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Welcome

Mission
The Australian
Gliding Museum
exists to preserve
Australia’s gliding
history, to recognise
the contribution
made to sporting
aviation by the
founders and
participants of the
Australian gliding
community, to retain
the glider design and
construction skills
and stimulate
interest and
participation in the
‘Adventure of Flight”

Welcome to the final issue of the Australian Gliding Museum
newsletter for 2018. It marks the end of another busy and
productive year for Museum volunteers. The highlights are
covered in Dave Goldsmith’s report to members. In addition, we
have included extracts from Alan Patching’s oral history dealing
with how he began gliding and an article discussing the EPB-1 Flying
Plank gliders. The latter follows the renewed interest in the
Museum’s EPB-1 generated from the restoration work undertaken
including repainting in the second half of 2018.
Hope you all enjoy reading this and the other content in this issue.
Bernard Duckworth
November 2018
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The ES 59 Arrow on display at the Bruce Brockhoff
Annexe. The ES 59 is the Museum’s feature aircraft
for the coming year.
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President’s Report for 2018
AUSTRALIAN GLIDING MUSEUM INC.

Currently we have 65 historic gliders in our
collection. With access to the adjoining Geelong
Gliding Club hangar becoming available, as a result
of provisions in the late John Buchanan’s Will, we
will now be able to relocate aircraft which have
been stored in trailers and offsite into the
Museum’s hangar facilities.

President’s Report to Members at the Nineteenth
Annual General Meeting held on November 4, 2018.
It gives me great pleasure to report to members on the
significant progress that continues to be achieved
towards the establishment of the Australian Gliding
Museum (AGM).

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.

The major areas of the Museum on which your
Committee has concentrated during the year are as
follows:
•

Bacchus Marsh Workshop
Refurbishment Program:

Facilities

and
•

The major concentration on facilities has been on
the erection of a toilet block and adjoining
equipment shed and, at year end, these facilities
were close to completion. Work continued on our
refurbishment and painting programs, particularly
on the Slingsby Skylark 4, the Schneider ES49
Wallaby, the Schneider ES59 Arrow, the LK10 and
the Dunstable Kestrel. The first refurbished glider
to be painted in the paint shop, the Arrow, was
completed during the year.

The total amount spent on refurbishment projects
during the year was $5,533, bringing the total
cumulative expenditure on aircraft refurbishment
to $173,000. This is in addition to the thousands of
hours worked by volunteers on this program.
The major item of expenditure of a capital nature
during the year was additional expenditure on the
toilet block and equipment shed, on which $15,700
was spent.

Working bees continued on two days per week
throughout the year with up to 25 volunteers
attending on one day and up to 10 on the other.

A grant of $10,000 was received from the GFA to
assist funding of the Museum’s programs.
•

A significant achievement during the year was the
completion of the workshop safety manual, as
required under GFA regulations. We thank Trevor
Odering for his input into this manual. Volunteers
are again thanked for their invaluable assistance.

Acquisition of aircraft and memorabilia.
During the year, two more historic gliders were
added to the Museum’s collection. Kimberley
Olsen donated her two-piece wing ES59 Arrow and
Catherine Conway her ES60 Boomerang. We are
indebted to the donors of these aircraft for making
them available to the Museum.

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. Details of the major items of
the Museum’s collection continue to be available
on the Museums Victoria database on the internet:
victoriancollections.net.au.

The Museum received Centrelink approval for
hosting of job seekers who are undertaking
voluntary work.
•

Expenditure on refurbishment and development
programs.

•

Training courses.
Successful training courses were again 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.
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•

Museum Visits.
During the year, the program of visits by interested
clubs and others continued to be very successful.
The continued help of Ian Cowie in this program is
again much appreciated.
The Museum also hosted delegates to the Aviation
Museums National Conference for a barbeque and
a visit by the Committee of the Bacchus Marsh and
District Historical Society.

•

Museum Membership.
As at June 30, 2018, we had 149 financial
members, a reduction of 12 for the year.

•

Deceased members.
Unfortunately, during the year under review, the
Museum lost a further 4 of its very good members
- Murray Evans, Ivan Evans, Geoff Newlands and
Audrey Rosenfeldt.

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, Hal Hopkins
and Trevor Odering.
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.

The Future.

Thank you all again for your support.

In addition to continuation of the refurbishment and
painting programs, the relocation of gliders into the
adjoining Geelong Gliding Club, and the archiving
program, the completion of the fabric shop, depending
on the availability of funding, will be a high priority.

David Goldsmith,
President,
October 19, 2018.

The Museum Committee – Ian Cowie, Jim Barton, David Goldsmith, Graeme
Barton, Hal Hopkins and Trevor Odering. The committee was reappointed
unopposed at the annual general meeting held on 4 November 2018.
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EPB-1 Flying Planks

The Museum’s EPB-1 Flying Plank, 2018

The Museum’s EPB-1: “This particular “Plank” was
built by a gliding enthusiast in Western Victoria in
the late 1950s and we have no record of it ever flown
apart from a small number of low hops from car
tows. The machine was bought by Phyllis Cameron
and her two brothers who lived at Heywood. They
were all experienced glider pilots and the boys are
reputed to have successfully achieved a number of
low hops when towed behind a car. Phyllis
attempted a slightly higher hop, landed heavily and
suffered a serious back injury. Rather than burn the
Plank, I offered to preserve it at Benalla. My first
action was to remove the cockpit controls.” Jim
Barton (AGM Vice President and former President of
the Gliding Club of Victoria at Benalla).
Earlier this year, the Australian Gliding Museum’s EPB-1
“Flying Plank” tailless glider came down from the
hangar wall where it had been on display and moved
into the workshop for further restoration. It had been
in a state of limbo since being moved to Bacchus Marsh,
years ago. Work this winter has involved the application
of fabric to the fuselage pod and the spray painting of
the whole airframe with the exception of the canopy

frame and fairing. The canopy requires new Perspex
which will be attended to in due course. Currently the
glider looks quite impressive in its white and lemonyellow colour scheme. It has always attracted plenty of
interest amongst visitors and will continue to be on
display.
Why did gliding enthusiasts choose to build and fly such
an unusual aircraft?
When gliding resumed in the late 1940s the design of
smaller gliders was seen by some as a way of flying more
cheaply thus bringing the sport within the reach of more
people. This was not a new idea as, in the beginning,
gliders were small, lightweight and portable. However,
typically, they became more complex, larger, heavier
and more expensive to build as their design progressed.
As early as 1923, R. Platz, the technical director of
Fokker, observed that ‘high performance’ sailplanes
were getting too expensive. To address the issue, he
argued that more utilitarian sailplane designs were
needed; types that were simple and cheap to build,
easily disassembled and transported to anywhere that
they were to be flown and lightweight so that they
could be managed by the pilot without assistance.
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Of course, there were small, uncomplicated, successful
designs dating from the 1930s, the Hutter 17 being a
good example. That glider has a wing span of just short
of 33 feet (9.96 metres) and indeed many of these were
built from plans by amateurs. However, the idea of a
midget glider that was even smaller captured the
imagination of some enthusiasts.
In Australia, the midget glider route to increased
participation in gliding was taken up by Fred Hoinville, a
professional power pilot as well an experienced glider
pilot. He also held an executive position on the newly
formed Gliding Federation of Australia. In the early
1950s, Hoinville became an advocate of smaller gliders.
He complained that expensive machines like the
Olympia and R.J.5 were instruments of science, not
pleasure, and what most pilots needed were improved
version of smaller gliders like the Hutter 17 and Martin
Warner’s Kite. He was impressed with the Tiny Mite
glider designed and partly built by Ray Parker and
completed with modifications by Dick Johnson in United
States and argued for creation of a class of “high
efficiency types which are small enough and cheap
enough to be within the reach of ordinary pilots”. In
1953, he proposed a mini-midget class of glider with a
wing span of not more than 25 feet (7.62 metres), an
empty weight of not more than 100 lbs (45.35 kg) and a
minimum sink of 2 feet (0.6 metres) per second or less.
He was also looking for a glide angle of about 1:20 or
better.
Critics of the Hoinville proposal appeared to be mainly
concerned with whether the criteria for the minimidget glider were technically realistic rather than
necessarily taking issue with the idea of developing new
small gliders with reasonable performance. While a 25
foot span light weight experimental design (P.H.29
Tinok) had been flown successfully by Dr F.J. Piatelli in
Palestine in 1948, a wing span restriction of that order

The PH 29 ‘Tinok’

seemed to be a serious constraint in relation to
achieving the performance objectives. Piatelli’s midget
glider managed a best glide of only 1:15 and a minimum
sink of 3.8 feet (1.16 metres) per second. The prevailing
wisdom suggested that span of about 35 feet (11
metres) in length with a wing area of at least 100 square
feet (9.3 square metres) would be needed to get the
desired performance outcomes.
Another line of criticism harking back to Platz was to
suggest that a different approach to low cost and
simplicity was needed for which low weight and a low
stalling speed were the most important factors. An
editorial in Sailplane and Glider in April 1953 put the
argument thus:
We want an entirely new category of
sailplanes, not to the exclusion of the
expensive two-seater self-launching sailplane
or the high performance single-seater
(however inexpensive), but in addition to
these categories.
It would be more like a magical flying suit
which one can carry about rather than a
sailplane into which one must clamber. We
propose a development of the Japanese
'Tondokuro' and a certain ‘Horten’ project. Its
minimum flying speed must be about 15
m.p.h. which will enable the prone position
pilot to use his legs for spot landings when
required.
The pilot will be able to launch himself by
running over the edge of a cliff or down a
slope, then retracting his legs. With a
performance similar to that claimed for the
'Tondokuro' he will be able to soar over and
even starting in the most inhospitable
country. He will be able to explore the wildest
sea cliffs and the most difficult alpine terrain.
Whether he is on a rock-climbing holiday in
Skye, skiing in the Alps or exiled to Tristan da
Cunha he will be able to take his sailplane
with him. If exiled in the Sahara he will have
some piano wire for camel-tow launches.
When de rigged he will be able to carry his
sailplane, store it anywhere and even
transport it economically by air freight if
exiled to an outpost of the Empire. It might
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incorporate pneumatic inflatable structural
parts like an aircraft dinghy. This is not an idle
pipe dream. It can be done. How many of our
readers could use such a true miniature
sailplane?
It is understood that the writer of this passage was
referring to the Tondo Kuro III designed in 1937 and the
Horten X designed circa 1949. They were innovative
‘high performance’ rigid wing hang gliders. Little
information is available about the former. More is
known about the latter. The Horten X was built and test
flown in Argentina in January 1954 and the potential for
further development of this delta wing craft recognised.
Hoinville expressed the view that it would not be an
acceptable type of glider for inclusion in the proposed
midget class of gliders unless modified to provide
normal seating for the pilot and a skid and made safe
enough for average pilots to fly.

Reid’s 25 ft span design

challenge laid down by Hoinville and came up with the
EPB-1 tailless glider. He was assisted by Phil Easley and
Jock Powell (thus the designation ‘EPB’). The glider had
a constant chord wing incorporating a central fuselage
pod with bubble Perspex canopy. The controls included
elevons and wing tip fins containing drag rudders.
Backstrom’s design drew upon the designs of
Frenchman Rene Arnoux from the period of 1912 to
1925 whose “Flying Plank” aircraft featured unswept
wings with no taper and a reflex air foil section.

An Arnoux tailless aircraft
The Horten X

In early 1954, J.A.I. Reid, B.Sc., D.C.Ae., examined the
design issues for a 25 foot span machine and came up
with a fairly standard layout with an elliptical wing to
reduce drag as much as possible. The 25 foot wing was
only 80 square feet (7.43 square metres) in area. The
frontal area was minimised by a very narrow fuselage
requiring the pilot to assume a prone position under the
wing and forward into the fuselage nose. The
calculated performance suggested a best glide of 1:22
and a minimum sinking speed of 2.67 feet (0.8 metres)
per second was expected allowing for a pilot of 180 lbs
(81 kg). Reid’s design may have had potential but it
appears that it did not get off the drawing board.
In United States, Al Backstrom an aeronautical engineer
working at Chance Vought Aircraft Co took up the

The prototype EPB-1 was test flown by auto tow in June
1954. There were some initial problems due to the
position of the twin tow attachment. After some minor
modifications, including a change to the skid to allow
the craft to have the correct take-off attitude and
replacement of twin tow hooks with a single nose
mounted tow hook, the EPB-1 was successfully test
flown in August 1954. Launching was by auto towing
and later by aerotow to an altitude of 3,500 feet (1000
metres). Changes were made to the wing tips during
the testing process doubling the area of the drag
rudders. Thereafter the glider was flown regularly and
by May 1955 it had registered over 20 hours flight time
including a flight piloted by Phil Easley of 2 hours 45
minutes. The reports were that the stability and
handling characteristics were good except in turbulent
6|Page

Australian Gliding Museum Newsletter No. 38: December 2018
air, such as when in the slipstream of an aero-tug. In
addition, the glider did have an unfortunate tendency
to nose over if the front of the skid dug in when being
towed or on landing.

The prototype EPB-1

The EPB-1 did not quite meet the criteria set out by Fred
Hoinville for the mini-midget glider class. The wing span
was just a bit long at 26 feet 6 inches (8 metres). But
the main variances between the actual and the ideal
concerned the weight of the glider which came in at 232
lbs (105 kg) empty (versus 100 lbs (45 kg)) and minimum
sink which was calculated at 3.9 feet (1.2 metres) per
second (versus 2 feet (0.6 metres) per second). On the
positive side the best glide angle was found to be
reasonably good at about 1:20 at 60 m.p.h. (96 k.p.h.)
Hoinville embraced the EPB-1 and had plans drawn by
Backstrom which reduced the wing span to 25 feet and
made some other changes. It appears that the bubble
canopy of the prototype was abandoned in favour of a
Perspex screen within a taller wooden canopy frame. In
Australia, copies of the plans were available through the
Aircraft Owners and Pilots’ Association from mid-1955.

The ES 54 Gnome

In Australia, Edmund Schneider Ltd addressed the call
by Hoinville for a mini-midget glider with an
experimental design called the ES54 Gnome. It

appeared in May 1955. The wing was 26 feet (7.92
metres) long, of rectangular shape, employing a special
laminar flow air foil. The fuselage was a pod and boom
arrangement of steel tube framework married up with
a wooden boom on which the tailplanes were mounted.
It flew satisfactorily but it weighed in at 200 lbs (90 kg)
empty and had a rate of sink of about 3.5 feet (1 metre)
a second. Hoinville was open to the Gnome being
accepted as a mini-midget class glider – suggesting that
it would be compliant with the 25 foot wing span
criterion if it had the wing tip bows removed. However,
Edmund Schneider Ltd abandoned the project and
focused their attention on a small single seat glider with
a 10 metre (34 ft 5 in) wing span (the ES57 Kingfisher)
which they had ready for testing in July 1956 and
subsequently proved popular amongst gliding clubs and
pilots.
The EPB-1 Flying Plank in Australia
Following news in September / October 1954 of the
successful full test flights of the prototype EPB-1 in the
United States it was not long before Australian
enthusiasts wanted to build the EPB-1. In October
1955, three Western Australians, R. McKenney, Allan
Hewitt and Keith Gentle, announced they were going to
build one each. The decision to choose a tailless aircraft
for their project may have been made more attractive
by the fact that a Fauvel AV 36 had by that time been
built by Reg Currell in Perth for Cyril Flood of the
Western Australian Flying Club and satisfactorily test
flown at Cunderdin. This, of course, was a much larger
machine of 12.78 metres (about 42 feet) but
demonstrated in a directly observable way to the
Western Australians that a tailless glider design worked.
These amateur glider builders faced the problem of
finding suitable local timbers for spruce and also
indicated that they were using their own construction
method, which included fabricating all the metal fittings
themselves. The fuselage pods for the Hewitt and
Gentle aircraft were completed by January 1956. The
Hewitt glider was close to completion in June that year.
Ground skids and low hops were tried in early October
1956 and flight tests followed. The Hewitt EPB-1 is
credited as the first of the type to fly in Australia. The
Gentle EPB-1 was also finished but details of its history
are not presently at hand. It is understood that the
glider is now held at the RAAF Association of Western
Australia Aviation Heritage Museum, Bull Creek, in
Western Australia.
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The first Australian EPB-1 was in the air and others were
under construction, yet, at that stage, there had been
no airworthiness testing of the design for the purposes
of approval under Australian regulations. The situation
was complicated by the fact that the gliders being built
were not identical with the prototype EPB-1 that had
been flown successfully in America. The Department of
Civil Aviation directed questions about the
airworthiness of the design to the Gliding Federation of
Australia to which responsibility over such matters had
been delegated.
Another development was the announcement by
Glidair Sailplanes (a glider builder) that it had designed
a two-seat tailless glider (the “Twin-Plank”) in
consultation with Al Backstrom which it was going to
build and do testing for seeking the necessary
approvals.
Sadly, on 31 March 1957, any doubts held by the
authorities about the EPB-1 type of glider may have
been reinforced when the tailless glider that had been
built by Guenter Tholl in Canberra crashed killing him.
An unofficial report on the accident suggested that the
accident did not necessarily reflect on the airworthiness
of the EPB-1 design as the circumstances were
complicated by the fact that the canopy of the glider
had a cracked Perspex screen (from a prior flight
damage) which broke on the fatal launch and possibly
affected the pilot’s ability to maintain control.
A letter from Ric New of the Perth Gliding Club about
their experience with the Hewitt EPB-1 at this juncture
made some serious points about factors affecting the
glider. The first was that great care needed to be taken
to ensure that before the glider is flown that the centre
of gravity is in the correct position. Ric noted that the
elevons did not have a range of movement to correct
for large errors in the balance of the aircraft. The
second point made was that, although the plans for
construction appeared simple, amateur builders
needed expert guidance.
In April 1957, Fred Hoinville sought to prove the EPB-1’s
worth by engaging Glidair to build one for him based on

the plans that were being sold and submitting that
glider to testing for obtaining Type Approval. The glider
was unofficially test flown at Benalla around June 1957
when Fred Hoinville had 3 winch launches of short
duration. Then it went to Moorabbin airfield on 30
August 1957 for its “initial” test flights under scrutiny by
officials of the Gliding Federation of Australia. The
glider was put through a series of short hops using car
towing during which changes were made to the nose
ballast to correct the balance of the aircraft. This was
followed by two aerotows, one to only 100 feet (30
metres) before release and landing straight ahead and
the next to 1500 feet (457 metres) for completion of a
circuit and landing. These tests proved satisfactory.
However, further testing was needed for the grant of
official approval.
Hoinville’s EPB-1 was flown
subsequently and some modifications made to the
landing skid and tow releases but the official testing was
never completed. Unfortunately, Hoinville lost his life
in an aircraft accident in 1959 and no one stepped
forward to take over the task of EPB-1 approval as a
project.
The Glidair “Twin Plank” was built, flown, tested and
eventually given official approval. The first flights were
made at Camden in 1959. Type approval was granted
in 1967. It was considered a successful design but by
that time Glidair had gone out of business. No other
examples of the design were built. The Twin Plank was
last flown in 1968 and has subsequently been restored
and is now held at the Museum of Applied Arts and
Sciences in Sydney.
It follows that the single seat EPB-1 gliders built from
plans in Australia (not sure how many) were never an
Approved Type, notwithstanding that some were flown.
They were in effect condemned when, in October 1962,
the Gliding Federation of Australia made a statement
that it was taking no further part in the issue of approval
for the design. This followed an EPB-1 accident in which
the pilot was seriously injured. In Australia, the
Hoinville vision of a mini midget 25 foot span class of
gliders never eventuated.

Note on Sources: This article has been written based on documentary sources including various articles in Sailplane and Glider,
Soaring, Aircraft, Australian Gliding, and Flight magazines. Reference has also been made to Allan Ash, Gliding in Australia,
Hudson – Hawthorn, 1990. I also acknowledge the valuable perspectives on the history of Flying Planks in Australia given to
me by Alan Patching, Jim Barton and Geoff Hearn.
Bernard Duckworth
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Australian Flying Planks

Above and Below: Flight tests of the
EBP-1 at Moorabbin airfield on 30
August 1957.

Above: Reg Todhunter, unidentified, and Fred Hoinville with the
EPB-1 built by Glidair Sailplanes for Hoinville at Moorabbin, 1957.

The Museum’s EPB-1 Flying Plank
nearing completion, c.1957.

Above: The fuselage of Allan
Hewitt’s EBP-1 at RAAF
Association
Museum,
Western Australia, 2018.

Right and Below: The
Glidair Sailplanes’ Twin
Plank, c 1960

Above: Keith Gentle’s EPB-1 at RAAF
Association Museum, Western Australia, 2018
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Alan Patching: How I got started in gliding
Between 16 April 2014 and 2 July 2014, David Goldsmith interviewed Alan Patching about his life in gliding
and aviation more generally as part of the Australian Gliding Museum’s oral histories. Alan began learning
to fly in 1944 and, at the time of the interviews, had approximately 70 years of gliding experience. For
his contribution to gliding Alan has received a number of prestigious awards, including most notably, an
Order of Australia. He is now in his 90s and is still playing an active role in gliding. He is a founding
member and an Honorary Vice President of the Australian Gliding Museum. In this edited extract, Alan
talks about how he got started in gliding.

Alan Patching with Dave Goldsmith in 2014

Alan, the obvious first question is what brought your
interest in aviation?
The Women’s Weekly, believe it or not, put out a fullscale drawing for a model aircraft. It is quite a different
magazine these days. And so, like many other boys, I
built that model. That was my first venture into
aviation.
When World War 2 came along, I tried to join the
Airforce, of course. Because I had done my engineering
at Gordon Institute at Geelong, I got as far as taking the

bible in my hand to take the oath and they whipped it
out and sent me off to the Scientific Manpower people
who gave me a choice of working at either the
Government Aircraft Factory or the Commonwealth
Aircraft Corporation (C.A.C.) building aeroplanes. I
went to C.A.C.
Of course, I met up with a lot of other frustrated would
be pilots there and with my friend Jim Fullarton, who
was a very keen model man and still is at the age of 93,
formed a model aeroplane and gliding club. We found
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the partly built German Primary which we took and a
full team of us went and built that.

Yes, at Belmont Common, … no longer can fly there
now.
Was that a winch launch or auto tow?
No, it was a winch launch. We used the Igguldens’ winch
for launching us.
And who was your instructor?
It was Percy. Yes, Percy himself. Yes.
Did he give you a go, can you remember?

Alan’s friend Jim Fullarton on the
Heron Primary glider c 1946

We got it almost finished when Geoff Richardson, the
designer and builder of the Golden Eagle came along
and said, you fellows have got the primary and I have
got the Golden Eagle and the Iggulden brothers have
got a winch and another glider and we believe that if we
combine together we have got the basis of a gliding
club.

I don't know whether he actually left the controls.
Many years later I flew with Perce when we were down
there and I will never forget I lined up to come in and
he said, “we have still plenty of height, son.” And it was
an open cockpit tandem two-seater with a little bubble
in front of each pilot. Yes. Two struts on each side. Yes.
The seat belt was four straps fastened together with a
long nail.

And so, in 1944 we held a public meeting in what was
McEwan House in Melbourne and started the VMFG,
the Victorian Motorless Flight Group. Geoff and the
Igguldens were very enterprising people and they had
discussions with the Melbourne Tech, the Melbourne
Technical College it was called then, and started a
course on aircraft construction. And we took along our
almost finished Heron and some other gliders and
finished them off. So that was how I really got into
gliding.
I was going to say I should tell you a bit about my first
gliding which although my very first flight was in a twoseater, I only ever had one flight in that, and then we
went into Primary training.
What was the two-seater?
The two-seater was a Pratt two-seater. This man Percy
Pratt in Geelong designed and built gliders and he
would finish a glider and go off to a country town like
Colac or somewhere like that and gather the local lads
together. By the end of the day convinced them they
should form a gliding club and buy this glider that he has
brought to demonstrate. And he formed many gliding
clubs around the Western District of Victoria.
And that Pratt two-seater, you flew it at Geelong?

A Pratt two seater glider – Alan’s first
glider flight was in this type of glider

Can you remember the instruments?
No. I cannot remember what instruments there were. I
was too busy looking outside and seeing things.
And how long was it before you got to the controls of a
Primary?
Well that March 1944 we got going at Mordialloc and I
was in a thing called a Rhon Ranger. We were solo from
day one.
You were solo from day one!
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I have just looked at my original logbook, log book
number one, and in the back, I can see that (it) divided
flying training up into seven divisions, would you
believe. First of all, there was initial ground slides, then
there was what was called a controlled ground skid.
Then we did initial low straights … supposed to go up
about 5 feet. Those that were not very clever went up
and down.
Lots of ups and downs.
Then we did medium straights. Then, believe it or not,
we did S turns.
This is still attached to the rope?
No, we were winch launching.

got, you would sometimes only get three parts around
and land diagonally across this strip.
Did you ever get to soar the Primaries?
No, but we had one of our members who was one day
launched and he released and he wasn’t losing altitude
because when he flew around the circuit and arrived
back at the fence he was still at the same height as he
released.
A quandary.
It was a quandary and we were wondering what he was
going to do and of course being a Primary all he did was
put the nose down and landed a fair way up the strip.
We all never soared a Primary but that flight indicated
that we in fact could have stayed up.

Winch launching with Primaries?
Yes, we were not using car tows. Then we did S turns.
Then we did 180 degree turns. So right early on we
learnt to land down wind. And learnt to fly at low
altitudes. So, you can imagine going up and turning
back down again, you would not be very high.
What would you have been climbing to then before you
released the rope and landed back down wind?
Probably 100 feet. And then you did a complete turn
and came back and landed.

Coogee as it originally was with an open cockpit

And you have no instruments.

Yes. Ok, so your first real glider was the Coogee.

No instruments. Flying entirely by the wind on your
face and the noise of wind through the wires.

Yes.

Would you be doing this on your first day?
No, that took me quite a while. I will have a look to see
how long it took me to get to circuits which is Stage 7.
You did not make fast progress in those days mainly
because you would fly for about a month and someone
would damage the glider and you would spend the next
3 months repairing it.
It was 1944 to 1948, four years of primary training
before you were doing a circuit. It was January 1948
when I did my first circuit. Many of us on the first circuit
would not get right around because with the primary
we … those of us who wanted to stay alive … you would
make sure we had flying speed. So quite often we had
more than we needed and with the glide angle of a brick
- approximately 1 to 7 - so depending on the launch you

And we are talking 1948?
It probably was when I flew the Coogee.
In January 1948, I did a low straight first go.
Then went straight into a circuit. But even then (with)
the Coogee they were still not timing things but the
time would have been 4 minutes.
Alright. And your first soaring flight?
My first soaring flight would have been quite a long time
later. I thought I flew the Golden Eagle for nine minutes
but …
The Golden Eagle first flew in 1937 but by now would
have been coming up to a 10 year veteran.
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Yes, I didn’t fly it until 1951. No, I have here a 7 minute
flight in Coogee in which I climbed from a winch launch
of 650 feet (I) climbed up to 1000 feet. Coogee, of
course, (with) the controls in those days, you went to
do a turn and you leaned in with aileron and the damn
glider would want to turn the other way! It had that
much aileron drag – so you had to lead in with rudder
and follow with aileron.

Yes. I remember to get a Primary back we used to run
and fly the thing. One bloke would be on the joystick
while others were pulling on the struts and we would fly
the thing back to the take-off point.

Were there many spinning incidents in those days?

No, absolutely not. When did you last have a flight in a
Primary?

They were pretty much on top of it.
Very good. And Coogee would have had instruments?
Yes, airspeed indicator, ‘Cosim’ rate of climb and an
altimeter.
Right. So, we can move on perhaps to your gliding at
(the Surrey Gliding Club) Lasham. What was the first
two seater you flew over there?
That was a Slingsby T21 side by side open cockpit
machine and as you know there is one of them in
Australia up at Tocumwal. And I will never forget that
there was an instructor, Don Brown, who later came to
Australia. Of course, we didn’t get great height on the
winch launch and when on the downwind leg, he
promptly pops it into a spin – says “all yours”. Of
course, those gliders you only had to move the controls
and they responded immediately and recover from the
spin. No one worried about landing half way up the field
of anything like that (as) there was no get ‘home-it is’ in
those days because so many of your flights were
terminated early.

Really.
I can’t imagine doing that with a modern two-seater.

Ah well, my last time flying a Primary …
Northrop primary?
Yes, that we have got here in the Museum. I certainly
flew it at the VMFGs 50th anniversary in 1999. We took
it up to Benalla for an Old Mates week. And we took it
to Ararat where a chap pranged it.
I didn’t realise it had been pranged.
Yes. It did a heavy landing.
And (your) second logbook is an English logbook.
Yes. It’s a British Gliding Association logbook and at the
time I had finished this logbook I had flown, 2, 4, 6 … 8
gliders. The flight time will amaze you – total time 29
hours 32 minutes – 358 flights.
When was that?
1957.
So, you started in 1943 and by 1957 had 30 hours up!
That’s right.
Well done. In a minute we will talk about when you got
on to instructing but what other gliders did you fly while
you were in the UK? How long were you there for?
In that time, I flew the T21, Slingsby Tutor and the EON
Olympia.
OK. What airports did you fly at in the UK?

A Slingsby T21 training glider

Alright – plenty of youthful enthusiasm among the
people – lots of help.

Well I did all my training, major flying, at Lasham but we
did an expedition to the Midlands. In fact, I took my
daughter Margaret there when she was 2 weeks old at
a nearby Lasham field when there was ice on the
ground.
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Oh dear, (was) your wife impressed?
That’s one way of describing it.
What flying did you do at Midlands? Bungee?
Yes, my first bungee launch there (was) in the Olympia
and (I was) flying up and down the hills getting closer
and closer and I thought I’m not too good at this hill
soaring and eventually I left it too late to land on top.
But, of course, we had a paddock to land down the
bottom, so I went and did my approach into that and
landed. By the time the boys got down there the farmer
and I were having a great discussion, talking to him
about farming in Australia having been brought up on a
farm. And we packed the glider in and drove away and
as we drove up the hill, the boys said, how much did it
cost you? I said, ‘cost me’ – ‘no mention of money’. He
always charges us a pound for landing in his paddock.
So that was my first go at hill soaring and had to land
out at the bottom, which is the standard thing for hill
soaring.
(You were) there for two years. (Is there) anything else
you would like to mention about overseas experience
before we come back home again?
Cross country flying, the instructor would say to you,
now off you go, don’t go north because that will take
you up to the London airport, head anywhere else, and
when you land, find a telephone and ring up and tell us
where you are. And that was … didn’t worry about
really where you were. The main thing was that you had

landed safely in a paddock and rang up and we had an
old World War 2 vehicle which was their retrieve vehicle
and go out with the trailer. Of course, the funny thing
there was that on one day one of the boys was trying to
retrieve an Olympia and we had 4 Olympias so naturally
we had only two trailers and he gets and opens up the
door and there is an Olympia inside the trailer.
And, of course, while at Lasham I met up with people
who became great names in gliding, Lorne Welsh, Anne
Welsh, Paul Blanchard who wrote the first book on
gliding for pupils “Elementary Gliding” it was called, and
I met Derek Piggot. At that time, he had just set an
altitude record in a T21, freezing a cadet.
Was Brian Walley his name?
Forgotten the cadets name. All I know he was frozen
and they did not have oxygen then – some vast altitude
– anyway, no, it was great. Frank Irving; I met up with
him and had a life-long friendship with Frank who was
the chief technical man in British gliding and a lecturer
in Imperial College among them. I met Wally Khan who
still going. What a man, the things he has done for
gliding. It was great mixing with these people, people
who were so deeply involved in gliding and all aspects
of it – flying training and technical side of it. Those two
years in England were great.
Having arrived back with four different gliders under my
belt and 20 hours flying experience I was an
experienced pilot. And we had Don Brown who had
come to Australia and he was an instructor with the

Launching an Olympia sailplane off a
hill using bungee - this an experience
that Alan Patching had while in
England in the 1950s.
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VMFG and Geoff Richardson who had put together a kit
of the T31. And of course, I had flown a T31 in England.
Don gave me a check flight for passenger carrying. I did
a solo flight, then I carried 3 passengers. The next day
he checked me out for instructing and away I went.

So, it meant that spot landings were very easily done.
So that was the way I got into instructing.

You were instructing after 20 hours flying time?

And that was England and also back to Australia?

So that started my instructing in those days. Berwick
was a pretty short airfield. There were many flights
where we only got enough height for one 180 degrees
turn, fly back, do a 180 degree turn and land. And we
taught people to fly in the same length of time we are
taking now. There has been no shortening of the time
taken to learn to fly.

Yes.

They got a lot of take-offs and landings?
They got a lot of take-offs and landings. Of course, in the
T31 we could not do spin training because it was only a
normal category aircraft. But we gave them stall
training and incipient spin training. We even fitted
spoilers – in fact that was an Australian modification
that Slingsby followed later on – with spoilers on the
T31. And so that sent a glide angle of 1:17 to about 1:7.

Excellent. That was Log Book No 2.
Yes.

How many hours are there at the back end of that Log
Book?
I think I told you earlier I had a total time of 20 hours. I
thought I had a total time of 30 hours but that was for
single seaters. The total for multi seaters was 32 hours
and as a ‘P2’, I had another 4 hours. So, I got up a few
flights then.
Sixty odd hours by then.
Oh yes, only after 13 years.
No wonder they were thinking you were so
experienced.

The VMFG’s Slingsby T31 training glider
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“HNP to Townsville” or “What happened on the way up”
This is Bob Wyatt’s story about his flight in his newly acquired Motor Falke – VHHNP- from Bordertown to Townsville in November and December 2004.
Why a Falke? They are very rugged, easy to work on and
because of the type of construction I can do most of the
maintenance and servicing myself.
The undercarriage configuration makes for easy ground
handling and is as easy to hangar as a conventional
glider.
Lots of things go to why I chose a Motor Falke. Its looks
aren’t one of them but you get used to that, particularly
when you fly it, it’s great to fly.
I found this machine by ringing around, and rang the
Bordertown Club before they had given serious thought
about selling it. They were negotiating to buy a Dimona
so I asked for first option. After some months of waiting
they finally got the Dimona deal done, then it was my
turn to negotiate.
July 2004, I flew to Adelaide where Kevin Sedgman met
me. We drove to Bordertown next day, had a test fly in
the Falke and that was that. It had won me. It had a bad
oil leak, plus a few other little things. We settled on a
price and they agreed to fix all the problems. The engine
came out and went over to the builder in Perth where it
was rebuilt. The result? A complete engine rebuild to
zero hour condition.
About four months later I was told that the engine had
arrived back in Bordertown and ready to be put back in.
Anticipating the completion date, I had arranged for
Anne to have a little holiday in a respite centre here. On
the 23rd November, 2004 two things happened; my
youngest daughter, Jillian, gave me another grandson,
and I flew off to Adelaide. Kevin kindly offered to drive
me to Bordertown again, and to give me expert advice
on the Motor Falke. He also agreed to an offer to fly to
Tocumwal with me, where an old friend, Mike Burns,
was waiting to go over the aircraft and fit a long-range
fuel tank. The main tank holds 28 litres and it burns
between 13 to 15 litres per hour, so it wouldn’t get me
far. The ferry tank would hold 18 litres, giving me 46
useable litres, three hours flying.
On arrival at Bordertown we found a bunch of guys with
their heads in the engine compartment. The trouble? It
wouldn’t run. I’m not a mechanic and it wasn’t my
aeroplane so I left them to it. A few meetings of the
engine subcommittee later, and a few trial starts, and

off she went. Next day Kevin and I spent sight-seeing
around Bordertown; that didn’t take long, it’s a nice
little town but I wanted out. I had to get Anne out of
hock within a week, or they were going to auction her
off to cover costs.
By late afternoon all things were done and HNP was
ready for an air test. Everything went well, running a bit
rich but we could tweak that down on the trip. Next
morning at 0730, 26 November, we were off. Kevin’s
Anne would drive to Tocumwal and pick Kevin up there.
Not knowing the performance of the rebuilt engine we
planned to refuel at Warracknabeal, 80 nautical miles,
then Echuca if we had to, then Tocumwal. We got to
Tocumwal mid-afternoon Saturday 27th November.
Sunday, Monday & Tuesday morning in the workshop of
Aviation and General Engineering. We did the 10 hourly
inspection, fitted the ferry tank, Mike went all over the
aircraft and signed off the engine installation. Tuesday
afternoon the weather didn’t look all that good, heavy
dark clouds building up and a strong North West wind
developing. The weather was better further North so
the plan was to keep going:
•
•
•
•

Tuesday afternoon - to Narrandera
Wednesday - Narrandera-Narromine-NarrabriGoondiwindi.
Thursday - Goondiwindi-Chinchilla-TaroomEmerald.
Friday - Emerald- Clermont-Collinsville-Ayr Townsville

Day 1 Tuesday Afternoon.
With a gusty north west wind I left Tocumwal for
Narrandera, which was only 90 mins away but when I
got there the wind had really picked up. Narrandera has
two runways, north/south and east/west. The wind! Yes
north/west right between the two. I flew over the field
several times to select a landing path that was into
wind. I knew that once the wheels were on the ground
I would have to keep her pointing into wind, or I would
have been blown about like a plastic bag. This required
me to land and be able to taxi in a straight line, into
wind, to the protective lee side of a hangar. I selected a
path diagonally across the holding pan of 36 and across
the grass, which I checked out on the couple of low
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over-flys. I got it on the ground, dodging the cone
markers, and the runway lights, and started my into
wind taxi-ing. At one stage I looked carefully at the
ground to check the surface; the ground looked strange
but that was because I was about five feet in the air.
With judicious use of power, speed brakes and elevator
I settled it back on the ground and continued to taxi to
the lee of a hangar, with enough forward stick to keep
the main wheel on the ground; the wind was exceeding
the minimum flying speed of the aircraft. So we got
airborne while taxi-ing
After I climbed out, the aircraft started to go backwards,
so I dug the heels in and hung on. After a few minutes,
which seemed like an hour, three guys came out of the
terminal building and helped me guide it back behind
the hangar. We had to manoeuvre it keeping it headed
into wind or it would have been blown out of our hands.
By now the Airport caretaker had arrived and opened
up the hangar. He said he had just read the Met
instruments and the wind was 33-35 knots gusting to
37, exceeding the minimum flying speed of the aircraft.
No wonder I had a lot of drift on crosswind and a steep
approach on finals. I wasn’t sorry to get to the pub that
night and a couple of cold beers.
It was an eventful day, capped off by an event that
happened in my bag. Kevin had given me a jar of pickled
onions for in flight rations but somehow the jar got
broken (turbulence?) and my clothes were soaked in
vinegar, pickled onions and broken glass. I managed to
salvage some, and fortunately I had already eaten
some, onions not clothes, which made the loss not so
bad but the mess in my bag made me late getting to bed
that night.
The fuel sight tube on the Falke is above the luggage
shelf, on the bulkhead behind the pilot seat. The ferry
tank is situated on the luggage shelf behind the right
hand pilot’s seat and is connected in parallel with the
main fuel line. This tank is below the main tank so that
it doesn’t start to feed until the main tank is about
three-quarters gone. It then starts to slowly feed with
the main tank so both tanks are feeding the engine. This
means that fuel readings, fuel used, in the sight tube are
only accurate for about the first 90 minutes, until the
ferry tank starts to feed. The procedure I adopted was
to get a fuel reading at top of climb then every 20
minutes up to 90 minutes. I then had a fuel flow
projection for the remainder of the flight.
With the sight tube located behind my head I foresaw a
problem so took a mirror, because I knew that my neck
wouldn’t swivel enough. The mirror worked well till day

two when it failed to survive a four foot drop onto the
tarmac at Narrandera. To get a fuel reading from then
on I had to slacken off my harness and turn in my seat.
It was amazing; right at that time turbulence would
start. After a couple of legs I got as cunning as Murphy.
I would very slowly slacken off one strap at a time, as
though I was relaxing and having a stretch. When the
harness was slack, and I was sitting there, acting very
nonchalant, with everything nice and steady, I would
suddenly spin round and get a fuel reading before the
turbulence started. It worked every time. During this leg
I noticed a shiny streak down the instrument panel, this
kept me occupied for some time till I noticed the
compass starting to spin around. The shiny streak was
compass oil; the glass in the compass had broken. No
worries I had a GPS and a stack of maps but I would need
to double up on GPS batteries, as the GPS now became
very important. My policy has always been to use a GPS
as a back-up, or standby, to normal navigation. It now
became important and became my main navigation
instrument; it was hard getting used to depending on
an instrument that I had always used as a backup.
Day 2 - Wednesday
On my second day out of Tocumwal, I flew from
Narrandera to Goondiwindi with refuel stops at
Narromine and Narrabri. The wind had eased a lot
during the night a nice steady 15 – 20 knots. The sky at
Narrandera looked dreadful. After a long talk to the Met
man, who assured me things would get better as we
went North, I set off for Narromine. All going well, lots
of gliders at Narromine but they were all tied down, no
one was flying (smart people). The wind had been
slowly freshening during the morning getting up to 25 –
30 knots. Out of Narromine off to Narrabri. My track
would have taken me over the Warrumbungles but this
didn’t appeal to me much with a strong Nth Westerly
wind. I was at 4000 feet and needed to be at least 8000
feet to cope with turbulence over the hills. I had two
other options; turn left and go on the windward side of
the hills suffering a loss of about 12 - 15 knots of ground
speed or turn right, pick up groundspeed but face the
turbulence on the lee side of the hills. It didn’t need
much clever thinking so I turned left, down went the
ground speed. This would greatly eat into my fuel
reserves but it was the best option. When you are only
doing 55-60 knots a loss of 15 knots is a big issue. After
a short time, things suddenly got better (strange). I flew
into the uplift on the weather side of the hills; up I went,
so did the ground speed. After clearing the
Warrumbungles I could see for miles ahead. Clear sky,
stable looking air and Queensland in the distance. No
more serious concerns from then on.
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Day 3 Thursday
On to Goondiwindi where I bought two 10 litres fuel
cans. Chinchilla to Emerald is too far for the fuel I could
carry; I would need to land at Taroom (unmanned) and
top up. Taroom to Emerald, 160 nautical miles, I had
been cruising at 55 knots using 14 litres per hour. I
topped up at Taroom giving me a total of 45 useable
litres; it would be a tight leg to Emerald so I had my eyes
glued onto the GPS. I got to Emerald with 3 litres left,
about 10 minutes flying time. I had a couple of options
if I looked like running out. One of them would be the
10 - 15 mile final glide with no power. I stayed at
Emerald overnight.
Day 4 Friday
Clermont - Collinsville (another unmanned airfield top
up) then Ayr. The closer I got to Ayr the more I was
enjoying the trip.
The cockpit on the Falke is quite spacious but when you
crowd in a spare propeller, a bag of tools, a bag of
clothes (with pickled onions), a 10 litre plastic fuel can,
water and a bag full of bits and pieces and manuals,
there is not a lot of space left. Having said that, there
was still plenty of room on my side. All in all a very
enjoyable trip. There were a few times when I had to do
some serious thinking but that’s part of the fun of flying.

One reads a lot about planning and pre-flight
preparation. This isn’t new to me but a trip like this sure
drives the point home, there was a bit of a workload
early due to weather but one can’t plan that. Everything
else just fell into place. I found one thing missing.
Normally on a single engine A/C there is an automatic
rough switch, which cuts in over tiger country. This girl
didn’t have one, she just purred away quite happily.
One thing that impressed me was the help and cooperation I received from various operators at the
airports. I was always offered a lift both into town, and
back out to the airport next day. Fuel was no problem,
mainly because I had rung all the proposed stopovers
and contacted the refuelers. On arrival at each place I
was welcomed and offered whatever help I needed.
A few statistics for those interested: Total distance:
Bordertown to Ayr (Townsville) 1104 Nautical Miles
Total time:
(incl. Ground running time)

21 hours 19 minutes

Refuel stops:
(incl. 2 top ups)

10

Bob Wyatt’s Motor Falke at Bordertown. Kevin Sedgman is in the cockpit.
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In the Workshop
Restoration work has commenced on the Museum’s
Schleicher Ka8b sailplane. The wings have been
stripped of their fabric and the internal structures and
control runs thoroughly inspected. Minor repairs have
been made and the woodwork cleaned and resealed.
The wings are now ready for recovering (which is
planned to occur in the November Fabric workshop).
The Ka 8 was designed by Rudolf Kaiser in 1957 and built
by Alexander Schleicher. It has been described as the
single seat version of the Ka7 Rhonadler. The Ka 8
proved popular with clubs in its role as a sailplane for
early solo flying. Over 1100 were produced.
The Museum’s example is a Ka8b which is the second
variant of the design, distinguishable by a larger blown
Plexiglas canopy and improved ailerons.
The particular glider was built by the RAAF Williamtown
Gliding Club from kit supplied by Edmund Schneider Ltd
of South Australia as agent for Alexander Schleicher. It
was test flown on 8 July 1967. For a period from August
1994 it was owned by a syndicate at the Bendigo Gliding
Club. The last entry in the log book is dated January
1995 at which time the glider had accumulated 1148
hours from 2303 flights.

The Museum’s Schleicher Ka8b wings ready for
recovering in the Dave Darbyshire workshop.

From 1967 to 1994, the glider was flown at numerous
places including Williamtown, Bellata, Warkworth,
Dubbo, Waikerie, Quirindi, Tamworth, Redding,
Narromine, Leeton and Keepit. During 1994 and 1995
it was flown a small number of times at Bendigo.
A notable flight recorded in the logbook is dated 31
October 1971 when W. Kenny reached 11,000 feet in
height during a flight of 5 hours 10 minutes.
The last owner prior to the transfer of the glider to the
Australian Gliding Museum in 2015 was the late John
Ashford of the Geelong Gliding Club.
The glider carries Serial Number 8478-SH and appears
to have been registered firstly as VH-GPA and secondly
as VH-GMA. The registration was cancelled in 2011.

A fine Schleicher Ka8b scale model donated to
the Museum by regular volunteer David Slater.

Can you help? We would like to receive good colour photographs of the glider as it was when flown so that we
may decide on the colour scheme to be adopted in completing the restoration. Presently, we believe that the
glider had a similar colour scheme to David Slater’s model (above) without the red detailing. If you can help,
please contact the Editor.
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Museum News
Annual General Meeting
About 50 members and visitors attended the Museum’s
Annual General Meeting which was held on Sunday 4
November 2018. Reports were delivered by Dave
Goldsmith (President) and Graeme Barton (Secretary
Treasurer). The existing Committee was reappointed,
there being no other nominees for the positions. After
the conclusion of the official business, an open forum
was held. Leigh Snell spoke briefly on his role as Aircraft
Airworthiness Officer touching on the status of the
aircraft which are being restored to flying condition.
The main topic of discussion was a proposal being
explored by the Committee for an expansion of
Museum infrastructure establishing a new building for
displaying collection items which would be open to the
public. Following the open forum, Peter Rundle gave a
talk about the influences of some of the German glider
designer / builders of historic wooden gliders including
Schleicher, Kaiser and Scheibe. Afterwards a BBQ lunch
was enjoyed by everyone. Some attending then went
out to the airfield to see Peter Raphael’s Cherokee and
other vintage gliders flying (see back page).

Argentina by Jack Iggulden for the 1963 World Gliding
Championships.

Bob Wyatt inspects his old Arrow

Wood and fabric courses.
The Museum traditionally commences wood repair and
fabric covering courses on the Wednesday after the
Melbourne Cup, at the Museum. The wood repair
course runs for four days and then the fabric course
runs for four days. This year there was again a good
attendance, with the fabric course being
oversubscribed – but no-one missed out as we set up
for two extras! The wood course was again run by Peter
Raphael and Peter Rundle, with much assistance on
some days by Greig Wanless. This course was again run
to a very high standard, with in depth classes and
demonstrations before much practical experience on
props and actual glider structures. The fabric repair
course was again commenced by Ex-Polyfibre
distributor Russell Darbyshire’s inimitable presentation
of covering, and a presentation on Orotex fabrics by

Museum Open Day

Another ES 59 Arrow for the Museum
A very recent addition to the Museum is the ES 59
Arrow VH-GNK donated by Kimberley Olsen. The glider
arrived at Bacchus Marsh on 4th November. It is an
Arrow that was formerly owned by Bob Wyatt who
converted the 13 metre wing from the standard single
piece to a two piece arrangement. The other Arrow
that was modified in this way was the one taken to

Fabric workshop participants
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Peter Rundle. The following three days saw members
working on a wide variety of glider parts, one
participant even covering the rudder of a BE2c!
Feedback from those attending both course was highly
complimentary of the course and the instructors. It is
intended to conduct these courses again next year.

Museum proves popular with visiting groups

organised by the Museum. Since the last newsletter, we
also hosted groups from the Drysdale Mens Shed, the
Portarlington Seniors Club, Bacchus Marsh RSL and
Chelsea Probus.
New fabric for the Geelong K13
The Museum has assisted the Geelong Gliding Club with
the recovering and painting of the wings of its AS K13
sailplane. The glider looked very neat when it returned
to service in October.

Ballarat Seniors

The Ballarat Seniors booked a Museum tour for 35
visitors, and on the appointed day, all 45 showed up!
Normally catering 25 visitors, we were nevertheless
able to accommodate them and a great time was had
by all. They followed it up with lunch at Stoney’s

Geelong AS K13 in the Buchanan Shed

Peter Raphael (Bendigo Gliding Club member and Museum volunteer) brought along his immaculately
presented Cherokee II sailplane to Bacchus Marsh airfield for the Vintage Glider Association rally (see next page
for report). On Sunday 4th November, for the Australian Gliding Museum Open Day, Peter put the glider on
display outside the Museum.
Thank you, Peter.
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Vintage Gliders Australia Melbourne Cup Rally
The Melbourne Cup Vintage
Gliders Australia Rally at
Bacchus Marsh attracted quite
a collection this year. Present
were Andy Benton’s yellow Ka6
from Benalla, flown by Andy’s
father Rob, and Peter Raphael’s
red Cherokee II from Bendigo
supplemented
by
the
Museum’s red Slingsby T31b
which had its evaluation flight
on Sunday after completing a
survey. Other local gliders
enjoying the conditions were
the two K13’s, one owned by
the Geelong Club and the other
by Dave and Jenne Goldsmith,
the Beaufort Club’s unique
Zephyrus, and Leigh and Sue
Snell’s Mark 4 short-wing
Kookaburra GRX.

family friend’s son, Alexander,
who is looking forward to his
next flight.
Sunday afternoon was a little
windy but some interesting
flights took place. Dave
Goldsmith and Leigh Snell flew
the recently surveyed T31b to
4,500 feet in a flight lasting 46
minutes, only terminated to give
others a go. Rob again had the
longest flight, 2 hrs 20 mins and
75 km in the Ka6 with the open
canopy. K13 GPZ again flew for
over 4 hours, mostly with
instructor Wayne Mackley and
including flights by newly soloed
club pilot Hamid Nazari, a K13
convert! Peter Raphael had 88
mins in his Cherokee while
covering 42 km. This ended the 4
day rally two days early as wind,
cloud and yes, even some rain (!)
moved in.

Saturday
produced
good
Dave Goldsmith and Leigh Snell ready to go in the
Museum’s Slingsby T31b – Vintage Rally Nov, 2018
weather and quite a number of
flights took place, up to 5,500
feet. Rob had the longest, in the Ka6, with 2 hrs 15 mins
with an OLC distance of 53 km. Both K13s were very
All round the rally and museum activities were a
busy, Geelong’s GPZ logging 4 hrs 24 in 6 club flights and
considerable success and much socialising was enjoyed.
GPY 4 hrs 6 mins in 3 flights, by Peter Rundle, Peter
Bacchus Marsh provides a good environment with the
Raphael and John “JR” Marshall, our VSA President
Museum, an excellent airport and clubhouse, and town
visiting from Millicent, S.A. The Geelong K13 is fresh
facilities close at hand. Now firmly established in the
from a survey and was refabriced after sterling club
annual calendar, we look forward to hosting the events
service for fifty years, logging 16,306 hours in 54,666
again next year.
flights and ready for another fifty years! Leigh Snell did
two Kookaburra flights, one to introduce 10 year old
From Dave Goldsmith
Image credits: All photographs and images from the Editor with the exception of page 5 – PH29 Tinok from Sailplane and
Glider, May-June 1948, p.4; page 6 – Horten X drawing from www.nurflugel.com/nurflugel/horten_nurflugels.html; Reid’s 25ft
design from Sailplane and Glider, January – February 1954, p.11; Arnoux tailless aircraft from
www.nurflugel.com/nurflugel/fauvel/arnoux_2.jpg; EPB-1 Prototype from Soaring July – August 1954, p.14; page 7 – ES54
Gnome from Museum Archives Allan Ash Collection; page 9 – three photos of Hoinville glider at Moorabbin from
www.youtube.com/watch?vflyingplank.mpg, loaded by John Parncutt; Museum’s EPB-1 from Museum Archives N.J.Barton;
Hewitt’s Plank from Hal Hopkins; Gentle’s Plank from Hal Hopkins; two photos of Glidair Twin Plank from Museum Archives
Allan Ash Collection; page 10- Alan Patching and David Goldsmith from David Goldsmith; page 11- Heron Primary from
Museum Archives Fullarton Collection; Pratt glider from R.N.Duckworth film; page 12 – Coogee glider from Museum Archives;
page 13 – T21 – from internet, unknown author; page 14 – Olympia bungee launch from internet, unknown author; page 15 –
T31 glider from Museum Archives Frank Smith photo; page 18 – Motor Falke glider from Bob Wyatt; page 19 – Ka8 wings from
Hal Hopkins; page 20 –Open Day scene from David Goldsmith, Fabric workshop participants from David Goldsmith; page 21 Ballarat Seniors and K13 glider from David Goldsmith; page 22 – T31 from Hal Hopkins.
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