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Welcome
In this edition, we feature an interview with Gliding Club of
Victoria life member and Museum volunteer Malcolm
Alexander. It is one of the interviews conducted by President
Dave Goldsmith for recording oral histories of gliding identities
who have made valuable contributions to the gliding
movement in Australia.
Another article in this edition reviews the history of the
Museum’s Laister Kauffmann LK10A. This is a very interesting
glider and the article is timely as the glider is currently under
restoration in the Museum’s Dave Darbyshire workshop.
The Annual Meeting and Open Day coinciding with the
Melbourne Cup Vintage Rally were highly successful and are
reported herein. This year the weather was good enabling
flying. The Museum’s Woodstock and AS K4 gliders were given
an airing. Unfortunately, the Museum’s Slingsby T31 could not
be exhibited on the airfield as it is undergoing an airworthiness
survey. It should not be long before it is back in the air.
Enjoy reading!
Bernard Duckworth
December 2017
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President’s Report for 2017
President’s Report to Members at the 18th Annual
General Meeting, November 5, 2017
It gives me great pleasure to
report to members on the
significant
progress
that
continues to be made towards
the establishment of the
Australian Gliding Museum
(AGM). The major areas of the
Museum on which your
Committee has concentrated
during the year are as follows:
•

•

•

Dave Goldsmith
delivers his report

Bacchus Marsh Workshop Facilities and
Refurbishment
Program:
The
major
concentration on facilities has been on the
spray booth up to operational standard and this
facility is now in regular use, whilst continuing
with our refurbishment program. Work
continues on the Slingsby Skylark 4, the
Schneider ES49 Wallaby, the Schneider ES59
Arrow, the LK10 and the Dunstable Kestrel.
Working bees continued on two days per week
throughout the year with up to 20 volunteers
attending on one day and up to 10 on the other.
Volunteers are again thanked for their
invaluable assistance.
Acquisition of aircraft and memorabilia: During
the year, five more historic gliders were added
to the Museum’s collection. Robyn Sunderland
donated Gary’s unique home designed and
built MOBA sailplane, Ian Izon his Schweizer
SGS 1-34 and IS29, Gregory O’Sullivan his
HP14V, and David Millward his Pilatus B4PC11.
We are indebted to the donors of these aircraft
for making them available to the Museum.
Currently we have 63 historic gliders in our
collection. We continue to receive more
significant donations of memorabilia and we
are progressively building up an outstanding
collection of beautifully crafted scale model
historic gliders. A collection of 5 original oil
paintings of vintage gliders and 4 1/16 scale
models of aircraft featured in these paintings
were donated by Jenny Pentland.

•

•

•

•

•

•

Financing of refurbishment and development
program: The total amount spent on
refurbishment projects during the year was
$4,336, bringing the total cumulative
expenditure on aircraft refurbishment to
$168,000. This is in addition to the thousands
of hours worked by volunteers on this program.
The major item of expenditure of a capital
nature was on the toilet block and equipment
shed, on which $17,700 was spent. This was
largely covered by donations, particularly from
the John Buchanan estate. We continue to be
very indebted to our supporters who make
donations to the Museum and we thank them
for their assistance.
Archiving project: Our archives manager
Bernard Duckworth, ably assisted by Marcia
Cavanagh, continued to make considerable
progress during the year in the cataloguing and
improved storage of our large collection of
archives and in the digitisation of our
photographic collection. Details of the major
items of the Museum’s collection are now
available on the Museum Victoria database
(“Victorian Collections”) on the internet:
victoriancollections.net.au.
Training courses: Successful training courses
were conducted for minor wood repairs and
fabric covering.
Newsletter: Two issues of the Newsletter were
published during the year under the editorship
of Bernard Duckworth.
Museum Visits: During the year, the program of
visits by interested clubs and others continued
to be very successful. The help of Ian Cowie in
this program is again much appreciated.
Museum Membership: As at June 30, 2017, we
had 161 financial members, a reduction of 3 for
the year.
Deceased members: Unfortunately, during the
year under review, the Museum lost a further 3
of its very good members – James Garay, John
Ilett and Gary Sunderland. Each of these
members were great supporters of the
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Museum and contributed over many years to
the gliding movement.
The Future:
In addition to continuation of the refurbishment and
painting program, the relocation of gliders into the
adjoining Geelong Gliding Club hangar in an area
allocated to the Museum under the terms of the will
of the late John Buchanan (this will make possible
the relocation of gliders currently stored in trailers),
and the archiving program, the completion of the
fabric shop, depending on the availability of funding,
will be a high priority. Our next major challenge is
the establishment of a public gliding museum, for
which significant funding will be required. I look
forward to your continued help and support in
meeting these objectives.
Office Bearers: Office bearers for the year were as
follows:
President – David Goldsmith
Vice President – Jim Barton
Honorary Vice President - Alan Patching
Secretary / Treasurer – Graeme Barton
Other Office Bearers – Ian Cowie, Trevor Odering
and Bob Wyatt.

Unfortunately, due to serious medical problems, we
lost the valuable assistance of Bob Wyatt during the
year. We are certainly very indebted to Bob for the
outstanding contribution he has made to the
Museum and wish him well for his recovery.
As reported in previous years’ annual reports, we
continue to enjoy very widespread support from the
gliding community and from others who are not
directly involved in gliding

Retiring Committee member
Bob Wyatt in the workshop

National Aviation Museums Conference
The National Aviation Museums Conference was held at
the Civil Aviation Museum at Essendon airport on 7th
and 8th October 2017. This is a group of volunteerbased aviation museums from around Australia.
Graeme Barton represented the Australian Gliding
Museum. An important matter discussed was the
establishment of a national aviation museum on a
decentralised basis, similar to that used by Australian
maritime museums. Conference delegates visited the
Australian Gliding Museum after the close of
conference proceedings on Saturday 7th October for a
barbeque dinner. Vice President Jim Barton welcomed
the visitors who had ample opportunity to look through
the Museum hangar and workshop under the guidance
of Hal Hopkins, Jim Barton, Graeme Barton, Trevor
Odering, Alan Bradshaw, Terry McCarthy, and Bernie
Duckworth. Special thanks to Sylvia Sharman for
organising the dinner.

Vice President Jim Barton addressing
Aviation Museums Conference visitors

Workshop Manager Trevor Odering (centre) discussing
repairs to the Dunstable Kestrel rudder with visitors.
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Vintage Rally and Museum Open Day
2017 Melbourne Cup Vintage Rally
From David Goldsmith

AGM’s Woodstock and AS K4

Peter Raphael in the Maupin Woodstock waiting
for a launch. Peter Champness stands by.

The Vintage Rally at Bacchus Marsh Airfield
commenced on Saturday 4th November and finished
on Melbourne Cup day, Tuesday 7th November, with
the Museum Open Day on Sunday. This year the
weather co-operated for the first two days, but
became rather windy on Monday and Tuesday. With
many visitors, some from interstate, the comfortable
clubhouse was well patronised and provided
convenient accommodation, while Stoney’s Pub
provided a pleasant watering hole with delicious
evening meals.
On Saturday Bob Hickman launched first in his
Boomerang, followed closely by Garret Russell and Dave
Goldsmith in the Geelong ASK-13. How long is it since
an ES-56 Nymph has been seen in Victorian skies? Peter
Rundle from Central Coast (NSW) was delighted to fly and show the results of his labour of love, having saved
the prototype Nymph from demolition along with its
roost in the ceiling of a Sydney furniture showroom.
Then followed Peter Raphael with his bright red
Cherokee II from Bendigo. Vintage flights were made
throughout the rest of the afternoon, with Ka6 owner
John Mackley returning to get current again in the ASK13 after a few quiet years, and Rob Moffat enjoying a
flight in the Nymph. Bob won the certificate for the
longest flight, 1 hour 47 minutes, and also the award for

Leigh Snell and David Howse with the AS K4

longest distance after reaching Fiskville. Best height was
awarded to Garrett Russell who achieved 5,400 ft in the
ASK-13.
Sunday David Howse soared the Museum’s Schleicher
K4 2 seater during an evaluation flight after completing
its Form 2 inspection. Peter Rundle scored the longest
flight with 2 hours and 6 minutes in the Nymph, also
achieving best height. Peter Raphael flew the Museum’s
Woodstock for over an hour, achieving best distance for
the day. Jenne Goldsmith introduced a gliding
newcomer to the pleasures of the ASK-13, as did Rob
Moffat. Leigh Snell with Sylvia Sharman, and Wayne
Mackley with Sue Snell, enjoyed the opportunity to fly
the K4. Monday and Tuesday brought a strong gusty
wind so the vintage crowd took it easy, but not so the
following weekend when more good flying was done in
the Nymph, Cherokee and ASK-13.
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Australian Gliding Museum Annual
Meeting and Open Day

it off and enjoying many laughs along the way. Oh, by
the way, it flies very sweetly and landings on the skid
are delightfully short!

From David Goldsmith

Peter’s talk was well supported with photographs on
the big screen, in the Museum’s theatre area. Following
lunch guests were invited to return to the theatre area
where Russell Darbyshire showed a fascinating movie
and talk about an organized tour of the air museums of
the former iron curtain countries.

AGM members attending the annual meeting

Sunday’s Museum day attracted almost 50 local and
interstate members and friends, the atmosphere was
friendly and informal and accompanied by good food
and an interesting program.
At the Annual General Meeting a vibrant year was
reported, with the paint shop settling into service and a
toilet block/equipment shed approaching completion.
There are now 63 gliders in the collection and often
over twenty volunteers joining in, with Tuesdays and
Fridays our regular working bee days. While we have
lost our major sponsor due to his retirement, GFA has
come onboard with some much appreciated funding to
assist the running of the museum, and many local
businesses assist with sponsorship.
Apart from preserving our gliding heritage, the Museum
is also working to preserve wood repair and fabric
working skills with traditional and modern materials
(glues, fabrics & finishing processes) as necessary.
Wood & fabric courses are run each year to train people
in these valuable skills to assist in the maintenance of
Australia’s older gliders.
Interesting presentations were made to a large crowd.
Before a delicious BBQ lunch, Peter Rundle showed us
how to obtain a free glider from a demolition site and
finish up with an immaculate historic aircraft that draws
crowds like free beer. An excellent story that can only
leave one impressed with the skill, determination and
humour of the small group who carried out this almost
monumental transition. A big “well done!” to Peter
Rundle, Rob Moffat, and John McCorquodale for pulling

Peter Rundle talking about the Nymph rescue

Peter Rundle’s recently restored ES 56 Nymph was on display
at the Open Day and was flown at the Vintage Rally.

Museum Courses
From David Goldsmith
Immediately following the Vintage Rally, the Museum
launched into a four day fabric course followed by four
days of a wood repair course. The fabric course
presented by Jim Barton with Trevor Odering’s
assistance included the full recovering of a vintage
Kestrel wing, elevators and an aileron, as well as
informative presentations by Russell Darbyshire, until
recently the Stits Polyfibre Australian Agent, and Brian
Gooden, the Australian and New Zealand
representative for Oratex fabrics. The minor wood
repair course was presented by Peter Raphael, Peter
Rundle and Greig Wanless and included tool care and
sharpening, glues and materials, scarfing, practical
training on timber and plywood, patch repairs on a
grounded Ka6 wing, and steam bending of ply.
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Museum People
Mal Alexander talks about his
gliding experiences with the
Gliding Club of Victoria.
Recently, Dave Goldsmith interviewed Mal Alexander as
part of the Museum’s oral history program. Mal is a life
member of the Gliding Club of Victoria and one of a few
glider pilots still around who began gliding when
primary gliders were being used for training novice
pilots. Mal became interested in flying when he was a
young country lad during the war years. His active
gliding experience commenced when he turned 21 in
1950 and spanned about 35 years. Mal, as it happened,
did two periods of initial training as he retrained on the
Club’s Slingsby T31 when it was introduced about 1953.

In effect, he “went solo” twice under solo and dual
training approaches. He became highly regarded as an
instructor and cross-country flyer. He regularly entered
the national gliding competitions in the 1960s. Mal met
his wife, Joy, through gliding. For a time, gliding was a
common pursuit, with Joy doing her own flights and
supporting Mal, particularly when he flew cross country.
Mal has flown many aircraft types spanning the
development from wire, wood and fabric to slick
fibreglass designs in an active flying career of over 35
years. Mal has retained his passion for gliding. He is a
regular volunteer at the Museum and in the course of
the business of restoring airframes and at lunch and tea
breaks has shared his gliding stories with us. We have
found Mal’s stories very interesting and we hope, based
on the following edited extracts from the interview, that
you will too.
Bernard Duckworth (Editor)

Mal Alexander and Dave Goldsmith
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Mal, what prompted your interest in flying?
My father had a vineyard – Coomealla -which was only
9 miles away from 3OTU at Mildura airfield. During the
war there were aeroplanes galore around the place.
Every Saturday morning we would sit on the fence
watching them. I always wanted to fly.
Wirraways, Kittyhawks and that sort of thing?
Yes, one day when five Beaufighters came through …
one of them was so low it was sucking up dirt with its
prop and there was a Hudson there, a passenger
Hudson, and they had to lift up over that - it got a bit
exciting sometimes. They were mad fliers. There was a
mid-air collision near our farm during the war and one
bloke was killed. Also, I saw a Kittyhawk spin and crash.
That’s why my mother did not want me to fly.
You had a couple of passenger flights before you were
21?
Yes – two of the first ones were in the Merlin ... then I
didn’t get another passenger flight until they built the
T31 and started again. In the meantime, I had done
some flights in the UT1 – did four circuits at Benalla – in
the middle of summer it was a bit hair raising.

blew off and my eyes watered and he cut the power so
I hit the ground quite hard.
OK
That was my first solo.
Was that the first day you were on the airfield learning
to glide?
Oh no – I had been in the Club a couple of years by that
stage.
How many ground slides did you do before they actually
lifted you?
Only about 10 – once I could keep it straight they
accelerated (the winch) so I could get off the ground.
That was the last flying we did there. We then moved to
Little River and took the primaries and winches and
everything down there and so my next flights were to
100 feet and not having flown for about 9 months a
horrified instructor said he had a plan view of me on my
glide. He was driving the winch – I was a bit steep - I
remember him saying look at the horizon not the
ground. After that I flew reasonably. Yes, I got through
the day!

But going back to the start you had a couple of
passenger flights and then when you were 21 you were
allowed to ... your mum agreed that you could go flying?

That was in the Utility?

No, she didn’t agree but I went flying anyway. I had to
fly.

And the same winch?

No, the Primary.

By a winch; we had the old Dodge winch then and it was
set up at one end of the paddock and the Instructor
drove the winch so he could slow you down or give you
speed whatever you were doing.

One of the old Dodge winches – we had a couple of old
Dodge winches -Dodge fours – 28 Model – one was an
Essex. And the next lot of flying I did was in the UT1 …
at Little River and up at Benalla – no Benalla was the
next lot, that’s right … at Christmas. The lift there was
quite huge. I had this flight where I got off the tow into
enormous lift and I did not know what to do with it and
I just flew straight and got out of it … it picked me up
and tossed me around. I did not know too much what
was going on there. I got out of the lift and did a circuit
but half way around I was down to 600 feet and I turned
in and landed across, which was a modified circuit as it
turned out, which was the right thing to do as I would
never have got to the other end.

Yes

Yes

And I remember the first time I got off the ground I
apparently got to 2 feet – it felt like more but my hat

From then on, we flew there for quite a while at
Christmas camps and ended up doing quite a few
circuits with nothing more in the way of lift and then we

What about your first training flights?
They were on a Primary in a back paddock at Fawkner,
at the Dowling’s place. It was a couple of 100 yards long
and I did ground slides for a start, where you got
dragged the full length of the paddock - had to keep the
wings level and keep the thing straight.
Towed by?
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stopped flying for a couple of years while we built our
T31. There were Christmas camps up there but because
I was not flying I did not do much bar working on the
T31 and had a couple of trips to Benalla. There was no
two-seater then. They had crashed the old two seater.
The Merlin?
The Merlin … and then it was sold off – that’s why we
pressed on with the T31 – and eventually we got the T31
finished and I started instruction in the T31 then with
Jim Barton who only had 15 hours in gliders … but he
was a power pilot as well. And there was Pat Bourke
who used to instruct for the Royal Victorian Aero Club,
he was the other instructor. It was those two
(instructing) when I got started on the T31. Could never
soar the thing – flew like a brick I reckoned but we found
out later that the clubs that bought it from us filled the
aileron gaps and they said that it performed
marvellously.

Not bad
He won the Australian championship that year … there
was not a contest … just put in best flights … so Ted
could fly.
From then on, our instructing changed because he was
a trained instructor – there was a big difference ... quite
a few got solo under him.
First solo … when was your first solo?
December 30, 1953
A bit to celebrate that year.
Yes ... so Ted sent me off
That was in the T31.
Yes
I see not long after that you were in the Grunau Baby 2.

In those days they were towing on a 400 foot rope.

Yes, once I had got solo and I had done about 10 circuits
on the T31. It was the Grey Grunau with no wheel, just
a skid.

Gosh – you would have trouble seeing it (the Tug).

Right

The funny thing I remember being up with Pat Bourke
and we lost the tug – it was under the nose. So (using)
a 400 foot (rope) was a drastic way to learn because if
you got slack … you could get a big jerk, and then it
would go slack again. After that … quite a few years
later … they dropped down to 90 foot rope … it was
dead easy … you did not get any trouble … of course I
could fly a bit better again … the long rope was a
menace – it could droop down (sag) 50 to 100 feet

And no dive brakes for landing.

What was towing like then?

And then, just after my training at Benalla, Ted
Desmond came back to the Club … he had been in New
Guinea for 3 years as a meteorologist but he was also
an air force trained instructor; he used to be a trainer
on Airspeed Oxfords. And he was glider mad. On his first
week back in the Club at Christmas time after 3 years he
jumped in the Grey Grunau and nominated Seymour
and back and he got it
Good grief!
And he did not leave until 3 o’clock in the afternoon
Yes
120 miles

Side slipping?
Side slipping; but you had to hold it off until it stopped
flying. If you pushed down early it banged and bounced
and you pushed the stick down again and it would
bounce again. You learned how to land properly in a
Grunau with no wheel. You would have to put it down
at minimum speed. If it was too fast, it bounced off.
So that was the one the Dowling brothers had built?
No. This is the one that the Club imported from
Germany… in 1937. The one that the Dowling brothers
built was the Blue Grunau … and it had a wheel and dive
brakes … the Grey had nothing … but it was lovely to fly.
This is 1954 – you were flying the Grunau and also the
T31
I flew my first passenger in the T31 … it was Jim Barton
… I was flying in the back seat … and a fellow I used to
give a lift in my car he was my next passenger … my first
official passenger.
How many hours did you have then?
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Under 3 hours. Not like today. Here I am supposed to
be flying a passenger - but I was teaching him to fly. It
was Gordon McLaughlin. He was about 12 years old.
Yes.
And when he was about 18 we took up a collection and
made him a member – he lived on the airfield and he
ended up flying with the Club for quite a few years.
And we got the second Grunau. It was the first one
Schneider built when he came out here (to Australia).
OK
We had all this kit for a Grunau Baby so they sent it to
Schneider and got him to build it and he changed the
wing section to make a deeper spar and it was stronger
than the other Grey (Grunau). “Grunau 3” it was called.
We had it red and silver.
Somewhere about this time I was told that a Grunau
Baby won’t spin. I was coming down the downwind leg
so I pulled back the stick … and I kicked the rudder to
see what happens ... and it was spinning.
Well that was pretty exciting. And how did it go?
Obviously, you recovered before you hit the ground.
Oh yes – it only did one turn and I had it out – opposite
rudder – forward stick and did the circuit and landed.

Well it was … it flew like a fighter plane … the feel was
fantastic after the T31 and the Grunau where you could
put the stick where you liked without much effect … you
know.
So, you are driving up to Benalla on the Hume Highway?
Each weekend.
Staying overnight at the Club
Yes – we slept on the hangar floor until we got one of
these army huts and we moved into there … and we had
to have these working bees to put the beds in and all
this sort of thing.
Yes.
The Club was really progressing at this stage … we had
got the Kookaburra and within I suppose a year we had
another Kookaburra … with accommodations and so on
it was growing all the time.
Did you get a C certificate, a Silver C, at this stage?
Yes I got the C certificate early. For the Silver C
distance, I flew to Yarrawonga from Benalla in the
Nymph.
And you landed…
Landed on the racecourse.

So, you got back to the airfield.

Yes

I was over the airfield – everyone says you can’t spin a
Grunau … and then Owen Lewis, who was the
instructor, jumped in it and (by aerotow) went to 3000
feet and spun it 8 turns.

And in those years, I started flying nationals which was
a big learning curve. The first one I flew in was at
Gawler. I was flying the Nymph; that was our best
machine in those days.

There you go!

Highly competitive

Did you do an instructors course?

Four of us … or was it five of us went over … Bruce
Northeast … Gordon McLaughlin … Roy Sellers … and
myself. Four pilots flew it on different days over there …
and of course Joy was with us … and it was quite an
experience.

No … there was no instructors course apart from various
briefings on the drome and the like. Anytime there was
anything on about instructing I would go. And I was
teaching this young bloke to fly unofficially and I learned
a lot doing that.
Well you don’t know it until you teach it, do you?
Yes. He turned out a good flyer.
In April 1955 out came the first Kookaburra.
Very good … so was the Kookaburra an exciting event
for you … the great leap forward?

What sort of car were you using to tow it?
We had a Simca Aronde… which is only a 14 horsepower
and it had the Nymph on the back and us 5 people in it.
Joy went with you?
Yes
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Golly … it was quite a small car the Simca.
Yes … it pulls well though … it was pretty new … and one
day Roy Sellers landed over at Ouyen from Adelaide …
it was a fair distance … about 250 k … and we got there
just before dark and so we all slept on the spot because
we could not get back that night and we had an old
parachute to put over the car to go camping so we gave
that to the two boys who sat out … one slept in the
cabin of the glider … and another on the trailer … and
Joy and I in the car … because we could fold the seat
down and have a double bed … but the mossies drove
us all mad … and when we got up in the morning and it
became daylight we found that we had sprayed yellow
spray all over the inside of the car.
Oh really.
And on my first flight in Gawler, the flight I got was
Gawler, Waikerie and return. I got a pretty rough ride
and I got airsick of course like I used to and I was doing
all right. I got up to Waikerie and turned and on the way
back the lift was very strong and rough and I got to the
point where I wasn’t feeling very well at all and I was
trying to rest my head on the top of my hands on the
stick. I would do that for a couple of second and I would
look up and the horizon is way out here somewhere.
Prior to that I had gone to some doctor and he gave me
these tablets to stop being airsick. He did not know
what side effects they had. I felt shocking and I chucked
them out. On the way back, I had to land. I could just
not keep going. It was dangerous to keep going. So, I
landed … just near the Murray River at Mannam … (As I
prepared for this landing) I was coming into this
paddock and it looked (like) 50 acres of something nice
square and green and as I lined upon final I could see
that it had ridges in it. It was a flood paddock.
Oh dear
So, I just went over the fence and landed on the dirt
road and pulled up at the stop at the end and I got out
and because of my condition I walked straight into the
river clothes and all.
Oh

Yes … three quarters of the way down the list ... that did
not matter …I had competed … I was a long way from
being a star … I was a trier.
I’m not sure the date of those first comps in Gawler …
and after that we flew nearly every year in the comps
somewhere.
You have also got some interesting flights here … I see
in 1966 you flew the “Come and Get It” trophy from
Benalla to Bacchus Marsh. It must have been quite an
intrepid flight. What was that in?
The red KA6. Yes, I headed up and I took two and a half
hours to get to Seymour. It was not a very good day and
I looked at the time and I thought I will never get there.
So, I left the thermal I was in, cranked the speed up and
I got all the way there. I never got over about 3000 feet
for the whole trip. It was a straight glide all the way.
And you were above the hills at Gisborne?
Yes, about 1000 feet clear of the hill.
And that gave Benalla the “Come and Get It” trophy for
a little while?
Actually, the same day another KA6, a VMFG KA6, flew
down with me. He was on the same flight. The pilot got
out and argued that he had done it better - faster than
I did - and he should get the trophy and I said; “What’s
the trophy called?” “It’s the Come and Get It Trophy”
and said “I came and I get it!”
And he was flying home, was he?
He came up the day before and got it … and I came back
and took it off him.
OK – so that would have been fun anyway.
I see that you have got your Gold C distance also in 1965
to West Wyalong … was that in the KA6?
Yes … the white KA6 … Yes … I had … there was a cold
southerly blowing and I didn’t fancy getting around the
triangle and I thought I would go down wind to … and
as it turned out as the day got on it got warmer and the
lift got stronger and stronger and I rose up at 6500 feet.

You know what the temperature was? It was 115
degrees Fahrenheit in the shade. No wonder I was
crook.

And had a tail wind?

So how did you go in the comps – your first comps, was
it?

So, you had a long retrieve then?

Yes
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Yes.
OK
A funny thing happened on that flight. I landed on the
bitumen strip at the airport there at West Wyalong and
I brought her down going to grease her down in a nice
position and it bounced and I could not stop her
bouncing. I never had it bounce like this in my life. I
ended up with the stick pulled full back and it was still
bouncing front wheel to skid … couldn’t believe it … had
a look to make sure nobody was watching.

and I hit a wacking great thermal and a quick glance
around I was in to a narrow paddock with two fences
behind me and I just had to go on, I dare not turn.
Oh Really
There was no space I could get to so I had to land
straight ahead … and being a farmer by that time I go to
the nearest house and asked to use the phone and his
first question was “Can you drive a truck?” … they were
bringing in the hay. I was still loading hay when the crew
turned up!

And what was the cause of it? Did you get to the bottom
of it?

Paying for your landing fees. So, I see here in 1968 you
had a wave flight at Benalla.

No. Never worked it out.

Yes, that was a ripper that one. Yes. I had a trainee in
the Blanik, Mark Bishop, we were doing the training
flight and we talked about the possibility of wave and so
I said are you prepared to try for a wave fight … I said it
put the price up and I would pay half … and so away we
went and were towed almost out to the gap and we let
go in climb and settled into a wave … one was there …
it was the Foehn gap between two rows of cloud …
across wind … and we went up through that gap and you
looked out over the clouds and I remember the tops
looked like licked ice cream they were that smooth on
top. We stayed in this gap and went up to 4500 feet and
after a while we started losing height and dropped
down a bit, got down to about 2500 or something and
we were taking turns trying to get out of this downward
(sinking air) and we gained 100 feet and lose it again.
And while Mark was flying I got out a packet of sultanas
and I drew the wave on the back and put a little rota in
the middle and the penny dropped; we are in the rota
… we were going up and down like this and I said
straight into wind and we flew into wind for about 20
seconds and back into the lift again and back up to
about 4500 feet.

Tell us a bit more about that flight as far as your contact
with your eager ground crew goes. How did they know
you hadn’t landed 50 miles back behind where they
were?
They (Joy Alexander and Graeme Barton) didn’t … they
rang back every hour or two for a message.
To the Club?
Yes, and when there was no message they just kept on
going. I landed and I rang back and they were near
enough to come to the drome then. I don’t know
whether they rang back at that time or not.
OK
I took six and a half hours and got to about 7000 feet on
the way but as the day went on the lift got stronger and
stronger. Maybe I could have done the triangle, but I
don’t know.
These days of course with various technology it is a bit
easier to chase gliders but there you were out there
chasing them and relying on you reaching a house that
has got a phone on and ringing back to Benalla and
someone being there to answer the phone and not out
on the field.

It is interesting also that you were instructing Mark and
teaching him to fly the skills of aviation and he went on
to become a chief captain of Ansett airlines and other
airlines … absolutely.

That how we did it in those days. There was no other
way without radio.

I didn’t know that.

Any other stories about that sort of ground crew or
anything like that?

I understand that
championships.

I landed out one day in a Super Arrow, 150 kilometres
north of Benalla, and I was coming in to land in this field

Yes … it was a big thing with me … I always liked to go to
the nationals … there you’re competing against better

you

flew

in

10

National
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pilots all the time and I flew cross country, you know …
yes … always liked the nationals.
Right
Never won anything.
What did you fly after the Nymph anyway … Boomerang
…KA6?
The third nationals, I probably flew the KA6, I think.
You got into a nice aircraft.
Yes, that would have been at Narromine. Yes, I flew a
KA6 at Narromine … the white KA6 up there … and three
pilots on that one … she had the team.
That’s a good way to do it because you have got a crew
… you have got some mates to get around there.
And at that time, we had a bit of rivalry between the red
KA6 and the white KA6 and I was pleased to say that I
beat the red KA6 that day but we found out later on that
they were trimmed slightly different; on a strong day
the White would win … on a weak day the Red would
win.
Well that’s fascinating and were they both out of the
same stable, was one an ES KA6 and one a Schleicher
KA6?
No, they were both Edmund Schneider (built aircraft).
So, tell us about your last nationals.
Waikerie … a Libelle I was flying there … and I plodded
along all the time … got home most days … nothing
special except the last day which was one of the best
flights of my life. We had a sea breeze forecast and we
had a square circuit to complete, I think it was about
400 kilometres and I had come out of Burra on the way
home. I got fairly good lift in Burra. The hills in Burra
get higher as you leave the place. I left the thermal in
Burra and raced down the ridge and looked over the
side and there is a lady standing in front of a house. My
God - I’m showing 2500 feet. It looked 800 feet and so I
turned and went back to the thermal I had just left, took
it to 4500 feet. Then I headed out across the plain
towards Waikerie. Now this plain is about 60 kilometres
across with one house in the middle and I left Burra at
4500 headed out there. It was a straight smooth glide
all the way. The sea breeze was in and I arrived at the
Gums homestead at 900 feet where there is a bitumen

road. There were 18 gliders next to the house in the top
paddock, the one that had the crop cut. I got lift and I
started using it. When I got to 3000 feet I was about 6
kilometres out over the salt bush and I glide it in and got
the same again and I kept doing that all the way back to
Waikerie.
Really eh
Yes. I got there. And while I was at the Gums another
aircraft came up …and I knew him … he was circling with
me and he disappeared and 10 minutes later he radioed
and said will you call me in, I have landed at the Gums.
So, the next day I picked him up and said what did you
land for and he said there was nowhere else you could
land and I said: “I wasn’t going to land!”
Obviously, you were a determined competitor.
Yes. Well the flight from there to home was probably
another 2 hours at least … back to Waikerie … and I
circled on everything I could find … and I remembered
my wife calling up on radio and said where are you and
I said 5 kilometres west of Morgan and in another half
hour she rang up again and said where are you and I said
5 kilometres east of Morgan and I’m trying to keep
plodding along and I’m a little bit weary. Before you get
to Waikerie, 10 or 15 kilometres out, there is a little
forest and 3 times I tried to get across that forest. I
would get down to 1200 feet in the middle and then a
dive back to get this little weak lift I had beforehand and
the third time I went back there were gliders on the
ground in the paddocks. And I’m going back there and
I look up and there’s a little cumulus, one little cumulus
10 yards across appeared in the sky back where I come
from, and that’s the only one I had seen all afternoon.
So, I bumped along and got back to it with the altimeter
showing 1200 feet when I got there, and I hit the lift.
Just before I hit the lift the IS29 came in from the right
underneath me and I expected him to get the lift but he
started trailing dust - he was on the ground. And I
reckon he was no more than 600 feet below me and I’ve
got 1200 on the altimeter. Anyway, I banged into the lift
and up I went to 5000 feet and did a straight glide all
the way back to Waikerie.
Fantastic.
I got to 5000 in that lift. It was a beautiful evening
thermal, you know. And another funny thing happened.
I went into the inversion which was yards deep at dusk
and I didn’t want to get any higher so pushed the nose
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down out of the inversion. I found Waikerie and got a
spit line I could get home on. I looked at the airspeed
indicator and because the dial goes around twice I did
not know whether I was 55 or 110. I’m rocking the stick
trying to feel what I’m doing and it did not feel like
either. Anyway, Waikerie was still in front of me so I just
sat there all the way in right to the fence and pulled the
stick back and we were 110.

That was a very interesting flight, one I will never forget.
By the way, I came in 9th out of 52, 43 landed out, I was
the last one home. And the first group who were fasties
like Ingo (Renner), and all the 16, 18 metre machines,
they all got the sea breeze of course, and they got back
in front of that sea breeze and they were back in 2 or 3
hours before me.
Gee wiz … you came home the hard way … fantastic.

Really, that’s a good speed.

The Utility glider (UT1) designed for the GCV by Norm Hyde

GCV members with a Primary glider at Fawkner in the late 1940s. In
the background is the GCV winch attached to the Dodge delivery van.

The GCV’s Slingsby T31

The Merlin 2 seat trainer designed and built by the GCV.

Mal Alexander flies the GCV Super Arrow

The Grunau 2 imported by
the GCV from Germany
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The Laister Kauffmann LK-10A (TG-4A) – VH-GDE
From Bernard Duckworth
It has been said that “Old LKs never die …
they just get modified and modified and
modified” [Allen MacNicol, Soaring, July
1966, p.13.]. This could describe the
Australian Gliding Museum’s LK, subject to
a qualification that it survives in a nonairworthy condition. There are some LKs
flying and on display in air museums in
North America, however, the AGM’s LK is
the only example of the type imported into
Australia. It is a unique sailplane. The LK was
sourced from the United States in 1952 by
Ric New of Perth, Western Australia.
Ric New and his early flying
Ric New was evidently a man of
considerable
initiative,
drive
and
resourcefulness.
In the 1950s he
established brickworks using local materials which grew
such that it supplied a majority of bricks demanded by
the market in Western Australia.
It was much earlier that Ric New started gliding. In 1937
Ric, with some friends from the building trades (Jim
Brabazon, Les Sergent and Harold Luckly), built a
primary glider from scratch: a Rhon Ranger. With no
prior experience, they learned to fly the glider at Lake
Pinjar north of Perth using a car and 100 feet of rope for
launching on the flat dry terrain. Facilities were

The LK10A at Cunderdin, Western Australia

established at the site to house the glider and the group
adopted the name the Pinjar Soaring Club. By the time
winter arrived in 1939 the group had mastered flight in
the Rhon Ranger with launches to about 1000 feet.
Ric New and his fellow Pinjar gliding enthusiasts quickly
recognised the need for a better class of glider capable
of soaring performance and during the winter of 1939
they built a Dunstable Kestrel which they had finished
by the end of that year. It was one of the few higher
performance gliders in Australia in the late 1930s – early
1940s.
After an initial setback involving repairs to fix the impact
of a spin-in accident, the Kestrel gave good service until
about 1941 when the Pinjar Soaring Club were forced
to cease gliding by wartime measures that resulted in
trenches being cut into their Pinjar site to prevent it
from being used as a landing ground by the Japanese.

Ric New with his Dunstable Kestrel

In the post war recovery period, there was a scarcity of
many things including gliders. Gliding clubs and
individuals in many instances looked for ways of getting
the better performance from what they had. This was
driven by increased interest in thermal soaring and
cross country flying and a competitive streak amongst
pilots who sought to fly further and higher.
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In 1945, the Kestrel and the Club’s primaries came out
of storage as gliding resumed. The Pinjar Soaring Club
became by transfer of equipment to a new entity, the
Perth Gliding Club, and its operations moved to
Caversham. The Perth Gliding Club changed its name to
the Gliding Club of Western Australia in 1948. Ric New
gave fresh life to his Kestrel by implementing some of
the ideas for cleaning up aerodynamics and flew it
competitively. However, it was not long before Ric was
again looking for something better to fly and he sought
out an LK 10A from the United States.
The LK arrives and makes an impression
The LK 10A (labelled the TG 4A by the US military) was
a solid two seat trainer and could be acquired cheaply
in the United States in the late 1940s. In fact, the LK
Corporation essentially failed in its attempts to market
a modified civilian version of the LK 10A in the 1950s
because the flood of cheap gliders that had come out of
the army stores. That is not to suggest that they were
necessarily a cheap or easy option for an Australian
buyer. In addition to freight and related import costs,
there was a need to get an import licence at a time
when foreign currency restrictions were in place and
secondly Australian Sales Tax apparently needed to be
paid on the transaction. It was reported that the cost
to Ric of the LK was about £1400 by the time it arrived
in Perth in March 1952.
It is understood that Ric’s glider was pretty much a
standard LK when purchased. However, photos said to
be taken soon after arrival of the aircraft in Australia
shows that the steep front screen of the canopy had
been replaced by a more sloping one. It is not known
whether this was done before or after importation.
Reports in Australian Gliding in 1952 written by Ric New
give a favourable impression of the craft.
Laister Kaufman Two-Seater
Ric New’s sleek L.K.10A two seater arrived in Perth
at the end of March, and it is understood that test
flights took place on Sunday, April 6 from aero-tow
launching.
The new sailplane has been imported from the
United States, and is one of the many two-seaters
which were built during the war for training glider
pilots in the U.S. Army.

With a gliding angle of one in 23 and a minimum
sinking speed of 3 f.p.s., the L.K. is expected to put
up some good performances. It comes complete
with full instrumentation in both cockpits, and two
parachutes are included in the equipment. Ric’s
Kestrel, which holds the W.A. distance record has
been sold to W. Williams of the Gliding Club of
Western Australia.
Flight Report ----- Soaring the Laister Kauffman
I have been asked to describe my recently-acquired
L.K., its flight characteristics, etc., but never having
flown high performance machines I cannot give any
comparisons.
The L.K. is a two-place, dual control, tandem seat,
with a 50-ft. span cantilever mid wing. It has the
popular American tubular steel fabric-covered
fuselage, plywood and fabric single-spar wing and
tail assembly. It weighs 500 lb. empty, has an
aspect ratio of 15, and flies at approximately 40
m.p.h. It is easy to rig as the wings are not
cumbersome or heavy, and the fuselage has a
landing wheel for ease of handling.
The first flight was a soaring flight of 26 min., which
was terminated from 2,500 ft. only because the
lunch gong had sounded.
I was pleasantly surprised with the performance
and would say that the sinking speed solo at about
40 m.p.h. would be about the same as the modified
Kestrel, which is perhaps slightly better than the
standard G.B. II. As the L.K. flies much faster than
the Kestrel or G.B. the gliding angle appears to be
quite good (most American lists say 23 or 24 to one
with the present modifications.)
Like the Kestrel it is perhaps too sensitive on the
elevator controls, and the aileron control is heavier
than Kestrel.
Adverse yaw is quite noticeable, particularly on
landing on tarmac when the machine is rolling on
the wheel. The yaw does not prevent a reasonably
quick turn providing adequate speed is maintained,
and it was found easy to circle in thermals.
Although I have not spun the L.K. a very noticeable
stall vibration occurs when flying it too slowly. I am
more pleased with the L.K. but disappointed that
difficulties raised by Government Departments
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should practically prohibit the importation of
machines which will have a beneficial effect on
gliding in Western Australia. Sales tax of £180,
charged at a rate of 33 1/3% was paid on this
machine even though it is obviously a dual-control
trainer. (Condensed from “Glidabout”, Official
journal of the Gliding Club of W.A.)
It was not long before the LK demonstrated its
capabilities as a cross country soarer. On December
30th, 1952, Ric flew the LK solo from Dowerin airstrip to
Wongan (34 miles) in an attempt to get to Dalwallinu
(72 miles) and back. He did better the next day
completing the Dowerin / Dalwallinu out and return of
144 miles in 5 hours and 5 minutes and became the first
“Silver C” pilot in Western Australia. On January 1st, Ric
New and Geoff Higginson flew the LK to the Wongan
Hills and back reaching a height of 10,000 feet. And on
January 3 1953, Ric New did another long flight in the
LK of 134 miles to Perenjori. At this meeting, the LK set
5 records in all: State height and distance records;
National record for solo out and return; two-seater out
and return and two seater height records.
It is interesting to note that Ric had already started
modifying the LK at this stage: In his contribution to the
March 1953 edition of Australian Gliding, he reported;
“ … the L.K. has recently renewed perspex in the
canopies with even contours and smooth flush joints.
Also, the wheel has been faired and the wings and
leading edge have a highly polished rubbed lacquer
finish.”

In the summer of 1953 / 1954, the LK continued to
notch-up long flights. The feats in the LK were reported
in the daily papers. During the record breaking flight
referred to in the West Australian, Ric New failed in an
attempt to break a world out and return record of 260
miles despite managing to stay aloft for over 7 hours.
Reconfiguring the LK
The further, more radical, modifications to the LK were
probably made by Ric New in 1954 and early 1955. By
mid-1955 the glider had a completely different
appearance; it had been converted to a double bubble
canopy flat topped LK in line with the modifications to
LKs in the United States implementing Dr Gus Raspet’s
ideas for getting better performance from the airframe.
Dr Gus Raspet
During the war years, August (Gus) Raspet worked as a
research physicist in the aviation industry. After the war
ended, Gus Raspet was appointed
Director of Research by the
Soaring Society of America at the
time that it was involved in the
Thunderstorm
Project.
This
research into the hazards of
severe local storms for aviation
included a phase where gliders
Dr Gus Raspet
were used to explore cumulus
clouds marking the formation of thunderstorms. On
completion of the glider phase of “Thunderstorm”, as
Head of Research at the Aerophysic Institute Inc. he

A restored example of a standard LK10A in Canada
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studied the effects of airflow over an extended ridge on
Long Island. In 1949, he became Sailplane Projects
Leader at the Engineering Station at Mississippi State
College and from 1953 held the position of Head of
Aerophysics Department at Mississippi State College.
Gus Raspet scientific contributions extended to a
number of fields including aeronautics, meteorology
and ornithology. He intensively studied atmospheric
flight and applied this knowledge to develop theories
for obtaining greater aerodynamic efficiency. While
Gus Raspet’s most extensive studies in aeronautics
related to highly technical topics such as boundary layer
control, including analysis of laminar flows and lift
optimisation, he demonstrated a concern for the
practical improvement of aircraft. Sailplanes were often
used in this research work and his views on the
improvement of sailplane performance became well
known. The LK 10A (TG4) was one of the sailplanes that
were the subject of his studies, consultancies and
published articles.
Modifications to LK 10As in the United States
The LK 10A was designed with military training purposes
in mind and built to army specifications. When
designed and built, it was not known that they would be
sold for civilian use. In 1944, when the LKs became
army surplus, they were not covered by a civil aviation
licence. Laister-Kauffmann Company conducted the
necessary flight testing to determine the modifications
required to satisfy the C.A.A. even though it was not
wishing to acquire any of the surplus LKs itself or
produce any more of them. It had plans for a post-war
two place sailplane, later designated the LK 10B. The
company obtained the type certificate for the LK 10A
and produced a kit to simplify the process for anyone
wanting to convert a LK 10A in accordance with the
Type Certificate requirements. The kit included
materials and instructions for making the modifications.
In addition, the company would, if supplied the
necessary data, generate a weight and balance report
for the owner which would specify the correct ballast
weight to be installed in the nose of the glider.
It was once the LKs got into civilian hands that
modifications beyond those necessary for C.A.A.
licensing became to be made in the pursuit of better
performance. A first step along the modification path
was to install a more streamlined moulded canopy to
improve the airflow over the centre section. Dr Raspet

emphasised the improvement in aerodynamic
efficiency in doing this and also pointed to the further
gains that could be obtained by reducing the fuselage
projection above the top surface of the wing. This could
be done by removing the canopy and the top section of
the fuselage behind the canopy and lowering the
seating position of the pilots by lowering the seat or
reclining the pilots in their seats. A pioneering Flat-Top
modification of an LK 10A was undertaken by Eugene
Miller in 1948 and an analysis of its performance
compared to a standard LK 10A showed a significant
increase in efficiency but with the disadvantage of a
decrease in lateral stability at low speeds. Also, it was
found that the Miller Flat-Top would out perform an
Olympia sailplane at all speeds above 40 m.p.h.
The flight characteristics of modifying LKs were further
analysed using three flat top LKs constructed at the
Mississippi State College. Problems that were looked at
included, elevator sensitivity, wing tip stalling, adverse
yaw from the aileron system and rudder effectiveness.
Changes that were felt desirable to resolve the
problems under consideration were:
•

•
•

removal of the aerodynamic balances on the
elevator and moving them to the stabiliser and
making some stick linkage changes,
increasing the aileron differential ratio from 1.5
to 6, and
removal of the aerodynamic balance from the
rudder and re-attach to the fin.

The results of such changes were found to be as follows:
•
•
•
•
•
•

Longitudinal stability and stick movement were
improved;
Lateral stability in the stall were not materially
affected;
There was no need to consider slots or flaps to
improve lateral stability;
Directional stability was improved;
Rudder control could be readily felt through the
whole range;
Ailerons were not subject to any flutter with the
removal of static balances.

However, while there was improvement in the
directional stability from the changes, the tendency for
adverse yaw was still excessive. Increasing the size of
the fin and rudder was not a good solution to this
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particular problem as it would introduce other
undesirable traits such as increased spiral instability.
The specifications and performance data for the
Mississippi State College LK flat top “A3” are available.
This glider was a single bubble flat top with a handrubbed finish, a faired-in main skid, and with
streamlining behind the wheel. The aileron mass
balance weights and aerodynamic balances on the
elevator and rudder were removed. Gaps at control
surfaces were sealed. The maximum glide angle given
for the craft was 25.6:1 at 40 m.p.h.
As was the case with the Miller glider and the
Mississippi State College research gliders, some FlatTop LKs were flown as single seaters with a bubble
canopy over the forward cockpit and a flat panel over
the rear. Some LK owners installed two bubble
canopies to preserve the use of the LK as a two-seater.
The Miller and Mississippi gliders did not implement all
the possible changes calculated to improve
performance. The researchers at Mississippi State
College pointed to removal of the wheel, tip skids, and
substitution of a lower, better streamlined tail skid as
ways of achieving maximum performance from the LK.
Prompted no doubt by the potential for higher
performance, some LK owners took the modification
further by removing the underslung areas of the fin and
rudder and changing the fixed landing wheel assembly
with a retractable landing wheel. In some cases, LK
owners increased the length of the wings and fuselage,
changed the shape of the tail surfaces and redesigned
the fuselage nose and cockpit to dispense with the
bubble canopy. In some instances, the modified
sailplane did not look like an LK at all.

Modifications made to Ric New’s LK
In 1964, Neville Wynne of the Gliding Club of Western
Australia provided a list of things that were done by Ric
New to his LK:
The W.A. Gliding Club’s latest addition to its fleet is
the LK.10A, originally imported into Australia by Ric
New, of Perth.
Soaring pilots are now being checked through on
the LK, and the Club feels that it has a machine now
that can really go somewhere. The coming soaring
season, we hope, will prove this.
… the LK has changed its shape drastically long
before the club acquired it. It is interesting to note
the many improvements and modifications made
by Ric New. The most “worked on” LK conversion
in the world included such things as: flat topping
the fuselage to smooth the airflow out over the
wing root ends of the wings; the installation of the
twin bubble canopy; the reduction of the wing
incidence by 6 degrees; elimination of the
aerodynamic balances on the rudder and elevators;
and the elimination of the underslung fin and
rudder areas; fitting of a retractable wheel,
recontouring of the fuselage sides, bottom and
nose; shortening of the ailerons by one half, and
contouring of the wing.
The original LK had a gliding angle of 1:24, and
figures submitted to the late Doctor Gus Raspet, of
the Mississippe State University (USA) indicated the
new gliding angle to be around the 1:30 mark. Ric
had been in close touch with Doc. Raspet during the
conversion, and most of the work had been carried
out on his recommendations and advice …

A modified LK10A that was used for research at Mississippi State College in 1950
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It appears that a motivating factor for these
modifications was a desire to set a world distance
record in the LK. However, based on media reports, the
best that Ric New could manage in the flat-top LK was
235 miles from Cunderdin to Mullewa near Geraldton in
the wheat growing country of Western Australia, in
January 1957.
It is not clear that the radical flat top modifications
produced a better aircraft. According to Don Shaw, the
pilot had to be vigilant to control a tendency of the
glider to yaw. A Gliding Club of Western Australia
member Kevin Saunders, who had a number of flights in
the LK, also observed:
Original glide angle would have been around 1:25.
Ric had some work done on it that improved the
glide angle at higher speeds, but didn't improve the
handling. It was particularly sensitive in pitch and
required a lot of practice to land without bouncing
… I had a number of flights in it and found it quite
pleasant to fly, particularly solo when the C of G
was further forward.
The final changes
The LK was transferred to the Gliding Club of Western
Australia in 1964 where it was used for local and crosscountry flying. Notably it was flown at the WA State
Gliding Championships in January and February 1965.
The LK was then given a major overhaul and returned to
service on 16 January 1966. However, the LK received
less use with the arrival of the Club’s newly acquired
Ka6.

A photo of the LK is featured on the cover of Australian
Gliding in September 1966. The photo (see page 14
above) suggests that the landing wheel may have been
converted to a fixed (non-retractable) arrangement
during the major overhaul. Later on, the double bubble
canopies were modified to create a tunnel between the
forward and rear cockpits. The end came for the LK in
1971, as Kevin Saunders at the Gliding Club of Western
Australia informed:
It was damaged in a heavy landing in the early
seventies, and has been out of action ever since.
The wings are still in the roof of the hangar at
Cunderdin and the fuselage in Don Shaw's garage.
Subsequently, Don Shaw was instrumental in getting
the LK10 to the Australian Gliding Museum where it is
currently being restored for display.
Readers may be interested to know that several years
after parting with the LK10 Ric New imported a
Schreder HP10 in kit form, put it together and flew it at
Cunderdin.
Historical Significance
The glider, when restored, will enable the Museum to
exhibit an excellent example of a 1950s LK Flat Top. It is
also considered a significant addition to the Museum
collection because of its association with Ric New, an
Australian gliding pioneer.
[The references used by the author in preparing this article are
available]

From the Archives
Victorian Collections Day 2017
The annual conference for small museum and historical
organisations was held on Tuesday 14 November 2017
at Hamer Hall, Arts Centre, Melbourne. The Australian
Gliding Museum was represented by Graeme Barton
and Bernard Duckworth. Attendees were treated to a
full day of presentations from museum professionals on
topics including collections management, conservation
and exhibition skills.
The keynote speakers were Liza Dale-Hallett and
Catherine Forge, Senior Curator and Curator

respectively at Museums Victoria. Liza and Catherine
shared their work on uncovering the untold stories of
Australia's women of the land through the Invisible
Farmer Project.
It was a highly worthwhile conference for us as there is
much to learn from Museums Australia (Victoria)
experts and through sharing experiences with
representatives from other museums. We express our
appreciation to the organisers from Museum Victoria
for another successful conference.
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Correspondence
Anniversary of “Wanderer” Accident
To the Editor from Chris
Munn (12 July 2017)
The
2nd
August
marks/marked the 70th
anniversary of a gliding
accident at Fleur’s strip,
NSW that took the lives of
Jack Munn and Sid
Taberlet. According to
Allan Ash’s book, Gliding
in Australia, this incident
was instrumental in the
Jack Munn with his “Falcon”
formation
of
the
at Walgrove, N.S.W., 1945
Australian
Gliding
Federation. As Jack’s grandson, this event obviously has
great personal significance for me.
One witness to the accident was Jack’s brother and
fellow Metropolitan Club member and glider enthusiast,
Geoff Munn. Geoff was to never fly a glider again
because in his words, “I couldn’t do that to my mother.”
I had my first lesson in a glider last year-and in doing so
re-started a ‘Munn tradition’ after a 69 year pause.
Many thanks go to Peter (instructor) and the crew at
Southern Cross Gliding Club.

Editor: We thank Chris Munn for his letter remembering
Jack Munn and Sid Taberlet. For readers who are not
familiar with the accident concerned and who do not
have a copy of Allan Ash’s book close at hand, the
accident which occurred on Saturday 2 August 1947 at
Fleurs Airfield involved a glider designed and built by Sid
Taberlet of the Sydney Metropolitan Gliding Club called
the “Wanderer”. It was a two-seat wood fabric covered
aircraft featuring shoulder mounted wings and a large
V-tail. On the first full launch after initial testing the
glider suffered structural failure and crashed killing both
occupants. Following an investigation by officers of the
Department of Civil Aviation and representatives of the
NSW Gliding Association it was concluded that the
fuselage had not been strong enough to resist the
torsional forces imposed by the V-tail when turning. At
the time gliding was fragmented and largely
unregulated and the accident investigation focused
attention on safety in gliding and the need for a
governing body for gliding in Australia. The Gliding
Federation of Australia was formed in June 1949 by
representatives of gliding clubs from around Australia
and was entrusted by the Department of Civil Aviation
with the responsibility for the safe conduct of gliding.

Although it happened so many decades ago, this tragic
event continues to affect me and my family, at least for
the fact that my father and my siblings and I never got
to know their father and grandfather. My thoughts and
prayers continue to go to the family and friends of Sid
Taberlet, as they do to others similarly affected by
similar tragedies in all forms of aviation. My thanks go
out to many in the gliding community who supported
Jack’s family following his death - we are still in
possession of many touching hand written condolences.
It was not until recently I began to research Jack’s
accident and gliding exploits. With sadness, I discovered
of the recent passing of Ray and Allan Ash, both of
whom wrote accounts of this and other historical
incidents of the period and indeed personally knew
those involved. I was once told that one of Jack’s gliders,
the Falcon, was in possession at a museum. I would be
grateful of any information that could confirm this.

Wanderer, 1947

Regarding the “Falcon” glider designed and built by Jack
Munn, we advise that it was destroyed in 1965 as a
result of crashing when it was flown by the Geelong
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Gliding Club. The fin and rudder were saved from the
wreckage and are now held by the Museum.

The Munn Falcon at
Walgrove, N.S.W.,1945

The Munn Falcon at
Little River when owned
by the Geelong Gliding
Club, 1960s

The Munn Falcon
rudder at the AGM,
2017

Gliding at Albury Wodonga and Corowa
The following message was received from David Tulk via
Victorian Collections (4 October 2017):
Hi, I was looking through the photos of your collection
and noted both the ES49 VH-GLL and the Hutter H17.
The Wallaby was flown by the Albury/Corowa gliding
club based at Corowa NSW for a number of years in the
late 60's. My father learnt to fly in this glider. In the early
70's it was purchased by the Bunn Brothers of
Bungowannah, between Albury and Howlong, and
operated by the Albury Wodonga Sports Aviation
Association, later becoming the Albury Wodonga
Gliding Club. Again, my father was an inaugural member
and instructor and taught me to fly the Wallaby until the
club had two Blaniks made available to them. I am not
sure who the Bunn Brothers (Don, Bruce and Robert),
sold the Wallaby to. Also during that period, and CFI,
Steve Gromann, purchased the yellow H17 and flew it
extensively from our field at Bungowannah and then at
the Club’s new field at Barnawartha in Victoria. The new
strip was actually directly across the river from the old
one. Interestingly my uncle Don Tulk from Canberra also
flew with us and he purchased a white H17 Hutter which
he flew from Barnawartha. I am at present trying to
track down the whereabouts of my Dad’s ES57
Kingfisher VH-GRU "Snoopy" which he sold in the late
70's. If you have any information on it I would greatly
appreciate it. Thanks, regards, David Tulk.
Editor: If anyone has information about the
whereabouts or fate of the ES57 Kingfisher VH-GRU we
would be pleased to know, so that we may pass on the
information to David.
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Page 13: Mal Alexander flying the GCV Super Arrow – Museum
Archives – a Don Briggs photo supplied by Mal Alexander.
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photo.
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Collection
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Page 20: Jack Munn – Museum Archives – R.N. Duckworth
Collection.
Page 20: Wanderer – Museum Archives – Allan Ash Collection
Page 21: Munn Falcon at Walgrove – Museum Archives – R.N.
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Collection.
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The Laister Kauffmann LK10A: Then and Now

The LK10 as it was with a streamlined canopy
prior to major flat-top modifications, c. 1953.

The LK10 as a “double bubble” flat-top, 1960s.

Don Shaw with the LK10 fuselage in his garage
in 1970s: note further modified canopy.

LK10, as it was received at the
Museum, 2015.

LK10 wings and
fuselage under repair at
the Museum, 2017
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