 I moved from Sydney to Adelaide for 2 
years and then in 1956 I moved to Mt Isa in western 
Queensland, taking the magazine with me. It must 
be remembered that I was not being paid to edit the 
magazine and I had to have a full time job in order 
to keep myself.  Wherever I went, I took the 
magazine with me, producing the pages on my 
portable typewriter and sending them by post to the 
printer in Melbourne, receiving the printed 
magazines in a big bundle, putting them into 

envelopes and posting them to the subscribers.   I also 
had to receive and record subscriptions and send out 
subscription renewal notices, do the banking and write 
cheques to pay expenses.  I also had to write a lot of 
letters to people in order to dig up news and new 
articles.  It was a full time job on top of the need to earn 
a living.   

 My glider flying throughout these years was almost 
non existent although I joined the Adelaide Soaring 
Club and later on the Leichhardt Soaring Club in Mt 
Isa, I did very little flying & most of what I did was 
check flights.  I was flying so infrequently that I was 
constantly out of practice.  Eventually at the end of 
1957 I returned to Sydney and as the gliding 
movement continued to expand, the circulation of 
Australian Gliding continued to rise and the task of 
producing the magazine each month was an ever 
increasing physical, mental and emotional burden.  For 
some time Bill Iggulden had suggested that I should 
hand over the task of editing and publishing Australian 
Gliding to the Gliding Federation of Australia but I 
resisted this idea, probably from some possessive, 
paternal feeling that Australian Gliding was my baby 
and I did not want to let it go.  I expect many parents 
go through this emotion when their children who they 
have nurtured for many years finally grow up and move 
away from their parents.  I truly had developed an 
emotional attachment to the magazine.  But by 1960 a 
couple of other matters were affecting me, one was my 
physical and emotional well-being and the other was 
another emotional force had entered my life.  I had 
decided to get married and I did not want my new wife 
to find herself lumbered with a physical and emotional 
wreck so I handed over Australian Gliding to the 
Gliding Federation of Australia towards the end of 
1960, having edited & published the magazine for 10 
years.    

This was not the end of my close association with 
Australian Gliding as I served another 10 years as 
editor of the magazine between 1980 and 1990.  By 
this time the magazine was a different proposition.  In 
the interim, under the guidance of a number of 
excellent editors, the magazine had developed in many 
ways and my task during the second spell as editor 
was much easier and much more enjoyable. Since 
1990 Australian Gliding has continued to develop and 
is now well established as the official journal of the 
Gliding Federation of Australia and is ranked highly 
among the gliding magazines in the world. 
 
 

TENTATIVE DATE FOR THE NEXT AUSTRALIAN 
GLIDING MUSEUM OPEN DAY and  

ANNUAL GENERAL MEETING 
 

The Committee of the Australian Gliding Museum 
has tentatively set the date of 31st October, 2010 as 
the date for the next Open Day at Bacchus Marsh 

Airfield. It is expected to follow the pattern of 
Barbeque/sausage sizzle lunch, AGM and flying 
(weather permitting), however special events are 

also under consideration. Mark your calendar! 



THE SLINGSBY GULL 1 
 

With sincere  thanks to Martin Simons, Graham Garlick, 
Tony Smallwood, Dennis Barton, David Schuur, and Bungee 
Cord, the Voice of the Vintage Soaring Association (USA). 
 

  
 
from Martin Simons: 
 
The Gull in the photo is a model. I saw this in a 
magazine with an account of a very nice and 
accurate RC scale model built in Australia, marked 
with the crossed flags. I do not think the actual 
Stephenson Cross Channel Gull survives. If it does 
it has a bubble canopy and airbrakes.  
 
As far as I can tell from the various published 
records the full list of Nine (9) Slingsby Gull 1s is as 
follows. BGA numbers are given, then the Slingsby 
works number, then the original owner, together 
with British registration letters where these were 
applied in the immediate post war period: 
 

 
BGA 334    PHOTO CHRIS SAUNDERS 

 
BGA 334, 293A prototype, to Australia, registered 
VH - GHL, now in RAAF Association Aviation 
Heritage Museum, Bull Creek, Western Australia. 
BGA 348, 301A  Derby and Lancs GC no details 
known 
BGA 349, 302A Yorkshire GC  no details known 
BGA 350, 303A Midland Gliding Club, Crashed in 
Yorkshire, in aerotow disaster, 5/4/39 
BGA 353, 304A W Liddell G-ALMI, crashed in 
Ireland, 14/10/62 

BGA 377, 311A Espin Hardwick (Midland GC) no 
details known, possibly belonged originally to the 
Yorkshire Gliding Club. 
BGA 378, 312A G - ALJP, wheel, ex Derby & Lancs 
Club, sold to Dunstable private syndicate in 1952 - 3, 
flown extensively, several owners including Tony 
Smallwood, obtained by Dennis Barton, Editor, Bungee 
Cord, of Gainesville, GA, USA, in 2010. 
BGA 379, 316A G-ALPA, Ex London Gliding Club, sold 
in 1950 to REF Club, thence to RAFGSA,  Cross 
Channel soaring flight by F Lt Miller in 1950 on same 
day as Lorne Welch crossed in Weihe, now in Royal 
Scottish Museum, Edinburgh  
BGA 380, 320A G-ALLC, Stephenson Cross Channel 
Gull, crashed in 1950 and rebuilt with modifications: 
Olympia canopy, air brakes, by Vic Ginn. Unknown 
fate. 
 
It is likely the three where no record is known after the 
first owners, BGA 348, 349 and 377, were requisitioned 
during WW2 and probably destroyed during various 
training exercises. 
 
Add the American Gull to make total of ten. 
 
Now from Bungee Cord and David Schuur:- 
 
In addition, a Gull 1 was built by Herman Kursawe from 
1942 to 1946. He lived in Springfield Gardens, Long 
Island. It first flew on August 5th 1946. After a number 
of owners, it was donated to the National Soaring 
Museum in the late 1980s. At IVSM 2005, Bud Brown 
of the Wabash Valley Soaring Association agreed to 
restore the Gull. Unfortunately he was unable to finish 
the project so other WVSA members under the 
direction of Dave Schuur finished the project in April 
2009. The museum decided that no one should fly the 
glider after restoration.  It was, however, restored to 
airworthy condition. 
 

 
  

And now from Graham Garlick: 
I have never owned a Gull 1, but a friend, Tony 
Smallwood, formerly Yorkshire GC now at NOK Gliding 
,Chang Mai, Thailand <www.nokaviation.com> did and 
I have had the pleasure of  flying this machine. This 
was the aircraft that Geoffery Stephenson flew across 
the Channel. Tony sold this machine a few years back. 
The aircraft was painted pale blue. 



Tony Smallwood wrote: 
 
The Gull I that I owned was originally a rebuild done 
in the 1960's with parts rescued from Geoffrey 
Stevenson's original "Blue Gull". This restoration 
work was done by Dick Green and Mike Beach. 
Mike Beach had a busy work schedule and wanted 
to leave the project and Dick asked me if I was 
interested in helping getting the aircraft back into 
the air. This all came together in the early 1970's. 
 
When I moved to Thailand in 2001 I contacted Mike 
Beach (the original owner) and he offered to buy it 
back. The aircraft is now based at RAF Halton and 
Mike is undertaking a complete restoration. You 
need to contact him as to the current progress. 
 
For photos see http://www.glue-
it.co.uk/aircraft/slingsby/kirby%20gull%201/photo4.h
tml 
 
Fred Slingsby designed the Type 12 Gull I to be 
relatively inexpensive and easy to fly in the hands of 
the inexperienced pilots in the UK. Slingsby had had 
a bad experience with the Type 9 King Kite 
<http://en.wikipedia.org/wiki/Slingsby_T.9_King_Kit
e> entering incipient spins at low airspeed, which 
was ascribed to the use of a /NACA 4312/ aerofoil 
<http://en.wikipedia.org/wiki/Airfoil> section at the 
wing-tips, so he designed the Gull I with a modified 
RAF.34 section at the tips. The cause of the wing 
drop problem on the King Kite was later found to be 
inaccurate manufacture, but the Gull retained the 
modified RAF 34 section. 
 
Construction of the Gull aircraft was of semi-
monocoque wood and plywood throughout with 
fabric covering for those parts not skinned with 
plywood. The wings had a distinctive gull wing 
<http://en.wikipedia.org/wiki/Gull_wing> form out to 
approx 2.0m, where the struts attached to the 
undersurfaces of the wings. The marked dihedral of 
the inner wings translated into zero dihedral out 
board of the joint between inner and outer wings, 
the single sparred wings were skinned with plywood 
forward of the mainspar to form torsion boxes, to 
increase rigidity of the wings. The rectangular 
planform of the inner wings included the gulled 
portion and part of the zero dihedral portion, with 
spoilers in the upper surface outboard of the gull 
joint, and ailerons on the trailing edge of the tapered 
outer wings. 
 
The cockpit was enclosed with a neatly faired multi-
panel canopy which was removed for entry and 
egress. Ten Gulls were built, nine by Slingsby at 
Kirbymoorside and one by Herman Kershawe 
<http://en.wikipedia.org/w/index.php?title=Herman_
Kershawe&action=edit&redlink=1> in the United 
States <http://en.wikipedia.org/wiki/United_States>, 
from plans supplied by Slingsby. 
 
 
 

 

 
Downies’ latest addition to aviation themed coins, the 

2010 Charles Kingsford Smith 1oz Silver Proof, 
celebrates the 75th Anniversary of the great Australian 

Aviator’s passing.   $89.95c from:- 
Downies,  PO Box 888,Abbotsford, VIC, 3067 
Email:info@downies.com 
Tollfree: 1300 788 358 
Melbourne callers Ph: (03) 8456 8456 
Fax: (03) 8456 8401  
 
LETTER FROM DAVID CRADDOCK in response to 
Graeme Barton’s invitation to join the Canberra 
presentation of the Taylor Glider Replica to the 
National Museum of Australia:- 
 
Thanks Graeme. What a remarkable coincidence! We 
just arrived home after visiting Canberra today. Jan 
and I went first to the Australian National Museum to 
see the glider. I also met Jenny Wilson and we had a 
chin wag for an hour and a quarter, standing beneath 
the glider. The reason we made the trip today was to 
make certain we saw the Masters Exhibition at the 
National Gallery, as it ends on Sunday.  
 
Thank you very much for thinking of me for this event, 
but I will need to be at work for those days. After 
thinking that I would have plenty of time to do a few of 
the tasks I need to do, this year has started just as 
busy as last year. I am hoping that retirement is on the 
horizon, but people tell me I will have even less time 
then!  
 
Jenny said there was to be a visit from the Gliding 
Museum people later this month. I hope it all goes well 
for you. The glider certainly is in a great place – I saw it 
from outside, before we came through the front doors 
of the Museum and they have been receiving plenty of 
comments about it from visitors.  
               Kindest regards,             Dave Craddock  
Editor’s  Note:-   David Craddock drew up the plans 
used for construction of the Taylor Glider Replica and 
Jennifer Watson is the National Museum curator 
responsible for the display of the replica. 
 
Well worth a look – the National Museum of Australia video 

of the replica Taylor Glider installation in the main hall! 
www.youtube.com/watch?v=lYvGSpBVn_0 
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