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Welcome
In this edition, we feature Gary Sunderland’s MOBA 2 sailplane.
Sadly, Gary passed away shortly after the Museum general
meeting and open day last November. His wife, Robyn, has
kindly donated the MOBA 2 sailplane to the Museum.
Also of special mention is the report from Peter Rundle (New
South Wales) about the recovery and restoration to flying
condition of the Schneider ES 56 Mark 1 Nymph glider. The
glider was flown at the Hunter Valley at Easter this year by a
number of pilots including Dave and Jenne Goldsmith. They
were very impressed with this beautiful little glider.
At Bacchus Marsh, the committed team of volunteers continue
to work on a number of active restoration projects, including
the Dunstable Kestrel from Western Australia, the Laister
Kauffmann LK 10A, ES 49 fuselage, Skylark 4 and ES 59 Arrow.
The Museum paint shop is fully operational and is being used
for finishing the Arrow and Skylark. Also, since the last
newsletter, the Museum has made a number of new
acquisitions, including gliders and archival materials.
Enjoy reading!
Bernard Duckworth
June 2017
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Museum News
At the Committee
The Museum Committee convened on 25 January, 8
March and 17 May, this year. A couple of notable items
arising from the decisions taken are:
•

•

Permits have been received that will allow the
Museum toilet facilities project to proceed. At
the time of writing, the septic tank has been
installed for this facility and arrangements are in
place for the pouring of a concrete slab and the
carpentry work;
A memorandum of understanding has been
agreed with the Geelong Gliding Club regarding
access and use of space in the new John
Buchanan hangar by the Museum after a
certificate of occupancy is received for the
building. The hangar will provide a valuable
adjunct for storage of the Museum’s collection.

Recent Acquisitions
The Museum has received Gary Sunderland’s unique
self-designed and built MOBA sailplane, thanks to
Robyn Sunderland, and three metal sailplanes – an IS 29
donated by Ian Izon, a HP14V donated by Gregory
O’Sullivan and a Pilatus B4 donated by David Millward.
Ian Izon has also donated a Schweizer SGS 1-34.
In addition, Robyn Sunderland has donated books and
magazines from Gary’s library and tools from his
workshop.
Beryl Hartley, a GFA Life Member and long-time
Museum supporter, has made available to the Museum
a collection of original photographs published over
many years in Australian Gliding.

the Museum’s glider refurbishment program at
Ferntree Gully and patiently trained those new to
working on gliders. Unfortunately, John was not able to
contribute his many talents to the Museum in more
recent years due to ill health.
Visitors
On 24 January 2017, Niels Ebbe Gjorup from the Danish
Vintage Glider Club visited and an interesting time was
spent swapping notes over a cuppa about the kindred
organisations. The Danish Vintage Glider Club at
Arnborg was established in 1988. Over the last few
years it has made a major step forward with the
construction of a 1,100 sq. metre hangar to house and
display its collection. The majority of the work was done
by volunteers.
The Museum opened on Sunday 28 May 2017 to
coincide with the VMFG Open Day and on Saturday 3
June 2017 to host a group from a local heritage group,
adding to the steady stream of visitors that come on
Museum regular work days (generally every Tuesday
and Friday).
In the Workshop
Work continues on 5 aircraft in the Darbyshire
Workshop.
•
•

•

Membership Changes
Welcome to the following new members –
• David Howse from Gordon,
• Henry Hopkins from Glen Iris,
• Richard Birmingham from Balwyn North,
• Peter Cesco from Port Willunga, S.A.
Sadly, former member John Ilett has passed away. John
was one of the original members of the Museum and
managed the Ferntree Gully workshop. John supervised

•

•

The ES 59 Arrow fuselage and tailplane have been
painted and painting of the wing is underway;
The Laister Kauffmann LK 10A wings have been
repaired and recovered with new fabric together
with the tailplane and rudder and are ready for
painting. Work continues on the fuselage;
The ES 49 Wallaby restoration of the cockpit
canopy continues and other work on the fuselage
is close to completion;
The Slingsby Skylark 4 wing centre section is
being painted and repair of the fuselage
continues;
The Western Australian Dunstable Kestrel wings
are being repaired by making new ribs to replace
the missing and damaged ribs. The leading edge
is being reinstated.
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To Rescue a Nymph
From Peter Rundle

Perhaps the knowledge that I had
previously restored two aircraft
convinced John McCorquodale to
approach me about a glider that was
languishing in Sydney. The story
from John was that the building
which held the aircraft was to be
knocked down. If we didn’t go and
get the glider, it would be
demolished under the rubble.
Now my first thoughts were that this
glider is probably some odd ball.
Maybe a home built that never got
over the line. It’s unlikely to be a quality machine. Still
what’s the hurt? A trip to Sydney, catch up with John
over a nice lunch and check out an old glider.
When we arrived at Barry Bowerman’s furniture store
all that changed. I instantly recognised the aircraft
hanging in the atrium. For years a Nymph had been
hoisted up in a hangar at the Hunter Valley Gliding Club.
Yet something wasn’t quite right. What are those
ridiculous things hanging out of the wing? Where was
the skid? And that forward CG wheel looks like an
afterthought. However, after an hour or so looking the
glider over I felt that we had to save her. In our
discussions on the way home John was of the same
frame of mind.
The ES-56 Nymph is an all timber glider built by Edmund
Schneider around 1955. The aircraft is mostly plywood
covered. The 11.9 metre one piece wing is mounted
atop the fuselage with the tailplane mounted behind
the fin. There were only four built. Schneider was aiming
to use the then new laminar sections to produce a small

The restored ES 56 Nymph, 2017
Bowermans

glider with relatively good performance that would be
affordable for clubs in the 1950s. As such it is a rare but
important Australian design.
John had a share in a Ka7 with Rob Moffat. Rob was soon
on board and together we organised to rescue the
Nymph from certain destruction. A band of helpers from
the Central Coast club came along. Using a block and
tackle we lowered the glider from where it had hung for
23 years.
We discovered that Barry had thought to place the log
book in the cockpit. It told us that this was the prototype
or Mk1. The log book was the 2nd for the aircraft with
flight entries starting from October 1965. There was a
Gold C distance entry along with a number of Silver C
flights. I also came across a South Australian Aviation
Museum profile of Harry Schneider which stated that
the glider first flew in December 1955. On the 25th
January 1956, Harry had flown it 310km from Gawler
into Victoria. We had our hands on the only Mk1 Nymph
ever built. A glider in which Harry Schneider flew a

The ES 56 Nymph at Bowermans
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Gold C distance. She deserved to fly again. Why had she
been removed from service? What issues might prevent
her from becoming airworthy? To help answer these
questions John and I met with Barry Bowerman, who
was recovering at home from heart surgery. This was the
reason he had been unable to relocate the glider
himself. He told us the story of how he came to have the
Nymph.
One day a fellow arrived at Camden from WA with the
bones of a Nymph on a trailer and asked if he could store
the glider in Barry’s hangar. The fellow was then
transferred to Melbourne by his employer and the glider
was left languishing. After a while Barry got sick of the
situation so he sent a cheque for $20 to Melbourne.
When the cheque was cashed, Barry rang the fellow in
Melbourne and said, “I see you’ve agreed to my price”.
The fellow said, “What price?” Barry then explained that
he’d sold the Nymph, paid off the outstanding hangar
rent and $20 was the change.
Barry’s intention was to add the Nymph to his collection
of aviation memorabilia. However, before this
happened, Mike Cleaver arrived at Camden with
another Nymph and asked Barry to swap the aircraft.
Barry was not interested in flying either aircraft and, as
the Nymph Mike was offering him was in far better
condition, he agreed. Why Mike had wanted to swap the
aircraft only became apparent to us later. The swapped
glider was then hoisted into the atrium to hang for many
years.
Knowing that the glider had always been carefully
stored, we began investigating if it would be possible to
make her airworthy again. The wing frequency was
established. A camera was used to conduct an
inspection of the internals and a cursory loading of the
spar was undertaken to establish that the casein glue
was still sound.

load only 90kg. The aircraft was un-flyable. Within all
the paperwork from the GFA was a letter indicating that
not only was the W & B out, but that the main wheel
modification was unapproved. Getting her flying again
was suddenly looking like a much harder road. Hence
why Mike Cleaver had wanted to swap aircraft. What to
do?

ES 56 Nymph wing plan

Whilst trying to establish the reason behind the weight
and balance problems I discovered that the tip chord
was 650mm rather than 500mm as per the drawings of
a Nymph that the Gliding Museum had sent me. Further
correspondence with the museum produced a second
set of drawings which explained this anomaly. The
bigger wing chord was not a mistake, the Mk1 had been
designed this way with a view to extending the span to
13 metres. So, the CG limits that had grounded the
glider were for the wrong aircraft. The paperwork also
showed that the weight and balance issues appeared
after the 20 year survey when the entire aircraft had
been recovered in cotton and top finished in
polyurethane. It was felt that, if the fabric was replaced
with a light weight covering, along with using the correct
CG limits and some other weight saving efforts, the
W&B problem could be solved. The plans also showed
the Mk1 with just a main skid, no wheel. So, the
undercarriage problem could be solved by either
returning to a skid or getting approval for the wheel.
So, the decision was made. We would attempt to get her
flying again.
Overall the aircraft was in very good condition. The
timber work was generally straight, apart from the usual
unevenness of a ply covered airframe. Inside the
structure was rather dusty but in sound condition with
no damage to frames & stringers and no signs of water
ingress.

Camera view of inside of wing

We then weighed the aircraft. It was obvious that the
weight and balance were significantly out with the
minimum pilot at 105kg, yet the maximum allowable

The general process was:
•

strip off the cotton fabric and remove all the
dope and paint.

•

remove, clean, check, prime and paint the
4|P a ge
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metal fittings.
•

inspect the timber work and repair any areas of
damage.

•

seal the timber with epoxy.

•

reattach the fittings, replacing bolts as deemed
necessary.

•

fabric cover.

•

prime and paint.

We ultimately removed some 14kg of cotton, dope and
paint. It’s clear that originally the fuselage was just
painted. There were traces of blue paint in the plywood
grain, sanding disc scratches and burn marks on the
timber, presumably from a blow torch used to burn the
paint off.

Indeed, the greatest damage to the aircraft was due to
over zealous sanding during prior restorations. When
the fabric was removed from the port aileron it revealed
that the plywood skin had previously been sanded down
over the outside rib to a single veneer. This was easily
broken by just applying a small amount of pressure.
The one piece wing had holes cut into the centre for the
wire cables used to hoist the aircraft into the atrium.
Some water had run down the wires and penetrated the
timber. Luckily the extent of this damage was restricted
to the centre plywood cover. All the damaged areas
were cut out and new plywood spliced in.
All control circuit cables were replaced as were all the
bolts in the wing to fuselage connection regardless of
condition. The rudimentary electrics and old radio
cabling were removed. It was decided to save weight
and not refit electrics but to use a hand held radio.
The dive brakes consist of a lower flap like member and
upper spoiler. Rumour has it that originally only the
lower section of the airbrake was fitted in an attempt to
minimise any disruption to the laminar upper surface.
However, these proved to be so ineffective that the
spoiler was added by the factory shortly after initial
flight testing. The Mk2 Nymph has Schemp – Hirth style
air brakes.

Stripping back the fuselage and the wing

As the main wheel was unapproved, rather small in
diameter and with no brake, it was decided to remove
it. A new skid was built based on plans obtained from
the Australian Gliding Museum.

Building the new skid

We chose Oratex for the fabric in the “Antique” colour,
one of their translucent offerings. This is historically
inaccurate as no Nymph or indeed probably Australian
glider was ever finished in such a manner. However, we
wanted to show off the exquisite timber work, especially
in the rudder and elevators.
The canopy acrylic was unserviceable. Luckily Garry
Morgan was discarding some blown canopy blanks for
5|P a ge
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his two-seat aircraft that hadn’t turned out right. I was
able to snaffle one that, with much heating under black
plastic in the sun, was coerced into shape. The canopy
is tinted which is possibly not historically accurate
either, however beggars can’t be choosers and Garry’s
gift saved us the cost of what would have otherwise
been an expensive item.

It is incredibly rewarding to be involved in such a project.
It can be testing though. At times the end seems
impossibly far away, but you just keep at it. Enjoy the
process and do a bit each week. Eventually the To Do list
dwindles down to nothing. The result is something that
will be remembered and enjoyed long after the hours in
the workshop are forgotten.

During the refurbishment we had a moment of
serendipity. A pilot, recently returned to the sport,
walked into the club workshop and was very surprised
to discover his father's aircraft being restored. He was
able to fill in some of the pre-1965 history and provided
a number of old photographs. He stated that the original
skid was removed and replaced with the wheel
sometime around 1960. Thus, the aircraft had flown
with this unapproved modification for around 27 years.

Many people contributed to the project along the way
and thanks are due to all of them. Those that provided
historical records, the airworthiness section for the
paperwork, the Central Coast Soaring Club for the use
of their workshop, so many people helped out with
materials and solutions to problems.

Finally, the big day arrived. The paperwork was in order,
the pilot had a recent annual check, the glider was
checked once, twice, three times… would she fly or
would it all end in tears?
Of course, she flew and beautifully, truly a delight.
Whilst a little short in the glide by today’s standards,
which kept pilots close to the field, she turns on the spot
and climbs in the weakest of lift. The view from the
cockpit is fantastic, quite different from a modern glider.

THANKS one and all.
GHA flew some 13 hours by 11 different pilots in her first
week since returning to the skies. It is hoped that she
will continue to be enjoyed by Australian glider pilots
long into the future.

All photos relating to this article supplied by Peter Rundle.
More of Peter Rundle’s photos of the Nymph are on the
back page

The Nymph, circa 1960
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Museum People
Gary Sunderland.

Photo: Sunderland Collection

Aviation was a big part of Gary Sunderland’s life. Having
started work at the Aeronautical Research Laboratories
(A.R.L.) at the age of 16, Gary had a long career as an
aviation engineer at A.R.L. and Department of Civil
Aviation (D.C.A.). Encouraged by Alan Patching with
whom he worked at A.R.L., Gary joined the V.M.F.G. in
1955 and developed into a very experienced glider pilot

with a Gold C certification and a wealth of soaring
competition flying. In parallel with gliding he also
learned to fly powered aircraft and obtained a private
pilot’s licence. Through his work for D.C.A. (which for a
time involved the certification of gliders and amateur
built aircraft) and through service to gliding in other
capacities (GFA projects and as editor and technical
editor of Australian Gliding) Gary made valuable
contributions to the technical side of gliding. His most
ambitious project in gliding was MOBA – the design,
construction and on-going development of a
competition class glider that was suited to amateur
construction. Gary was an expert aero-modeller who
specialised in scale radio controlled World War 1 types
of aircraft. In recent years, as well as being committed
to the aero-modelling movement, Gary supported the
Australian Gliding Museum as a volunteer providing
advice and helping in other practical ways. He passed
away in November 2016 and will be sadly missed.

MOBA-2 – an innovative design for amateur
construction from the 1970s

Photo: B. Duckworth

MOBA-2 is a 15 metre sailplane designed by Gary
Sunderland, who was an aeronautical engineer working
for the Department of Civil Aviation (Australia) and a
member of the Victorian Motorless Flight Group
(VMFG). The design gave effect to ideas that he
developed circa 1970 for an aircraft that he could build
himself. He entered a 13 metre wingspan version of his
MOBA design (MOBA-2B) in an Australian Gliding
sailplane design competition that was announced in

1970. The competition called for sailplane designs with
a maximum wingspan of 13 metres that could be built
by amateurs in a small workshop with limited tools and
facilities. In 1973, Gary’s MOBA was judged by the
competition panel as equal best with the other
outstanding submission, which were chosen from a field
of 19 entrants. However, after gathering further
information and deliberation by the competition panel
neither of the two outstanding designs were chosen as
the winner. Notwithstanding the outcome, in 1974
Gary proceeded and built his glider to the original 15
metre design. The wing was equipped with camber
changing flaps that were permitted under special
Standard Class rules for the 1974 world championships.
Changes were made along the way in the light of
construction experience and the completed glider was
given the designation MOBA-2C. The glider first flew on
12 December 1979. It was never flown in Standard Class
competition as by the time the glider was built the
special 1974 rules were revoked and wing flaps were no
7|P a ge
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longer permitted in that class. However, Gary flew
MOBA-2C in the Australian national gliding
competitions held at Benalla in the summer of 1979 /
1980 competing in the Open Class. After adjustment to
the aileron gearing during initial trials MOBA-2C was
found to fly well and in competition produced
performances believed to be better than contemporary
Standard Class sailplanes but not as good as the Open
Class machines. The glider was later modified in a
number of respects including amongst other things the
installation of spoilers located just forward of the wing
flaps and by increasing the chord marginally at the wing
root. With these changes, the glider type was given the
designation MOBA-2D. The last recorded flights
occurred in February 1996 at which time MOBA-2 had
flown an aggregate of 401 hours and 59 minutes during
its 297 launches. Its operational life was brought to an
end due to expansion of the foam in the wings causing
distortion of the wing surface.

My Flight in MOBA
by Alan Patching
I have been asked how did MOBA fly since as far as I
am aware no other pilot has flown the glider apart
from its Designer and Builder - Gary Sunderland.
As can be read in previous copies of Australian
Gliding, the glider was built by Gary to contain a
number of specific characteristics, especially
crashworthiness aspects for the pilot.
During a Vintage Rally at Gawler, SA, after seeking my
assistance while making some tests on the restraint
system where we were both trying to convince OSTIV
to agree that the system was safe for female pilots,
he offered me a flight!
Incidentally at that time the standard four-point
harness was not capable of restraining all pilots from
submarining.

MOBA UNDER CONSTRUCTION
The main variations from Gary's glider were:
• There were four straps with two attachment
points as Gary had successfully argued with the
Australian authorities that since there was no
fire there was no need for a fast escape;
• The joystick was located on the right hand side
hence well clear of any obstruction;
• The rear seat back was on a 30 degree slope i.e.
in a lying down position with reduced head
room;
• The cockpit structure longerons were
strengthened to absorb energy from a head-on
crash;
• The entire front portion could be slid forward to
give access.
I found the seating arrangement to be very
comfortable and certainly Gary had claimed that his
back no longer complained after a long flight.
The view was excellent and it was easy to cover all
points of view.
The controls were easily operated with normal forces
and balanced nicely.
Photos: Sunderland Collection

In other words, I found the glider comfortable and
easy to fly and only sorry that it was not a soaring
flight.
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MOBA 2 at the Australian Gliding Museum, 2017

Photos: B. Duckworth
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The MOBA Story
By Gary Sunderland [written circa 2000 and previously
published in Sailplane Builder September-October 2000
Issue and The Australian Homebuilt Sailplane Volume 5
Issue 20 March 2001; republished with permission from
Robyn Sunderland].
I have always been interested in the possibility of
designing and building my own sailplane. However, my
desire was to achieve some advance in the art, or do
something different, rather than copy other sailplanes.
My first thoughts on the subject were to utilise the
jigless methods of construction, as for airplanes like the
Thorpe T-18, and build a metal structure to which
fiberglass fairings would be attached. The initial
calculations showed that the idea looked feasible,
confirmed by an account of the Darmstadt D-30 in 1938,
which also had an aluminium spar and alloy tail boom
but was much larger and slower, being covered in wood
and fabric.
At the time, I was flying an Open Libelle in competition,
so my desire was to build something better, something
that would approach a 40 to 1 glide, with a 15 meter
span, and be easy to build by an amateur, namely me!
The MOBA-2 preliminary layout was completed in 1970,
and a sheet metal rudder was built to try out the
method. The rudder was scrapped as being too small
and too heavy, but the construction method itself was
a success, using alclad sheets and monel “pop” rivets.
Then “Australian Gliding” magazine published the
“Sailplane Design Competition” rules for a similar type
of sailplane, but with the span restricted to 13 meters.
The very generous prize was to have donors complete
the design and construction of a winning design, which
would then be owned by the designer.
As I was still more interested in a 15 meter sailplane, I
decided to keep on with its design, but also enter the
“AG” 13 meter contest with a shorter span version.
This was a logical development, in that the “AG” version
needed to be stressed to OSTIV “Utility” category
requirements, whereas my 15 meter version was being
designed to the BCAR “Normal” category rules, and to
lower load factors.

The 13 meter version was then MOBA-2B, and the 15
meter became MOBA-2C. Both were to be fitted with
the larger, fabric covered rudder, and were identical,
apart from the wing tips.
The “AG” contest was to be judged from December
1971. In the meantime, I drew up both versions and
started a detailed analysis and weight estimation for the
MOBA-2C.
A preliminary report in “Australian Gliding”, November
1972, indicated a tied result between MOBA-2B and a
design from a Romanian entrant.
Two other very significant developments also occurred.
Australia won the right to host the 1974 World Gliding
Championships at Waikerie, and the CIVV altered the
Standard Class rules to permit simple, camber changing
flaps, as an alternative to dive brakes, for the 1974
contest.
Guess what, the MOBA-2 design, from the outset, had
simple landing flaps and conformed in all respects with
the new rules! This meant that, if all went well, I would
be able to provide a member of the Australian team
with the very latest design of a Standard Class sailplane
to fly. It looked just possible. If the judges made a
decision quickly, and the sponsors completed the 13
meter glider within 12 months, I could make the 15
meter tips and check fly it before the end of 1973. My
estimates of performance indicated that MOBA-2C
should be superior to all the existing Standard Class
gliders.
Alas, it all came to nothing. First the AG Judging Panel
refused to nominate a winner. My Romanian friendly
rival travelled all the way to Waikerie to plead, but
without result.
The rumours suggested that both designs contained
“serious deficiencies” which were impossible to fix. My
own opinion is that the sponsors “chickened out” when
they came to realise the money and effort required of
them to complete the certification of the winning
design.
In any event, only two of the new “1974 Rules” Standard
Class gliders made it to Australia in time for the contest.
Helmut Reichmann won the event with the LS-2, which
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had a good glide performance but very poor handling.
This was a fiberglass machine with a parallel wing for
most of the span. This section was flapped. The tips
tapered sharply and contained the small ailerons.
The other competitive design was the PIK-20. I flew one
a couple of years later and it had reasonable handling,
but with a multitude of windings to get the flaps down.
Its performance suffered from a large fuselage,
moderate aspect ratio and a thick 17% section at the
root.
When it eventually flew, the MOBA design proved it
would have been competitive, with its thin 15% section,
high aspect ratio of 25, and a minimum section fuselage,
which suits the designer but is too small for a
production sailplane.
The only other “1974 Rules” sailplane flying was the
formidable Schreder RS-15. For some reason it did not
appear at Waikerie.
All this effort came to nothing as the CIVV shortly
thereafter abandoned the special 1974 rules. Flaps
were again prohibited in the Standard Class and the
CIVV introduced the Racing Class, for which the span
was restricted to 15 meters, with no other restrictions.
Dive brakes were added to the PIK-20, which became
the first of the new “Racing Class” sailplanes. The LS-2
disappeared without trace, and was replaced by the
much more conventional and docile LS-3.
What to do next? So much design work had already
gone into the MOBA-2C that I did not want to abandon
it. Besides which, I had a point to prove. As a matter of
honour, I really needed to disprove those rumours of
“major design faults”.
The whole story of building MOBA – “My Own Beautiful
Aircraft” – has already been published in “Australian
Gliding” Magazine in 1977-1978, and reprinted in
“Soaring” in the December 1980 issue. New readers can
refer to the “Collected Works of Stan Hall”, which
reproduces the “Soaring” information, so there is no
need to repeat it here. In summary, the construction
took from 1974 to 1979, mostly evenings, plus one day
each weekend. In those days we did not own a
television. Later we bought one, to get the children
home in the evenings!
Flight testing took most of 1980, and comprised 61
hours, including 24 hours of competition flying, after

which the design was awarded a Type Certificate, and
the aircraft, registered as VH-GVI, was issued with a
Certificate of Airworthiness.
As the glider is now 20 years old, it may be in order to
report on our experience together and what has been
learned in the process.
A few adjustments had to be made before certification,
including a change to the aileron gearing, to lower the
stick loads.
Another minor change had a big effect on flight
characteristics. MOBA flew initially with very small wing
tip wheels. These worked well on hard runways but
were a hazard on soft grass. With a wing loading of
about 8 pounds per square foot, it was very easy to drop
a wing. The small wheels would sink into the soft ground
and we would perform a fast ground loop. The eventual
fix was to fit much larger tip wheels, but even so, the
preference is to take off from hard runways if at all
possible.
The next modification was rather more substantial. The
still air glide performance was about one in ten at 55
knots with full landing flap. The was adequate for
airfields and most Australian paddocks, which are
usually large. However, we have very small fields in the
hill areas where we sometimes fly, and a more normal
approach glide of about one in seven was desirable. The
modification to add spoilers to the wing solves this
problem, and also gives the glider pilot more control
during all stages of the circuit, with infinite adjustments
in performance between the maximum glide, down to
one in seven angle of approach.
This was the sort of flexibility that I had experienced
with our previous sailplanes, like the LO 150 and the
Open Libelle.
The spoilers for MOBA are positioned well aft of the
spar, just forward of the flap hinge. This minimises any
disturbance to the wing and they are, in fact, quite
effective in providing the required approach angle. Full
flap is always used for landing, with spoiler applied as
required. Touch down speed is about 30 knots.
The effect of spoilers on the wing load/span distribution
is to shed load from the centre section, which then has
to be carried outboard, resulting in increased wing
bending from the inboard wing to the root.
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The solution was to increase the chord at the root by
two inches and maintain the inboard loading in this way
in all conditions. This actually improves the total lift
distribution clean, to a closer approximation to the ideal
elliptical form.
Because this change involved some additional flight
testing and a minor reduction in manoeuvring speed,
the glider has been redesignated as the MOBA-2D
version.
Another major problem is caused by the method of
manufacture used for the wing. You may recall that the
wing is formed from a large alloy box spar, to which
fiberglass and plywood ribs are bolted at two foot
spaces. Between these ribs we have blocks of one
pound per cubic foot urethane foam, which is sanded
back to rib profile and covered with the fiberglass skin.

only flown occasionally at rallies and for local soaring. In
this situation, it is not worth the effort and expense to
restore the original profile, given that the existing wing
works well enough as it is.
The whole project has been enjoyable and rewarding.
Although six years to build sounds like a lot of effort, in
fact it is no different, in time and difficulty, than building
six model aircraft in a row. The final results are well
worth it.
The actual cost was about $1000 in 1974 dollars. For
comparison, the Kestrel canopy bubble cost $400 at the
time, and costs about $4000 now, so I guess current
materials would cost about ten times the original prices.

This type of urethane foam is weak and unstable, and
tends to “grow” in dimension with time. This tends to
produce a series of “hills” between the ribs, with
“valleys” left over the ribs. The effect is more noticeable
where the block is at maximum thickness, and is not
apparent at the leading edges or over the spars.
When first constructed, the wing profile was reasonably
accurate and the calculated performance of one in 38
to 40 seemed to be achieved, or bettered. Against
sailplanes like the 17 meter Diamant, the Open Libelle
and the Nimbus 2, the MOBA glide performance at low
speeds, from 50-70 knots, was very competitive. At
higher speeds the Nimbus leapt away, as was expected.
After a year or so the “hills and valleys” effect started to
be pronounced, so a great deal of time and effort went
into reprofiling the wing and repainting it. This lasted a
few more years, but we are back to square one, with a
current glide ratio of about 35.
The fix to this problem is to strip off all of the fiberglass
skin and foam and start again, substituting a sandwich
skin construction of fiberglass and nine pounds per
cubic foot PVC foam. This would be about the same
weight, or lighter, in that there will be less microballoon
and filler required to the outside profile.
If we had still been involved in the contest flying scene,
this would have been the only option. However, we
have both retired from contest flying and the MOBA is

Drawing by G. Sunderland

Some other articles about MOBA by Gary Sunderland:
• Project MOBA 2, Australian Gliding, February 1976, pp 5 –
8,
• Progress Report: MOBA 2C, Part 2, Fuselage Construction,
Australian Gliding, January 1977, pp 14 – 21,
• Progress Report: MOBA 2C, Part 3, The Wing Spar,
Australian Gliding, May 1977, pp 33 – 37,
• The MOBA-2C - A Design Case History, in Home-Builders’
Hall, Stan Hall, Soaring, September 1977 pp 48-52,
• Progress Report – Part 4, Project MOBA 2C, Australian
Gliding, May 1978, pp 40 – 44,
• Flying the Homebuilt MOBA-2C, in Home-Builders’ Hall,
Stan Hall, Soaring, June 1980 pp 44-47,
And see also:
• Sailplane Design Competition, Australian Gliding,
December 1970, pp 15 – 18,
• Australian Gliding Sailplane Design Competition
Judgement, Preliminary Report, Australian Gliding,
November 1972, pp 12 – 16,
• Foreign Scene, Soaring, January 1973, pp 10,11.

12 | P a g e

Australian Gliding Museum Newsletter No: 35 Winter 2017

From the Archives
matters of administration of gliding (such as Australia’s
participation in world championships and the official
issue of gliding certificates via the F.A.I.) There are
other items that shed light on flying in the post war
years. The more significant items are as follows:

Dr Heydon’s Papers

Photo: B. Duckworth

Marcia Cavanagh of our Archives Team has been busy
reviewing and cataloguing a case of documents that
once belonged to Dr George Heydon, a gliding pioneer
associated with the Sydney University Gliding Club (later
called Sydney Soaring Club) from about 1937. When
the Warner – Campbell “Kite 1” had proved successful,
Dr Heydon commissioned “Kite 2” and made it available
for club use. He also imported the famous Slingsby Gull
1 in 1939 in which Sydney club members made many
notable flights in an era when the art of thermal soaring
and cross-country flying was being learned in Australia.
With his Tiger Moth he provided aero-towing for
launching. When gliding was resuming in the late 1940s
Dr Heydon ordered an Olympia sailplane from
Australian Sailplanes, a business set up by Norm Hyde in
Melbourne. Later, he also acquired for the Sydney club
a Slingsby Gull 4 that had been flown in the 1948 World
Gliding Championships. Due to Dr Heydon’s support the
Sydney club were much better equipped than most
clubs at the time.
The documents consist of correspondence and other
sundry papers such as newsletters, pamphlets and
articles from the mid-1940s to the mid-1950s. Most of
the documents are correspondence and concern

• Correspondence between Dr Heydon, Fred
Hoinville, the Aero Club Federation of Australia,
Martin Warner, Gliding Club of Victoria, Gliding
Federation of Australia, Merv Waghorn, British
Gliding Association, Bill Iggulden and more;
• Discussions regarding fitting oxygen in an Olympia
and Grunau Baby;
• Correspondence involving sending Australian
competitors to the World Gliding Championships in
1954;
• Appointment of Dr Heydon, Bill Iggulden and John
Wotherspoon as Selection Committee for world
gliding competitions in Spain;
• A letter from Dr Heydon to the Aero Club Federation
of Australia regarding the altitude record breaking
flight by Martin Warner in the Sydney Soaring Club
Gull 4 at Narromine on 30 December 1950;
• 1940 gliding certificate issued to Dr Heydon;
• Barographs of various flights from Narromine,
Parkes and Camden from 1949 to 1951;
• Letter, dated 1949 to the CSIRO Division of
Meteorology regarding the calibration of an
altimeter;
• Letter, dated 1954 from Bill Iggulden to Dr Heydon
arranging a visit to Australia by Philip Wills and
suggesting that he should meet the Schneiders in
South Australia.

Notes made in April 1940 by Dr Heydon regarding
progress by the Sydney University Club
Some handwritten notes by Dr Heydon (a draft letter)
relate the move by the Sydney club from its slope
soaring site at Kiama to Camden and a trip with the Gull
1 to Narromine at Easter 1940. It is likely that Dr
Heydon never finalised this draft letter and sent it;
Additionally, no correspondence from Dr Heydon
appeared in Sailplane and Glider in 1940 before it
ceased publishing for the duration of the war.
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10 April 1940
To the Editor of the “Sailplane and Glider”
Dear Sir,
I believe some account of our activities was sent to you
by a member of our party (H. Ryan) a long time ago.
Since then we have made much progress and I am
sending the following account of some of our doings for
use as you wish, (publication of any part, small or large).
We belonged until recently to the Sydney University
Gliding Club; we now form the Sydney Soaring Club, one
of the clubs affiliated to the recently registered N.S.W.
Gliding Association. Our flying members are at present
only five [M.Warner, H. Ryan, S. Newbigin, L. Schultz and
G.A.M. Heydon] of whom four are aircraft or radio
engineers. Before the War we were stronger.

Hamilton Wren - Photo: M. Simons Collection

Some of the party have been gliding enthusiasts for
many years but their first soaring was done in an
Australian built Wren in 1933. It was built and first
flown by Mr F.M. Hamilton, now in Adelaide, who had
done some soaring in England.

Kite 1- Photo: M. Simons Collection

Kite 2 - Photo: Film - R.N.Duckworth Collection

A good ridge soaring site was found in 1935 near the
coast four miles south of Kiama (74 miles south of
Sydney). This classically lovely site is on a property
owned by Mr Fred Weir who took a lively interest in the
proceedings and went out of his way to help us. Another
sailplane was designed and built about 1936 by Martin
Warner and Allan Campbell (the latter at present in
England) and proved very satisfactory; in general, its
performance is comparable to that of a Grunau Baby.
Another of the same design (slightly lighter than the first
owing to the use of spruce instead of oregon) was built
in 1937. When we thought that we had about exhausted
the possibilities of the ridge site, never having succeeded
in flying far away from it, we migrated in 1938 to
Macquarie Grove aerodrome at Camden (W.S.W. of
Sydney) which is flat country and further inland;
therefore we thought more promising for thermal
soaring. This aerodrome was the private property of Mr
E. Macarthur-Onslow who gave us free use of it and of
his hangars. The Wren had been completely smashed
up, one of the Warner-Campbell sailplanes was sold to
an Adelaide enthusiast and at Camden we have used the
two sailplanes which we still have, the spruce built
Warner-Campbell and a blue Gull imported with trailer
from Slingsby early in 1939. This Gull has given us every
satisfaction not to say delight. We have knocked off the
skid twice, I tried to burn it up together with a
neighbouring homestead by casually throwing away a
match during a hot dry westerly, exposure to very hot
weather has naturally necessitated bolts being
tightened, a lorry was allowed to run into it, but it not
only survives but is in very good order and condition.
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smoothness, comfort and safety of the aero-tow more
than compensates for the extra drag. The towing
attachment and quick release for the Moth was
imported and works well.
We carry a parachute when clouds are about (formerly
the property of the B.G.A. – still in good order and
carefully tended).

The Sydney SC Gull 1 at Geelong 1939: Photo: R.N.Duckworth Collection

At Camden (and other sites occasionally visited) we have
achieved thermal soaring. We all live and work in Sydney
and usually go flying every second weekend. On a very
hot cloudless day at Camden last January, S. Newbigin
climbed to about 7900 feet from a winch launch at 900
feet. M. Warner last February flew 47 miles near
Camden on a crooked course landing about ten miles
from starting point; he climbed about 6500 feet above
of release (these flights were in January and February
this year).
Since leaving Kiama, where launch was bungy or winch,
we have been launching either by aero-tow (Moth with
Gypsy II engine) or winch. The winch drum is mounted in
a Dodge utility truck and is driven from the shaft by
chain. The shaft was cut and reunited by bolts which are
removed when the winch is to be used, replaced when
truck is to be driven.
The winch cable consists of about 2800 feet of thin wire
cable plus 500 feet of hemp rope (1 1/8 circumference)
at the sailplane end. The hemp rope damps out jags
considerably but sags and drags somewhat. We get at
most about 900 feet from the winch on a windless day
and about 1200 with a fair breeze. We want more, so
as to catch thermals from the winch more consistently,
and hope to succeed if we can find a site where a longer
cable can be used. We always use a weak link device at
the sailplane end (diameter about .104 inch) fitted with
12 gauge soft copper wire, which shears at about 450 to
500 lbs. The aero-tows we have a similar device at the
aeroplane end but fitted with 10 gauge soft copper wire
(diameter about .127 inch) which shears at about 800
lbs. The rope used in aero-tows is 580 feet of manila
hemp (1 1/8 inch circumference). This in our experience
is decidedly preferable to wire cable; the greater

Last Christmas the Gull was taken, it was towed in its
trailer from Sydney by a Ford V8; total distance driven
on the trip about 1400 miles, for an interstate gliding
meeting on the aerodrome of Mr Percy Pratt at Geelong
south of Melbourne. Only our party and Victorians
turned up. The imported Grunau Baby of the Gliding
Club of Victoria took part and also the “Golden Eagle” a
sailplane designed and built by Melbourne enthusiast
Geoff Richardson as well as a Kestrel and two other …
aircraft built by Mr Percy Pratt; also a Primary of Gliding
Club of Victoria and another Kestrel of Balsillie, built and
owner. The Gull did the best distance (25 miles; S.
Newbigin). The Gliding Club of Victoria Grunau Baby
(Norm Hyde) did the best height – auto-tow to 800 –
climb to 6000. No aeros mostly autos. Percy Pratt cloud
base about 5000 in Kestrel no instruments.
The Sydney district is not well situated for long distance
sailplane flying. It is bounded by the coastal range of
mountains to the west and by the sea to the east, and
there is much rough timbered country to the north and
south. From Camden however we have often soared in
thermals during both winter and summer (usually in
light winds with a westerly component) but it is difficult
to go far without meeting difficulties and taking risks.
Some of the other capital cities are certainly more
favourably situated but all are on the coast and it is the
great plains of the interior which seemed to be really
promising. Correspondence with Mr P.A. Wills (which

Dr Heydon in the Gull: Photo: Film - R.N.Duckworth Collection
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but for the War would have brought one or two high
performance sailplanes to Australia last …) reinforced
this idea; so did the experience of powered aircraft in the
interior.
This Easter we managed to put it to the test for the first
time, deciding on the town of Narromine, which has an
aerodrome large enough for aero-tows and is well into
the interior plains, which extend west from the coastal
range. Narromine is about …[210]… miles W.N.W. from
Sydney and is in flat plain country. We should have
preferred to go much further west but this was as far as
could be managed. A Ford V8 towing the Gull trailer
started from Sydney on Thursday evening (21 March)
and reached Narromine about 10.30 on Friday morning
(the night was spent at the town of Orange). I arrived at
Narromine about the same time, having left Sydney in
the Moth on Friday morning. Our longest flights (and
some shorter ones) were made on Friday, Saturday,
Sunday and Monday, the car party reaching Sydney
again about 4 am on Tuesday morning. All the distances
were better than the previous Australian record (about
30 miles by the Grunau Baby of the Gliding Club of
Victoria). All were also well over the Silver C
requirements for both height and distance (map
required) though not officially recognisable. No
barographs were carried but we had a reliable aneroid
altimeter in the Gull. This was checked with the mercury
instrument at various pressures after return to Sydney
and the heights recorded by the pilots were corrected for
the errors thus found in the instrument as well as for the
temperatures present during the flights (obtained
approximately from the meteorology services). The
heights given below are those thus obtained. They are
unlikely to be very accurate but the percentage errors
cannot be serious.

would not know where it was as there were no radio
communications. They would go out on roads in the
general direction of the flight and check at police
stations and hotels for news (left by the pilot or the
public) of a glider landing in the area. This problem was
later addressed by the Sydney club with the
introduction of the “Gull Finder” radio to provide
independent communication between the pilot in the
Gull and his support crew. The photo at the foot of this
article shows Dr Heydon on the Gull finder base radio in
his car.
The details of the flights given by Stephen Newbigin,
confirming Dr Heydon’s information, are as follows:
•

•
•
•

•

•

Martin Warner: 52 miles in 2 hours 55 minutes
with a height gain of 5400 feet to the maximum of
7000 feet;
Harry Ryan: short flight of 14 minutes;
Stephen Newbigin: 1 hour flight with height gain
700 feet to the maximum of 3200 feet;
Dr Heydon: 101 miles in 5 hours 12 minutes with a
height gain of 7400 feet to the maximum height of
9200 feet;
Harry Ryan: 84 miles in 3 hours 9 minutes with a
height gain of 7000 feet to the maximum height of
9000 feet;
Len Schultz: 105 miles in 4 hours 15 minutes with
a height gain of 8800 feet the maximum height of
11600 feet.

The significance of these flights in the distances flown
and the heights gained was that the excursion proved
that the interior regions such as around Narromine
were ideally suited to thermal soaring.

The document continues with roughly made notes of
the details (direction, distances and heights) of flights
by members of the group and data gathered to verify
altimeter readings.
Stephen Newbigin, who was participant of this
excursion to Narromine, also wrote a good report of the
flying in the Gull over the Easter 1940 break which was
disseminated in Australian Gliding Association Circular
No. 7. An aspect of the experience gained at Narromine
covered by Stephen Newbigin is the difficulty in
recovering the Gull when it landed out on these crosscountry flights. Once the Gull was out of sight the crew

Dr Heydon using the “Gull Finder” radio:
Photo: R.N.Duckworth Collection
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Let’s have more of your comments on
Victorian Collections
The
Victorian
Collections catalogue
provides for the
commentary
by
people accessing the
database who are
interested
in
a
catalogued item and
VH-GNX: Photo: D. Goldsmith
have something to
say. Currently, the Australian Gliding Museum has at
least 65 items on Victorian Collections and there have
been comments left by members of the public in
relation to a number of them. Sometimes the person
concerned asks for more information about the item or
simply wishes to mention their connection to or
knowledge of the item. When a comment is made on
Victorian Collections, the system automatically sends an
e-mail to the Museum’s VC administrators. This
ensures that we do not miss the comment and are able
to deal with it appropriately. There is provision for a
reply by e-mail to the person concerned or we can
respond by placing a comment in reply on the system
for anyone accessing the database to read. Often, no
action is necessary, as the commentator is simply
providing some additional information for anyone to
read in connection with the other information provided
about the exhibit. This is a very good feature of
Victorian Collections and we would like to see it used
more by the gliding fraternity to communicate their
knowledge in relation to Museum’s collection and help
fill out and record the history.
To illustrate the kinds of comments that have been
received on Victorian Collections, extracted below are
comments received in relation to the AS K7 that was
donated to the Museum by the Bendigo Gliding Club.
Item 0033 - Schleicher K 7 “Rhonadler” - VH-GNX
Nigel Marsh | 16 December 2016 2:11 PM
I stumbled on this site - I flew at the Adelaide Soaring
Club when I was about 14 years old and that exact glider
was the one I took my lesson in - beautiful thing it was fell in love with her straight away. I would love to see her
again. My CFI was Mr Col Churches at the time. Funny
thing is I note that both the glider and me ended up in
Bundaberg for a time, unbeknownst to me (I was a high

school teacher by then). I am now retiring and volunteer
at the Caboolture Historical Village...so I have some idea
of what you do. If you ever get rid of her please let me
know...Don't know if I could afford her but by heck I can
dream!......Nigel Marsh
Ian Norgrove | 18 December 2016 3:54 AM
GNX was the first glider I ever flew in when I was 17 yrs
old back in 1977. My friend Shawn Leigh and I had been
flying RC gliders for years and had to get into full size
gliders. The K7 has majestic lines, just beautiful to watch
and fly. We trained at the Bundaberg soaring club on
GNX and it was all winch launch. The first time I was
getting instruction in GNX I remember flying along at 50
kts with my instructor Ross Stegert, and suddenly it felt
like we got hit from underneath with a sledge hammer,
followed by a sharp left bank as we rolled into my first
ever thermal, the variometer was pegged over past 18ft
per second and the altimeter was rolling upwards like
crazy ...that's it… I was hooked. I did my first cross
country outlanding into a ploughed field in GNX, over
the power lines, and landed between the furrows, she
pulled up real fast!! Then the dismantle and retrieval
was quite a process, she was heavy to carry. I have
nothing but fond memories of K7's.
John Mills | 1 February 2017 9:29 PM
Yes, it seems that this may have been the same glider I
also had my first glider flight with, in 1968. I was in year
11 then. Went back to school, and soon after came
across a book in the school library about flying in general
I think. There was a chapter on competitive glider racing.
I was quite enthralled. Some five years later, first year
teacher of physics and maths in a country school, and I
am invited out for a day at the Barossa Valley Gliding
Club. Passenger ride. Joined up instantly! Three years
later I was into the competitive gliding myself. Actually
entered a nationals, my first and only, and won it! So I
guess I can say that I can thank this K7 for starting off
my adventures in gliding! And as a coincidence, I think
one of my good friends, the lovely Cleve Gandy, now
passed, might have actually helped build that K7!
Ken Anderson | 13 April 2017 11:47 PM
Good old GNX!!! My first glider training flight was in
GNX at Bundy September 7 1975 with Ross Stegert. It
was a winch launch from the 5000 foot strip just south
of Bundy. I was 'hooked' at this first flight. Rubbish
conditions, but good take-off and landing training!
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ES 56 Nymph – VH-GHA - returns to the air in the Hunter Valley

Photos supplied by Peter Rundle
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