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Please Note: The Next Meeting will take place on the First 
Tuesday in June (5th) 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. 

 
June Topic: ROW Models and techniques 
 
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. June/July 
 

June 3  Vintage rubber, power and glider 
Eynesbury Field 
 

June 10  Back up day for postponed events 
Eynesbury Field 
 

June 17  State Indoor Championships - F1L & F1D 
Manningham DISC. 
 

June 24  Combined F1G, F1H and F1J.  
Eynesbury Field. 
 

Editorial: Prior to and following on from the May 
discussion topic, I received an e-mail from Vin 
Morgan recounting two epic retrievals during the 
Australian Nationals last month (April). While Vin 
was present at the May General Meeting and gave a 
detailed account of the events, it occurred to me 
that some amplification on this retrieval topic was in 
order and so, in this month’s newsletter, I have 
included Vin’s e-mail and the specifications of his 
tracking system. Happily, the club has now placed an 
order with Vin for one receiver and three additional 
transmitters (Sean has another two) with an 
estimated delivery date of late June. 

In my opinion, this has been one of the most 
positive moves the VFFS has made in recent years. 
Equipped with the tracking system, something less 
than perfect days become less of a problem and as a 
consequence, we may be able to fly more of the 
contest schedule than we have in recent years. 

You will note the reappearance of the Eynesbury 
map. In my haste to get Flypaper out on time last 

month, I overlooked Sean’s later e-mail, which shows 
the track into the field as a more clearly marked 
series of yellow dots. On our last outing, the rocks 
did not pose any problem, but on the western 
extremity of the track, it passes through a cattle 
holding pen which could be a problem in the middle of 
winter. 

During the month, I have received several 
interesting e-mails from John Bird, one containing a 
table of weights of a multitude of covering media and 
another concerning the impression I made on the R/C 
fraternity at Sandringham when I innocently 
assisted/instructed Peter McCarthy in the 
construction of a F/F kit he had purchased. I 
mention this as it confirmed in me my belief that it is 
next-to-useless to continue the pursuit of the fabled 
and to my mind, non-existent “Junior” and that we 
should concentrate our attentions on those of the 
“Grey Brigade” who have had contact with 
aeromodelling in the past and who still have a spark 
of enthusiasm that may be rekindled. Such a group 
exists at Sandringham, and I am sure, elsewhere – 
John’s e-mail and my reply appear later in this 
month’s edition 

Plans for this month are of the Airco D.H.2, 
another of Jim Fullarton’s designs, “The Spectre”, an 
unorthodox forward-swept flying wing and a 
“Nostalgia” Wakefield to 1955 rules by Hank Cole 
(my thanks to Devon Sutcliffe for the original 
sketch) 

Will wonders never cease! The weather settled 
down enough for the Hervey Trophy contest to take 
place on the 20th of May – a report on the contest 
follows. 

Finally, two items for sale. I cannot comment on 
Darien’s geared OS 60, (I’ve got a couple of 60’s I’d 
like to get rid of as well) but I have seen Albert 
Fathers’ F1B in flight at Springhurst and can attest 
to its performance. 

Ed. 
For Sale: 

Item 1: 
 Darien Cassidy is selling a 1995 NIB geared 
OS 60, Price $140. If any member or other interested 
party would like to purchase the motor, please contact 
Darien on:9899-0322 
 Item 2: 

Albert Fathers is selling a pristine F1B (see 
picture below). Guaranteed not to have been pranged or 
patched, this is an opportunity for someone wishing to 
enter the competitive world (small world) of F1B 
competition at the very reasonable price of $750. 

            Newsletter of the Victorian Free Flight Society
         http//members.optushome.com.au/vffs/ 

Flypaper June 2012 
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Contact Albert Fathers at: 
fathersplace@smartchat.net.au 

 

 
Albert Fathers’ F1B – a real bargain 

 

A Tale of Two Retrievals 

Good day Mike,  
You might be interested in my retrieval tales from 

the WA Nationals. I like to think I don’t mislay them very 
often but Leigh and I both had fairly serious retrieves at 
Meckering. 

The first was the P-30. Interestingly, not all that far 
from the site of its first flight at Bussellton just before 
the 2001 Nats also in April. The model is exactly 11 years 
old. Anyway, I was flying Coupe at the same time as P-30 
and there was a bit of a shortage of timekeepers. I wound 
the P-30, walked out to the flight line just as a really nice 
patch of air moved through and in the excitement of 
finding a timekeeper and getting him organized with 
binoculars before the thermal decayed I launched without 
taking the PST timer out the “hold” mode. The air was 
good and I only twigged when it failed to DT at 2 minutes. 

I did all the things you have to do; set an E-Trex GPS 
waypoint at the launch point, got a bearing on the models 
last direction and listened to the radio signal. The signal 
stopped after 44 minutes but I added another 10 because 
my clock was only started some time after the launch. 
After the last Coupe flight we headed out. It was a bit 
breezy, I estimated the wind at altitude at about 4m/s 
which gave a distance of 4 x 55 x 60/1000 = 13.2 km so 
we drove to some high points around 13 km out on the 
appropriate bearing. Didn’t get any signals but it was a bit 
late by then and glider was the next day so we didn’t 
spend too much time. 

The next day (after F1A) I went out with Paul 
Rossiter, partly as a local guide but also because he had a 
proper 4-wheel-drive which was better in the sand than 
our hire car. Yes I know hire cars go where other cars 
don’t go but carrying it out of a sandy field wasn’t a happy 
prospect. After not too much time we found a nice road 
that crossed the bearing at a range of 14km. And from a 
high point on the road I got a weak signal. If you hear it 
you can find it; but there was still a bit of work, as I 
couldn’t hear it anywhere else on the road except the high 
point. We then drove into the field to another high point 
where there was a signal and I walked from there. The 
model was about 800m away, on the ground close to 14km 
from the launch point. 

Not to be outdone Leigh then managed her first F1B 
flyaway. With the Wakefield if the timer doesn’t start 
the model just crashes so you have to be more creative. 
In this case the tail rubber band was weak and maybe the 
VIT line had a kink so the tail came up enough to make the 
model stally but not enough for a proper DT. It stalled 
around in tight circles going up until we lost sight of it 
after about 10 minutes, so we packed up and set off 
following the radio signal. Thermals usually last 10’s of 
minutes however we followed the strong signal (meaning 
the model was still flying) for 2 hours and 4 minutes. 
Again, at a high point on the road there was a faint signal 
and again I set off on foot. This turned out to have been 
not such a good move because I ended up walking some 
4km, crossing several roads including a sealed one before 
the signal got really strong. It would have been quicker to 
have spent some time driving and listening in the direction 
of the model but it didn’t really matter and with the aid 
of hand-held radios, Leigh managed to find me so I did 
not have to walk all the way back. The model was only a 
few 100m from a road, but the connection between this 
road and the one from which I first heard the signal 
involved some detour. I had been convinced the model was 
in a tree because the signal was strong and wasn’t 
changing much as I walked but after bashing through a 
few 100m of low scrub I found the model perched on a low 
rise. The distance from the flying field was 33km. This is 
thought to be a new local record. 

Vin 
 Vin recounted the above saga at the May General 
meeting, adding some further colourful detail, all the 
while demonstrating the actual working system. Now while 
I would agree with Our President, Paul Butler, (see 
minutes below) that the scanners are not the magic bullet, 
it was Vin’s intelligent use of scanner, GPS and compass in 
combination, which is the telling point. Vin has had vast 
experience in tracking down seemingly lost models, after 
all F1A’s and B’s are not cheap and while the loss of a P30 
is inconvenient (to say the least) the loss of an Andruikov 
F1B borders on a personal financial disaster to rival the 
GFC. 

Ed. 
E-mail from John Bird 

Hi Mike, 
I noted at our last Indoor Flight meeting your 

assistance to Peter McCarthy with traditional building 
techniques on a classic scale kit (some of the 'lost arts' 
of aeromodelling). 

This has given me an idea, which we could perhaps 
explore further and develop if we become affiliated with 
the “Men's Shed” (Monash) and are able to share access 
to their workshop facilities. The tool kit and facilities 
required for the building of small balsa models is 
something each person could acquire and simply bring to 
the facility and take home again to continue working on at 
home on their kitchen table or desk. 

A starting point for let's build projects could be for 
each person to acquire one of the classic well-known 
manufacturers kits many of which are now laser cut which 
greatly simplifies assembly and accuracy and includes 
moulded parts which would be too tedious and complex to 
build. 
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It seems to me these classic kits fall into three 
distinct categories:  

• Scale models, which could be used for static 
exhibition and display, as well as having some 
marginal flying capabilities. (The option of being 
powered by rubber, co2 power or micro electric) 

• Classic free flight models who's prime design 
objective is flight duration 

• Minimalist quick assemble and build models, which 
have been designed to get into the air and flying 
as quickly as possible. 

If you think this basic "Let's Build" notion has merit, 
perhaps you could assist me with the creation of a list of 
recommended kits in each of the broad categories I have 
suggested above. 

NB. I am suggesting 'its rather than plans as being 
the starting point, as this requires a minimal set of tools 
and building skills, which are required for the 
interpretation from a plan. 

One of the classic kit manufacturers is Guillows - 
they have a large range of kits, which fall into category 
#1. Many in their range is now laser cut. 
http://www.guillow.com/index.aspx 

Another range of kits, which fall into category #1, is 
Dumas 
https://www.a2zcorp.us/store/category.asp?Cguid={C4A40906-
336A-4FE0-B032-
B52F489632F5}&Category=ModelKitsByBrand:Dumas 

We (will) need advice from our free flight colleagues 
as to the best range of kits, which fall into category #2 
"flight duration" 

John Bird 
(Ed’s Reply) 
Hi John, 

I little realized the interest I would provoke when 
I started helping Peter with his kit of the Morane 
Saulnier (I thought it was a Type A1 but apparently 
not, as the tailplane planform differs somewhat from 
my references) I was agreeably surprised by this, and 
am now confirmed in my view that a lot of the Sandy 
habitués need only a slight bit of encouragement and 
instruction to get started, I therefore fully support 
the ideas you have expressed in your e-mail. 

Throughout the building session I was talking to 
Peter, and in the conversation, I found out that he had 
apparently obtained the kit from Dave Puterill in South 
Australia and it was not particularly cheap at around 
$50, however at 18 ½” span, it is a nice size for either 
F/F or R/C (ech!) and could be powered by either 
rubber or an electric motor. A model of this size is also 
far less fiddly than a Peanut of 13" span and far less 
critical of wood selection - the wood in the kit is quite 
hard and therefore unsuitable for anything smaller. 

I intend to continue with this project next Monday 
(and other Monday’s into the future), demonstrating 
and explaining techniques as I go, and would welcome 
and assist anybody who is willing to take the first step 
and put their toe in the water. I am sure that the 
other F/F fliers would also be willing to assist if asked. 

 In the process, we might even be able to convert 
them to F/F and then induct them into the F/F 
fraternity at the other (superior) end of the hall 

Mike G 

Minutes of VFFS General Meeting – 1st May 2012 

The meeting commenced at 8.05pm 
 
Present: P. Butler, C. Parker, N. McLeod, M. Glaister, J. 
Fullarton, S. O'Connor, R. Bird, D. Boughton, R. Neve, D. 
Cassidy, D. Sutherland 
 
Apologies: T. Denyer 
 
Visitors: Vin Morgan 
 
Minutes of last General Meeting: 

The minutes for the March meeting were published in 
Flypaper and were accepted on the motion of P. Butler, 
seconded by S. O'Connor. Carried 
 
Correspondence: 

 

In: Nil 
 

Out: Nil 
 
Treasurer's Report: 
Assets (as at 1/05/12): Total $2090.81, comprising 
$396 cash-in-hand, $1694.81 cash-at-bank, and an 
estimated $246.00 stock. 
 
Liabilities: Nil. 
 

Membership numbers (as at 3/04/12) are 14 full 
members, 4 associate members and 6 Flypaper 
subscribers.  
 

The report was accepted on the motion of M. 
Glaister, seconded by P. Butler. Carried. 
 
F/F Technical Committee: No report received 
 
Committee Matters: S. O'Connor who is currently 
acting as both Secretary and Treasurer wants to shed 
the role of Secretary. Your reporter (P. Butler) wishes 
to point out that he is already doing part of the 
secretarial job in recording and writing up the minutes 
of general and committee meetings, plus being the 
Webmaster and Public Officer. It would be very nice if 
someone else would step forward to take on the rest of 
the secretarial role. 

D. Sutherland indicated that he would like to join 
the committee. 
 
Contest Matters: S. O'Connor reported that 
the Hervey trophy had to be abandoned because of 
insufficient entrants and will be re-scheduled for 
another date (which date?). 

M. Glaister reported on the Indoor reduced scale 
Wakefield event held at Manningham D.I.S.C. 
 
General Business: 

Sandringham: M. Glaister reported the 
current status of developments at the Sandringham 
Youth Centre. Matters reported in the April minutes 



Page 4 of 4 

are progressing but as yet there is no definite outcome 
to report. 

The anticipated cost for individual participants to 
become members of the Men’s' Shed organization has 
risen from $20 to $40. Costings are based upon a 
limited membership of 40 persons, i.e. 25 R/C fliers 
and 15 F/F fliers. 

M. Glaister has been asked by John Bird to 
evaluate four other potential sites for indoor flying in 
the Monash Council area. M. Glaister indicated that he 
might be able to report further at the May Committee 
Meeting. 
 
'Free Flight Only' days at Sandringham: This is now 
confirmed. The VFFS will have access to the 
Sandringham Youth Centre on May 28th and November 
26th. These days are official VFFS days and will 
conform to the requirements of the MAAA Manual of 
Procedures. The MAAA visitor policy will be upheld and 
participants will be required to show their MAAA/FAI 
card. 
 

Eynesbury Field: The map published in Flypaper 
was incomplete, so S. O'Connor offered to send out a 
more detailed version so that your reporter could 
present appropriate updated information on the VFFS 
web site 
 
Meeting Topics: The following topics are planned: 
 

June: Rise of Water models. 
 

July: A.G.M. 
 
Aug: Exotic construction materials 
 
Sept: Timers. 

 
Next Committee Meeting will be held on Thursday 17th 
May at 8.00pm at Sean O'Connor's residence; 59 
Roseneath Street, Clifton Hill 
 
Meeting closed at 8.22pm 
 
The Evenings Discussion about Retrieval Methods: 

Essentially the evening’s discussion revolved about 
a presentation of electronic equipment developed and 
manufactured by Vin Morgan and other more 
traditional techniques he uses to retrieve his outdoor 
free flight model aeroplanes. Other possible supportive 
options based upon radio frequency scanners where 
presented by S. O'Connor. He indicated that further 
experimentation would be required. 

Your reporter got the impression that there is no 
'magic bullet' that satisfies all potential situations so 
outdoor free flight fliers need to be prepared to use a 
variety of techniques, traditional and electronic. 

Your reporter, Paul Butler, needed to leave while 
adhoc discussions were still in progress so the 
information above may not be complete. 
 
 

Hervey Trophy Contest - 20th May 

With the prospect of some reasonable weather, 
our CD sent out invitations to the wider Free Flight 
community to attend a general flying day at the “new” 
Eynesbury field. Your Editor was the first to arrive at 
around 7:30 and, in the absence of other distractions, 
started trimming one of his new P30’s and in the 
process reconfirmed the reliability and accuracy of the 
PST timer. What also became disturbingly clear was 
that while the drift was quite light, it was directly 
toward Exford Rd. about one kilometre to the north 
and across a complex of wire fences in that direction 
and somewhat nearer. Vin and Leigh Morgan were the 
next to arrive, followed by Sean and then Colin and 
Jim, so we had four competitors for the Hervey and 
two F1B flyers demonstrating the superiority of hi-
tech models over the bags of tissue and balsa the rest 
of us were throwing into the air. 

After a second test flight with my P30, which 
landed some four fences away and witnessed by 
everybody, it was decided to relocate the flight line 
some small distance further south, a move which 
eliminated some, but not all, of the wire obstacles along 
the expected line of retrieval. 

First away was Sean, flying his 1943 Mick Farthing, 
which missed the good air to record 117 seconds, but 
with the vintage bonus of 26 seconds ((56–43) x2=26) 
added, posted as 143 seconds. Your Ed. was next, flying 
his 60% 1935 Fullarton (In view of the tangle of wire 
to the north, I decided not to risk either the 1952 
Bilgri “Drifter” or the 1948 Warring “Zombie”, 
preferring to fly something of lesser performance and 
value) to record 110+2(56-35)=152 seconds. Jim 
Fullarton was also flying one of his creations, 
coincidentally a full-size 1935 Fullarton and on his first 
flight managed to get a powerful thermal to record the 
first max of the day, somewhat well in excess of 3 
minutes – didn’t need any bonus points there! 

Colin Parker had brought along a full size Duigan 
1909, the same design that Reg Duigan flew at the 
MCG all those years ago. I was jumping with 
anticipation to see it in the air, but it crashed soon 
after launch, breaking the prop in the process, so Col 
reverted to his 1936 Copland which recorded 171+2(56-
36)=201, a max. Unfortunately Col, after an hour 
wandering about in the adjacent paddock could not find 
his model; this was almost the fate of Jim’s model 
after its first flight, but with a bit of team effort, it 
was found after a prolonged search.  

The above two incidents highlight one of the 
problems associated with a northerly drift in the new 
paddock; due to the many rock outcrops, the flight line 
is essentially restricted to the track (see illustration) 
and this restriction means that, in all but very light to 
zero northerly drift conditions, a max or near-max 
flight will inevitably land in the adjacent paddock. In 
consequence, retrieval requires the crossing of two 
wire fences about 15-20 metres apart, this space being 
largely filled by 5–10 metre high bushes which restrict 
observation of the final 10 or so seconds of flight and 
subsequent uncertainty in direction for retrieval. 
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With Col lost somewhere to the north, Vin and 
Leigh were having a productive trimming session with 
their respective F1B’s, Leigh’s last flight in particular 
was really something to see – a little fine adjustment 
of the tailplane incidence resulted in a spectacular, 
hovering glide, the complete three minute plus flight 
landing no more than 50 metres from the point of 
launch. 

Meanwhile, Sean let the Mick Farthing go for it’s 
second flight and, incredibly, had another timer failure 
– this is getting really monotonous! The difference this 
time however was that Sean’s model was equipped with 
a tracking system comprising one of Vin’s transmitters 
and a Dick Smith scanner; not as good as Vin’s very 
sensitive receivers but good enough to ensure a 
successful retrieval after a six minute-plus flight and 
yet again illustrating the need for a tracking system 
even in benign conditions. 

Jim flew his second flight, this time without 
thermal assistance, to record a 149+2(56-35)=181 
flight! Vintage bonus points really help! I flew my ’35 
Fullarton for the second time, but mistaking Sean’s 
observation of the steepness of the glide during the 
first flight as indicating that the model was stalling 
down, adjusted the wing position the wrong way and the 
subsequent flight was very poor, the model never 
getting above about 20 metres to record 73+2(56-
35)=115 seconds. 

As Jim was the only flyer with a clean sheet, it all 
depended on a reasonable last flight to secure the 
Hervey Trophy, however the model got away poorly; 
several broken strands and perhaps a small wing shift 
similar to mine killing the climb and the model failed to 
climb very much above tree-top height to record 
72+2(56-35)=114 seconds. This gave Sean an opening; a 
good flight, a max or near-max, would have won the 
day. However good air at this time was non-existent 
(although Leigh and Vin seemed to have no trouble 
picking it) and a poor flight of only 99+2(56-43)=125 
was the best he could muster. 

I still had one flight to go, but even a max would 
leave me one second adrift of Sean’s time, so my last 
flight was somewhat academic. Nevertheless, I wound 
up the ’35 Fullarton but a broken motor and no extra 
rubber to replace it (left it at home) necessitated a 
shift to my 60% ’49 Alan Lim Joon which, after further 
drama with broken strands eventually got away in a 
very underpowered state, limping along and never 
getting up above the trees for 139+2(56-49)=153 
seconds. 

Col and Jim had to leave at this point, Col’s ’36 
Copland still missing somewhere over the tree-line, so 
Sean and Your Editor decided to trawl the paddock for 
Col’s model and after a short while found it, upside 
down and nestled in the sparse stubble, most of its red 
fin and fuselage invisible from view. With both Jim and 
Col having departed, presentation of the trophy and 
return of the lost model will have to wait until the next 
General Meeting    I can’t get over the performance of 
a well-trimmed F1B though, maybe there’s an F1B in my 
future I’m mulling over the thought of making a bid for 
Albert Fathers’ one - if it hasn’t been sold yet. 

 

Hervey Trophy 

Name/Model Fl1 Fl2 FL3 Total 

180 149 72 476 Jim Fullarton 
1935 Fullarton +42 (+42) (+42)  

117 372 99 448 Sean O’Connor 
1943 M Farthing (+26) (+26) (+26)  

110 73 139 420 Mike Glaister 
35 F’ton/49 ALJ (+42) (+42) (+14)  

171 - - 180 Colin Parker 
1936 Copland (+40)    

 
Airco DH2 

 The D.H.2 was the fourth design of Geoffrey De 
Havilland’s to be built, his previous efforts being an 
unsuccessful home built in 1909 followed by the more 
successful F.E.1 which was later rebuilt with minor design 
modifications and entered service as the F.E.2. His third 
design, the Airco D.H.1, was a neat two-seat pusher 
powered by a 120 h.p. Beardmore As this motor was in 
short supply, the prototype was re-fitted with a 70 h.p. 
Renault and the delayed initial production order had a 
mixture of both motors. By the time that the D.H.1 was 
ready for squadron service, The Fokker E III was 
dominant in the skies above the Western Front and a 
desperate need for a fighter to combat the Fokker 
menace forced a re-design of the D.H 1, the resulting 
aircraft designated as the D.H.2, a 100 h.p. Le Rhone 
Monosoupape powered single seater of improved 
performance. With a 10 m.p.h. speed advantage over the 
Fokker and a significantly higher service ceiling, the D.H.2 
quickly cleared the skies just prior to the Somme 
offensive in July 1916.  
 Initially, the aircraft left the factory with clear-
doped flying surfaces and armed with a drum-fed Lewis 
gun on a swivel mounting. Once in squadron service, it was 
found that the swivel-mounted gun was hopeless, the pilot 
having to aim the weapon while manoeuvring the aircraft 
in a combat situation so the gun mounting was modified by 
various means and fixed to fire forward. 
 

 
Photo of D.H. 2 – The hunched and apparently 

stressed posture of the pilot contrasts with the 

relaxed stance of the mechanic in the foreground - 

Guess who’s not putting his life on the line! Note also 

the blur of the spinning rotary motor 
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 With the major masses of the motor and pilot 
grouped closely about the C of G, the D.H.2 was highly 
manoeuvrable and, once accustomed to its sensitive and 
powerful controls, easy to fly. 
 The D.H.2’s time of dominance was short-lived 
however, as a few months later the Imperial German Air 
Service hastily introduced the Albatros DII (followed 
shortly thereafter by the DIII) to the Western Front in 
order to regain air superiority during the waning days of 
the battle of the Somme. With the advantage of superior 
speed, climb, operational ceiling and above all, firepower 
over the D.H.2, the Albatros quickly re-established 
control of the air above the battle front by the end of 
1916. 
 As to the drawing, it is an amalgam of three 
references, all differing in only minor detail, the 
reference material being supplied by Paul Butler. It is 
drawn at 20” span, which is about the maximum that can 
be accommodated within the walls of Sandringham, and, if 
all goes to plan, will be Your Editor’s entry in this year’s 
GEOYSD. You will note that there is very little structural 
detail in the drawing as I am still scratching my head over 
this. The vague idea is to use electric power as I think 
that the design is unsuitable for rubber power (the length 
of the nacelle limits the length of a rubber motor). Booms 
are to be of carbon fibre. We’ll see what eventuates. 

PC-10 camouflage 

One of the reasons for the lack of factory-applied 
camouflage on the DH 2 was that it was only officially 
introduced in April of 1916, about the same time that the 
aircraft was issued to the fighting squadrons. The short 
article below explains all (well almost all) 

In Great Britain, the story began in 1913 with a series 
of experiments performed by the Royal Aircraft Factory, 
to discover the ideal pigmentation needed to protect 
aeroplane fabric from the damaging effects of the sun's 
ultraviolet rays. The generic name used to describe the 
compounds was “protective covering”, or PC. A mixture 
offering the best compromise between protection and 
camoflage was adopted in April 1916; this was the so-
called PC-10. Depending on the proportions, the dopes and 
the pigments, PC-10 could vary from a greenish-ochre to a 
chocolate brown.  

 
Basic British camoflage scheme 

This example is the basic British camoflage scheme. 
The upper surfaces were a single dark color usually a 
green or brown, and the under-surfaces were varnished 
cloth. The forward fuselage area around the engine 
compartment was often painted a medium to dark grey.  
The Spectre 

 What would I do without the Volar Libramente 
website? While idly looking over what was new and what I 
could pinch there, I unearthed Jim Fullarton’s “Spectre” 

flying wing design. Judging by the plan, it was drawn by 
Jim himself and probably appeared as part of one of Jim’s 
articles in Aircraft magazine where he used to be the 
aeromodelling columnist. 
 A free flight flying wing with swept-forward tips 
must have been a bit of a handful to trim, (sweepback aids 
longitudinal stability, sweep forward has the opposite 
effect) so it will be interesting to hear Jim’s comments at 
the next General Meeting 
Hank Cole’s HC-8 Nostalgia Wakefield 

 Hank Cole’s HC-8 was designed to meet the 
1954/55/56 rules, the aptly named “Nostalgia” class of 
models flown in the U.S., which recreates, or attempts to 
recreate a time when, unburdened by the area rule, 
Wakefield models rivalled in performance the Mulvihill or 
open rubber models of their day. Simple in both design 
and construction and therefore easily replaceable, Hank’s 
HC-8 (and similar designs) would be competitive in our 
Open Rubber class and far more durable than some of the 
“Open” models I have seen to date. The Three view from 
which the plan was drawn came to me via Devon Sutcliffe 
in N.Z.  
Weights of Covering Media (obtained by John Bird) from 
http://www.homefly.com/reference/Covering%20Weights.htm 

Covering Weights (Sorted by Weight) 

Supplier Product g/m2 

Weight 
Range 

OS Film 0.5um mylar 0.70   

Penny Plane Y2K 0.90   

IMS Polimicro 1.26   

WES-Technik 2um clear mylar 2.20   

WES-Technik 2um alum mylar 2.60   

 light shopping bag 5.70   

IMS condenser paper 6.10   

WES-Technik 4um alum mylar 6.80   

WES-Technik 5um clear mylar 7.00   

Risteen MicroLite (5um) 10.0 low 

Esaki silk  10.4   

Sig light silkspan 12.0   

Risteen MicroLite (5um) 12.0 average 

Esaki Jap tissue (Lite 
Flite) 

12.5   

F/F Supplies 10um clear mylar 13.6   

Dow Saran Wrap 13.9   

Esaki Jap tissue (medium) 14.0   

Risteen MicroLite (5um) 15.0 high 

  ripstop polyester 16.9   

Sig light silkspan (doped) 17.0   

Coverite Microlite (transp)  18.0 low 

Salzer Polyspan 18.0   

Homefly 13um alum mylar 19.0   

Esaki Jap tissue (doped) 19.0   

Coverite Microlite (transp)  20.0 average 

Nelson  LiteFILM 21.0  

Sig heavy silkspan 21.0   

Esaki tissue (Super Flite) 21.5   
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A

A

0°Section A-A

1
8" Med. Sheet

-1° Downthrust

1
16" Med. Sheet Sides

W1 W1 W1 W1 W1 W1 W1 W1 W1 W1 W1 W1 W1 W1 W1 W1W1W1W1W1W1W1W1W1W1W1W1W1W1W1W1

1
8" x 

3
16" Hard

1
8" x 

1
2" Hard

1
8" Med. Sheet

1
32" x 18" Hard

1
16" x 18" Hard - All Spars

1
32" x 

1
8" Hard Diagonals

5° Right Sidethrust

1 mm Ply

-2°

1
16" Med. Sheet Top and Bottom

1
6" x 

1
8" Med Triangular Stock

1 mm Ply

1 mm Ply

S1 S1 S1 S1 S1 S1 S1 S1 S1 S1 S1 S1 S1 S1 S1

1
8" x 

3
16" Hard

3
32" x 14" Hard

1
32" x 332" Hard - All Spars

1
32" x 332" Hard Diagonals

0.012" Thread Turbulator

12°

Propeller 24" x 24" - Hard Balsa

0.020" Brass Shim

0.032" Piano Wire Hinges

Bind With Thread 
-Cement Well

Max Blade Chord - 2" 

1
8" x 

1
2" Med.

1
8" x 

1
8" Hard

1
8" Med. Sheet

1
16" x 

1
16" Hard Spars

R1

R1

R2

R1

1
16" Med. Sheet

 Nostalgia 
Wakefield 

HC-8 
1955 Wakefield Rules

by Hank Cole 

W1 -132" Med. Quarter Grain - 31 Off

W2 -132" Med. Quarter Grain - 2 Off

W2 W2

S1 -132" Med. Quarter Grain - 15 Off

R1 -132" Med. Quarter Grain - 3 Off

3 1/2"

 
Hank Cole’s HC – 8 “Nostalgia” Wakefield (1954/55/56 Rules) 
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Free Flight Technology Model Tracking 

Beacons 

 
 Free Flight Technology model trackers have a 
two-stage RF section and a separate IC pulser. 
This permits a high output for good range 
together with a small duty cycle for good battery 
life. The trackers are sealed with epoxy in heat 
shrink tubing, so they are physically protected 
and waterproof. 

The trackers give a short pulse about every second. In a 
receiver with a beat frequency oscillator the pulse produces 
a tone, which stands out against background noise. The 
trackers can be used with other receivers but the sensitivity 
will be less with FM type receivers where the unmodulated 
RF only quiets the receiver noise. 

Trackers can be turned on at the beginning of a flying 
day and left on for the day to reduce the likelihood of 
launching with the tracker off. This also allows the number 
of hours of battery use to be estimated by keeping track of 
the number of flying days. 
 The trackers are normally produced in three 

versions. Version O is supplied without a battery, 

giving the user a number of options. Version L is 

attached to a holder for a CR1220 lithium coin 

cell. Version A has two brass contacts to hold 

two 392 cells. 

Specifications 

All models 

Antenna: 300 mm steel wire 
Output: unmodulated RF.  
 on 40mS, off 1S. 

Operating voltage: 3 V 
Average current: 0.3 mA, peak current ~8mA 
Frequency:  crystal controlled in the 152 
 MHz band. Other frequencies 
 can be made to order. 

Version O 
Size: 21 x 9 x 7 mm 
Weight: 1.9 gm 
No battery supplied. Options include: 
 3 V from two watch batteries 
 Lithium pin battery or coin cell 

Version L 
Size: 23 x 12 x 13 mm 
Weight: 3.4 gm (with battery) 
Battery: CR1220 lithium cell. 35 mAH 

 (gives about 100 hours 
 duration). 

Version A 
Size Fits in a 9mm dia tube. 30 long
 including batteries 

 

Installation 
The best position for the tracker is in a cavity 

in the fuselage near the wing trailing edge with the 
antenna trailing back at about 45°. This keeps the 
antenna out of the way of propellers etc., and it gets 
the antenna a bit further off the ground if the 
model is upside down on the nose and wing tips. The 
tracker can be wrapped in foam rubber to stop it 
rattling about. The trackers are waterproof but the 
battery holder will corrode if left wet. 

To switch off the tracker version L without 
removing the battery from its holder a thin piece of 
plastic card can be slid under the top battery 
contact. 

Contact: 
 Vin Morgan 
 644 Canning Street,  
 North Carlton 3054 
 Australia 
 Phone/Fax (61)-3-9387 2531 

E-mail vin.morgan@utas.edu.au 

Price: 

Version O  $110 
Version L  $115 
Version A $115 

Trackers ~actual size 

Beacon attached to 
holder 
for  CR1220 battery. 
Version L

Beacon in heat shrink 
tubing with leads for 
connecting battery. 
Version O

Battery fits this way, + up

 

 

 

 

 
 


