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Please Note: The Next Meeting will take place on the First 
Tuesday in March (6th) at the Leinster Arms Hotel, Cnr Gold and 
Hotham Streets, Collingwood, Melways Reference 2C G6.h, 
commencing at 8.00 p.m. - the Restaurant is open from 6.00 p.m. 

 
December Topic: Gears for Rubber Models 
 

Contacts: 

President: 
  Paul Butler    
    pgbrol6b@tpg.com.au 

Secretary/Treasurer: 
Sean O’Connor (03) 9481 6607 

    sean-oc@netspace.net.au 

Editor: 
 Mike Glaister (03) 9733 0431 

 michael.glaister@gmail.com 

Competition Calendar. April/May 
 
April 6-9 Easter. - AFFS & SCC champs 
  Narrandera, NSW 
 
April 15 indoor DISC Reduced Scale Wakefield. 

Manningham DISC. 
 

April 12-20 Australian National Champs 
 Meckering WA 

 
April 22 Vintage Rubber for Hervey Trophy 

Eynesbury Field 
 

May 6  Combined F1G, F1H and F1J 
Eynesbury Field. 
 

May 13  Back up day for postponed events 
Eynesbury Field 

May 20  Combined F1G, F1H and F1J 
Eynesbury Field 
 

May 27  Back up day for postponed events 
Eynesbury Field 

 
Editorial: Welcome to the April edition of Flypaper. 

Included in this edition is an account of the Victorian State 
Championships held at Springfield on the long weekend of 
10-12 March, and the first leg of the Garnham Trophy 
(March 25 and 27) flown at Di Dio’s. 

 At the State Championships the VFFS were 
represented by your Secretary/Treasurer and your Editor 
as competitors, later to be joined by David Sutherland 
acting in the capacity of observer. David had made the long 
journey in the early hours of Monday morning, arriving 
around 8:30, a long drive for a few hours sightseeing.  

The Championships themselves were really great, with 
a strong showing from the Queensland and NSW 

contingents, superb weather and, after very heavy rainfall 
in the area over the previous fortnight, remarkably dry 
paddocks for retrieval 

To complete the contest scene, the first leg of the 
Garnham was flown on the 25th and 27th  

 
Some disturbing news arrived during the month from Vin and 

Leigh Morgan. While leaving DiDio’s after a trimming session on 
Sunday the 18th, they were met at the gate by Peter, the lessee 
of the field, driving a big, in Vin’s words, VERY BIG tractor going 
in the opposite direction. A brief conversation ensued from which 

it emerged that Peter was on his way to complete ploughing 
the South end of the field. 

The Northern end, where most flying activity occurs, will 
also be ploughed in the near future, probably within the week 
following. There is no objection to the continued use of the field  
for free flight with the proviso that vehicular traffic is  to be 
restricted to the boundaries, however retrieving over ploughed 
terrain would be a bit tedious, and once a crop appears even that 
tenuous concession is likely to be withdrawn. 

With the situation at Eynesbury yet to be resolved, this 
news about DiDio’s assumes even greater significance. (More on 
the DiDio situation in the report on the Garnham) 

This month’s drawings are of Neil McLeod’s favourite 
models – all variations on a theme, Dick Baxter’s Pussycat 
design, another of the French Peanut scale designs (there 
are still a few to come) and another offering from the Volar 
Libramente website 

Finally a story about the guy who apparently was an 
invaluable assistant to the Wright brothers in their quest 
to achieve manned flight. Now after my foray into aviation 
history with my story of Louis Blériot and being 
subsequently pilloried as a result you would think I would 
learn something and be more cautious, especially as the 
source is apparently a relative of the man concerned. I 
include this as the story was submitted to me by Fred 
Roberts and the text was shot full of hot keys to 
references which are an apparent verification of the story.- 
We’ll see……… 

Minutes of VFFS General Meeting –March 6 2012 
 
Start 8-00pm 
 
Present: T.Denyer, D.Boughton, S.O'Connor, D.Cassidy, 
D.Sutherland, R.Bird, J.Fullarton, P.Butler, M.Glaister, 
N.McLeod 
 
Apologies: R.Neve, C.Parker 
 
Visitors: Howard Gostelow, Joan Gostelow, Vin Morgan 
 
General Meeting Procedure: All discussion to go through the 
chairperson. Motions to be put. There will be no further 
discussion of a motion if no one is willing to second that 
motion. 
 
Treasurers Report: $1800 in the bank, $300 cash in hand and 
$240 in stock. 

            Newsletter of the Victorian Free Flight Society
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Secretaries Report: No written correspondence in or out. 
C.Parker informed S.O'Connor that he had spoken to Reg 
Regester at the Sandringham Youth Centre in regard to 
obtaining access to the hall for a trial free flight flying only 
day. The day be different to the usual 1st and 3rd Mondays of 
a calendar month. Reg agreed to assist in this proposal by 
getting the necessary permission and by unlocking the doors 
for us. All we need do is nominate the day. Cost was not known 
at the meeting but would be part of further discussion at the 
March Committee meeting 
 
Report on the last Committee Meeting: 
R.Neve reported on his discussions with QBE Insurance 
(Company) and representatives of the VMAA and MAAA 
regarding the situation of MAAA affiliated persons flying 
model aeroplanes at the Sandringham Youth Centre together 
with non-affiliated persons and whether or not QBE would be 
willing to insure the Sandringham group as a separate entity. 
The response on the insurance matter was negative because 
that type of insurance cover is already available from the 
MAAA and QBE would not take that type of business. Also 
MAAA policy makes it clear that MAAA affiliated persons are 
at risk of personal liability if they fly model aeroplanes with 
non-affiliated persons and the flying activities do not comply 
with rules of the MAAA Visitor Policy (and possibly other 
parts of MAAA Policy). All aspects of current MAAA Policy 
are available to anybody who takes the time to visit the 
MAAA web site 
 
Contest Reports: 
As reported in the March issue of Flypaper. 
 
General Business: 
Eynesbury-- S.O'Connor reported that he had attempted to 
contact the property manager at Eynesbury but without 
success. Further attempts would be made before the next 
Committee meeting. 
 
Sandringham Youth Centre-- M.Glaister reported his 
conversation with John Bird on Monday 5th March. Apparently 
John has had discussions with representatives of the 
Australian Men’s Shed Association. 
Indications are that if the Sandy group form an incorporated 
association then that association can make application to join 
the Australian Men’s Shed Association and if accepted can 
then be covered by the insurance cover offered to all Men’s 
Sheds throughout Australia. The cost of insurance (to the 
incorporated association) is dependent upon the number of 
members in the association and would be of the order of $20-
$40 per individual member. 
John Bird has also proposed that a limit be set on membership 
of the as yet to be formed association. A putative number of 
40 has been suggested, allocating 25 to R/C fliers and 15 to 
F/F fliers.  
Investigations into the newly proposed organization were 
precipitated by:  
 
1 Several incidents in which persons were struck in the 

face by flying models;  
2 Constant pressure from some MAAA affiliated persons; 
and a consistent refusal of some persons flying at Sandy to 
join the MAAA because of cost. 
3 Trial F/F only day at the Sandringham Youth Centre: On 
the basis of the promising report from C. Parker mentioned 
above, S.O'Connor put the motion that "The Committee decide 
upon a day and arrange a trial of Free Flight only flying at the 
Sandringham Youth Centre". P.Butler seconded the motion. 
The motion was carried by a majority of hands, (seven for and 
one against). 

4 VFFS Sponsored Events held at the Sandringham Youth 
Centre: The VFFS web page will be changed to clarify those 
events that will be under VFFS control. Such events will be 
run strictly in accordance with MAAA Policy. The names of all 
non-MAAA affiliated persons who wish to fly on such days will 
be required to sign the VFFS Visitors log  book which will be 
located near the entrance for that purpose.  

 
Meeting Topics:  

 
April -- Spoked wheels for indoor free flight models 
  
May -- Retrieval methods for outdoors models 
 
June -- Rise Off Water models 
 
July -- A.G.M Elections 
 

Meeting Closed at 8.58pm  
 

Next Committee Meeting: 8.00pm, 15th March 2012 - 59 
Roseneath Street, Clifton Hill. 
 

Presentation by Howard Gostelow: 
 

Howard was the guest speaker and was invited to tell us 
about current F/F activities in Queensland with his wife Joan 
chipping in occasionally. Howard and Joan moved to 
Queensland from Melbourne 20 years ago. He told us about 
the numbers of active aeromodellers active in the state, in 
general what they did and were they were located and what 
official bodies they belonged to. Howard has known some 
VFFS members for 60 years so a fair bit of the discussion 
was about competition matters, good accommodation locations 
and good eating establishments. Howard is an active member 
of the 'Hip Pocket Aeronautics' forum as is your reporter so 
it was good to put a face to an 'avatar' name (many forum 
members do not use their real or full names).  
D.Cassidy formally thanked Howard and Joan for visiting and 
talking to our group. 

M.Glaister brought along his geared “Drifter” model 
again in order to fulfil a long-standing promise he made 
to Howard who had never seen a geared Wakefield 
model (nor had many others for that matter!). 
 
State Champs – Springfield March 10 to 12 

 
(The following narrative is more subjective than objective as 
much of my time (and Sean’s) was spent in searching for lost 
models – more on that later – Ed.) 
 
 Arriving at Mc Mahon’s just after 8am on Saturday, Sean 
and your reporter were just in time to witness the closing 
minutes of the first round of the F1B contest. Conditions at 
this time had reversed from the pre-dawn Katabatic drift 
toward the south to a light southeasterly of a few km/hr. As 
the flight line had been positioned close to the fence which 
divides the northeastern and southeastern paddocks, all 
flights at this time were terminating in the northeastern 
paddock, dangerously close to the tree line on the northern 
boundary and requiring an immediate crossing of the fence 
after launch. In view of this the CD (Vin) decided to move the 
flight line to the southern boundary, requiring a temporary 
cessation of flying activities. 
 Upon resumption, I had some opportunity to look at the 
various F1B’s being flown and, with the exception of Craig 
Hemsworth’s home-built model, all were of Eastern European 
manufacture, most if not all being the products of Alexei 
Andruikov. Craig’s model was of quite modern design with six-
panel wings of carved balsa (solid) with rolled tube fuselage 
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and built-up empennage. I had more opportunity to observe 
this model as Craig was situated adjacent to our set-up. The 
other F1B’s to these untrained eyes had DPR/VP props and the 
launch and burst phase of flight was quite spectacular to 
watch, however after this there seemed to be a hesitation in 
the transition to a steady climb over the later part of the 
motor run. By contrast, the Hemsworth model, while not 
possessing the same explosive initial climb, seemed to have a 
much smoother motor run than the others. 
 While the F1B competition was in full stride with a strict 
observation of the various rounds, the Combined Vintage and 
Open Power events were proceeding at a somewhat more 
leisurely pace. Sean had brought along his 1943 Mick Farthing 
to fly in both the vintage event and in Open Rubber, while I 
had brought along my XL56b for roughly the same purpose. 
As there were three competitions proceeding more or less 
simultaneously, it was difficult to keep track of individuals and 
their models however I did notice Roy Summersby flying his 
beautifully finished “Swiss Miss”, designed by Silvio 
Lanfranchi in 1954 – a really seminal design of its age. Also of 
note was Des Slattery’s 1949 Alan Lim Joon Wakefield. I saw 
this model passing low overhead and it was evident that the 
covering was still in a state of decrepitude! Seemed to be 
flying O.K., but Des switched to his power model shortly 
thereafter. Harry Sokol was flying a variety of power models, 
one of which was his Y-Bar but he seemed to be spending most 
of the time flying his modified FAI Viking (until the wing 
folded). For our part, Sean got away to a poor start with his 
Mick Farthing, down in 155 sec., but the 26-second bonus 
made up the difference and he recorded a max. My XL56b, 
still only semi-trimmed went away on about 50% turns and 
luckily straight into a weak thermal to also max out. Our 
second round flights were less fortunate. Sean had a timer 
failure and the model D/Ted at good max height to record a 
99 sec flight – this time the 26-second bonus did not save the 
situation! My second flight with more turns was even more 
disastrous – I had unwisely made two trim changes to correct 
the persistent left-hand turn on both power and glide, and 
while the power phase looked much better, the glide was non-
existent the model descending in a series of divergent stalls 
for a flight of 95 seconds. Sean’s third and final flight was 
also a disappointment, recording 168 seconds again saved by 
the 26-second bonus for a max – timer trouble yet again. For 
my last flight I returned the trim settings to that intended 
by Mr. Cizek and was rewarded with a more sprightly right-
hand climb on about 70% turns followed by a good transition 
and smooth right-hand glide which, due to mis-setting the 
timer, seemed to be endless. After about seven minutes the 
model finally D/Ted but was at such extreme range that it 
went OOS while still at some considerable altitude and so the 
bearing we had on the model was somewhat inexact. I headed 
off in hot pursuit, finding Richard Blackam’s F1B on the way 
but, after an hour or two of searching for my model, returned 
empty handed. By this time, the F1B event was winding down 
with a four-person flyoff in prospect for dawn on the morrow. 
 At about this time, Sean decided to fly his old F1B - nice 
climb and glide but again the D/T gremlins were in evidence 
as, on the second flight the D/T mechanism failed and this 
time it was Sean who had a long and ultimately fruitless walk. 
 The evening barbecue at the Statesman Motor Inn at 
Corowa was a pleasant ending to the activities of Saturday, 
which from our viewpoint was marred by two lost models. 
Nevertheless, a very enjoyable start to the Championships, 
redolent with memories of those halcyon days at Boundary 
Rd., only in those days there were four times as many 
participants. 
 For the F1B flyoff on Sunday the flight line was 
relocated to its original position at the northern end of the 
field in anticipation of the usual katabatic drift to the south. 
In the pre-dawn light, the four flyoff participants set up 

their stooges and thermistor poles in readiness for the start 
of the 10-minute flyoff window scheduled for 7:30am. With 
Gary Odgers acting as flyoff CD, and all idle spectators roped 
in as timekeepers, the sense of anticipation was palpable. First 
away was Leigh Morgan, one minute after the hooter, to be 
closely followed by William Jones a minute or two later. Both 
Richard Blackam and Brian Oliver waited until the last few 
minutes before winding – during this time I had an opportunity 
to observe the differences in winding technique, the Morgans 
wind outside the fuselage utilising a semi-circular aluminium 
channel which is then used to transfer the wound motor to the 
fuselage. The Blackam/Oliver technique was to wind with the 
motor in situ using a blast tube to protect the fuselage. All 
contestants first stretched the motor to its limit, the axial 
tension considerably in excess of 400 Newton, and then piled 
on the turns. While all used the same technique, Mr. Blackam 
took it to extremes with an approach to winding bordering on 
aggression. 
 The Blackam model was launched some two minutes 
before the flyoff window closed followed several seconds 
later by Brian Oliver’s model. It soon became evident that 
both were in good air, but the Blackam model was higher and 
seemed to be climbing faster than that of Bryan Oliver. I 
managed to follow the model for about eight minutes but 
Nickolai, with better eyesight or better field glasses or both 
managed to follow it to the ground somewhere in excess of 10 
minutes. Sean later commented to me that it was the best F1B 
flight he had seen and with his experience he would be in a 
position to comment. 
 After the excitement of the flyoff the F1A and F1C 
contests got underway, interspersed with the Open Rubber 
and Oz Diesel events. I had intended to use the XL56b in the 
Open Rubber event, but with the model still somewhere down 
in the boonies, had to reconsider my position. I had the Bilgri 
“Drifter” but with its twin motors of 80 grams each, this is 
not a model to be trifled with and so, when I had some 
difficulty with the Munson viscous timer, I was only too glad 
to be able to put it back in its box. This left one of the 
Coupes as possible entrants but as I had not prepared a 16-20 
gram motor for it in anticipation of my usual troubles I 
decided to scratch myself from the event and act as 
timekeeper for Sean and Jim Christie. Sean as usual flys early 
and often so he was quickly in the air, but another timer 
problem on the first flight put him out of contention for what 
would inevitably be a flyoff the next day These timer 
problems persisted and on the third flight it failed 
altogether, the model sailing away for an OOS flight of 
around five minutes, disappearing behind the tree line to the 
south west. While Sean was off on another long walk, I timed 
for Jim Christie who was faring little better but was 
fortunate, after an easy max, to scrape into the flyoff with a 
3:01 followed by a 3:09. 
 As the Open Rubber event was in progress, so too the 
F1C antics were also beginning to get underway. I had 
serendipitously positioned myself no more than fifteen metres 
from the action and so, seated in a canvas chair, had a perfect 
view of every flight. After test running motors everything was 
in readiness and when the first round started, Roy 
Summersby assembled/configured his folding wing model in 
preparation for its first flight. Now n the folded state, these 
models appear to be quite ugly but they are so for a reason, as 
I was shortly to discover. If you have never seen one of these 
missiles fly no description can prepare you for the gob-
smacking, stupefying experience! 130-160 metres in 4.5 
seconds! I was still trying to absorb the indelible visual 
impression when several seconds after the motor cut the 
wings deployed, transforming a very fast ugly duckling into a 
glorious soaring swan! Roy’s flight was followed by Terry Bond 
with an equally impressive performance. These models are so 
impressive that they make more conventional power models 
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seem passé in comparison. The third F1C contestant, Gary 
Pope, was flying a fixed-wing model and from the outset was 
having timer sequencing problems, having to miss the first 
round as a consequence and finally pranging the model when an 
auto function line parted company with the timer during the 
climb. They come down faster than they go up! Hopefully the 
damage was a lot less than it first appeared and Gary will be 
back in the F1C competitions to come. Terry Bond emerged as 
the winner with a perfect score when Roy had some wing 
deployment mechanism problem in the fifth round, the model 
gliding down in a tight spiral for a 114 second flight. 
 The F1A event was more dispersed and difficult to follow 
when compared to either the F1B or F1C events which were 
flown from a defined flight line. From an observer’s 
perspective, the drift being so light contestants were towing 
in all directions, Vin Morgan on the extreme right of the 
flight line circle-towing for 10 minutes or more, Nickolai on 
the extreme left doing something similar while Mal Campbell 
was towing directly toward me and releasing almost as soon as 
the model reached the top of the line. Albert Fathers started 
slowly with a couple of sub-max flights before getting into his 
stride while Tarn Stowe started well but a line cross with 
Nickolai and a subsequent line break had to be referred to a 
quickly empanelled Jury who, after due deliberation, ruled in 
his favour. During this time I had the opportunity to examine 
some of Nickolai’s carbon fibre wings, one pair of which were 
beautifully smooth while the other pair were slightly rough to 
the touch. The sections on both wings were quite thin, neither 
following the Koglot or Eggleston design approach. My first 
thoughts were that the wings were of Eastern European 
manufacture and in an obtuse way they were, but Sean later 
told me that Nickolai is a world class expert in reinforced 
plastics and that he produces his own wings. Nickolai emerged 
the winner of the event with Mal Campbell not too far distant 
and Vin Morgan completing the placings 
 Sean and I departed a little before the end of the day’s 
proceedings to search for our three lost models. Fortunately, 
the Mick Farthing was found relatively easily as we had a good 
bearing on it, but after a further couple of hours trudging 
through the fields to the northeast, gave up and went back to 
Wangaratta for a few beers and to get cleaned up for dinner. 
 As it turned out, Sean must have walked within 10 metres 
of my XL56b, which had settled behind a huge log next to a 
fence. Kevin McMahon returned it to me the next day, having 
found it while, in his words, “chasing some sheep around the 
paddock”. The model was relatively undamaged except for the 
footprint of a disgruntled sheep on the starboard tip, but the 
tailplane was lost in transit. Oh well, I got 95% of the model 
back. 
 The Monday started much the same, as did the previous 
day with a flyoff, this time for the Open Rubber event. Three 
flyers presented themselves and their models for the flyoff, 
Gary Odgers and Peter Greenhill appearing with their very 
large Open flyoff models, both of similar size, around 2 
metres span. Jim Christie changed to the longer fuselage 
version of his Open Rubber design for the flyoff and wound up 
immediately after the hooter sounded. The model was 
launched soon after, but was badly out of trim and crashed 14 
seconds later behind the adjacent fence – an attempt. Roy 
Summersby shot over the fence, retrieved the wings of the 
now damaged model and handed them to Jim these were 
quickly fitted to the shorter fuselage version which Jim had 
flown on the previous day, and with Roy and several other 
assisting, Jim quickly wound the motor and with no time to 
check the trim launched 20 seconds before the end of the 
flyoff window. 
 A short time earlier, Peter and Gary had launched 
simultaneously and quite close together Peter’s model circling 
to the right while Gary’s was circling to the left. Spectators 
and time keepers otherwise not engaged were treated to the 

sight of two large rubber models climbing in opposite 
directions, their flight paths crossing with several near 
misses as they climbed upward, eventually separating on the 
glide, the first one down being Peter Greenhill’s model at 341 
seconds followed a minute and a half thereafter by Gary 
Odgers. 
 Meanwhile. Jim Christie’s model, climbing a lot faster 
than either Peter’s or Gary’s had, in contrast to the day 
before, transitioned seamlessly into the glide and after a 
short while was observed to be in weak lift. The model did not 
seem to climb much in the lift but maintained height until it 
D/Ted at around seven minutes. If anything, the Open flyoff 
was better than the F1B flyoff of the previous day as the 
conditions were almost dead still and with little drift it was 
easy to see the models without visual aids for the duration of 
their flights. 
 Immediately after the flyoff, the P30 competition got 
underway and with two P30’s I thought I had all the bases 
covered – what could go wrong? If something broke I had a 
spare. Well, almost. After a short trimming session, I wound 
up for an official flight but when I connected the timer the 
tension on the D/T line caused some of the gears in the Tomy 
mechanism to become disengaged. Disconcerting, but I still 
had a spare. I assembled the spare and after a few chucks, 
wound it up for another attempt only to have the same thing 
happen! I have now lost all faith in Tomy’s and have since 
purchased two PST timers as used by the Morgans – smaller, 
neater and definitely retro as they burn through rubber 
bands! 
 In the benign conditions, four entrants out of a total of 
six made it through to the flyoff, however by this time the 
conditions were beginning to deteriorate and so the CD 
decided to postpone the flyoff which, with two NSW based 
participants and two from Victoria will now have to be flown at 
Narrandera in early April. 
 In all a great long weekend. It is said that the essence of 
good organization is that you don’t notice it. Such was the 
case at Springhurst. My only comment is that a scoreboard 
was lacking. Without it, it was difficult to keep up to date on 
placings It was only when all the scorecards were handed in 
and tabulated that a definite picture emerged.  
 From a VFFS perspective, it became painfully obvious as 
the championships progressed that we were under prepared 
both in equipment, reliability of models and in approach. We 
will need to improve on these before next year. 
 
(All tabulated results appear later in this newsletter) 
 
Garnham Trophy 25 and 27 March 

 With the expectation of bad weather for the weekend of 
the 24th and 25th., it came as a surprise when a weather window 
opened and we were, at short notice able to fly the first leg of 
the Garnham Trophy. In the event, four competitors turned up at 
Di Dio’s expecting to see the field ploughed and grateful to find 
that it wasn’t. Your Editor had stripped the faulty Tomy timers 
out of his P30’s and was anxiously waiting at the letterbox for 
the arrival of the PST timers. Alas, they arrived three days too 
late!  

Leigh and Vin had no trouble posting three maxes each and 
Sean did likewise with his new P30 although the climb was not as 
convincing as the others and still needs a little fine-tuning. Peter 
Greenhill arrived a little later and also started to max out 
prompting a discussion as to how to conduct the flyoff in the 
event that Peter maxed on his last flight. Unfortunately for 
Peter, who was winding up for the final flight while the 
conference was taking place, the motor broke, and winding 
without a blast tube, watched as the bunched motor blew the 
rolled tube fuselage apart as far back as the wing mounting! 

This reduced the flyoff to three and as Leigh had an 
appointment in the afternoon and the wind was picking up with 
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models landing close to the smallholdings to the NE it was finally 
decided to hold the flyoff on the following Tuesday when the 
prospects for good weather looked even better. 

Arriving at 7:30 on the Tuesday morning we were somewhat 
perturbed to find that the field had been ploughed in a band 
about 10 metres wide running round the periphery. Negotiating 
this obstacle was not too difficult but any additional rain would 
quickly render this strip difficult or impossible to cross without 
getting bogged. Sean had a few test flights while we awaited the 
arrival of the Morgans and in the process sorted out the trim on 
his P30 while I started mucking about with my Oz Diesel-legal 
Dixielander (PAW 0.09CT powered) 

After the Morgans arrived we shifted camp further into the 
field and all flyoff contestants quickly got down to business while 
I went about the process of discovering a leak in the fuel tank of 
my Dixie! – I should pay more attention to detail! In the event, it 
came down to two contestants when Sean’s motor exploded in an 
almost identical fashion to that of Peter two days previously only 
this time there was a blast tube in use to protect the fuselage. 
This it did but the transmitted shock through the fuselage 
managed to disassemble the rickety pylon structure, putting the 
model beyond easy field repair and so the Morgans (this time Vin) 
were again successful and retain the trophy for yet anther year. 

 
Farman Monoplan 

This is yet one more of the “Cage a Poules” series from Modele 
Reduit d’Avion and another of J.F. Frugoli’s efforts. The nose is 
very short and to overcome an obvious C of G problem the nose 
block is of solid balsa, probably hard balsa, and to maintain the 
illusion of longerons extending to the very front, the noseblock is 
edged with 0.5 x 1.0 capstrips. With its low aspect ratio, the wing 
area is generous, as is the tailplane area my only question is the 
very small fin area which could make life difficult. 
Pussycat and its Various Reincarnations 

When I first saw this model I dismissed it as a toy, not worthy 
of further consideration. Since then I have had to revise my 
opinion when I saw a No-Cal model of the design do over three 
minutes at Sandringham in the hands of Nick Calvino and then 
there is Neil McLeod’s PuXXycat, which flies superbly. Tim 
Denyer is also a devotee of the design and builds them in batches 
and smashes them just as fast. In all a great model for juniors – 
we just have to find ‘em (juniors that is) 
Icaro - El Avion de Lupin a Goma 

This model is a caricature of an SE5a and apparently is a good 
indoor flyer It at first sight appears to be relatively simple but 
if built lightly could even be suitable as a Bostonian 
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Victorian State Championships 2012  
Combined Vintage 

 Name Model Year Flight 1 Bonus Flight 2 Bonus Flight 3 Bonus Total 

1 Malcolm Campbell Seraph 1954 180 4 180 4 180 4 540 

2 Roy Summersby Swiss Miss 1954 180 4 136 4 180 4 500 

3 Harry Sokol Y-Bar 1955 180 2 180 2 127 2 489 

4 Sean O'Connor Mick Farthing Lightweight 1943 155 26 99 26 168 26 485 

5 Michael Glaister XL-56-B 1956 180 0 95 0 180 0 455 

6 Jim Christie Bilgri Rubber 1956, Gollywock 1940 1956 180 0 136 0 118 0 434 

7 Albert Fathers   180 0 179 0  0 359 

8 Des Slattery Power  83  91  180  354 

9 Des Slattery Rubber  109 0  0  0 109 

 

F1B 
 Name 1 2 3 4 5 6 7 FO Total 

1 Richard Blackam 180 180 180 180 180 180 180 600 1860 

2 Bryan Oliver 180 180 180 180 180 180 180 325 1585 

3 William Jones 180 180 180 180 180 180 180 287 1547 

4 Leigh Morgan 180 180 180 180 180 180 180 269 1529 

5 Terry Bond 180 180 180 180 119 167 180  1186 

6 Albert Fathers 180 146 180 180 133 180 180  1179 

7 Vin Morgan 180 180 180 142 105 180 180  1147 

8 Gary Pope 180 180 180 180 105 180 120  1125 

9 Craig Hemsworth 180 180 173 180 45 180 145  1083 

 

Open Power 
 Name 1 2 3 Total 

1 Harry Sokol 82 180 180 442 

2 Gary Odgers 180 180 180 540 

3 Roy Summersby 180 180 33 393 

4 Peter Greenhill 180 89 98 367 
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F1A 
 Name 1 2 3 4 5 6 7 Total 

1 Nikolay Nikolov 180 80 180 120 180 180 180 1100 

2 Malcolm Campbell 180 180 75 180 104 180 180 1079 

3 Vin Morgan 180 180 180 83 180 0 180 983 

4 Albert Fathers 86 164 130 173 180 180  913 

5 Tahn Stowe 180 180 123 180    663 
 

F1C 
 Name 1 2 3 4 5 6 7 Total 

1 Terry Bond 180 180 180 180 180 180 180 1260 

2 Roy Summersby 180 180 180 180 114 180 180 1194 

3 Gary Pope  94 92     186 
 

Open Rubber (Shaw Cup) 
 Name 1 2 3 Total FO 

1 Jim Christie 180 180 180 540 429 

2 Gary Odgers 180 180 180 540 359 

3 Peter Greenhill 180 180 180 540 341 

4 Sean O'Connor 169 180 180 529  

5 Craig Hemsworth 180 180 137 497  

6 Albert Fathers 180 180  360  

7 Des Slattery 124 110 125 359  

 

Scale 
Name Model Static Flight  Total 

Gary Odgers      

Fred Roberts      
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P30 
 Name 1 2 3 Total 

1 Jim Christie 120 120 120 360 

1 Vin Morgan 120 120 120 360 

1 Leigh Morgan 120 120 120 360 

1 Terry Bond 120 120 120 360 

5 William Jones 95 120 87 302 

6 Dale Jones 120   120 

 
OZ Diesel 

 Name 1 2 3 4 5 Total 

1 Roy Summersby 120 120 120 120 120 600 

2 Gary Odgers 120 120 94 103 120 557 

3 Des Slattery 103 120 84 81 87 475 

4 Malcolm Campbell 76 81 111 66 28 362 

 

HLG/CLG 
 Name 1 2 3 4 5 6 Best 3 

1 Kathy Burford 41 20 24 35 60 60 161 

2 Dale Jones 31 60 27 60 25 31 151 

3 William Jones 35 44 30 24 60 30 139 

4 Des Slattery 31 60 15 12 28 12 119 

5 Tahn Stowe 29 16 19 60 21 21 110 

6 Albert Fathers 21 15 12 29 60 4 110 

7 Malcolm Campbell 0 32 24 35 22  91 
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I saw a Sorta Pussycat by Neil Mc Leod 
 Since Arthur Smith announced the C & XIII (100 sq. inch /13gram ROG) formula no definitive design has emerged as the “right” style of model to meet it. My response was to turn Dick 
Baxter’s Big Pussycat, the plan of which was published in Flying Models and is still available to download from the FM website http://flying-models.com/centerfold for October 2010.  

The original Pussycat appeared in July 1989 Model Builder in an article about its use in a school science project. Baxter’s design incorporates features aimed at making a “sure flyer”. I 
adopted these whilst enlarging the wing to 20 inches, (ie XX) and the name PuXXycat sprang to mind. The area of supporting surfaces was adjusted to total just under 100 sq. inches. 
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The Man Aviation History Almost Forgot 

Charles E. Taylor 

by Bob Taylor 

Three men (not two) were involved in the invention and development of the first powered airplane - that's right three.  
Everyone knows about the Wright brothers, but that third man was Charles E. "Charlie" Taylor, a quiet genius who loved 
cigars and the sound of machinery.  
Although he contributed to one of man's greatest achievements, "Powered Flight," his name was almost lost in aviation 

history. And if it hadn't been for Charlie that first powered airplane would never have gotten off the ground. Charlie Taylor 
was born on a little farm in Cerro Gordo , IL , on May 24, 1868. As a boy Charlie moved to Lincoln, NE, with his family. 
Charlie quit school at the age of 12 and went to work as an errand boy for the Nebraska State Journal. However, Charlie 
was mechanically inclined so later, when he began working with machinery in the Journal 's bindery, it came easy for him. 
 When Charlie was in his twenties he moved to Kearney, NE, where he went into a business of making metal house 
numbers. While in Kearney, Charlie met a young lady named Henrietta Webbert in 1892 and married her two years later. 
 In 1896 the Taylors moved to Dayton, OH, where Charlie worked for a Stoddard Manufacture, which made farm 
equipment and later bicycles. It was in Dayton where Charlie met the Wrights. Mrs. Taylor's uncle rented the building 
on West Third Street to the Wright brothers for their bicycle business. This was a convenient connection because in 
1898 when Charlie started his own machine shop, Orville and Wilbur Wright brought him special jobs, including a bicycle 
coaster brake they had invented but later dropped.  
 Charlie eventually sold his tool shop for a profit and went to work for the Dayton Electric Co. However, he didn't like 
his job so he accepted, when the Wright brothers asked him to work for them at $18.00 per week.  This was a good 
decision for several reasons: The Wright brothers' shop was only six blocks from where Charlie lived, he could ride a 
bike home for lunch every day, he was making eight dollars a week more, and he liked the Wright brothers a lot. Charlie 
started to work for the Wright brothers on June 15, 1901, doing routine repairs on bicycles. This let the Wright 
brothers pursue their experiments with gliders which included many trips to Kitty Hawk . After one of these trips, the 
brothers decided they needed more accurate information then was available and decided to build a small wind tunnel 
with delicate force balance. With this, they would measure the amount and direction of air pressures on plane and 
curved surfaces operating at various angles and improve their theories based on their gliding experiences. 
Building the wind tunnel was the first job that Charlie Taylor did for the Wright brothers that had any connection with 

aeronautics. The wind tunnel was a rectangular box with a fan at one end driven by a natural gas engine. Charlie ground 
hacksaw blades and used them for balance in the tunnel. 
The Wright brothers did many experiments in their wind tunnel and from this data they began to make their 1902 glider 
with Charlie machining many of the parts. On August 13, 1902, the brothers shipped the glider to Kitty Hawk. 
 They did several flights with the glider and on October 31, 1902, the Wrights returned to Dayton to make plans for a 
powered airplane. Through their experiments, the Wrights were able to accurately predict the horsepower--eight--which 
was needed to produce and achieve powered flight. 
 The next problem was where to get a light engine that would produce eight horsepower. The Wrights knew that a steam 
engine might suit their purpose, but a gasoline engine would be safer and more efficient. 
On December 3, 1902, the Wrights sent letters to almost a dozen automobile companies and gasoline engine 
manufacturers asking if they could produce or modify an engine that would develop eight to nine brake horsepower, weigh 
no more than 180 pounds, and be free from vibration. Most companies replied that they were too busy to undertake 
building such a special engine. 
Falling back on their own mechanical experience, the Wright brothers decided to design and build their own engine. They 
estimated they could build a four cylinder engine with four inch stroke and four inch bore, weighing no more than 200 
pounds with accessories included. By their calculation, it would develop the horsepower necessary to power the glider in 
flight.  
Now the problem was who was going to build the engine, but it was easily solved. The brothers decided that they would 
give the task to Charlie and they would build the airframe. Charlie was excited about this new challenge. From his 
knowledge of mechanics and design he knew that the engine design was basic, straight forward, simple, and capable of 
being successful. Charlie had very limited knowledge about gasoline engines, but he used his craftsmanship, genius, 
enthusiasm, and efficiency to tackle the task.  
Charlie started building the engine in the winter of 1902-03. Without any formal drawings available, it was necessary for 
each part to be crudely sketched out by the Wrights or Charlie on a piece of paper. After a thorough discussion about it, 
Taylor would pin the drawing above his workbench and go to work to complete it. Using these sketches and specifications, 
he finished the engine in six weeks--an amazing accomplishment. 
I want to describe in some detail of how Charles Taylor made the engine so you can appreciate the craftsman he was. The 
first problem that Charlie and the Wrights faced was the crankcase. The case had to be light and strong. Aluminium was 
still a rare metal in those days and it was difficult to get a good sound casting. John Hoban, foreman of Buckeye Iron and 
Brass Foundry in Dayton , took on the job of making the crankcase using the strongest aluminium he had. The cylinders 
were turned from fine-grain grey cast iron and had a bore of four inches. The top and bottom of the cylinders were 
threaded so they could be threaded into the crankcase and a water jacket could be threaded on them. 
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The next major task for Charlie was making the crankshaft. Being a mechanic most of my life, I would never even attempt 
taking on a project of making a crankshaft with the equipment that Charles Taylor had--a drill press, a lathe (both run 
by a natural gas engine), and hand tools.  
Charlie secured a plate of high carbon tool steel that measured 1-5/8 inches thick, six inches wide, and 31 inches long.  
On the plate he traced an outline of the crankshaft and carefully, painstakingly drilled hundreds of holes along the outline 
of the crankshaft. This weakened the plate enough so he could knock the excess material away with a hammer and metal 
chisel. Once this was done, he had the rough cut crankshaft ready for the lathe and the finish cut. With the small natural 
gas engine chugging away at full power driving the large wide leather belts that turned the lathe, Charlie turned out a near 
perfect crankshaft to the thousandth of an inch.  
The next part that Charlie worked on was a flywheel from a solid block of cast iron. The connecting rods, intake valves, 
exhaust valves, pistons, valve guides, rocker arm, and numerous other parts that made up the complete engine were 
carefully thought out by Charlie and tailored to fit the operation of the engine. Charlie painstakingly assembled the engine 
part by part, fitting and refitting each piece with the meticulous care of a jeweller making a watch. He scrutinized every 
detail. He assembled and disassembled the parts, time and time again, making sure of their operation until all the parts 
were working in harmony. 
It took a lot of genius and ingenuity and the engine was finally complete and assembled in February 1903. It was mounted 
on a test stand and ran well, producing eight horsepower at 670 rpm and 11 hp. at 1000 rpm. Charles E. Taylor had 

successfully built the first aircraft engine. 
As a result of the engine producing 12 horsepower at full rpm, the Wright brothers were able to add another 150 pounds 
to the aircraft which allowed them to strengthen the wings and framework. The engine with its dual propeller drive drove 
two counter rotating pusher propellers by means of chains. The Wright brothers designed and tested propellers in the 
wind tunnel and built several propellers that would be used for the first successful flight.  
Charlie also made all of the metal parts such as all of the metal fittings where the wooden struts joined and spruce spars 
and Roebling truss wires were attached.  
On September 23, 1903, the Wright brothers left Dayton for Kitty Hawk to start preparation for man's first powered 
flight and the Flyer followed on September 25. The Flyer was assembled and the engine was installed on November 2.  
To reduce the danger of the engine ever falling on the pilot in case of a wreck, it was placed on the lower wing to the right 
of center. When the engine was started, the vibration from the irregular firing caused failure of the prop shaft 
extensions. Charlie made new shafts out of solid steel which held up during the first flights. 
On December 17, 1903, in the mid morning after a run of about 40 feet at a rate of approximately seven to eight mph, the 
first successful powered aircraft lifted off and flew 120 feet in 12 seconds thus introducing a new era of transportation. 
Although the first flight wasn't publicized that much, Charlie and the Wright brothers were very excited. 
The Wright brothers decided to build another flying machine, but decided against going again to Kitty Hawk. They looked 
near Dayton for a level place for flying. After a few days of searching the Wrights found a suitable ninety-acres pasture, 
often called "Huffman Prairie," belonged to Torrence Huffman, a Dayton bank president. He allowed them to use it free--
provided they didn't run over his cows. 
Charlie and the Wrights built a hangar to house the airplane and moved into the new facility on April 20, 1904. Charlie 
took care of the field and facility while the Wrights were going around the country and world. He was the first airport 
manager. 
In a 1948 interview Charlie said that he had "always wanted to learn to fly, but I never did.  
The Wrights refused to teach me and tried to discourage the idea. They said they needed me in the shop and to service 
their machines, and if I learned to fly I'd be gadding about the country and maybe become an exhibition pilot, and then 
they'd never see me again." How prophetic those last words were! 
The Wrights were trying to sell the aircraft to the military and started to do demonstration flights on September 3, 
1908. Orville flew and Charlie kept the aircraft in good flying condition. On September 17, Charlie was slated to fly with 
Orville, but before the flight, larger propellers were installed to compensate for the heavier weight of the two men. At 
the last minute Charlie was replaced by Lieutenant Thomas Selfridge, a 20-year-old West Point graduate from San 
Francisco. 
During the flight Orville heard a strange noise. He looked around, but didn't see anything. However, he decided to shut 

the engine down and land. Suddenly, there were two large thumps and the aircraft shook violently, as Orville tried to 
control aircraft to the ground. About 20 feet from the ground the aircraft started to correct itself, but it was too late. 
The aircraft hit the ground, killing Lieutenant Selfridge and badly injuring Orville Wright. Lieutenant Thomas Selfridge 
became the first passenger casualty in a powered aircraft. 
After the accident, Charlie investigated the crash scene and found the new propellers that they put on before the flight 
had delaminated. Charlie reported his findings to Orville, who was in the hospital recovering from his injuries. 

Charles was the first person to investigate a powered fatal accident flight. Charles Taylor continued to work with 
the Wright brothers until 1911. At this time an adventurer and a pilot, Calbraith Perry Rodgers,( ever hear of the "Vin 
Fizz ": http://www.centennialofflight.gov/essay/Explorers_Record_Setters_and_Daredevils/Vin_Fiz/EX6.htm ) wanted 
to make the first continental flight across the United States . He purchased an aircraft from the Wright brothers and 
enough parts to build two more aircraft. 
 
Orville realized that the aircraft would not last more than 1,000 miles without proper maintained, so he lent Charlie to 
Rodgers knowing that he would be the only one that could keep the plane flying for that distance successfully. 
Charlie sent his family ahead to California and got on the three-car train that was to accompany the flight. One car of the 
train was a repair car where the aircraft parts would be stored and the aircraft repaired. It took Cal Rodgers 49 days to 
cross the United States . Three days, ten hours of that was actual flying time. His longest single flight was 133 miles. He 
had 16 crashes and the aircraft was repaired so many times that at journey's end only the vertical rudder, the engine drip 
pan, and a single strut of the original plane remained--a test to the skill which Charlie used in keeping the aircraft flying. 
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This was the last of Charlie's big adventures. Charlie returned to Dayton and worked for the Wright-Martin Company until 
1920. 
Charlie eventually moved to California and lost touch with Orville Wright, but things turned bad for Charlie.  
The Depression hit and Charlie's machine shop failed. He lost his life's savings in a real estate venture and his wife died. 
Charlie Taylor's contribution to aviation was forgotten until 1937 when Henry Ford was reconstructing the old Wright 
bicycle shop in Dearborn, MI. Detectives found Charlie working at North American Aviation in Los Angeles for 37 cents 
an hour. None of his co-workers realized he had built the first aircraft engine. Charlie worked for Ford until 1941 when he 
returned to California and worked 60 hours a week in a defence factory. However, in 1945 Charlie suffered a heart attack 
and was never able to work again. 
In November 1955, a reporter discovered Charlie in Los Angles General Hospital 's charity ward--he was almost destitute. 
His income was his Social Security and an $800 a year annuity fund belatedly established by Orville Wright before his death 
in 1948. The aviation industry immediately started a campaign to raise funds for Charlie. He was moved to a private 
sanatorium where he died a few months later on January 30, 1956, at the age of 88. 
Having no close relatives, Charles E. Taylor was buried in the Portal of Folded Wings Mausoleum dedicated to aviation 
pioneers, located in Valhalla Memorial Park, Los Angeles.  
Charles E. Taylor was the last of the three that shrunk the world by building the first successful powered airplane--the 
mechanic who made the flight possible. 

  

 


