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FOREWORD 
 

THE HISTORY OF V.A.R.M.S. 

1968 – 20?? 

The following is extracted from VARMS Official News Letter No 1. July 1968. 

Growing popularity of Model Radio Soaring in Victoria has long warranted the need for an Association to 

merge all devoted and interested soaring fans into one body. 

The Victorian Association for Radio Model Soaring was formed, so members can be guided and advised in 

further developing their common interests through the means of organised flying meetings, friendly 

competitions and social gatherings. 

 In the short history of V.A.R.M.S., our membership has risen to Thirty (30) financial members 

including four (4) juniors.  There are of course, also a large number of non-financial members who the 

Treasurer kindly reminds that in order to reap full benefits from this organization, should forward their dues 

at their earliest convenience. 

 As can be seen from the above our Association is built not only on Seniors but also Junior members.  

One easily overlooks the V.I.P. who, after all, one day, is going to be the backbone of model soaring and 

will carry on the hobby from where we leave off. 

 In addition to the Committee men who have carried out their responsibilities so tirelessly, I must 

congratulate those two staunch, devoted and enthusiastic members who must have broken all rules at home 

in order to attend each of V.A.R.M.S. meetings.  Not only at the expense of private responsibility but also at 

the expense of time and many miles. - The two keen supporters from Ararat are Geoff Whatley and Brian 

Woods.  I don't of course overlook other members who have contributed as well, for it is without them that 

this hobby would soon lose all colour and inspiration that has spread so rapidly not only over this State but 

also over the border into South Australia. 

       Peter Prussner 

       Hon. President. 

 

 VARMS (Inc.) was formed in 1968, to get together aero-modellers who were interested in building 

and flying radio controlled gliders.  Members fly at many places, but have a home field on High Street 

Road, Wantirna South (Melways map 72, C1), where training classes are free to all and are held on Sunday 

mornings, generally on a fortnightly basis.  Exact dates and times are posted on the field gate. 

 VARMS organises regular competitions in both Slope and Thermal soaring, for many kinds of 

gliders, ranging from fun-fly models, competition models and scale replicas. 

General meetings are held on the SECOND FRIDAY of each month (except January) - at the Glen 

Waverley Primary School hall, in High Street Road, Glen Waverley (next to McDonalds on the corner of 

High Street Road and Springvale Rd.), and occasionally as a Twi-fly meeting during the summer months at 

the Club flying field (Wantirna Sth.).  Meetings start at 8:00pm and visitors are welcome.  Formalities are 

usually followed by lively discussions on matters of interest to all modellers. 

 The above two paragraphs currently appear on the rear of the VARMS Newsletter (2011), so it 

seemed fitting that they are featured first being a brief but not necessarily completely accurate description 

of the Association at this time. This "History" of VARMS is being compiled some 43 years after the 

Associations inception to provide some record of its growth and activities over the ensuing years.  This 

History will initially appear to resemble more of a catalogue as the majority of the information can only 

come from existing documentation (mainly newsletters), available at this time.  As it grows with time and 

input of detail, it should be circulated to gain that additional information that adds colour and character as 

well as characters to provide depth and soul to a very real and live entity. 



FOREWORD (Continued) 

 Since VARMS is currently a very strong club (Association), this history is instantly out of date with 

the passing of each day as there is always another situation occurring, another person joining or some 

other milestone occurs that is to be added at a later time, which provides the reason for the format of this 

document.  It has been designed to accommodate additions within each Section (A year on a July - June 

basis), as well as the obvious additional years as time passes, and also includes a complete Members list at 

the rear of the document. 

 It should be appreciated from the start, that this History is not a story related by a historian after the 

collection of all facts, data and other similar information.  It is merely the presentation of the actual 

information itself that has been collected and placed in what is considered the appropriate place, so that the 

reader can appreciate the information of the time, rather than an interpretation of it by another person. 

 Initially the build-up of information for each section should contain at least samplings of the 

following information: 

   The Committee elected for that period, (July - June annually), 

   Sites used by the Association, 

   Typical model aircraft used, 

   Typical Radio equipment utilised at that time, 

   The more popular activities pursued within the Association, including the types of  

 competitions and the results, 

   Notable occurrences within the Association for that year, 

   Participation by VARMS members at National & International level, 

   Complete lists of Committee Members, Life Members, Clubman of the Year, 

   Records, Sailplane related VARMS, National & International records. 

   The League of Silent Flight (LSF.), information relating to its formation in the   

 U.S.A., Australia, competition results and ongoing activities. 

   A Membership List since commencement (either alphabetically, by VARMS number  

 or both).  This list is as complete as possible after much research and cross   

 referencing to a wide range of documentation (with heartfelt thanks to Morrie   

 Murphy & Graham Gibson), and shows many errors; such as numbers never issued,  

 many issued to several people at around the same time, and also old numbers re-  

 issued to new members plus old members issued with new numbers. 

 Finally, VARMS has a very rich heritage, as well as a very interesting and constantly changing 

history.  The aim of this document is to provide that history with as much detail and accuracy as possible so 

that any member who chooses to reflect upon it, will see that it is more than just a "club", it really is an 

"association" of many people from all walks of life, mainly from Melbourne and suburbs, but also from 

surrounding districts and from many far flung places throughout Victoria and also other states, getting 

together occasionally or on a constant basis to fly model aircraft for the mutual benefit and enjoyment of all 

concerned. 

 It is regretted that the History can only include a smattering of the many fabulous cartoons, timely 

photographs of models and modellers, flying sites as well as many very helpful diagrams and other similar 

items.  The size of many of these items on a very average computer system is just too much to cope with, 

but, they would have added much depth and colour to this document. 
(P.S. The first page of all Newsletters, High Aspect and Aspectivity covers has been scanned onto 

computer and is available as a 3 CD set on request.  A similar compilation of the more topical pictures 

and cartoons taken from the Newsletters/Magazines has been undertaken and is also available.) 

Des Bayliss 1994 

 



 AN EARLY & SHORT HISTORY OF VARMS 
(as presented in High Aspect, Vol 2. No 2. Oct. 1969) 

 

1ST Flying Meeting  Feb 4th 1968  Ballarat, (Mt. Hollowback) 

2nd “    Apr 14th 1968  Mt. Bacchus (Committee formed 

         & Association named) 

3rd “    May 26th 1968  “ 

1
st 

General Meeting  June 21
st

  Dieter Prussner  President 
4th Flying Meeting  Jun 23rd  Torquay 

5th Flying Meeting  Jul 14th  Torquay & Eastern Beach 

     Jul 17th  Secretary (Alan Villiers) got 2nd hand  

        Foka fuse. 

1
st

 Interstate Contest Aug 31
st

  Clare, South Australia 

     Sep 1st   “ 

6th Flying Meeting  Sep 15th  Yalloak Vale 

7th Flying Meeting  Oct 13th  Mt. Bacchus, Bacchus Marsh 

1st Country trip  Oct 26th/27th Ararat 
8th Flying Meeting  Nov 10th  Torquay 

9th “    Dec 15th  Ballarat 

2nd Country trip  Dec 29/30/31 Warrnambool Nationals 
10th Flying Meeting  Jan 19th 1969 Torquay 

11th “    Feb 23rd 1969 Torquay 

3rd Country trip  Apr 4/5/6/7th Wilson’s Promontory 
12th Flying Meeting  Apr 27th  Beveridge 

13th Flying Meeting  May 25th  Yalloak vale 

14th Flying Meeting  Jun 22nd  Yalloak Vale 

1st A. G. M.   Jun 27th  Ray Datodi  President 

15th Flying Meeting  Jul 20th  Yalloak Vale 

1st Annual Dinner Dance Aug 8th  “Melbournian” 

1st National Soaring Contests Sep 6/7th  Geelong 
16th Flying Meeting  Oct 12th  Mt. Hollowback, Ballarat 

     Oct 13th  Secretary still flying scruffy    

        2nd hand Foka. 

  



THE POSTER 
-produced and distributed by Dieter Prussner in 1968 calling all the “New-found faithful” 

together and the inaugural meeting that subsequently led to the formation of VARMS. 

 
 

  



 These are some pictures of THAT very first day on top of Mt. Hollowback; some 
 Glider Guiders, many spectators, and not too much wind, BUT, this 
 is where the seeds were sown for the beginning of a Soaring Association. 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

 Above and right 
 centre, we have some activity in the 
 ‘pits’. 
 
 
 On the right we have some actual flying, 
 possibly Peter Prussner’s Aurora. 
 
  
 
 
 
 
 
 



ATOP A HILL AN ASSOCIATION IS FORMED 
 

 
 

  



  

INAUGURAL MEMBERS & ANNUAL MEMBERSHIP NUMBERS 

 

 

The complete list of ‘Original’ VARMS members including VARMS numbers who joined the 

Association from its creation as a going concern in April 1968 to December 1968, and 

including who held the various positions on the Inaugural Committee. 

1 Dieter Prussner   1st President J3 Wayne Moodie 

2 Alan Villiers    1st Secretary/Editor 19 Alwyn Noseda 

3 Ray Datodi     1st Treasurer 20 Barry Angus 

4 Robert Cooper    Assistant S. O. 21 Alan Griffith 

5 Roger Druce 22 Lew Abbott  1st Contest Director 

6 Peter Mather      Assistant S. O. 23 Michael McVeigh 

7 Ralph Learmont 24 Brian Condon     Canteen 

8 Neil McLeod 25 John Marriott       Editor 

9 Alan Willis 26 Anthony Farnan 

10 Ralph Tabley Associate Fred Stevens 

11 Roy Moodie 27 Stan Barton 

12 John Chidzey    Safety Officer Associate Roger Duance 

J1/73 David Villiers 28 Norm Bell 

14 Les Heap 29 Des Theisz 

15 Brian Wood 30 Brian Laging 

16 Geoff Whatley 31 Anthony Cincotta 

17 Ken Baird 32 Doug Hope 

18 Robert Parker 33 Margaux Condon 

J2/4 Ray Cooper   

 

VARMS Membership numbers at 31 June in Year indicated. 

Apr – Jun 1968 - 25 1983 – 144 1998 - 143 2013 – 181 
1969 – 68 1984 - 105 1999 - 179 2014 – 190 

1970 – 64  1985 -   97 2000 - 228 2015 - 215 
1971 – 71 1986 - 139 2001 - 254 2016 - 228 

1972 – 81 1987 - 118 2002 - 265 2017 - 218 
1973 – 89 1988 - 121 2003 - 285 2018 -  

1974 - 130 1989 - 112 2004 - 252 2019 -  

1975 – 129 1990 - 139 2005 - 238 2020 -  
1976 – 127 1991 - 208 2006 - 191 2021 -  

1977 – 140 1992 - 115 2007 - 173 2022 -  
1978 – 163  1993 - 231 2008 - 182 2023 -  

1979 – 150 1994 - 349 2009 - 194 2024 -  
1980 – 125 1995 - 231 2010 - 196 2025 -  

1981 – 111 1996 - 197 2011 - 184 2026 -  

1982 - 123 1997 - 174 2012 - 178 2027 -  

 
 

 



 

 

PROFILE - PETER PRUSSNER 

(President - Inaugural Committee - VARMS No 1) 

 

(Reproduced from ASPECTIVITY - Jan/Feb 1973 Issue 32) 

( Editor - John Gottschalk, Production Ralph Learmont ) 

 

 Peter (Dieter & also known as Mr VARMS) carries the distinction of 

having sparked the whole show off.  He is the only "Life Member" (as at 1973) 

and his VARMS No is 1. 

 PERSONAL MODELLING HISTORY. 

 In 1952, at the age of 11, living in Carlton - Melbourne, Peter has his first 

go at aeromodelling.  Quarter inch square wood, wrapping paper and sticky tape 

are arranged in a way which somewhat resembles the looks of an aeroplane, 

launched off the balcony and ..... splinters.  Not the least bit discouraged, he 

invests in a rubber Keil Kraft Tiger Cub.  Looks nice (although the wings are warped), spirals up ..... and 

spirals down!  Will they ever fly??? 

 During the next 6 months he builds four different W.W.2 models which all run nicely along the 

ground.  Schoolmates at Secondary school introduce control-line flying, but Peter gives that away after a 

while and having moved to Geelong joins the local Gliding club.  He is very impressed with A-1 and the 

Western District Model Gliding Contest at Terang and has his first taste of success by coming fifth.  Soon 

after he starts experimenting with R/C.  All his available funds are pooled and he finds himself the proud 

owner of a Single channel set with OS 5R receiver and mounts that into an A-2 glider with rubber powered 

escapement.  "Discovery" of the principles of slope soaring follows promptly and he tackles his first big 

project, the "Thermalist".  The dunes at Torquay are frequently visited. 

 During 1966-1967 numerous flights are made exceeding 2 hours duration with one flight of 4 1/2 

hours, an unofficial record for single channel.  Brian Laging joins the fun and they are having a very 

enjoyable and exciting time.  Toward the end of 1967 Peter starts teaching at Ballarat but is very frustrated 

when he finds that the local Flying Group is not interested in Silent Flight.  He takes the initiative and 

advertises in local and Melbourne Hobby shops for a slope soaring meeting to be held in Ballarat.  This 

memorable gathering of some 200 people on the 4th of February 1968 on the slopes of Mt. Hollowback, 8 

miles east of Ballarat.  People and models everywhere and Peter gives a number of demonstration flights 

together with other "old hands' and it is a great success.  V.A.R.M.S. is founded four weeks later with Peter 

taking the "Chair", Alan Villiers as Secretary and Lew Abbott as Contest Director.  V.A.R.M.S. forges 

ahead with members joining from all directions.  Regular flying meetings are introduced. 

 Peter builds a number of high performance models such as Foka, Zephyr and designs and builds the 

fabulous Aurora (which I had the unforgettable pleasure to see in action over the cliffs at Pyramid Rock, 

Phillip Island in November 1969). 

 He becomes very proficient in playing the "piano" (10 channel REED OS gear) which he still uses. 

 Peter, Barbara and three little Prussners live at Leopold near Geelong.  Their modern new home is 

close to Lake Connewarre with a good slope right at the front door. 

 After intensive studying for his Teaching Diploma, Peter hopes to be more active again in R/C 

Gliding and V.A.R.M.S. activities.  He is particularly interested in building and flying large size models and 

is without doubt one of the most experienced modellers in this field in Australia today. 

 

(Probable author - Editor, John Gottschalk) 



The following is "A BRIEF HISTORY OF V.A.R.M.S." AS WRITTEN BY D.H. Prussner and appeared in 

Aspectivity 245, April 1993 (25th Anniversary of VARMS). 

 

PART I. 
 Twenty five years ago VARMS made its appearance. 

A fresh breezy morning and the two year drought looked like going on for at least another day.  The brown 

countryside around Ballarat was bone dry with only remnants of grass and conspicuous stands of scotch 

thistles dotted the landscape.  Norm Ross had left the gate unlocked and cleared the paddock of stock, in 

anticipation of a small crowd, unaware of the event that was to unfold that day - the 4th of February 1968. 

 I had met Norm Ross, the owner of the North side of Mt. Hollowback, on the 1st May 1967, when I 

plucked up enough courage to ask his permission to drive onto his property to the top of the hill in order to 

fly the Foka.  I was impressed with this man and his friendly but firm manner, and his willingness to allow 

a stranger onto his property especially during what was already a tinder dry season and was to be the 

beginning of a two year drought.  Most of us are aware that farmers are very touchy about fire risks and 

leaving gates open.  Norm was no exception, but he had no intention to spoil my enjoyment as long as I 

respected the rules of the land.  Over the next 18 months I was going to see a lot of Norm and I was always 

cheerfully greeted and made welcome even when I brought friends or family with me.  Brian Laging and I 

flew on Hollowback many hours and so did two new acquaintances I had made, young chaps from Ararat 

called Geoff Whatley and Brian Woods, Both flying home-made galloping ghost R/C gear. 

 It eventually dawned on me that there must be more modellers around doing what we were enjoying 

and now taking it for granted, so why not see if I could rally them together on a favourable hill by arranging 

a fun for all meeting.  I had discussed the proposal with Brian and Geoff and they were very keen on the 

idea and offered to become central information bases in their respective areas.  As 1967 was fast drawing to 

the end of the school year, I got into top gear and designed and printed, with the help of school facilities. 

posters and introductory letters to hobby shops and model clubs throughout this state and South Australia, 

visiting most of the Melbourne hobby shops personally.  With the help of Brian and Geoff, all information 

was sent out by the end of November that year.  Over Christmas and the holidays we continued with what 

we enjoyed best and couldn't wait for the 4th of Feb. 1968 to see what the response would be. 

 Norm Ross and I were first up the hill just after sunrise.  The air was nippy but a hot day could be 

expected, with the weather forecast predicting accurately light northerly breezes.  All around was a dismal 

sight; the land as far as could be seen was barren, every rock and pebble seemed to stand out above a 

somewhat flat endless landscape.  the effects of the drought were unmistakable and would prove hazardous 

to even the gentlest landings. 

 Alan Griffith. John Chidzey, Ralph Learmont, Norm Bell, Allan Villiers, Neil McLeod, Alan Willis, 

Barry Angus, Brian Condon, John Marriott, Brian Laging, Lew Abbott, John Bexley, Brian Wood, Geoff 

Whatley, Peter Mather, Ken Baird, Les Heap and countless others whose names now elude my memory as 

well as three from South Australia - Mal Pring, Mike Lindscott and Roger Duance, are only a few of the 40 

plus flyers and 410 onlookers, including BTV 6 Ballarat, who attended Mt. Hollowback for that memorable 

day, with a variable mixture of so called slope soarers.  Norm Bell, as I remember, removed only the 

propeller of his Cessna look-alike to make an impressive slope flight of several minutes.  With Norm Ross 

and his volunteer fire fighters supplying cool drinks, pies and pasties, the day was a long and historic event 

and a super 8 movie film is in my possession, which captured most of it.  Nearing the end of an exciting and 

surprising day, far exceeding the numbers expected, a short meeting was held on the top of Mt. Hollowback 

and a decision for a follow-up meeting on 10th of March 1968, at Fisherman's Beach near Torquay, was 

made. 



 That evening, on the 10th of March, an informal meeting at my home in Geelong decided to 

promote and foster R/C soaring in Victoria, with a further follow-up flying day to be staged at Bald Hill just 

North of Bacchus Marsh. 

 It was on this day, 

    the 14th of April 1968, 

around 5.00 p.m., that an official Committee was voted in on the slope of Bald Hill, for the purpose of 

promoting and fostering R/C Slope Soaring in Victoria. 

 The Inaugural committee consisted of: 

Dieter (Peter) Prussner- President 

Alan Villiers-   Secretary/Treasurer 

Lew Abbott -   Public Relations/Contest Director. 

 After some discussion the name "Victorian Association of Radio Model Soaring" was adopted 

unanimously and the meeting finished some 35 minutes later. 

(It is unfortunate that in 1998, the Moorabool Shire not only declined to continue to allow the use of this 

area as a flying site, but also placed a blanket ban on the use of the Bald Hill site for any reason 

whatsoever). 

 

 PART II:  Prussner's Progress, (Aspectivity 247, June 1993) 

 As with most young boys during the 1950's, T.V. had not yet interrupted my leisure time and I had 

to find alternative distractions to fill the hours outside of school work, perhaps through sports, reading or 

some other hobby activity.  I began model building when I was 11 years old, without the help of a 

supervising adult, as I was the only child living with mother in Carlton.  I had a paper selling job after 

school and on weekends, which gave me free tram travel in and out of the city and a little weekly pocket 

money.  I often disembarked at the corner of Bourke and Swanston Street to visit the Model Dockyard next 

door the then Foy and Gibson.  I always drooled at the magnificent brass model trains and model aero 

engines displayed in the small windows.  On other days I would make my way to Hearns Hobbies, located 

at the top end of Collins Street and would admire the model free flight A-2 type glider suspended in the 

window called the "Hearns Eagle". 

 My early efforts at model aircraft building produced nothing that would actually fly, for much of the 

material I used was 1/4 inch square hardwood offcuts from a neighbour and covered in brown paper, but to 

me it was the real thing and was the substitute for balsa wood.  Then one day the sun newspaper published 

in the weekend " Young Sun Reader" page, a photo of an A-1 type miniature glider which, if you sent the 

equivalent of 25 cents to them, they would mail the one sheet plan to you.  The plan of the "Sunbird", a 36 

inch span basic towline glider arrived and I purchased the necessary balsa, tissue, dope and glue and, much 

to my surprise, had a model that actually flew on the first hand launch.  It was my first encounter with 

gliding.  From then on my school holidays were never boring. 

 My mother moved to Geelong in 1953 and for the next two years or so, I drifted in and out of model 

making, trying every aspect from rubber powered scale to control line stunt, A-1 and A-2 towline gliders, 

1/2A team racing and free flight power of various sorts, including designing and making free flight powered 

model gliders for friends. 

 About 1958, after one of many trips to Belmont Common on my bike with model in hand, I met the 

daughter of Howard DeGrandi, the President of the Geelong Gliding Club.  The club was then located on 

the Common and later relocated to Bacchus Marsh.  Through Margaret I became friendly with the whole 

family and her father became my ready reference source for gliding theory, particularly on airfoils and their 

characteristics.  He also inspired me to build a 1/4 scale model of the Grunau Baby which the Geelong 

Gliding club owned.  I spent months building it from scratch, taking the measurements from the real glider 

and finally finished what I thought was a good likeness.  It was heavy.  It only had one flight off the towline 

resulting in a 12 second flight but ended in a safe landing.  As my modelling activities were restricted to the 

garage, I was shocked to discover one day, but too late, that a friend of mine had locked his pet galah in 

with all my models for the night.  It wasn't until the next morning, when he came to pick up his bird, that I 

found out what had transpired.  The galah had not touched a single model except the new Grunau Baby, of 

which most of the wing was neatly chewed over during its overnight stay.  I was bitterly disappointed and 

from that day on my modelling interests, for some time, were somewhat dampened. 

 Radio controlled flying was still fairly primitive, with ground placed transmitters, wet cell batteries 

and radio valves (transistors were still unknown) and way out of my understanding technically as well as 

financially, as I was still at school.  But the possibility to make a model land near you, rather than chase it 



all over the countryside, appealed to me tremendously.  I had to be content with A-2 gliding for a few years 

yet and kept hoping that the dethermalizer would continue to go off when required. 

 After my 4 year Art Diploma course at the Gordon Institute I finally entered the work force as part 

of my post diploma qualifications.  For the first time in my life I was on a steady income and my modelling 

days would be restarted through the purchase of my first radio equipment, which was an O.S. single channel 

"Pixie" set.  Purchased at the Model Dockyard, it was installed in a "Sportster" 2.5 diesel powered sports 

model.  One push and hold on the transmitter button for right rudder and two plus hold the second push for 

left rudder, let go for neutral.  Servos were called escapements and were rubber band driven.  One would 

wind the escapement up like a rubber powered model, making certain to count the number of turns on the 

rubber.  Each time a signal was sent, the escapement would go round one turn.  If, during the flight, the 

model reached too much altitude one could lose it due to insufficient turns left on the escapement.  It was 

necessary to bring the model down so the escapement could be rewound for the next flight. 

 To the best of my knowledge, radio controlled slope soaring began quite by accident in Victoria, 

possibly in Australia, around January 1965, with a converted A-2 home designed glider which I had flown 

in free flight competitions over previous years.  It incorporated the above "Pixie" system as it was very 

small and light for its day.  The flight took place off a side road from the Great Ocean Road near Anglesea 

on the Geelong side.  A number of friends came out to witness the event.  I was simply out to show them 

how a radio controlled glider worked from a handlaunch down a paddock.  The normal hand tow was not 

employed as it would have required much more room than was available; besides we had no permission to 

be on the property in the first place.  Consequently I was looking forward to a short glide down the gently 

sloping field of some 10 degrees, although the escapement was fully wound.  I was not prepared for the 

sudden height the model gained immediately after the launch from the slight incoming breeze.  Allowing 

the model to fly on I realized that it had gained sufficient height to try a 360 degree turn over our heads and 

fly forward again to repeat the manoeuvre.  At first I thought the model had entered a thermal but realized 

that the lift was constant in this area and that further turns (large circles) could be repeated.  The flight 

lasted some 15 minutes.  It was quite exciting discovering slope lift.  Two shorter flights followed in a 

continued weakening lift before we were forced to call it a day.  The full realization of what had happened 

that day spurred me on to building a model more suitable for this type of flying.  After pondering through 

the APS book, I ordered the plans of the 137 inch span "Thermalist" from England.  It was first flown as a 

thermal model using high start launches and still employing the single channel Pixie outfit.  On the odd 

occasion (as I did not own a car). I would allow myself the luxury of hiring a taxi to drive me, model and 

equipment to the Barrabool Hills, some 6 Km from home, where I would spend the afternoon flying the 

Thermalist off a 200 foot steep slope, only to return home by previous arrangement with the same taxi.  It 

was on one of these occasions that fate had me meet up with Brian Laging who was the driver of the taxi 

that called on me.  Needless to say Brian sized up the situation, introduced himself and a long friendship 

began which lasted until his death.  Brian, up to that stage had been involved with control line flying but 

immediately became interested in my activities with R/C gliding. He not only drove me to the hill but 

stayed for the afternoon as well and visited me the next day to do nothing but talk about what he had 

experienced on the previous day. He became fully committed to R/C gliding from then on. 



 Although Brian did not actively participate for a few months to follow, he would not miss the 

opportunity to drive me out to the hills whenever I wanted to go.  Brian contributed a great deal to 

V.A.R.M.S. over the next 15 or so years and his memory is perpetuated through the Camperdown 

Weekends annually. 

 With the introduction of motorized servos, radio controlled flying really got a boost.  It allowed 

extended flying time without the need to land unless the batteries started to die.  In the meantime I 

purchased my first multi channel R/C outfit, an O.S. 10 channel reed set, which really kept the thumbs 

occupied.  Brian had purchased  Kraft Gold multi channel proportional outfit and with his own design slope 

soarer we spent many hours at Fisherman's Beach and Anglesea and various other sites around Victoria.  

Eventually Graupner released the Foka kit which I built and flew in Ballarat, where I was posted for my 

first school teaching job in 1966.  While teaching at North Ballarat and exploring the surrounding 

countryside during my lunch breaks, it didn't take long before I flew and knew all the hills around that area.  

My preference was a hill close to Ballarat call Mt. Pisgah, which overlooked the race course and was an 

easy short walk to the top.  On Saturdays when the races were on, during the dull moments, the course 

commentator would direct the patrons' eyes to where I was flying the Foka and informed the racegoers of 

the aircraft doing aerobatics in the eastern sky.  It gave me quite a few chuckles at the time. 

 I wish to express on behalf of the members of the early V.A.R.M.S. committee that much of the 

success of V.A.R.M.S. during the first three years should be credited to the Secretary, Allan Villiers, who 

was a true corner stone of the Committee and a fine ambassador to boot. 

 The rest is now history.  Congratulations to V.A.R.M.S. on your 25th Anniversary and all you have 

achieved.  I wish you all the best for the future, 

 



Dieter H Prussner 
(V.A.R.M.S. Member No. 1) 

 

The following article was taken from Aspectivity 353 issued March 2003. 

"Zefir 2" flies again 

Sat....1st February 2003...........Bacchus Marsh Gliding Field 

 Over the many years I often recalled the day that I closed the first chapter of my model flying days.  

After our successful time in the formation of VARMS early in 1968, R/C gliding (slope soaring) really 

started a new phase of aeromodelling in Australia.  Radio gear was becoming smaller and affordable with 

the introduction of the revolutionary transistor and rechargeable cadmium batteries.  Smaller and lighter 

models could be built and with motorised servos one could fly 2-4 hours or so depending on how long the 

batteries lasted.  I had a twelve channel OS reed set, which by today's standard of FM proportional radios 

was quite a hand full to operate.  Not only did one have to tune each switch on the Tx but also each 

harmonic reed in the Rx prior to each weekends flying.... I digress from the real story. 

 I also had ambitions in those days to one day design and build my own full size sailplane (not unlike 

Tom Wickers).  Hence the "Aurora" with its 14 ft swept forward wings was designed and built as a first 

stage test model for the 'real thing' sometime in the future.  In fact the Aurora was almost the first 1/4 scale 

glider at that time, except that it was not a production sailplane as yet.  It was certainly was a crowd stopper 

whenever it appeared at a meet.  Scale gliders to me have always been my first preference.  After a period 

of flying the Aurora as well as the Graupner "Foka 4", I was busy looking for another scale subject with 

character.  I chose the Polish "Zefir 2" and built it as a 1/5 scale, 3 channel project in 1968 with rudder 

elevator, and retract wheel.  It was a great success.  Its great lines and ease of flying encouraged me to build 

a quarter scale version about 12 months later.  The bigger model would have all flying controls, including 

genuine three section fowler flaps per wing.  It featured a home-made retract wheel, ailerons, fowler flaps, 

rudder and elevator.  There was no tow release as I had no intention to fly this model off a towline.  I 

preferred the constant slope lift to thermals, it was simply easier to launch and fun to observe flying close 

up most of the time. 

 After 4 months making the model, the day came for its first test flight.  I was so nervous that I had 

forgotten to take any photos of the glider beforehand.  Hence no photo record ever existed of the finished 

model.  At Fisherman's Beach, Torquay, where I preferred to test fly most models, was a typical summer 

day, slightly overcast and a 15 knot sea breeze straight on.  I don't remember seeing anyone I knew, but 

recall two young fellows at the time who followed me to the top of the dunes to watch.  The model was 

assembled and the preflight tests were o.k.  I moved to a clear patch of the dunes where the slope was 

steepest and launched the Zefir 2 into the steady breeze.  I flew out of my right hand like a dream, its trim 

was faultless.  After three or so seconds. corrective left aileron was applied and it started to respond.  At this 

moment I took a step backwards to get a better footing on the sand when I suddenly slid down a steep 2 

meter drop, which unknown to me was behind me.  By the time I managed to claw my way back to the top, 

the Zefir 2 had flown straight out into the three foot surf 600 feet off the beach.  20 minutes later the model 

was washed back onto the sand with the incoming waves.  The damage was not extensive but the waves 

totally saturated the entire aircraft with salt water and broke the cockpit section off the fuselage.  The 

tailplane was never recovered.  I was devastated to say the least.  It was enough to break my spirit at the 

time.  I continued a while longer with some sport slope soarers, but gradually decided to build a full size 

hang glider instead.  But that, is also another story.  Eventually most of my models and plans were given to 

Alan Villiers (VARMS No. 2), who had good intentions to rebuild the Zefir 2 as well as the second Aurora 

fuselage I had started to build prior to the Zefir 2. ..... All this happened some 31 years ago! 

 



 Then, about the middle of January 2003, I received a phone call from Colin Collyer who invited me 

to attend a special launch of a new club sailplane bought by the Victorian Motorless Flight Group at 

Bacchus March, where Colin was invited to put on a scale model display for the weekend.  He informed me 

(just by the way), that he was now in possession of a 1/4 scale glider he obtained from Alan Villiers which 

with the help of Alan, Colin has restored back to flying condition and was ready to be flown at this meet.  It 

was my 30 year old Zefir 2.  It took me quite by surprise.  On arrival at the field, there it was in all its glory 

and ready to complete another test flight started long ago, having received only a single solitary signal from 

the old reed set before ungracefully retiring on its maiden flight. 

 Colin has done the Zefir 2 justice, a perfect aerotow launch with fantastic height gain and a 15 

minute flight finished with a copy book landing as only Colin knows how.  After lunch a second flight 

followed, once airborne Colin passed the Tx to me and I was able to finally get the feel of this still beautiful 

model as well as relive and complete a lost moment which began on a fateful day in 1969. 

 Thanks to Alan Villiers for looking after the model all those years and rebuilding the tailplane and 

to Colin for his thoughtfulness and his enthusiasm to restore the model back to its original condition.  We 

now speculate and believe that the Zefir 2 could be the first true 1/4 scale sailplane in Australia.  Which 

would also make it the oldest still flying in Australia.  Thanks chaps for restoring some fond memories and 

making the day most memorable.  The spirit of VARMS is obviously alive and well. 

Dieter (Peter) Prussner 
 

 The rest is now history.  Congratulations to V.A.R.M.S. on your 25th Anniversary and all you have 

achieved.  I wish you all the best for the future, 



PROFILE - ALAN VILLIERS 

(Secretary - Inaugural Committee - VARMS No 2) 

 

(Reproduced from ASPECTIVITY April '73) 

(Editor & probable author - John Gottschalk, Production Ralph Learmont) 

 I recall very vividly the 'phone conversation I had with Alan one night 

in October 1969.  After several unsuccessful attempts I finally got on to the 

Secretary of VARMS, making enquiries regarding the Association and the 

possibility of seeing some flying action at their next meeting with a view of 

joining.  Alan put me in the picture as far as that was possible on the telephone and two weeks later I found 

myself standing in gale force winds at the cliff top of Pyramid Rock in Phillip Island.  There were 

intermittent rain squalls, a real hell of a day, and yet there was a tall bearded character standing on top of 

the cliff hurling his battered FOKA over the edge and having a marvellous time.  Of course, the "hard core" 

of VARMS were all there too, like Peter Prussner with his fabulous AURORA, John Chidzey flying his 

prototype BAMBINO on single channel (What, in those conditions??), Ray Datodi, Lew Abbot, Brian 

Condon, Keith Chidzey, John Cheesemann, Ralph Learmont, Alan Willis and many more.  Alan did not 

mind one bit being bombarded with searching questions by an absolute novice, in fact he gave me the 

impression of rather enjoying it, and, needless to mention, I became a member on the spot.  Well, time went 

on, and without repeating certain facts which are common today, Ray Datodi, and Peter Prussner whose 

profile story appeared in past ASPECTIVITIES, it is indisputable that Alan was and still is one of the key 

pillars holding VARMS on its foundations. 

 Here are a few notes on Alan's past modelling activities: 

 Alan Villiers was brought up in an aviation minded family, his father being a pilot with the Royal 

Flying Corps in W.W.1.  From an early age Alan attended the famous Farnborough Air Shows and the 

National Annual Modelling Contests run by the S.M.A.E. in England.  He build his first model, a Wakefield 

rubber powered machine in 1940 and soon discovered that models without motors are less trouble and so he 

changed to sailplanes and gliders in 1942, building well-known designs such as those by Waring Temple 

and Gosling, like the Ivory Gull and Rirocco.  On leaving the R.A.F. Alan migrated to Australia and re-

entered the modelling field and became a founder member of the Maitland-N.S.W.  Model Club and was 

organiser for the Hunter River Championships for some years.  He flew some power models with some 

success, particularly in scramble and Open power F.A.I. contests.  On moving to Victoria in 1956, he met 

up with Ray Datodi who soon convinced him that Radio was the thing to be in.  Alan proceeded then by 

building a Hills Receiver and Transmitter and using an Ellis escapement, flew a sportster successfully for 

several seasons.  When the Aries plan became available, he built this for slope soaring using the same R.C. 

equipment.  This aircraft was rebuilt no less than 9 times over a period of some eighteen months flying.  (an 

endurance record? E.D.)  At this point Alan and Ray met Peter Prussner and they immediately learnt the 

basic principles of slope soaring and after the founding of VARMS have been active in our sport ever since. 

 Some further interesting achievements: (President V.M.A.A. 1975) 

 Alan holds the VARMS slope soaring record over 5.8 miles, piloting a Foka in  

Goolwa - S.A.  The same model had to "suffer" the ultimate fatigue test of 287 launches for 120 hrs. flying 

(supported by log book), was then swapped for Peter Prussner's Arrow, who did another 400 odd launches 

for about 180 hours flying before it was sent off to its eternal resting place at the Geelong Municipal 

rubbish dump. 

 Alan is also the proud owner of every copy of R.M. and R.C.M.E. magazines published since 1952.  

He currently pilots a Monterey and a Plank whenever there is a spare hour or so, having great fun in the 

process.  All things going well, we may see some very interesting flying machinery emerging from that 

hobbyshack in Airport West in the future.  



PROFILE - RAY DATODI - Dip. E.E, G.I.E., M.I.I.C.A. 

(Treasurer - Inaugural Committee - VARMS No 3) 

(Reproduced from Aspectivity November 1972, Issue 30) 

(Editor - John Gottschalk) 

 Here is a man whose involvement in aeromodelling can only be 

described as complete.  In his quiet yet effective way, always projecting a 

sense of purpose, he has achieved the ultimate evolution of a hobby into a 

career.  Currently acting as V.A.R.C.A. representative, Safety and 

Technical Officer of our VARMS Committee, we are all obliged to say; 

"Thanks Ray, we are fortunate to have you with us."  Here is his story:- 

 Wandering through a park in Moonee Ponds on a sunny afternoon in 1950 Ray suddenly finds 

himself exposed to the high pitched sound of a small aero engine fitted into a free flight biplane.  the "Bite 

of the Bug" is positively penetrating. He simply has to have one of those machines.  In order to raise the 

necessary chips, paper rounds are taken on, and soon after his first "creations' are released into their 

"temporary" element.  After initial failures, success comes eventually with rubber power, small sailplanes 

and even powered free flight models.  Chasing them certainly keeps him fit.  He studies for the Electrical 

Engineering Diploma on a part time basis and also involves himself with Electronics as a hobby.  At the age 

of 18 Ray decides to combine the two hobbies - Electronics and Aeromodelling into one, and in 1962 has 

his first "Go" at slope soaring.  He meets Alan Villiers and they have some heart filling (and cracking) 

experiences with an "Aeris", (is this really an Aries?), equipped with a Hills receiver.  The question is; is it 

really possible to get the darned thing to fly??  Time marches on and after further experiments with single 

channel equipment Ray takes on the task of design and construction of his own proportional equipment.  

His unending efforts finally culminate on that memorable day in 1967 when he fits his own gear into a 

Foka.  It is surely a dream come true when the model instantly obeys every command in true propo fashion. 

 Towards the end of 1967 Ray meets Peter Prussner and in the beginning of 1968 it becomes clear 

that the formation of an association would only be a matter of time.  This becomes reality in March 1968 

and new friendships amongst R.C. gliding enthusiasts are established through VARMS throughout Victoria 

and beyond.  Alan Villiers, Neil McLeod, John Marriot, Brian Condon, Lew Abbot, Alan Willis, Ralph 

Tabley, Ralph Learmont, John Chidzey and many more, all help to get VARMS off the ground. 

 Membership increases and in its second year there is more work, more effort to stabilize the 

organisation.  Peter Prussner becomes Contest Director, Ray takes the President's chair and Alan Villiers 

carries the load of Secretary once more, while John Marriot produces HIGH ASPECT, a magnificent effort 

which is well received by all members and some copies even find their way to England, America and South 

Africa.  At the end of the second year, everyone on the committee feels the pinch.  Ray loses a subject in 

postgraduate studies due to over-involvement, yet there is almost no time for model building.  He teams 

with Geoff Whatley and they take on the supply and service of TRIO equipment.  Bob Young from 

Silvertone in Sydney offers the Victorian Agency to Ray and he accepts it after a period of careful 

consideration. 

 Ray is now Field Manager for Silvertone Electronics in Victoria, and despite all his other 

commitments with various organisations, he has, with others, just recently formed the Keilor & District 

Model Aircraft Society (K.D.M.A.S.) which has already 28 members and is rising steadily.  Ray and his 

wife Pamela and their three children live in a charming home in Keilor. The flying stable consists currently 

of a superbly build Cirrus, a scratch built aerobatic model and a Wankel powered fun machine.  He is 

determined to have a complete rest from all official committee work next year and concentrate on his 

family, model building and ... yes, you are right ... FLYING. 

NOTE: Ray eventually moved to W. A. (approx 1974) and was instrumental in forming The West Australian 

Model Soarers with a membership of 38.  He later came First at the 84/85 Nats (F3B) flying a Ricochet. 



GMAA (GAGS) THE EARLY DAYS 

By Ralph Tabley (VARMS No. 10) 

(Ralph served as Treasurer on VARMS Committee in 1969/70) 

 

 I spent my youth in 'Terang' and 'Noorat', my dad was manager of the 

'Glenormiston Butter Factory' and my interest in model aircraft started there in 

the 1950's.  In those days it was mainly 'control line' and later 'free flight 

towline gliders. 

 After this stint in the country I returned to Geelong in February 

1966, bringing with me a single channel radio controlled trainer, a major 

priority was to find someone who could help me fly this trainer. 

 After making some enquiries at the 'MARCS' club in Melbourne, I was 

advised to contact Barry Angus in Geelong.  Barry was helping his dad run the 

Victoria Hotel (Darrel Lea's chocolates is now on the same site, the Victoria Hotel was demolished).  Barry 

was very helpful and taught me the basics of radio flying. 

 Soon after this, Barry imported from America the first 'Kraft' proportional sets.  I was soon the 

proud owner of one of these and Barry advised me to build a plane called the MARCSMAN, a trainer 

designed by the MARCS club in Melbourne. This plane proved quite suitable and I learnt to fly 

proportional radio with it, i.e.: (motor, rudder and elevator), a similar model called the HUSTLER is now 

kitted by Aeroflyte. 

 Towards the end of 1966 and early 1967 a few of us local modellers began flying on the Belmont 

common, mainly trainers but a few adventurous types experimented with aerobatics, flying aircraft like the 

ASTROHOG, ARISTOCAT, etc.  It soon became apparent that we should form ourselves into a club in 

order to have some rules, control over frequencies and the flying site on the Belmont common. 

 The first ever meeting to form a model aircraft radio club was held in Barry Angus's garage in Glyn 

Street (near Eric Beilby's shop - Micro Electronics).  This meeting was I believe in June or July 1967, there 

were seven or eight people present, including myself, Barry Angus, Gavin and Murray Hitch, Len Bent, 

Peter Williams, Les Squires.  Unfortunately I am not sure of the others. 

 Barry Angus was duly elected President and the club was officially born.  A few names were 

suggested for the new club, ranging from 'Geelong Model Radio club' to the final result which had a distinct 

American flavour, the 'GAGS' (Geelong Aero Guidance Society). 

 My involvement with VARMS was in the early stages from late 1960's to early 1970-72.  I knew 

Brian Laging very well and a mutual friend Peter Prussner, both were 'Big Glider' exponents.  I helped them 

organise what we believe to be the first 'slope Soaring day' at Mt. Hollowback - Ballarat, circa 1968, from 

this first slope Day, VARMS was born.  Ray Datodi and Alan Villiers made themselves known and offered 

assistance in forming a structured group, hence VARMS. 

 The South Barwon Shire gave the club permission to use the Belmont Common, and soon after we 

erected a steel club house come garage to house the club's equipment.  At a later date, due to a (rare) local 

government grant a larger concrete brick building was erected.  This served among other things as shelter 

during inclement weather, and as a canteen on open/competition days.  Early meetings were held in the 

Camera Club shed on the Belmont Common; near where the 'Sunday Market' is held now, other venues 

were the Airforce Hall behind an estate agent's office in Little Malop Street.  In later years we shifted 

meetings to the old migrant hostel near Fords and used one of the Nissen huts. 

 Many enjoyable years were spent flying at the Common, the Nationals held there in 1972 being one 

of the more memorable highlights.  But our time became limited as suburban progress slowly made flying 

difficult and dangerous with the fear of radio interference and flying over busy roads unacceptable.  The 

decision was taken in late 1976 to search for another flying site but it was not until the latter half of 1978 or 

early 1979 that the move to our present field was made. 

 I attended the NATS in Camperdown in 1977-78 and entered Glider (2 Tasks), we had a great time, 

seems so long ago now.  Early in 1967 Barry Angus opened a hobby shop in Ryrie Street (I think the 

Commonwealth Bank is on the site now), and stocked kits, accessories and radio sets.  This was one of the 

first R/C specialist hobby shops in Geelong.  A young fresh faced lad about sixteen or seventeen years old 

named Ross Barry worked there on Saturday mornings to help support his hobby.  The shop was called 'Top 

Flight Hobbies" and was a popular meeting place for the local aeromodellers.  Barry Angus went from 

strength to strength in the hobby industry eventually establishing 'Kraft Radio Systems' in Glyn Street, 

Belmont where Kraft radios were manufactured and serviced.  In addition, many hobby items were 



imported and dispatched throughout Australia. 

 With Barry's untimely death, on 30 November 1979, came the end of a true pioneer of R/C flying in 

Geelong.  Barry had many friends and taught and advised countless modellers on the wonders of R/C 

flying. 

 My main R/C flying now is sport models, I still have several 'vintage' gliders e.g. Cumulus, Amigo 

etc.  I enjoy flying my electric 2 mtr. glider. 



 

  



VARMS' HISTORY OF AFFILIATION
Victorian Aeronautical Radio Control Association (VARCA). 

VARCA represented all Radio Control clubs in Victoria, and was made up of representatives from the R.C. 

clubs.  

Victorian Model Aircraft Association (VMAA):- 

Currently representing ALL modelling clubs in Victoria. 

Model Aeronautical Association of Australia (MAAA):- 

National body for ALL modelling clubs in Australia. 

 

1969 - December - Mention in the News Sheet of Dec. 1969 that Mr. Allan Villiers (VARMS's  Secretary) 

 is also a delegate to V.A.R.C.A.  It seems that VARMS was affiliated with VARCA from the outset. 

1971 - August - a reminder stating that VMAA/MAAA affiliation fees were overdue, this was optional as 

 VARMS was NOT affiliated with the VMAA at this time. 

1972 - 8 September - At an Extraordinary meeting a VARMS decision to continue affiliation with 

 VARCA, and also to affiliate with VMAA. This means that members are automatically able to 

 enter National contests without paying an extra and individual affiliation fee. 

1973 - AGM decision to continue affiliation with VARCA only by a very marginal vote. 

1974 - 5 July - A. G. M. Decision NOT to affiliate with VARCA (which disbanded on 1 July anyway.  Its 

 role and functions were adopted by the Radio Control Management Committee, a  sub-committee of 

 the VMAA which now assumes direct control of ALL aeromodelling within the state). 

1974 - 4th October - Extra-ordinary meeting decision NOT to affiliate with VMAA. 

 The main reason appeared to be the high fees to cover the costs of competitions when only a 

 relatively small number of VARMS members were active in this area. 

1977 - VARMS asked to provide reasons for continued non-affiliation.  A special V.M.A.A. affiliated 

 group set up, "VARMS COMPETITION GROUP", to enable people to fly in 

 VMAA/National/International events and get recognition of any records at Australian and 

 World levels. 

1979 - VARMS is approached by VMAA to re-affiliate, it did not happen at this time. 

1979 - A published fee structure indicated that whilst VARMS was not affiliated with the VMAA 

 and had its own Insurance, it was also an option to pay an additional fee and be affiliated  with the 

 VMAA.  This led to the creation of several "Soaring" groups that were mainly VARMS members 

 who wished to participate in VMAA sanctioned competitions that the non-affiliated persons 

 could not do.  At this time VARMS apparently also received reports from the R.C.M.C., a 

 subcommittee of the VMAA.  In the VMAA Minutes of 31 July 1979 the Registrar states that 

 VARMS has now had now re-joined VMAA!! 

1980 - A. G. M. decision to affiliate with the VMAA  and dis-continue an insurance capability in its 

 own right, (and has remained so at least until 2016). 

Note 1- In 1973 the following “Constituent bodies” catered for all elements of modelling in Victoria  

 under the umbrella of the VMAA: 

  Victorian Free Flight Society 

  Victorian Aeronautical Radio Control Association 

  Victorian Control Line Aeromodellers 

  Melbourne Association of Rocketry Sciences. 

Note 2-VARMS seemed to have been affiliated with VARCA because of its management of Radio Control 

clubs and competition activities for R.C., and with VMAA because of its overall administration, Insurance 

capability and affiliation with MAAA/FAI for reasons of participation in State & Nationals competitions & 

Record attempts etc.  VMAA assumed all of these roles when VARCA ceased to function in 1974. 

 





THE VARMS LOGOS and BADGES 

 

The VARMS logo was designed by Peter Prussner based on one of his own models, the 

“Aurora”. 

 
 

 

 

 

 

 

 

 

 

 

 

 

 



The Official Newsletter design was the obvious basis for the logo 

that followed with the added circle being the first variation. 

 
 

((This is a very ‘clean’ version of the logo.)) 

 
 

 

This version of the logo is probably one of the most commonly used. 



 
The following version of the logo seems to be the most widely used now that the 

Association is widely recognised.  

 
 

This version of the logo seems to be the least popular, mainly because it seems to be 

rather “cluttered” and an overkill on identifying VARMS.  Although, in all fairness, this 

logo could be seen as the most ‘explanatory’ in identifying VARMS in earlier days, but 

the design cannot be dated.  After some 30 plus years in existence, the VARMS simple 

logo and initials is now very recognisable throughout Australia. 

 
 



This was not really a Logo, but a self-adhesive sticker that was supplied to members 

over a number of years to foster a long standing association with Camperdown. 

 

 
 

 























 
 
...... and yet another version-



 

 

 

 

The following logo is probably the best known and most recognisable of all, being a metal badge that 

adorned most of the hats or flying jackets of most VARMS members. 

Originally created by a foundation member Lew Abbott by varying other logo designs from which a hand 

made pattern was developed.  Another member, Brian Condon then had the badges 24c gold plated and pins 

fitted.  A badge has been copied into graphic format by a more recent member, Knut Neuman, to enable it 

to be displayed in the History. 

 

 



 

 

 

 

 

 

 

 

 

 



... and a scanned version of the Metal Badge- 

 

 
 

 

 

 

 

 

... and another offering from Lew Abbott is a very very early lapel badge- 

 

 
 

 

 

    

 



GENERAL OUTLINE OF V.A.R.M.S PUBLICATIONS 

(provided by Morrie Murphy) 

 
POSTER - February 1968 - screen printed - prepared by Peter Prussner.  Announced first R.C. Slope 

meeting at Mt. Hollowback.  Led to the formation of the Association.  Was reproduced as a cover of 

ASPECTIVITY - No. 77 - Feb. 1977 and also in later issues. 

 
SLOPE SOARING NEWS LETTER - First appeared April 1968 as a single foolscap sheet.  Eight issued, 

published to December 1969. 

 
OFFICIAL NEWS LETTER - First published July, 1968 - Four issued to March, 1969. (VOL 1.) 

 
HIGH ASPECT - First published July, 1969 - Five issued to December 1971  (VOL 2.) 

(Both of the above publications were produced in quarto size with light weight cardboard covers). 

 
ASPECTIVITY - Copy No. 1 was published 26th April, 1970 as a single foolscap sheet, later it was 

enlarged to as much as seven pages for some issues.  The first cover with photographs appeared October 

1972. 

No. 38 - August 1973, was the first issue in quarto size. 

The following is taken from: Issue No 1.    26.4.70 

CHAIRMAN'S COMMENTS 

"ASPECTIVITY" is born. 

 Its name may cause your imagination to run riot, but its purpose is genuine and functional.  It has 

been painfully obvious to the committee of VARMS that written communications having up to date 

information has been sadly lacking. 

 High Aspect has developed into a magazine of creditable standard, but unfortunately, its tri-monthly 

issue has the inherent disadvantage of bearing news which may be "old hat".  In addition technical hitches 

have caused serious delays in High Aspect's functional publication. 

 At a committee meeting held on the 10th of April 1970 this matter was discussed at some length.  

The analysis of the problem indicated that in order to comply with the needs for rapid reporting of up to 

date information a monthly communication was a necessity.  Rather than substitute High Aspect with an 

inferior product published monthly, it was decided to produce both the tri-monthly issue and in addition a 

simple, cheap, quick to produce and functional issue which will bear monthly news of activities, general 

information and view points and thus we have "ASPECTIVITY"! It is an experiment.  We feel sure of its 

success in helping to serve you more effectively as a member and in contributing to the smoother running of 

V.A.R.M.S. 

 
 When Aspectivity was first published, it was intended as "a monthly communication to comply with 

the needs of rapid reporting of monthly activities."  It was still intended that High Aspect should continue to 

appear as a tri-monthly publication but it was dis-continued after December 1971 after 5 issues. 

 
 June 2003 - Aspectivity continues as the "club magazine" as it has done for many years now, 

containing many topical aspects of Club activities; Committee information, Photographs, Cartoons, Contest 

information/results, Scale activities, Diagrams of models, building hints etc., presently standardised at 16 

pages.  Timing of this document is specific to reach members early prior to the Monthly General Meeting 

(2nd Friday of the Month excluding January). 

2004 – November – Issue 372 of the club magazine is available on the VARMS website in colour and also 

as an EMAIL entity as ASPECTIVITEE  

 
 





 







VARMS - NEWSLETTERS & MAGAZINES (Chronological order)

THE POSTER - Announcing 1st R.C. Slope Meeting - Mt Hollowback  4 FEB 1968 

Slope Soaring Newsletter for Bald Hills, Bacchus Marsh/Inaugural meeting.  14 APR 1968 

Newsletter for Flying Day - Fisherman's Beach, Torquay   23 JUN 1968 

VARMS - OFFICIAL NEWS LETTER Issue  No 1 JUL 1968 

Newsletter for Slope Soaring Meet - Bacchus Marsh   13 Oct 1968 

VARMS - OFFICIAL NEWS LETTER Issue  No 2 OCT 1968 

VARMS - OFFICIAL NEWS LETTER Issue  No 3 DEC 1968 

VARMS - OFFICIAL NEWS LETTER Issue  No 4 MAR 1969 

Newsletter for Flying Day at Beveridge (Mt. Fraser)  27 APR 1969 

Newsletter for Flying Day at Yalloak Vale  25 May 1969 

Newsletter for Flying Day at Yalloak Vale  22 JUN 1969 

HIGH ASPECT Vol 2 No 1 JUL 1969 

HIGH ASPECT Vol 2 No 2 OCT 1969 

Newssheet for Philip Island weekend  OCT/NOV 1969 

Newssheet for Thermal meetings at Torquay - Seaford - Belmont Common  DEC 1969 

HIGH ASPECT Vol 2 No 3 MAR 1970 

Newsletter for Flying Day at Mt. Hollowback  12 APR 1970 

FIRST Edition of Aspectivity produced  APR 1970 

HIGH ASPECT Vol 2 No 4 MAY/AUG 1971 

HIGH ASPECT - SUPPLEMENT FOR THE SCALE FLIER  DEC 1971 

  



 

ASPECTIVITY 

1 APR 1970 2 MAY 1970 3 JUN 1970 4 JUL 1970 5 AUG 1970 

6 SEP 1970 7 OCT 1970 8 NOV 1970 9 DEC 1970 10 JAN 1971 

11 MAR 1971 12 MAY 1971 13 JUN 1971 14 JUL 1971 15 AUG 1971 

16 SEP 1971 17 OCT 1971 18 NOV 1971 19 DEC 1971 20 JAN 1972 

21 FEB 1972 22 MAR 1972 3 APR 1972 24 MAY 1972 25 JUN 1972 

26 JUL 1972 27 AUG 1972 28 SEP 1972 29 OCT 1972 30 NOV 1972 

31 DEC 1972 32 JAN/FEB  ‘73 33 MAR 1973 34 APR 1973 35 MAY 1973 

36 JUN 1973 37 JUL 1973 38 AUG 1973 39 SEP 1973 40 OCT 1973 

41 NOV 1973 42 DEC 1973 43 JAN 1974 44 FEB 1974-Missing 

Poss.  not produced 
45 MAR 1974 

46 APR 1974 47 MAY 1974 48 JUN 1974 49 JUL 1974 50 AUG 1974 

51 SEP 1974 52 OCT 1974 53 NOV 1974 54 JAN 1975 55 FEB 1975 

56 MAR 1975 57 APR 1975 58 MAY 1975 59 JUN 1975 60 JUL 1975 

61 AUG 1975 62 SEP 1975 63 OCT 1975 64 NOV 1975 65 DEC 1975 

66 FEB 1976 67 MAR 1976 68 APR 1976 69 MAY 1976 70 JUN 1976 

71 JUL 1976 72 AUG 1976 73 SEP 1976 74 OCT 1976 75 NOV 1976 

76 DEC 1976 77 FEB 977 78 MAR 1977 79 APR 1977 80 MAY 1977 

81 JUN 1977 82 JUL 1977 83 AUG 1977 84 SEP 1977 85 OCT 1977 

86 NOV 1977 87 DEC 1977 88 FEB 1978 89 MAR 1978 90 APR 1978 

91 MAY 1978 92 JUN 1978 93 JUL 1978 94 AUG 1978 95 SEP 1978 

96 OCT 1978 97 NOV 1978 98 DEC 1978 99 FEB 1979 100 MAR 1979 

101 APR 1979 102 MAY 1979 103 JUN 1979 104 JUL 1979 105 SEP 1979 

106 NOV 1979 107 JAN 1980 108 MAR 1980 109 APR 1980 110 MAY 1980 

111 JUN 1980 112 JUL 1980 113 AUG 1980 114 OCT 1980 115 NOV 1980 

116 DEC 1980 117 FEB 1981 118 MAR 1981 119 MAY 1981 120 JUN 1981 

121 JUL 1981 122 AUG 1981 123 SEP 1981 124 NOV 1981 125 DEC 1981 

126 FEB 1982 127 APR 1982 128 MAY 1982 129 JUN 1982 130 AUG 1982 

131 SEP 1982 132 OCT 1982 133 NOV 1982 134 DEC 1982 135 FEB 1983 

136 MAR 1983 137 APR 1983 138 MAY 1983 139 JUL 1983 140 AUG 1983 

141 SEP 1983 142 OCT 1983 143 NOV 1983 144 DEC 1983 145 FEB 1984 

146 MAR 1984 147 APR 1984 148 MAY 1984 149 JUN 1984 150 JUL 1984 

  



ASPECTIVITY 

151 AUG 1984 152 SEP 1984 153 OCT 1984 154 NOV 1984 155 DEC 1984 

156 FEB 1985 157 MAR 1985 158 APR 1985 159 MAY 1985 160 JUN 1985 

161 JUL 1985 162 AUG 1985 163 SEP 1985 164 OCT 1985 165 NOV 1985 

166 DEC 1985 167 FEB 1986 168 MAR 1986 169 APR 1986 170 MAY 1986 

171 JUN 1986 172 JUL 1986 173 AUG 1986 174 SEP 1986 175 OCT 1986 

176 NOV 1986 177 DEC 1986 178 FEB 1987 179 MAR 1987 180 APR 1987 

181 MAY 1987 182 JUN 1987 183 JUL 1987 184 AUG 1987 185 SEP 1987 

186 OCT 1987 187 NOV 1987 188 DEC 1987 189 JAN 1988 190 MAR 1988 

191 APR 1988 192 MAY 1988 193 JUN 1988 194 JUL 1988 195 AUG 1988 

196 SEP 1988 197 OCT 1988 198 NOV 1988 *N/N JAN 1989 199 FEB 1989 

200 MAR 1989 201 APR 1989 202 MAY 1989 203 JUN 1989 204 JUL 1989 

205 AUG 1989 206 SEP 1989 207 OCT 1989 208 NOV 1989 209 DEC 1989 

210 JAN/FEB’90 211 MAR 1990 212 APR 1990 213 MAY 1990 214 JUN 1990 

215 JUL 1990 216 AUG 1990 217 SEP 1990 218 OCT 1990 219 NOV 1990 

220 DEC 1990 221 FEB 1991 222 MAR 1991 223 APR 1991 225 MAY 1991 

225 JUN 1991 226 JUL 1991 227 AUG 1991 228 SEP 1991 229 OCT 1991 

230 NOV 1991 231 DEC 1991 232 JAN 1992 233 MAR 1992 234 APR 1992 

235 MAY 1992 236 JUN 1992 237 JUL 1992 238 AUG 1992 239 SEP 1992 

240 OCT 1992 241 NOV 1992 242 DEC 1992 243 JAN/FEB ‘93 244 MAR 1993 

245 APR 1993 246 MAY 1993 247 JUN 1993 248 JUL 1993 249 AUG 1993 

250 SEP 1993 251 OCT 1993 252 NOV 1993 253 DEC 1993 254 FEB 1994 

255 MAR 1994 256 APR 1994 257 MAY 1994 258 JUN 1994 259 JUL 1994 

260 AUG 1994 261 SEP 1994 262 OCT 1994 263 NOV 1994 264 DEC 1994 

265 FEB 1995 266 MAR 1995 267 APR 1995 268 MAY 1995 269 JUN 1995 

270 JUL 1995 271 AUG 1995 272 SEP 1995 273 OCT 1995 274 NOV 1995 

275 DEC 1995 276 FEB 1996 277 MAR 1996 278 APR 1996 279 MAY 1996 

280 JUN 1996 281 JUL 1996 282 AUG 1996 283 SEP 1996 284 OCT 1996 

285 NOV 1996 286 FEB 1997 287 MAR 1997 288 APR 1997 299 MAY 1997 

290 JUN 1997 291 JUL 1997 292 AUG 1997 293 SEP 1997 294 OCT 1997 

295 NOV 1997 296 DEC 1997 297 FEB 1998 298 MAR 1998 299 APR 1998 

*Aspectivity was not produced for December 1988, but an Un-numbered 4 page Newsletter was 

produced and issued in Jan ’89.  This highlighted the Camperdown Australia Day weekend and 

the ABC Models Task ‘A’ Glider competition in Feb. 1989* 

 

  



 

ASPECTIVITY 

300 MAY 1998 301 JUN 1998 302 JUL 1998 303 AUG 1998 304 SEP 1998 

305 OCT 1998 306 NOV 1998 307 DEC 1998 308 FEB 1999 309 MAR 1999 

310 APR 1999 311 MAY 1999 312 JUN 1999 313 JUL 1999 314 AUG 1999 

315 SEP 1999 316 OCT 1999 317 NOV 1999 318 DEC 1999 319 FEB 2000 

320 MAR 2000 321 APR 2000 322 MAY 2000 323 JUN 2000 324 JUL 2000 

325 AUG 2000 326 SEP 2000 327 OCT 2000 328 NOV 2000 329 DEC 2000 

330 FEB 2001 331 MAR 2001 332 APR 2001 333 MAY 2001 334 JUN 2001 

335 JUL 2000 336 AUG 2001 337 SEP 2001 338 OCT 2001 339 NOV 2001 

340 DEC 2001 341 FEB 2002 342 MAR 2002 343 APR 2002 344 MAY 2002 

345 JUN 2002 346 JUL 2002 347 AUG 2002 348 SEP 2002 349 OCT 2002 

350 NOV 2002 351 DEC 2002 352 FEB 2003 353 MAR 203 354 APR 203 

355 MAY 2003 356 JUN 2003 357 JUL 2003 358 AUG 2003 359 SEP 2003 

360 OCT 2003 361 NOV 2003 362 DEC 2003 363 FEB 2004 364 MAR 2004 

365 APR 2004 366 MAY 2004 367 JUN 2004 368 JUL 2004 369 AUG 2004 

370 SEP 2004 371 OCT 2004 372 NOV 2004 373 DEC 2004 374 FEB 2005 

375 MAR 205 376 APR 2005 377 MAY 2005 378 JUN 2005 379 JUL 2005 

380 AUG 2005 381 SEP 2005 382 OCT 2005 383 NOV 2005 384 DEC 2005 

385 FEB 2006 386 MAR 2006 387 APR 2006 388 MAY 2006 389 JUN 2006 

390 JUL 2006 391 AUG 2006 392 SEP 2006 393 OCT 2006 394 NOV 2006 

395 DEC 2006 396 FEB 2007 397 MAR 2007 398 APR 2007 399 MAY 2007 

400 JUN 2007 401 JUL 2007 402 AUG 2007 403 SEP 2007 404 OCT 2007 

405 NOV 2007 406 DEC 2007 407 FEB 2008 408 MAR 2008 409 APR 2008 

May 2008 – A 40th Anniversary version of HIGH ASPECT, reflecting on 40 years of VARMS 
activities, personalities, projects, and a vast range of memories, models and memorabilia. 

410 MAY 2008 411 JUN 2008 412 JUL 2008 413 AUG 2008 414 SEP 2008 

415 OCT 2008 416 NOV 2008 417 DEC 2008 418 FEB 2009 419 MAR 2009 

420 APR 2009 421 May 2009 422 JUN 2009 423 JUL 2009 424 AUG 2009 

425 SEP 2009 426 OCT 2009 427 NOV 2009 428 DEC 2009 429 FEB 2010 

430 MAR 2010 431 APR 2010 432 MAY 2010 433 JUN 2010 434 JUL 2010 

435 AUG 2010 436 SEP 2010 437 OCT 2010 438 NOV 2010 439 DEC 2010 

440 FEB 2011 441 MAR 2011 442 APR 2011 443 MAY 2011 444 JUN 2011 

445 JUL 2011 446 AUG 2011 447 SEP 2011 448 OCT 2011 449 NOV 2011 

450 DEC 2011 451 FEB 2012 452 MAR 2012 453 APR 2012 454 May 2012 

455 JUN 2012 456 JUL 2012 457 AUG 2012 458 SEP 2012 459 OCT 2012 

 

 

 

 

 



ASPECTIVITY 

460 NOV 2012 461 DEC 2013 462 FEB 2013 463 MAR 2013 464 APR 2013 

465 MAY 2013 466 JUN 2013 467 JUL 2013 468 AUG 2013 469 SEP 2013 

470 OCT 2013 471 NOV 2013 472 DEC 2013 473 FEB 2014 474 MAR 2014 

475 APR 2014 476 MAY 2014 477 JUN 2014 478 JUL 2014 479 AUG 2014 

480 SEP 2014 481 OCT 2014 482 NOV 2014 483 DEC 2014 484 FEB 2015 

485 MAR 2015 486 APR 2015 487 MAY 2015 488 JUN 2015 489 JUL 2015 

490 AUG 2015 491 SEP 2015 492 OCT 2015 493  NOV 2015 494 DEC 2015 

495 FEB 2016 496 MAR 2016 497 APR 2016 498 MAY 2016 499 JUN 2016 

500 JUL 2016 501 AUG 2016 502 SEP 2016 503 OCT 2016 504 NOV 2016 

505 DEC 2016 506 FEB 2017 507 MAR 2017 508 APR 2017 509 MAY 2017 

510 JUN 2017 511 JUL 2017 512 AUG 2017     

515          

520        524  

          

          

          

          

          

          

          

          

          

          

          

          

          

          

          

          

          

          

          

          

          

          

          

          

          

          

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 



V.A.R.M.S. COMMITTEE MEMBERS 
An alphabetical listing of members elected to Committee in the indicated years, those prefixed by an 

*Asterisk were elected as President in the underlined years: 

Abbott  Lew  1968 70 
Allen  Andrew 2013 14 15 
*Allen  Robert 1971 
Andrew Brian  1979 80 81 92 93 
Armstrong Ross  2017 
Balodis Ojars  1976 
Barber Mark  1981 82 
*Bayliss Des  1983 84 85 98 99 2000 
Berry  John  1983 
Best  Michael 2015 16 17 
Bexley John  1970 71 73 
Bolton  Peter  1976 
Bourke Terry  1984 85 
*Briggs Martin  1989 90 
Briggs  Peter  1983 
Budge  Richard 1993 
Campbell Frank  1973 
Carter  Gerry  1995 96 
*Chidzey John  1968 69 70 
Clapperton Bruce  2008 09 10 11 12 
Cole  Ian  1984 85 
*Collyer Colin  1972 91 07 08 Continuous  & incl. to  17 
Condon Brian  1968 69 70 
Connelly Alan  1997 
Cook  Paul  1983 
Cooper Bob  1968 74 75 
Cooper Ray  1973 
Cosman-Jones   Brian 1981 82 83 
*Cossins Peter  1986 87 88 90 97 98 99 
Cott  John  2016 
*Datodi Ray  1968 69 72 
DeHaan Trevor  1979 83 85 86 
Denheld Bill  1992 
Dickinson Ken  1976 
Douma Ray  2010 11 12 
Dumsday Paul  1974 
Dundas Barry  1991 92 97 
Dyson  Cameron 1984 
Fawell  June(Mrs) 1970 71 
Fiddes Cliff  1978 85 86 88 
Frodsham Harold  1987 88 
Frodsham Stephen 1991 
Gauld  Chris  1994 95 
Gibson Graham 1994 95 96 
Glover  Geoff  2016 17 
Goldman Rob.  1973 89 
Gottschalk John  1972 90 97 98 
*Govett Ken  1975 76 
Haskell Daniel  1979 
*Hauser Don  1992 
*Haysom Max  1982 83 97 98 99 2000 Cont.  & incl. to 07 08 - 17 
*Hearn Geoff . 1977 
*Hearne Phil  1979 80 82 



Henderson Lindsay 2013 14 15 
Hickman Ron  2017 
Hill  Jim  1980 81 
Hopper Martin  1999 2000 Cont. to &  incl. 17 
Hughes Tim  1986 
*Hung  Greg  1993 
Johnson Graham 1996 
Jones  David R 2004 05 06 07 
Joy  Chris  1971 72 
Kerry  Stephen 1982 
Kurdian Chris  2008 09 10 
Lawrey John  1988 89 90 
*Learmont Ralph  1970 71 72 74 80 83 84 85 
Lennon Scott  1989 90 
Lloyd  Cedric  1972 
Long  Peter  1981 82 
Malcman Steven 2008 09 
Marriott John  1968 69 70 
*Mather Peter  1981 82 83 

Mayhew Alan  2006 07 08 09 10 11 12 13 14 15 16  17 
*McCullough Max  1991 
McLeod Neil  1989 90 91 92 
Meldrum John  1977 
Mellor  Tim  1991 92 93 94 
Moore  Geoff.  1984 85 98 99 2000 10 Continuous to & incl. 2017 
*Morland Tim  1975 86 96 13 14 15 
Murphy Morrie  1975 
Murray Simon  1979 
Neville Reg.  1994 95 
Nugent Barry  1977 78 80 87 
Panettieri Sam  2001 02 
Partridge Graham 1996 97 
Patterson John  1973 
Pearson Ian  2002 03 04 05 06 Continuous to & incl. 2012  
Peasley Ross  1994 95 
Pratley David  2003 04 05 06 07 
*Prussner Dieter  1968 69 
Pupplett Peter  1971 
*Richardson Mike  1973 
Robertson Jim  1986 & Continuous to & Incl. 2003 (18 years) 
Rodman Lew  2016 
Salisbury Glenn  1993 10 11 12 13 14 15 16 17 
Schmidt Wolfgang 1978 
Shadbolt Ian  1980 
Shaw  Maurie 1977 
Shirley Tim  1983 
Slack  Ian  1998 99 2000 01 02 03 04 05 
*Smith  Bruce  1974 
Smith  Colin  1998 99 2000 01 02 03 04 
Spencer Brian  1986 87 
Stent  Marcus 1992 93 
Stevenson Roger  2003 04 05 06 07 08 09 10 11 12 
Sullivan Graham 1987 88 13 14 15 16 17 
Tabley Ralph  1969 
Tester  Steve  2009 10 11 12 14 
Thompson David  1982 
Thompson Ken  2014 15 16 117 



Trone  Geoff.  1971 
*Vanderwolfe John  1974 75 76 78 
Vanderwolfe Willi(Mrs) 1976 77 78 79 80 
Villiers  Allan  1968 69 72 
Villiers  David  1972 
*Vincent Geoff.  1980 84 
Waller  Frank  1973 74 
Waterhouse David  1989 90 91 
Watts  Maurice 1974 75 
Webb  Ron  1981 82 
Weil  Richard 1987 88 98 99 2000 01 
Weller  David  2004 05 
White  Geoff.  1974 
Whitford Terry  1978 
*Wickers Tom  1994 95 96 97 
Wilkin  Tim  1996 
Williams Martin  1977 
Willis  Alan  1972 
Withers Mark  2000 01 02 
Wynn  Raoul  2006 07 
Zambori Peter  2016 17 
 
 
 
 
 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
  



 

LIFE  MEMBERSHIPS 

 

Statement of Rules, Clause 3. (10). 

 A full Member may be elected a Life Member by the Club at an Annual General Meeting, or 

by Special Resolution in accordance with the Act, upon the recommendation of the Committee to 

recognise outstanding contribution to the Association as a whole, over an extended period of years.  

Life Members shall have the same rights as full Members. 

 
Life Membership 

in 
V. A. R. M. S. 

has been awarded to the following Members.  
 

         Year 

 Name    VARMS No. Awarded 

 Dieter Prussner      1   1969 

 Ralph Learmont       7   1984 

 James Robertson   553   1991  -Dec. 

 Geoff  Hearn    148   1992 

 Martin Briggs    640   1994  -Dec. 

 Maurice Watts    112   1999  -Dec. 

 Peter Cossins    533   2000 

 Des Bayliss    491   2001 
 Geoff  Moore    516   2002 
 Max Haysom         71   2004 

 Ian Slack    1032   2007 

 Colin Collyer       81  2012 
 

 
 
 
 
 
 
 
 
 
 
 
 



 

V.A.R.M.S. 
 

CLUB AWARDS 
 
1992 Geoff. Hearn   Clubman of  the Year 
1993 Neil McLeod   Clubman of  the Year 
1994 James Robertson   Clubman of  the Year 
1995 Maurie Watts   Clubman of  the Year 
1996 Graham Gibson  Clubman of  the Year 
1997 Des Bayliss   Clubman of  the Year 
1998 John Gottschalk  Clubman of  the Year 
1999 John Gottschalk  Clubman of  the Year 
1999 Maurice Watts  Membership & Service to VARMS 
       over an extended period 
2000 Max Haysom   Clubman of  the Year 
2007 Martin Hopper  Clubman of  the Year 
2007 David Hobby   Outstanding Achievement 
       World F3J Champion 2004 & 2006 
2007 Colin Collyer   Leadership & Encouragement, 
       Scale Group Leadership 
2008 Ian Slack    Clubman of  the Year 
       Ongoing management of  Training 
2010 Bruce Robinson  Clubman of  the Year - Extensive  
       support of  club activities 
2011 Brian Spencer  Clubman of  the Year 
2012 Max Koludrovic  Clubman of  the Year 
2013 Lindsay Henderson Clubman of  the year 
2014 Phil Eagles   Clubman of  the Year 
2015 Henry Wohlmuth  Clubman of the Year 
2016 Gary McDougall  Clubman of the Year 
2017 Henry Wohlmuth  Clubman of the Year 
 
 

 

 
  



 

 

1995  Colin Collyer 

1996  Tim Mellor 

2008  Bruce Clapperton 

2009  Barry De Kuyper 

2010  Geoff Moore 

2011  Geoff Trone 

2012  Gary McDougall 

2013  Graham Sullivan 

2014  Robert  J Kassel 

2015  Danny Malcman 

2016  Geoff Glover 

2017  Russell Pearce 
 

HONORARY MEMBERSHIP 
awarded to: 

 
2013  Gordon Buckland(USA) to attend Aus. 2014 Nationals. 
2014  Bill (Wilfrid) Eunson  in recognition of an extended   
       career in modelling. 
 
 

 

 

 



 

 

 

MAAA HONOUR ROLL 

    
  VH  VARMS 

DATE  NR. NR. NAME  DISTINCTION 

 

FAI Air Sports Medal & Diploma 

 
Nov 2001 2365 301 Leo O’Reilly  Services to Australian aeromodelling 

       

ANDREI TUPOLEV Aeromodelling Diploma 
 2012  5867 94 Anthony Mott Performance in World Records 

 

MAAA Life Members 
     

1991  2365 301 Leo O’Reilly  Services to Model Aviation, especially as 

       MAAA Vice President & SAAA (MASA)   

       as President. 

1991  800   40 Dr. Robert B Allen Services to Model Aviation, especially for   

       negotiations on large models & Radio   

       Control frequencies. 

2001  11457 305 Ron Ericson  Services to Aeromodelling as MAAA   

       President & Technical Secretary. 

 

1979      936   31 Anthony Cincotta VMAA Life Membership 

 

Hall of Fame 

 
1995  - 30 Brian Laging  One time World Record holder for R/C   

       Glider Duration. 

2004  35795   4 Ray Cooper  World Record, Gain in height for Class F5-S 

       Electric Powered Model. 

 

2005  34026 732 David Hobby  World F3J Glider Champion 2004 & 2006 

 

2005  5921 67 Ray Pike  World Record, Electric Helicopter, Distance  

       in a straight line 

 

2005  35795  Ray Cooper  World Record, Goal & Return distance of  

       142.8 Km for Class F5S Electric Powered   

       Model 

2006  34026 732 David Hobby  World F3J Glider Champion 2006 

 

2011    5867   94 Anthony Mott Setting World Endurance records in  

       Classification 141/Piston motor duration 

2012    5867 94 Anthony Mott Setting World Endurance Records 

 

 

 



ORIGINS OF THE MAAA & VMAA 
 

As the history of both the MAAA and VMAA is inexorably entwined in 

time and mutual activities, it seems to make sense to tell but one story 

covering the time-line of how and when both of these organisations first 

came into being on the information available at this time. 

 

The information detailed below was referenced from the following documents: 

“The Pioneers of Model Aviation in Australia” Collected & Edited by John Marquette, 

 “Politics & Personalities in Australian Aeromodelling” 

Book 1 – Federation – 1928-1950   by Kenneth J Burke, 

Model Aircraft - The Model Builder’s Handbook by H. E. Hervey & Chas J. Gordon, 

The Scotch Collegian (College magazine of 1931) 

Melbourne High School magazine – The Unicorn 1934 

All of these books have corroborated each other in many instances. 

  

 In July of 1929, Mr. Norman J Lyons started moves to establish the 2BL Boys Aero Club (BAC) in 

Sydney (NSW), later to become the Model Aeroplane Club (MAC).  Lyons utilised his position as an “On-

air presenter” with the Australian Broadcasting Company (Later to be Australian Broadcasting 

Commission) to assist in this task.  Norman Lyons was to be the Chief Commissioner, with Wing 

Commanders allocated an administrative region comprising a number of Clubs or Squadrons as the system 

was RAAF based in its structure.  There is also some conjecture that ’Clubs’ were recruited from interstate.  

The model aircraft flown at this juncture were all rubber powered free-flight types that were always subject 

to the vagaries of the winds and thermal currents. 

 On 1 February 1930 it was announced by Lyons that the MAC was to become the Model Aeroplane 

Association & affiliated with the Aero Club of NSW(ACNSW – being for Full size aircraft), which also 

included affiliation with the Federation Aeronautique Internationale (FAI).  The FAI was the Paris based 

body for all forms of general aviation internationally, of which model aeroplanes were a branch.  Later in 

the year, Lyons added Australia to the existing MAA title, possibly in preparation for meetings that he was 

planning to hold with interstate bodies, indicating that they already were Australia’s ‘National’ 

aeromodelling association. 

 In January 1931 the Model Aero Club of Victoria (MACV) was formed with Mr. K. Wallace Crabbe 

as its President.  MACV was a Club which also had Affiliate clubs, some of whom are referenced at a later 

time.  This is confirmed by the Scotch College magazine the ‘Scotch Collegian’ of May 1931, whose Model 

Aircraft Club was formed in 1929, stating its affiliation with the MACV.  Scotch College also confirmed a 

visit to their own club in 1936 by Capt. Rigby representing the Model Aircraft Club of Victoria.  The 

MACV which probably morphed into the VMFA, then eventually became the VMAA, never affiliated with 

the early MAAA in any of its forms, but it did happen in 1948 as will also be seen later. 

 In August 1931, Ivor Freshman also commenced the operations of a rival modelling group in NSW, 

the Model Flying Club (MFC) in conjunction with a modelling related Wholesale/Retail business, the 

Model Flying Company in Sydney.  A little farther afield, the Prospect Model Aero club had become the 

centre of aeromodelling in South Australia.  In March 1933, a South Australian representative 

recommended that they affiliate with the MAA of A, which they did, also affiliating with the Aero Club of 

South Australia for the FAI accreditation.  At this time (1931), the Model Aeroplane Association of 

Queensland had been created by Lyons, and is also affiliated with the MAA of A.  This meant that this body 

was now Australia’s effective Federal modelling body, with 60% of the national total of modellers. 

 In 1933 the Model Plane magazine published Vol 1. No 1., and indicated that the clubs affiliated 

with the MAC Victoria were:-E. Malvern, Northern Districts, Essendon, Melbourne High School, 

Elsternwick, Scotch College and Horsham.  General consensus among some older modellers, is that the 

VMAA began in 1934, but this has yet to be confirmed.  Also, in the early to mid-30’s a dramatic change 

was taking place with the introduction of commercially produced petrol-fuelled (Gas) internal combustion 

engines. In 1937, the Elsternwick MAC & East Malvern were known to exist with the Southern Model 

Flying Club of Williamstown also operating in 1938.  A badge displayed below from the mid-30’s, is of the 

Victorian Model Flying Association, and bears the same motto “Above All” as the current VMAA, 

indicating that a possible transition from the MACV to an early concept of the VMAA had occurred. 

 In the middle of 1937, the Model Aeroplane Association(MAA of A), the Model Flying Club (MFC, 

created in 1931 by Ivor Freshman), and the Gas Model Flying Club (GMFC), came together to elect a joint 



management committee, specifically as some thought, to organise and run the Grand International Model 

Aeroplane Championships (GIMAC), also known as the 1
st
 Nationals, in March 1938 at the RAAF base at 

Richmond NSW, which duly occurred.  Many also hoped that this union would result in a new state 

association, being the hub for all the state’s clubs, and also the communications network between clubs and 

other state bodies.  However, it was to be later that year, in June, that the amalgamation of MAA, MFC & 

GMFC became a reality, despite strong opposition from many on both sides of the MAA and MFC camps, 

the newly created state entity, the Model Aeronautical Association of New South Wales (MAAN) came into 

being.  During 1942, because of the war, model flying in New South Wales was suspended and the MAAN 

effectively disbanded, and later the flying of power model aircraft was banned in that state altogether.  It 

should be remembered also, that the Japanese midget submarine I-24 shelled Sydney on the evening of June 

8
th

 1942. 

 In 1939, it was reported that the VMAA had 18 affiliated clubs (reduced to 12 by 1947), all firmly 

under the control of one Major George Mason, a retired English Army officer.  Mason had decided in the 

early 1940’s, that to close the Victorian Model Aeronautical Association (VMAA) and cease flying, would 

not help our servicemen in any way, which was in direct contrast to the views in the other states.  It should 

be noted that Mason was also the owner of Central Hobbies, a business recently purchased from a well 

known and highly respected modeller. 

 In April of 1947, a meeting at the YMCA in Sydney was held to try to recreate the pre-war Model 

Aeroplane Association of Australia (MAA of A), and it was re-born with Bill Marden as President.  Shortly 

afterwards, the “Aeroplane” was replaced with “Aeronautical”, and again early in 1948, “Australia” was 

also added to the title, even though the organisation was still only a club in NSW.  Yet another very 

important step taken by this organisation, was to affiliate with the Fédération Aéronautique Internationalé 

(FAI), which it did after dialogue with the Australian franchisees, and so became the FAI representative for 

Australian modelling.  In April of 1948, the MAA of A announced its intention to run Australia’s first post 

war National Championships.  Somewhat later, a meeting to discuss the issue of federation was added to the 

National’s agenda.  The MAA of A also held its first AGM following its re-birth the previous year. 

 The South Australian and Victorian modelling organisations were very concerned by what was 

happening in NSW, and immediately following the Australian Wakefield Trophy event in May 1948, 

convened a meeting in Melbourne between the SAAA, VMAA and the Australian Air League of New 

South Wales (AAL).  It was proposed and accepted, that an interim federal body under the title of the 

Australian Academy of Model Aeronautics (AAMA) be formed, and to consist of two representatives from 

each state elected by the state’s governing body.  The state in which the headquarters was located would 

appoint the President and Secretary, Victoria being voted as the temporary headquarters of this new 

organisation.  The MAA of A in NSW reaction to this, was to suggest that it would be prudent to wait until 

the forthcoming meeting prior to the Nationals in November. 

 On the evening of Friday 19
th

 of  November 1948, on the eve of the Bankstown Nationals, a meeting 

was convened at Air Force House, Sydney to discuss the creation of a Federal modelling body.  It should be 

noted, that at this time, Victoria, South Australia, Tasmania & possibly Queensland also had state bodies, 

New South Wales did not. 

 Some of those known to be present at the meeting were representatives from:- 

 Model Aeronautical Association of Australia (NSW) representatives,  

 The Australian Associated Aero Clubs(Meeting Chairperson) & 

 Federated Aero Clubs of Australia (Both for full size aircraft & both FAI representatives),  

 VMAA/Victoria  (Monty Tyrell, Keith Dunstan(Sec), 

 SAAA/South Australia, and also Tasmania (Dave Reynolds). 

 

 After a great deal of wide-ranging and sometimes agitated debate, it was unanimously agreed that a 

Federal organisation, to be known as the Model Aeronautical Association of Australia (MAAA) be created, 

and that no other body could use that name.  The organisation would have its headquarters in Sydney.  

Malcolm McSpeddon (Secretary of FACA) was appointed permanent Secretary, Bill Marden was elected 

President, and Lance Hopkins was elected Treasurer. 

The next decision, also carried unanimously, was that the executive council of the MAAA, would consist of 

three councilors from each state elected by their peers.  It was also decided that the MAAA President would 

be elected annually, as soon as possible after the National Championships, and must be resident in the state 

elected to host the next scheduled National Championships. 

The ‘original’ MAA of A, now reverts to its previous title of the Model Aeronautical Association of New 

South Wales (MAAN) and also becomes the defacto NSW state association. 



 

 Initially, the suggestion that Sydney become 

the permanent headquarters of the national 

association was met with howls of disapproval, as 

there was little doubt that the Victorians saw their 

state as the epicentre of Australian modelling.  Also, 

they had a fully functioning state body with full 

support from South Australia and Tasmania, whereas 

NSW did not. 

In response, H D Arnott, a Director of the AAAC and 

the meeting Chairperson is reported to have stated 

the following, “As the Federation of (sic) Aero Clubs 

of Australia, and the resident representative in 

Australia of the FAI were both headquartered in 

Sydney, and because the MAAA would 

unquestionably be involved with international model 

organisations and competitions, and therefore, must 

in considerable measure, have some tie-up with the 

FAI, it would be to the MAAA’s advantage to avail 

themselves of the organisational affiliation 

represented in identical location and secretaryship.” 

 Whilst the second Nationals could technically 

be called the first by the newly constituted National 

body that had only come into being the night before 

the event commenced, they were in fact the product 

of a Sydney club and a very willing band of helpers 

and volunteers associated with that group.  The ‘new’ 

MAAA played no part in the second nationals.  In 

May of 1949, after its 2
nd

 AGM, the MAAN set out 

on the very difficult path of establishing itself as the 

state “Association” for New South Wales.  Later the 

WA MAAA came into being.  In 1950 over the 

Easter long weekend in Melbourne, the third 

Australian National Championships were held, being 

the first under the auspices of the newly constituted 

national body, the Model Aeronautical Association 

of Australia as we now know it. It is also recorded at 

this time that Radio Control was first seen/utilised in 

Victoria. 

 

It should be noted, that whilst the ‘creation’ 

of the modern day MAAA has been pin-pointed in 

time, the same still cannot be said for the VMAA.  

All of the current evidence on this matter points only 

to the creation of the  MACV in 1931, a badge from 

the mid 1930’s (owned by Bill Eunson) and denoting 

the VMFA’s existence whilst displaying the current 

VMAA’s motto, and documents relating to the 

existence of the VMAA in 1939 and also having 

affiliated clubs.  

 

In the 1940’s an FAI definition - “Model Aeroplanes” one understands all aircraft, which, as 
a result of their reduced size, are not capable of carrying a human being, and which are 
conceived purely for sporting purposes. 

 



 

NOTE:-  The VMAA Constitution of April 1973 stated the following: 

AIMS.  The aims of the association are:- 

To promote, protect, organise and encourage model aircraft building, flying and development in all its 

aspects in Victoria through the medium of the following bodies – 

The Victorian Free Flight Society (VFFS) 

Victorian Aeronautical Radio Control Association (VARCA) 

Victorian Control Line Aeromodellers 

Melbourne Association of Rocketry Sciences 

 



THE FAI NUMBERS STORY 
By Ivor F.  

 

The re-issue of FAI numbers is, of course, a hardy perennial, one which shows you that modellers 
are becoming aware of their history.  That all modellers; aqua-, auto-, astro-, terra-, also became 
interested is a consummation devoutly to be wished.  Without dampening any of this verve, might 
I, through your columns, sketch some comparatively very recent history on FAI Numbers.  
 First, there was a publication called The Model Aeroplane.  It began publishing with an 8 
page issue on October 10, 1931.  The cover price was 1d(a penny), but was waived for Model 
Flying Club members.  Membership of the MFC was also free.  Well now, all of the above was 
later challenged by Norman J. Lyons, who quickly got into print his ‘The Australian Model 
Aeroplane Manual’.  In this he is obviously greatly piqued that Ivor Freshman has begun 
broadcasting on radio 2UE, as well as publishing the first regular Model Flying journal in the land.  
In his editorial, Norman J. quite rightly points out that he, NJL, launched the model aeroplane 
movement in Australia in 1929 ‘when model (aircraft) building was almost unknown’.  In the 
permissible chauvinistic hyperbole of fifty-odd years of age, NJL exhorts his readers ‘We have the 
finest country in the world for flying, our pilots are second to none, and no country has a greater 
supply of potential pilots’.  He goes on to put the Model Aeroplane Association into this framework 
– ‘the whole object of the MAA being to make the study of aviation as interesting as possible for 
the boy (no nonsense about sexism in those days), so that he may educate himself to become air-
minded – a valuable citizen for our country in the immediate future’. 
 Ivor Freshmen was quick to notice NJL’s lapse.  His April 10, 1932 issue’s lead article is 
‘Amy Johnson’s Protégé’.  The article tells readers that among the lady members is Miss Dorothy 
Doylend who is studying for her Ground Engineer’s licence and has passed her two recent maths 
test with 95 and 97.  ‘The  Model Flying Club of Australia welcomes all boys and girls who are 
keen on .... aircraft and wants them to swell the ranks of the club’.  To further get the girls in, the 
model for the month is the Klemm Monoplane that Fraulein Beinhorn flew from Germany to 
Australia. 
 By this time Norman J. had got himself appointed Chief Commissioner of the MAA of A.  
Ivor Freshman, not to be outdone, spread the MFC’s wings to Model Flying club of Australia and 
made himself General Secretary.  Fortunately, or unfortunately, depending on which camp you 
were in, NJL had got the MAA (NOT you will note, the MAA of A), affiliated to the Aero Club of 
NSW (NOT yet the Royal Aero Club) in 1930. 
 So, MAA of A was accepted by the Establishment.  MFC of A was not.  Any bookie would 
have given you the odds that no matter how much the MFC of A was doing and how little the MAA 
of A was, the establishment would eventually win.  Later, the Model flying division of the Australia 
Air League was formed, giving the aeromodellers the choice of three organisations, all of them 
Australia-wide.  Came the war, both Norman J. and Ivor Freshman gave up their interest in the 
model aircraft movement and when the war ended a Mr. McSpeddon was the official Federal 
Secretary of the governing body.  Unfortunately, Mr. McSpeddon was nowhere to be found.  The 
governing body had, in fact, ceased to govern. 
 The modelling movement soon got back on its feet and in May 1946, the first issue of 
Hobbies Illustrated appeared with a healthy coverage of planes, cars, boats model engineering, 
chemistry, with and without an e, photography, toy making, home improvements – you name it.  
Australia was back to a journal but still no governing body in aeromodelling.  Came 1948, Wally 
Judd, Ron Neville, Clive Wheatley, Les Annersley and other stalwarts, organised The Second 
Australian National Model Championships.  About this time, Ivor F decided, for some strange 
reason, that he wanted an FAI licence, like the modellers in Europe.  FAI was International.  Why 
should aeromodellers in Australia not belong to the International brotherhood?  Why not indeed!  
The only fly in the ointment was that there was no group affiliated to FAI except the Royal Aero 
Club Federation.  The only name they had was Mr. McSpeddon, with an address in Martin Place; 
but Mr. McSpeddon wasn’t there.  Ivor F wrote direct to the FAI.  They wrote back telling him to 
contact Mr. McSpeddon.  Ivor F wrote back and said there was NO, say again, NO Mr. 
McSpeddon.  The FAI refused to believe it. 
 Ivor F then wrote to Alex, later Sir Alex Houlberg, head of FAI in Britain.  He enclosed 1 
Pound sterling for his FAI Licence.  Alex Houlberg forwarded the money on to FAI, indicating that 
he believed that Mr. McSpeddon was not functioning as the FAI rep.  The FAI kept the money, but 
said that Ivor F (in those days Ivor F. Stowe) would have to affiliate through the official governing 



body.  It was a bit much.  Came 1952, the Bendigo Nationals, and boom time for aeromodelling in 
Australia.  Robert Rose wanted the job of Federal Sec. to replace the elusive Mr. McSpeddon, and 
lobbied everyone, including Ivor F., promising that he would, if elected, get Australia FAI affiliation.  
He was as good as his word, and in early 1953 the FAI recognised the MAA of A, through RFACA, 
of course, and Ivor F. got his licence.  Since he’d paid for it three years earlier, or four, he was 
given VH1. 
 Now comes the terrible bit.  At that time, modellers had their Club number, State number, 
their MAA of A number, and if they paid extra for it, their VH number.  Bob Rose lost the 
Secretaryship, and a S.A. basketball organiser, who had hardly ever seen a model aeroplane, 
became Fed. Sec., and a jolly good one too.  He allowed this four numbers per modeller to go on 
for some years, but not forever.  A Nationals Conference agreed that henceforward, MAA of A 
numbers would be replaced with FAI i.e.,, VH numbers.  Surprisingly there was virtually no outcry, 
because none of the early MAA of A number holders were active, or didn’t care one way or the 
other.  Those who were active had applied for their VH number as soon as FAI affiliation had been 
achieved and thus had a lower VH number than their MAA of A number. 
 So now you know.  What has happened, as this article pointed out in the beginning, is that 
largely because of the growth of safe, efficient radio control, many of those earlier modellers are 
back again, and some of them have requested their old numbers back.  In most cases these 
modellers were not active in the years when the early FAI numbers were issued.  They produce a 
photo of a model they were flying in 1949 or earlier, with a low MAAA number.  Unfortunately, this 
was not an FAI number.  The result is that Monty Tyrell’s current VH13 has been re-issued, on 
photographic evidence, to another modeller.  I have no doubt that the new secretariat will sort the 
matter out.  In the meantime, and it is to be hoped from here on in, or henceforward if you insist, 
club secs, and others will realise that unless a modeller was flying at Nationals Comps in 1953, or 
1954, it is highly unlikely, almost impossible, that he had a VH number under 1000.  Photographs 
showing MAA of A numbers before 1960 are not records of VH numbers, because, as has been 
shown, before this date there were separate MAA of A and VH numbers. 
 It has long been policy for the MAAA not to re-issue numbers.  Perhaps this is good in one 
way because it gives a rough indication of how many modellers have belonged.  Rough is the 
operative word, since some modellers have had two or even three FAI numbers.  Numbers are 
issued in blocks and some numbers in a block have never been issued.  Further, the same block 
was issued to states at the same time so modellers suddenly found their number had to be 
changed from 7,500 to 10,000 odd.  At best the present FAI count overstates the cumulative 
membership by some hundreds in one direction, and understates it by up to 500 in another.  
Maybe the errors cancel each other.  In any case, modellers who were modelling thirty years ago 
are entitled to expect a number lower that 20,000 odd.  There is a strong case for the next 
Executive to consider re-issue. 
 

(The above article appeared in Airborne Number 66, January –February 1985) 

   
 

 

THE CONSTITUTIONS 
1972 
As reported in Aspectivity 27 of August 1972, the following proposed "Constitution" was presented at an 

Extraordinary General Meeting on Friday 8th September 1972 held at Rothman's Conference Room, 

Lorimer Street, Port Melbourne. 

 

PROPOSED VARMS CONSTITUTION 

1. AIMS 

 The aims of the Association are to foster and advance the building and flying of R/C gliders and 

 sailplanes, to the mutual benefit and recreation of all members 

 

2. NAME OF ASSOCIATION 

 Victorian Association of Radio Model Soaring (VARMS). 



 

3. The Association shall consist of:- 

 (a) Honorary Members. 

 (b) Subscribing Members. 

  (i) Full Members - those living in Victoria and actively engaged in Association  

   activities. 

  (ii) Junior Members - as for (i) but under the age of 17 years as at July 1st. 

  (iii) Associate Members - those out of Victoria, but who still receive newsletters  

   etc. 

 

4. MANAGEMENT 

 (a) Management of the Association shall rest in an Executive Committee, to be elected each 

 year at the A.G.M., or a special general meeting called for this purpose. 

 (b) The committee shall consist of :- 

   President 

   Secretary 

   Treasurer 

   Contest Directors (2) 

   Newsletter Editor 

   2 General Members (VARCA Reps.) 

 (c) The Committee shall meet regularly each month to plan and control Association activities. 

 (d) The Committee shall retire each year, being eligible for re-election. 

 (e) The Committee shall have powers to co-opt members onto the Committee to deal with 

 special items of business, or to fill vacancies between elections. 

 (f) Voting - All financial members of the Association shall be entitled to vote at A.G.M. or 

 special meetings on any matters arising - providing said persons have been members for  more than 

 3 months. 

 

5. JOINING AND SUBSCRIPTION 

 (a) Application to join the Association shall be submitted in writing or in person to the Treasurer, 

 along with the appropriate joining fee and annual subscription; such application  must then be 

 approved by the Committee before that individual shall be deemed a member.   The Committee 

 shall reserve the right to refuse membership to any person that it deems  unfit. 

 (b) Fees - to be determined by Committee. 

 

6. FINANCE 

 (a) The Association's moneys shall be invested in a banking account in the name of the 

 Association. 

 (b) 2 signatures will be needed for any cheque drawn on said account.  Signatures may be 

 Treasurer, President or Secretary. 

 (c) Statement of Account must be submitted monthly by Treasurer to the Committee, and  the books 

 must be closed and audited prior to A.G.M. by an auditor appointed by the  

 Committee. 

 

7. MEETINGS 

 (a) A.G.M. shall be held annually in June or July, and shall be advertised in the Newsletter for 

  2 months prior to meeting. 

 (b) Extra-ordinary G.M. can be convened at any time at the discretion of the Committee,  provided 

 due notice is given to all members 
 

8. RESIGNATION and/or EXPULSION 

 (a) Any member may resign at any time providing he writes officially to the Secretary; and in so 

 doing shall automatically forfeit rights, subscriptions, etc. 

 

9. GENERAL RULES 

 (a) No office of profit shall exist within the Association. 

 (b) Any matter not covered by these rules shall be decided by the Committee. 



 (c) All members must abide by the various flying and safety rules drafted by the Committee. 

 

10. DISBANDMENT OF ASSOCIATION 

 If the Association is disbanded, all debts must then be paid, and remaining funds,  equipment, etc. be 

 handed over to V.A.R.C.A. for safe keeping for a period of 3 years.  If the Association does not  re-

 form in that time, then the said funds, etc. shall remain the  property of that body. 

 

11. ALTERATIONS TO CONSTITUTION 

 (a) Constitution may only be altered at an A.G.M. or special G.M. called for that purpose at 

 which 60% of those present are in favour. 

 (b) Any member wishing to propose any alteration must send notice in writing to the Secretary at 

 least 28 days before the A.G.M. 

 (c) 30% membership must be at meetings for constitution changes. 

 

 Monthly Information Sheet of the Victorian Association of Radio Model Soaring Issue  

 No. 28 of September 1972 reports the following:- 

 

 Extraordinary General Meeting: 

 On Friday 8th September 1972, the meeting took place at Rothman's, Ralph Learmont presided 

 and after the last A.G.M. minutes were read, business was "on" in earnest, namely our constitution.  

 The original proposal drafted by Bob Allen was finally shaped by the members present into its 

 present form.  Copies will be made available on request. 

 Changes from the proposal printed in Aspectivity No. 27 are: 

 3 (a) From Honorary to Life Members. 

 4 (b) Committee shall consist of: 

 President, Secretary, Treasurer, Contest Director, Editor. 

 4 (c) add: The committee shall be chaired by the President. 

 The committee shall make decisions by a simple majority vote by those members present at the 

 meeting. 

 A quorum consists of more than half its members. 

 The President shall have a casting vote, in the event of a dead-lock. 

 4 (f) Voting: All financial members of the Association shall be entitled to vote at A.G.M. or 

 special meetings on any matters arising, providing said persons have been members for  more than 

 6 months. 

 5 (a) cross out - "or in person" ... and - "that it deems unfit" 

 7 (a) Meetings. 

 The A.G.M. shall be held annually in June or July and the committee shall advise  members  for 

 2 months prior to the meeting. 

 9 (b) delete. 

 9 (c) Should read:  At organised flying meetings all members must abide by the various  flying and 

 safety rules drafted by the committee. 

 10.  First sentence should read:  If the Association is disbanded, the committee shall be 

 empowered to realize all Association assets to be used towards payments of debts, and  remaining 

 funds....... for a period of 3 years.  Second sentence unchanged. 

 



The following version of the Constitution was issued in September 1981 and included notes in reference to 

all amendments up to that time. 

1981 

VARMS CONSTITUTION 
(NOTE. Letters down right hand side of pages when used in conjunction with footnotes on  

 last page will establish authority or source of each article.) 

 

1. AIMS          (A) 

 The aims of the Association are to foster and advance the building and flying of R/C  

 gliders and sailplanes, to the mutual benefit and recreation of all members. 

  

2. NAME OF ASSOCIATION       (A) 

 Victorian Association of Radio Model Soaring (VARMS). 

 

3. The Association shall consist of:- 

 (a) Life Members.        (B) 

 (b) Subscribing Members.       (A) 

  (i) Full Members - those living in Victoria and actively engaged in Association  

  activities. 

  (ii) Junior Members - as for (i) but under the age of 17 years as at July 1st. 

  (iii) Associate Members - those out of Victoria, but who still receive newsletters  

  etc. 

 

4. MANAGEMENT        (A) 

 (a) Management of the Association shall rest in an Executive Committee,  

 to be elected each year at the A.G.M., or a special general meeting called for this purpose. 

 

 (b) The committee shall consist of :-      (B) (C) 

   (1)   President 

   (2)   Secretary 

   (3)   Treasurer 

   (4)   Contest Director 

   (5)   Editor 

   (6)   Property Officer 

   (7)   Site Controller 

NOTE. The Contest Director is not necessarily an active member of the Committee. 

 (c) The Committee shall meet regularly each month to plan and control Association  

 activities. (B) 

 The Committee shall be chaired by the President. 

 The Committee shall make decisions by simple majority vote by those members present at 

  the meeting. 

 A Quorum consists of more than half its members. 

 President shall have a casting vote, in the event of a dead-lock. 

 (d) The Committee shall retire each year, being eligible for re-election. (A) 

 (e) The Committee shall have powers to co-opt members onto the Committee  (A) 

 to deal with special items of business, or to fill vacancies between elections. 

 (f) Voting - All financial members of the Association shall be entitled to  (B) (C) vote at  A.G.M. or 

 special meetings on any matters arising - providing said persons have been  

 members for  more than 3 months. 

 

  

 

(g) A Steering Committee will be appointed at the start of each calendar (D) 

 year.  It will consist of 3 appointed, experienced members of the Association.  The current 

 elected President and one other member of the elected committee will be members of this 

 Steering Committee - totalling 5 persons 



 

5. JOINING AND SUBSCRIPTION 

 (a) Application to join the Association shall be submitted in writing to the (B) Treasurer,  along with 

the appropriate joining fee and annual subscription; such application must then  be approved by the 

Committee before that individual shall be deemed a member.  The  Committee shall reserve the right to 

refuse membership to any person. 

 (b) Fees - to be determined by Committee.     (C) 

 Said fees shall fall due each 12 month period starting July 1st.  (D) 

 Any member 3 months in arrears shall be deemed to have left the Association. 

 

6. FINANCE         (A) 

 (a) The Association's moneys shall be invested in a banking account in the name of the 

 Association. 

 (b) 2 signatures will be needed for any cheque drawn on said account.  Signatures may be 

 Treasurer, President or Secretary. 

 (c) Statement of Account must be submitted monthly by Treasurer to the Committee, and  the books 

 must be closed and audited prior to A.G.M. by an auditor appointed by the  Committee. 

 

7. MEETINGS         (B) (C) 

 (a) A.G.M. shall be held annually in June or July, and the Committee shall advise members  for 

(1) one month prior to the meeting.. 

 (b) Extra-ordinary G.M. can be convened at any time at the discretion (A) 

 of the Committee, provided due notice is given to all members 
 

8. RESIGNATION and/or EXPULSION     (A) 

 (a) Any member may resign at any time providing he writes officially to the Secretary; and  in 

 so doing forfeits all benefits of membership. 

 (b) The Committee has the right to expel any member for behaviour to the clubs detriment, 

 and said member shall automatically forfeit rights, subscriptions etc. 

 

9. GENERAL RULES        (B) 

 (a) No office of profit shall exist within the Association. 

 (b) At organized flying meetings all members must abide by the various flying and safety 

 rules drafted by the Committee. 

 

10. DISBANDMENT OF ASSOCIATION     (B) (C) 

 If the Association is disbanded, the remaining funds, equipment, etc. shall be held in trust by  a 

 firm of Solicitors nominated by the Committee of that time, for a period of two (2) years.   If 

 the Association does not re-form in that time, then the said funds, equipment etc. are to be 

 offered for sale and after legal charges etc., the balance to be paid to a recognised non- political 

 or non-religious charitable organisation nominated by the firm of Solicitors. 

 The last remaining Committee at this time shall endeavour to remain in contact for the said 

 period in order to administer any legal details.  If in the event the Association known as  VARMS 

 re-forms within the two year period, then the said funds, equipment etc. less legal  charges, shall 

 become the property of that body. 

 

 

11. ALTERATIONS TO CONSTITUTION     (C) 

 (a) Constitution may only be altered at an A.G.M. or Special G.M. called for that purpose  at 

 which 60% of those present are in favour. 

 Should there be insufficient members at A.G.M. or Special G.M. to carry constitutional  changes 

 then postal votes will be permitted.  The result, irrespective of numbers returned  shall be binding.  

 Arrangements for postal votes to be made by existing committee. 

 (b) Any member wishing to propose any alteration must send notice in (A) writing to the 

 Secretary at least 28 days before the A.G.M. 

 (c) 30% membership must be at meetings for constitution changes.  (A) 

 



End of Constitution. 

 

Footnotes - Authority for, or source of each clause in the Constitution. 

(A) These clauses have remained unchanged since the Constitution was first proposed.   

 See Aspectivity No. 27, August 1972. 

(B) These are amendments to the proposed Constitution formulated at the Extra-ordinary  General 

 Meeting, 8th September. 1972, which ratified the Constitution.  See report   of Extra-ordinary 

 G.M. in Aspectivity No. 28, Sep., 1972. 

(C) *These are clauses which were amended as a result of a Special General Meeting    

 10th Sept., 1976.  The proposed amendments were first published in Aspectivity, No. 71,  July 1976. 

(D) These amendments were the results of a motion passed at the 1980 A.G.M. 

 *No report of this meeting was published in Aspectivity therefore the action taken is drawn 

 from M. M.'s (Morrie Murphy) personal notes made while attending that S.G.M. 
 However, reference to the Minutes of that Meeting (President, K. Govett, Secretary,  

 K. Dickinson) should confirm the above information. 

(D) Clause passed at AGM July 4th 1980.  Published in Aspectivity May 1980 
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VIICTORIAN ASSOCIATION 

 

OF 

 

RADIO MODEL SOARING 

 

(INCORPORATED - 1984) 
(Reg. No. A0001504U) 

 

STATEMENT OF PURPOSES & RULES 
 

STATEMENT OF PURPOSES 
 

"To foster and advance the building and flying of radio controlled gliders and 

sailplanes, to the mutual benefit and recreation of all members." 

 

At a Special General Meeting, August 2010 the Association’s AIMS 

were changed to:- 

“VARMS – Fostering the Sport of Radio Controlled Soaring in Victoria.” 

These VARMS Rules & Purposes are to be read in conjunction with the 

Model Rules for an Incorporated Association. 

Update related to Model Rules Section 8 –Disputes and Mediation which is not 

incorporated into the VARMS R & P booklet. 
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STATEMENT OF RULES 

Name 

 

1. The name of the incorporated association is Victorian Association of Radio Model Soaring 

 Incorporated., (in these rules called "the Association"), abbreviated as VARMS Inc. 

 

Terminology 
 

2. (1) In these rules, unless the contrary intention appears: "Committee" means the   

 Committee of Management of the Association. 

  "Financial Year" means the year ending on 30th June. 

  "General Meeting" means a General Meeting of Members convened in accordance  

  with Rule 11. 

  "Member" means a Member of the Association. 

  "Ordinary Member of the Committee" means a Member of the Committee who is not  

  an Officer of the Association under Rule 21. 

  "The Act" means the Associations Incorporation Act 1981. 

  "The Regulations" means regulations under the Act. 

 

 (2) In these Rules, a reference to the Secretary of an Association is a reference - 

  (a) where a person holds office under these Rules as Secretary of the Association  

   - to that person; and 

  (b) in any other case, to the Public Officer of the Association. 

 

 (3) Words or expressions contained in these rules shall be interpreted in accordance with  

  the provisions of the Acts Interpretation Act 1958 and the Act as in force from time  

  to time. 

 

Qualification of Membership 
 

3. (1) Membership of the Association shall consist of: 

  (a) Subscribing Members 

   (i) Full Members - those actively engaged in Association activities. 

   (ii) Junior Members - as for (i) but under the age of 18 years as at 

    July 1st. 

   (iii) Associate Members - those living outside 100 kilometres of the   

   Melbourne G.P.O. but who still receive newsletters etc. 

  (b) Life Members. 

 

 (2) A natural person who is nominated and approved for membership as provided in   

  these rules, is eligible to be a Member of the Association on payment of the entrance  

  fee and subscription payable each year under these rules. 

 



 (3) A person who is not a Member of the Association at the time of the incorporation of  

  the Association (or who was such a member at the time but has ceased to be a   

  member), shall not be admitted to membership - 

  (a) unless he/she is nominated as provided in sub-clause (4); and, 

  (b) his/her admission as a Member is approved by the committee. 

 

 (4) A nomination of a person for membership of the Association - 

  (a) shall be made in writing in the form set out in Appendix 1; 

  (b) shall include the appropriate joining fee and subscription; and 

  (c) shall be lodged with the Treasurer of the Association. 

 (5) As soon as is practicable after the receipt of a nomination, the Treasurer shall refer  

  the nomination to the Committee. 

 

 (6) Upon a nomination being referred to the Committee, the Committee shall determine  

  whether to approve or to reject the nomination. 

 

 (7) Upon a nomination being approved by the Committee, the Treasurer shall, with as  

  little delay as possible notify the nominee in writing that he/she is approved/not   

  approved for membership of the Association.  If membership is not approved, all   

  monies paid are to be refunded within 28 days of the Committee meeting not  

   approving the membership. 

 

 (8) The Treasurer shall, upon approval of the membership, enter the nominee's name in  

  the register of Members kept by him/her and, upon the name being so entered; the  

  nominee becomes a Member of the Association. 

 

 (9) A right, privilege or obligation of a person by reason of his/her membership of the  

  Association: 

  (a) is not capable of being transferred or transmitted to another person; 

  (b) terminates upon the cessation of his membership whether by death or   

   resignation or otherwise. 

 

 (10) A full Member may be elected a Life Member by the club at an Annual General   

  Meeting, or by Special Resolution in accordance with the Act, upon the    

  recommendation of the committee to recognise outstanding contribution to the 

  Association as a whole over an extended period of years.  Life Members shall have  

  the same rights as Full Members.    Resolution May 2007 

 

Entrance Fee and Subscription 
 

4. (1) The Committee shall set the Entrance Fee and Subscription level for membership   

  from time to time. 

 

 (2) In no case will the Entrance Fee be less than $20 for Full Members and $10 for  

  Junior Members.  Pensioners may be admitted at the same rate as Junior Members. 

          Resolution May 2007 

 



 (3) In no case will the subscription payable each year be less than $20 for a full year and  

  is payable in advance on or before the 1st day of July each year. 

 (4) The Committee shall be able to set a pro-rata subscription rate for Members joining  

  part way through the year. 

 

Register of Members 
 

5. The Treasurer shall keep and maintain a Register of Members in which shall be entered the 

 full name, address and date of entry of the name of each Member and the Register shall be 

 available for inspection by members at the address of the Public Officer. 

 

Resignation of a Member 
 

6. (1) A Member of the Association who has paid all moneys due and payable by him/her  

  to the Association may resign from the Association by first giving one month's  

  notice in writing to the Secretary of his intention to resign, and upon the expiration  

  of that period of notice, the Member shall cease to be a Member of the Association. 

 

 (2) Upon the expiration of a notice given under sub-clause (1), the Treasurer shall make  

  in the Register of Members an entry recording the date on which the Member by   

  whom the notice was given, ceased to be a Member of the Association. 

 

Expulsion, Suspension or Fining of Members 
 

7. (1) Subject to these rules, the Committee may by resolution - 

  (a) expel a Member from the Association; 

  (b) suspend a Member from membership of the Association for a specified   

   period; or 

  (c) fine a Member; 

  If the Committee is of the opinion that the Member - 

  (d) has refused or neglected to comply with these rules; or 

  (e) has been guilty of conduct unbecoming a Member or prejudicial to the  

   interests of the Association. 

 

 (2) A resolution of the Committee under sub-clause (1) - 

  (a) does not take effect unless the Committee at a meeting held not earlier than  

   14 and not later than 28 days after the service on the Member of a notice  

   under sub-clause (3), confirms the resolution in accordance with this clause;  

   and 

  (b) where the Member exercises a right of appeal to the Association under this  

   clause, does not take effect unless the Association confirms the resolution   

   in accordance with this clause. 

 

 (3) Where the Committee passes a resolution under sub-clause (1), the Secretary shall,  

  as soon as practicable, cause to be served on the Member a notice in writing - 

  (a) setting out the resolution of the Committee and the grounds on which it is   

   based; 



  (b) stating that the Member may address the Committee at a meeting to be held  

   not earlier than 14 and not later than 28 days after the service of the notice; 

  (c) stating the Date, Place and Time of that meeting; 

  (d) informing the Member that he/she may do one or more of the following: 

   (i) Attend that meeting; 

   (ii) Give to the Committee before the date of that meeting a written state 

    -ment seeking revocation of the resolution; 

   (iii) Not later than 24 hours before the date of the meeting, lodge with the  

    Secretary a notice to the effect that he/she wishes to appeal to the   

    Association in General Meeting against the resolution; 

   (iv) resign. 

 

 (4) At a meeting of the Committee held in accordance with sub-clause (2), the  

  Committee - 

  (a) shall give to the Member an opportunity to be heard; 

  (b) shall give due consideration to any written statement submitted by the   

   Member; and 

  (c) shall by resolution determine whether to confirm or revoke the resolution. 

 

 (5) Where the Secretary receives a notice under sub-clause (3), he/she shall notify the  

  Committee and the Committee shall convene a General Meeting of the Association  

  to be held within 30 days after the date on which the Secretary received the notice. 

 

 (6) At a General Meeting of the Association convened under sub-clause (5) - 

  (a) no business other than the question of the appeal shall be transacted; 

  (b) the Committee may place before the meeting details of the grounds for the  

   resolution and the reasons for the passing of the resolution; 

  (c) the Member shall be given an opportunity to be heard; and 

  (d) the Members present shall vote by secret ballot on the question whether the  

   resolution should be confirmed or revoked. 

 

 (7) If at the General Meeting - 

  (a) two-thirds of the Members vote in person or by proxy in favour of the   

   confirmation of the resolution, the resolution is confirmed; and 

  (b) in any other case, the resolution is revoked. 

 

Annual General Meetings 
 

8. (1) The Association shall in each calendar year convene an Annual General Meeting of  

  its Members. 

 (2) The Annual General Meeting shall be held on such a day as the Committee   

  determines. 

 (3) The Annual General Meeting shall be specified as such in the notice convening it. 

 

 (4) The ordinary business of the Annual General Meeting shall be - 

  (a) to confirm the minutes of the last preceding Annual General Meeting and of  

   any General Meeting held since that meeting; 

  (b) to receive from the Committee, reports upon the transactions of the   

   Association during the last preceding financial year; 

  (c) to elect Officers of the Association and the Ordinary Members of the   

   Committee; and 

 

  (d) to receive and consider the statement submitted by the Association in   

   accordance with Section 30 (3) of the Act. 

 

 (5) The Annual General Meeting may transact special business of which notice is given  



  in accordance with these rules. 

 

 (6) The Annual General Meeting shall be an addition to any other General Meetings that  

  may be held in the same year. 

 

Special General Meetings 
 

9. All General Meetings other than the Annual General Meeting shall be called Special 

  General Meetings. 

 

10. (1) The Committee may, whenever it thinks fit, convene a Special General Meeting of  

  the Association and, where, but for this sub-clause, more than 15 months would   

  lapse between Annual General Meetings, shall convene a Special General Meeting  

  before the expiration of that period. 

 

 (2) The Committee shall on the requisition in writing of members representing not less  

  than 10% of the total number of Members, convene a Special General Meeting of  

  the Association. 

 

 (3) The requisition for a Special General Meeting shall state the objects of the meeting  

  and shall be signed by the Members making the requisition, and be sent to the  

  address of the Secretary and may consist of several documents in a like form, each  

  signed by one or more of the members making the requisition. 

 

 (4) If the Committee does not cause a Special General Meeting to be held within one   

  month after the date on which the requisition is sent to the address of the Secretary,  

  the Members making the requisition, or any one of them. may convene a Special   

  General Meeting to be held not later than 3 months after that date. 

 

 (5) A Special General Meeting convened by members in pursuance of these rules shall  

  be convened in the same manner as nearly as possible as that in which those   

  meetings are convened by the Committee, and all reasonable expenses incurred in  

  convening the meeting shall be refunded by the Association to the persons incurring  

  the expenses. 

 

General Meeting Notice 
11. (1) The Secretary of the Association shall, at least 7 days before the date fixed for hold -

 ing a General Meeting of the Association, cause to be sent to each member of the 

 Association at his address appearing in the register of Members, a notice by pre-paid 

 post stating the Place, Date and Time of the meeting and the nature of business to be 

 transacted at the meeting. 

 

 (2) No business other than that set out in the notice convening the meeting shall be   

  transacted at the meeting. 

 

 (3) A member desiring to bring any business before a meeting may give notice of that  

  business in writing to the Secretary, who shall include that business in the notice   

  calling  the next General Meeting after the receipt of the notice. 

 

Procedure 
 

12. (1) All business that is transacted at a Special General Meeting and all business that is  

  transacted at the Annual General Meeting with the exception of that specially  

  referred to in these rules as being the ordinary business of the Annual General  

  Meeting, shall be deemed to be Special Business. 

 

 (2) No item of business shall be transacted at a General Meeting unless a quorum of   



  Members entitled under these rules to vote is present during the time when the   

  meeting is considering that item. 

 (3) 20% of Members personally present (being Members entitled under these rules to  

  vote at a General Meeting), constitutes a quorum for the transaction of the business  

  of a General Meeting. 

 

 (4) If within an hour after the appointed time for the commencement of a General  

  Meeting, a quorum is not present, the meeting if convened upon the requisition of   

  Members shall be dissolved and in any other case shall stand adjourned to the same  

  date in the next week at the same time and (unless another place is specified by the  

  Chairperson at the time of adjournment or written notice to Members given before  

  the day to which the meeting is adjourned), at the same place and if at the adjourned  

  meeting the quorum is not present within an hour after the time appointed for the   

  commencement of the meeting, the Members present (being not less than 3) shall be  

  a quorum. 

 

Chairperson 

 

13. (1) The President, or in his absence, the Secretary, shall preside as Chairperson at each  

  General Meeting of the Association. 

 (2) If the President and the Secretary are absent from a General Meeting, the Members  

  present shall elect one of their number to preside as Chairperson at the meeting. 

 

Adjournment 

 

14. (1) consent of the meeting, adjourn the meeting from time to time and place to place, but  

  no business shall be transacted at an adjourned meeting other than the business left  

  unfinished at the meeting at which the adjournment took place. 

 

 (2) Where a meeting is adjourned for 14 days or more, a like notice of the adjourned   

  meeting shall be given as in the case of the General Meeting. 

 

 (3) Except as provided in sub-clauses (1) and (2) it is not necessary to give notice of an  

  adjournment or of the business to be transacted at an adjourned meeting. 

 

Voting 

 

15. A question arising at a General Meeting of the Association shall be determined on a show  of 

 hands, and unless before or on the declaration of the show of hands a poll is demanded,  a 

 declaration by the Chairperson that a resolution has, on a show of hands, been carried or  carried 

 unanimously or carried by a particular majority, or lost, and an entry to that effect in  the 

 Minute Book of the Association is evidence of the fact without proof of the number or  proportion 

 of the votes recorded in favour of, or against, that resolution. 

 

16. (1) Upon any question arising at a General Meeting of the Association, a Member has  

  one vote only. 

 

 (2) All votes shall be given personally or by proxy. 

 

 (3) In the case of an equality of voting on a question, the Chairperson of the meeting is  

 entitled to exercise a second or casting vote. 

 

17. (1) If at a meeting a poll on any question is demanded by not less than three Members, it  

  shall be taken at the meeting as the Chairperson may direct and the resolution of the  

  poll shall be deemed to be a resolution of the meeting on that question. 

 

 (2) A poll that is demanded on the election of a Chairperson or on a question of an   



  adjournment shall be taken forthwith, and a poll that is demanded on any other   

  question shall be taken at such time before the close of the meeting as the Chair-  

  person may direct. 

 

18. A Member is not entitled to vote at any General Meeting unless all moneys due and  payable 

 by him/her to the Association have been paid, other than the amount of the  Annual 

 Subscription payable in respect of the current financial year and he/she has been a  member 

 for 3 months. 

 

Proxies 
 

19. (1) Each Member shall be entitled to appoint another Member as his/her proxy by notice  

  given to the Secretary no later than 24 hours before the time of the meeting in respect  

  of which the proxy is appointed. 

 

 (2) The notice appointing the proxy shall be in the form set out in Appendix 2. 

 

Committee - Powers 
 

20. (1) The affairs of the Association shall be managed by a Committee of Management   

  constituted as provided in Rule 21. 

 (2) The Committee - 

  (a) shall control and manage the business and affairs of the Association; 

  (b) may, subject to these rules, the regulations and the Act, exercise all such   

   powers and functions as may be exercised by the Association other than those  

   powers and functions that are required by these rules to be exercised by   

   General Meetings of the Members of the Association; and 

  (c) subject to these rules, the regulations and the Act, has power to perform all  

   such acts and things as appear to the Committee to be essential for the proper  

   management of the business and affairs of the Association. 

  (d) the Committee shall have powers to co-op Members to assist the committee  

   to deal with special items of business. 

 



Constitution 

 

21. (1) The Officers of the Association shall consist of - 

  (a) a President; 

  (b) a Secretary; 

  (c) a Treasurer; 

  (d) a Contest Director; 

  (e) an Editor. 

  (f) a Membership Registrar (added 13 September 2002) 

 (2) The provisions of Rule 23 so far as they are applicable and with the necessary   

  modifications, apply to and in relation to the election of persons to any of the Offices  

  mentioned in sub-clause (1). 

 

 (3) Each Officer of the Association shall hold office until the Annual General Meeting  

  next after the date of his/her election but is eligible for re-election. 

 

 (4) In the event of a casual vacancy in any office referred to in sub-clause (1) the   

  Committee may appoint a Member of the Association to the vacant office and the   

  Member so appointed may continue in office up to and including the conclusion of  

  the Annual General Meeting next following the date of his/her appointment. 

 

22. (1) Subject to Section 23 of the Act, the Committee shall consist of - 

  (a) the Officers of the Association; and 

  (b) 2 Ordinary Members, 

   each of whom shall be elected at the Annual General Meeting of the   

  Association in each year. 

 (2) Each Ordinary Member of the Committee shall, subject to these rules, hold office   

  until the Annual General Meeting next after the date of his/her election but is eligible  

  for re-election. 

 

 (3) In the event of a casual vacancy occurring in the office of an Ordinary Member of  

  the Committee, the Committee may appoint a Member of the Association to fill the  

  vacancy and the Member so appointed shall hold office subject to these rules, until  

  the conclusion of the Annual General Meeting next following the date of his   

  appointment. 

 

Election of Committee Members 
 

23. (1) Nominations of candidates for election as Officers of the Association or as Ordinary  

  members of the Committee - 

  (a) shall be made in writing, signed by two Members of the Association and  

   accompanied by the written consent of the candidate (which may be endorsed  

   on the form of nomination); and 

  (b) shall be delivered to the Secretary of the Association not less than 30 days   

   before the date fixed for the holding of the Annual General Meeting. 

 

 (2) If insufficient nominations are received to fill all vacancies on the Committee, the  

  candidate(s) nominated shall be deemed to be elected and further nominations shall  

  be received at the Annual General Meeting. 

 (3) If the number of nominations received is equal to the number of vacancies to be   

 filled, the persons nominated shall be deemed to be elected. 



  

 (4) If the number of nominations exceeds the number of vacancies to be filled, a ballot  

  shall be held. 

 (5) The ballot for the election of Officers and Ordinary Members of the Committee shall  

  be conducted at the Annual General Meeting in such usual and proper manner as the  

  Committee shall direct. 

 

Grounds for Termination of Office 
 

24. For the purposes of these rules, the office of an Officer of the Association or of an  Ordinary 

 Member of the Committee becomes vacant if the Officer or Member - 

 (1) ceases to be a Member of the Association; 

 

 (2) becomes an insolvent under administration within the meaning of the Companies   

  (Victoria) Code; or 

 (3) resigns his/her office by notice in writing given to the Secretary or the President. 

 

Quorum and Procedure at Meetings 
 

25. (1) The Committee shall meet regularly each month, other than January, at such place  

  and such times as the Committee may determine. 

 

 (2) Special Meetings of the Committee may be convened by the President or by any 3  

  Members of the Committee. 

 

 (3) Notice shall be given to Members of the Committee of any Special Meeting specify 

  -ing the general nature of the business to be transacted and no other business shall be  

  transacted at such a meeting. 

 

 (4) More than half of the Committee constitutes a quorum for the transaction of the   

  business of a meeting of the Committee. 

 

 (5) No business shall be transacted unless a quorum is present, and if within an hour of  

  the time appointed for the meeting a quorum if not present, the meeting shall stand  

  adjourned to the same place and at the same hour of the same day in the following  

  week unless the meeting was a Special Meeting in which case it lapses. 

 

 (6) At meetings of the Committee - 

  (a) the President or in his absence the Secretary shall preside, or 

  (b) if the President and the Secretary are absent, one of the remaining Members  

  of the Committee will be chosen by the Members present to preside. 

 

 (7) Questions arising at a meeting of the Committee or of any sub-committee appointed  

  by the Committee shall be determined on a show of hands or, if demanded by a   

  Member, by a poll taken in such manner as the person presiding at the meeting may  

  determine. 

 

 (8) Each Member present at a meeting of the Committee or of any sub-committee   

  appointed by the Committee (including the person presiding at the meeting), is   

  entitled to one vote and, the person presiding may exercise a second or casting vote. 

 

  

 (9) Written notice of each Committee meeting shall be served on each Member of the  

  Committee by delivering it to him/her at a reasonable time before the meeting or by 

   sending it by pre-paid post addressed to him/her at his/her usual or last known place 

   of abode at least 2 business days before the date of the meeting. 



 

 (10) Subject to sub-clause (4) the Committee may act notwithstanding any vacancy on the  

  Committee. 

 

Minutes. 

26. The Secretary of the Association shall keep minutes of the resolutions and proceedings of 

 each General Meeting and each Committee Meeting in books provided for that purpose  together 

 with a record of the names and persons present at Committee meetings. 

 

Treasurer 

 

27. (1) the Treasurer of the Association - 

  (a) shall collect and receive all moneys due to the Association and make all  

   payments authorised by the Association; and 

 

  (b) shall keep correct accounts and books showing the financial affairs of the  

   Association with full details of all receipts and expenditure connected with  

   the activities of the Association. 

 

 (2) The accounts and books referred to in sub-clause (1) shall be available for inspection  

  by Members. 

 

 (3) (a) The Association's moneys shall be invested in banking/savings accounts in  

   the name of the Association. 

 

  (b) Statement of Accounts must be submitted regularly by the Treasurer to the  

   Committee and a set of Annual Financial Statements shall be submitted to the  

   Annual General Meeting. 

  (c) Two (2) signatures will be needed for any cheques drawn on said accounts.  

   Signatures may be Treasurer, President, Secretary or another Committee   

   member. 

 

Removal of Committee Members 
 

28. (1) The Association in General Meeting may by resolution remove any Member of the 

  Committee before the expiration of his/her term of office, and appoint another   

  Member in his/her stead to hold office until the expiration of the term of the first-  

  mentioned Member. 

 

 (2) Where the Member to whom a proposed resolution referred to in sub-clause (1)   

  makes representations in writing to the Secretary or the President of the Association  

  (not exceeding a reasonable length), and requests that they be notified to the   

  Members of the Association, the Secretary or the President may send a copy of the  

  representations to each Member of the Association or, if they are not so sent, the   

  Member may require that they be read out at the meeting. 



Signing of Negotiable Instruments 
 

29. All Drafts, Bills of Exchange, Promissory Notes, and other negotiable instruments shall be 

 signed by two (2) members of the Committee. 

 

Common Seal 

 

30. (1) The Common Seal of the Association shall be kept in the custody of the Secretary. 

 

 (2) The Common Seal shall not be affixed to any instrument except by the authority of  

  the Committee by the signature either of two Members of the Committee or of one  

  Member of the Committee and of the Public Officer of the Association. 

 

Alterations of Statements of Purposes and Rules 
 

31. These rules and the Statement of Purposes of the Association shall not be altered except in 

 accordance with the Act. 

 

Service of Notices 

 

32. (1) A notice may be served by or on behalf of the Association upon any Member either  

  personally or by sending it by post to the Member at his address shown in the  

  register of Members. 

 

 (2) Where a document is properly addressed, pre-paid and posted to a person as a letter,  

  the document shall, unless the contrary is proved, be deemed to have been given to  

  the person at the time at which the letter would have been delivered in the ordinary  

  course of post. 

 

Winding Up 
 

33. (1) In the event of the winding up or the cancellation of the Corporation of the   

  Association, the assets of the Association shall be disposed of in accordance with the  

  provisions of the Act. 

 

 (2) To the extent it is permissible within the Act if the Association is to be disbanded,  

  the remaining funds, equipment, etc shall be held in trust by a firm of Solicitors   

  nominated by the Committee of that time, for a period of two (2) years.  If the   

  Association does not re-form in that time, then the said funds, equipment etc. are to  

  be offered for sale and after legal charges etc., the balance to be paid to The Model  

  Aeronautical Association of Australia Inc.  (MAAA Inc.).    Resolution May 2007 

 

 (3) The last remaining Committee at this time shall endeavour to remain in contact for  

  the said period in order to administer any legal details.  If in the event the    

  Association known as VARMS re-forms within the two year period, then the said   

  funds, equipment etc. less legal charges, shall become the property of that body. 

 

Custody of Books and Other Documents 
 

34. Except as otherwise provided in these Rules, the Secretary shall keep in his custody or under 

 his/her control, all Books, Documents and Securities of the Association. 

 

Sources of Funds 

 

35. The funds of the Association shall be derived from Entrance Fees, Annual Subscriptions,  

 Donations and such other sources as the Committee determines. 



 

General rules 
36. (1) No office of profit shall exist within the Association. 

 

 (2) At organised flying meetings all Members must abide by the various flying and   

  safety rules drafted by the Committee. 

 

Amendments to the Statement of Rules. 

 

At a Special General Meeting held on Friday 13th September 2002, a Special Resolution was passed to 

vary clause 21 (1) The Officers of the Association shall consist of -, 

  to include  (f) A Membership Registrar. 

 

At a Special General Meeting held on Friday 11 May 2007, Special Resolutions were passed to vary : 

 Clause 3 (10) Qualification of Membership, 

 Clause 4 (2) Entrance Fee and Subscription, 

 Clause 33 (2) Winding Up, 

These changes are now included in the Constitution. 

 

 



APPENDIX 1 

 

Application for membership of Victorian Association of Radio Model Soaring (Incorporated). 
I, .............................................................. of .................................................................... 

 

....................................................................... desire to become a Member of Victorian Association of Radio 

Model Soaring (Incorporated). 

In the event of my admission as a Member, I agree to be bound by the Rules of the Association for the time 

being in force. 

      ............................................................ 

       Signature of Applicant 

 

       Date.................................................... 

I, ......................................................................, a Member of the Association, nominate the applicant, who is 

personally known to me, for Membership of this Association. 

       ........................................................... 

       Signature of Nominator 

 

       Date ................................................... 

 

 

 

 

 

APPENDIX 2 

 

FORM OF APPOINTMENT OF PROXY 

I, ................................................................ of .................................................................. 

 

........................................................................................................................................... 

being a Member of Victorian Association of Radio Model Soaring (Incorporated), hereby appoint  

....................................................... of .................................................................. 

being a Member of the Incorporated Association, as my proxy to vote for me on my behalf at the General 

Meetings of the Association/Annual General Meeting or Special General Meeting, as the case may be, to be 

held on the........................................................ and at any adjournment of that meeting. 

My proxy is authorised to vote in favour of/against (delete as appropriate) the resolution (insert details). 

 

 

     Signed .............................................................. 

 

     The ..................day of ......................19...........  

(Update/D.B./1998) 

 

 

  



 
 

 

 

2014  

  A new Statement of Rules/Constitution was created in 2014 to include more 

specific requirements by Consumer Affairs Victoria and is included below  As it is lengthy 

at 24 pages, only the table of contents is shown at this time. 
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Extracted from Aspectivity 296 of December 1997 is an article by the then Editor, Alan Connelly, 

and relates an introduction to R/C Gliding and much of the terminology applicable to the activity. 

 

Introduction into Radio Controlled Gliding 
I have compiled over the last few months some introductory items for people either new to the 

hobby or needing to explain what it is they need for Christmas!  Hopefully this may help some 

people, especially the explanation of some jargon that goes along with Radio Controlled model 

aircraft.  The majority of material for this has come from sources on the Internet too numerous to 

reference here, however if anyone needs the details I have them available. 

 

R/C Gliding is a hobby you can enjoy all year round.  In rainy days you stay home building.  When 

weather conditions permit you will enjoy going out flying and landing your master-piece.  Gliders 

are generally graceful, streamlined and noiseless.  Because you are controlling the plane by radio 

commands you feel that you are practically flying inside it.  When we tell people about flying 

model gliders many people think that the pilot would launch the glider from the top of a hill and 

pick it up at the foot.  This is actually not the case. 

 

Gliding is the challenge and fun of flying without an engine, using only the pilot's skill and the 

invisible energy of the lifting air or rising thermal. To stay afloat in the air. the glider wings must 

provide enough lift to support its weight.  To generate this lift the glider has to travel through the air 

with sufficient speed.  The necessary speed is obtained by gravity together with the mass of the 

glider itself.  In another word, the "power" of the glider is its own weight.  When the wings move in 

a stream of air, the top part of the air stream travels at a higher velocity over the aerofoil curve of 

this top surface than its bottom surface.  The two streams of air will meet again at the trailing edge 

of the wings.  A low pressure develops on the top surface.  In another word, the top surface 

experiences a low pressure while the bottom of the wing is at a higher pressure.  Therefore, lift is 

generated to support the wings of the glider.  The sinking speed of a glider is the rate at which it 

loses height while gliding.  The best glide angle is achieved only when it is flown at the velocity 

which gives the best relationship of lift to drag.  There is a constant loss of height no matter how 

efficient the glider's performance is in respect to its lift/drag ratio or L/D ratio.  If this glider is 

flown in rising air either in slope lift or thermal lift, and, if this lift is larger than its sinking rate, the 

glider instead of descending will gain height.  This is how a glider without an engine flies. 

 

Beginner's Models. 
These are usually of two-function control (Rudder & Elevator) with wing location and large 

dihedral angle construction.  They are also called "Trainer's Models".  Sometimes this angle can be 

as large as 10 degrees.  Wing spans fall between the range of 1.5 to 2.5 metres.  Due to its large 

dihedral angle it has its build-in self-righting properties or inherent stability, so that it will 

automatically sort out itself when the pilot is in difficulty with his transmitter.  In other words the 

model when properly trimmed can fly with hands off the transmitter in case of trouble.  These are 

usually built of light weight construction. 

 

Intermediate Models. 
These are similar to beginner's models in the sense of rudder and elevator control but usually are of 

larger wing span, small dihedral angles of 2 to 3 degrees requiring Aileron control and of a high 

Aspect-ratio.  Due to their higher aspect-ratio construction, models of this type could be flown in 

marginal conditions.  This is in fact a big challenge and enjoyment of slope soaring.  With wind 

speeds of 15 to 20 m.p.h. there is no difficulty at all to fly such models.  However, at velocities 

below 10 m.p.h. say 8 m.p.h. much skill is called for. 

 

 



 

Semi-Scale Models. 

These are primarily multi-function control planes which are extremely elegant to fly and they are 

very efficient rising to great heights in light lift conditions.  With their high aspect-ratios and larger 

wing span, they roll more slowly than the aerobatics models.  These characteristics give them an air 

of majestic serenity and beauty.  Their fuselages are more streamlined which makes them very 

efficient providing a high L/D ratio.  Models come in from 3 metres to 6 metres and are normally 

rated as being "1/4" or "1/6" scale depending on the ratio of the model size to that of the original 

aircraft.  Larger than 6 metres will give problems with transportation and launching without 

assistance.  Examples are the 5 metre Jantar-1 and the ever popular Ka6E sailplane. 

 

Vintage Scale Models 

As well as the more modern sleek aircraft designs, many models are styled on the older and earlier 

sailplanes that contributed a great deal to the establishment of motorless flight.  These are usually 

multi-function control models and should be flown at low velocities, not to push to race with one 

another.  With bulky fuselages and gull wings they fly with elegance and beauty.  One can only 

appreciate the pleasure of piloting them as no words can describe it precisely. 

 

Full-House Aerobatic Models. 
These are the advanced type where three radio functions are the primary controls, elevator, rudder 

and ailerons.  Other optional items can be included such as flaps, spoilers, variable-camber airfoils 

and even variable angle of attack for the right and left wings individually.  Models of this type have 

a shorter wing span for its rolling action, a little swept back for speed, heavy fuselage and light 

(weight) wings for its concentration of body inertia for axial rolling action.  The wing section in 

general terms should be "semi-symmetrical" for inverted performance. 

 



 

Glossary of Terms 

 
Technical terms and abbreviations used in Aeromodelling 

 

Actuator:  Mechanical device to operate model component, usually radio controlled and driven by 

rubber motor or clockwork. 

Adjustable Function Rate (AFR):  Similar to ATV, AFR allows end point adjustment of Dual 

Rate or Exponential settings. 

Adjustable Travel Volume (ATV):  Frequently referred to as End Point Adjustment, ATV lets you 

independently preset the maximum travel of a servo either side of neutral. 

Aerial:  Receiving antenna on radio control equipment or transmission antenna on transmitter. 

Aerobatics:  Manoeuvres performed by an aeroplane. 

Aerofoil:  Cross section of a lifting surface, also known as Airfoil or Rib Section. 

Aileron/Rudder Mixing:  Adds rudder control when aileron control is input from the transmitter 

aileron stick. 

Aileron:  An aileron is a moveable surface normally on the outer trailing edge of the wing which 

provides directional control of the roll of the aircraft. A strip aileron is an aileron that is narrow and 

usually takes up the entire, or most of the trailing edge of a wing. A Barn-door aileron is wider and 

takes up a smaller portion of the trailing edge towards the wing tip. 

Air Intake:  Induction tube on a model engine through which fuel is siphoned from the tank. 

Airfoil:  The airfoil is the shape of the cross section of the wing.  The front of the airfoil is the 

leading edge and is usually a rounded section.  The back of the airfoil is the trailing edge and 

usually tapers to nearly a point.  The distance between the two is the wing chord.  The top surface of 

the airfoil is usually always curved to allow smooth airflow and produce lift. 

Airscrew:  Mean of converting power to thrust by engine shaft, also known as Propeller. 

AM:  AM or Amplitude Modulation, was the primary means of modulation in R/C until recently.  

The control information is transmitted by varying the amplitude of the signal. 

Angle Of Attack:  The angle at which the lifting surfaces are presented to the air in flight. 

Angle Of Incidence:  Angle of lifting surfaces relative to the datum line of the model. 

Anhedral:  Angle at which tips of lifting surfaces are depressed downwards from the horizontal. 

Aspect Ratio:  Ratio of width to span. 

Autogyro:  Rotating wing aircraft with conventional propeller thrust and air driven rotor. 

Auto-Rudder:  Device to change direction of flight automatically at particular flight stage. 

Ballast:  Ballast is extra weight added to a glider to help it penetrate better in windy weather or to 

increase its speed.  Ballast is usually added in tubes in the inner portion of the wings or in the 

fuselage at the centre of gravity. 

Balsa:  Spanish for ‘raft’.  Timber originating in Ecuador of very light grade used extensively for 

aeromodelling. 

Bamboo:  Cane, split for use in modelling. 

Banana Oil:  Non-shrinking clear cellulose. 

Bank:  Lateral angle adopted by an aeroplane in a turn. 

Bass:  Close-grained soft wood suitable for carved scale models. 

Batteries:  Two and three channel radio systems, for the most part, do not come with batteries and 

additional Alkaline (AA type) cells are required.  Again, these systems are generally used in surface 

vehicles.  Virtually all 4 channel and greater systems come complete with NiCad re-chargeable 

battery packs (for both transmitter and receiver), and charger. 

Bearer:  Hardwood rail to support engine or internal equipment in a model 

Bearing:  Tubular fitting, for example, wheel axle, propeller shaft support. 

Beech:  Recommended hard wood for engine bearers. 

Bellcrank:  Angled lever for transmission of push-pull action at typically 90 deg. 

Biplane:  Aeroplane with two mainplanes, usually arranged one above the other. 



Brace:  Extra support for holding wing spar angles, etc. 

Buddy Box:  A Trainer system feature that allows two transmitters of the same brand or 

configuration to be connected together via a cord (trainer cord) so that one transmitter may be used 

by an instructor and the second one by a student being taught to fly.  The instructor simply has to 

hold a switch on his transmitter to give the student's transmitter full or partial control.  If the student 

gets into trouble, the instructor can release the switch and he has full control of the model. 

Bulkhead:  Solid vertical cross sectional fuselage component to maintain shape. 

Bush:  Bearing, tubular in section, as used for rotary shafts. 

C. L.:  Centre Line. 

Cam:  Eccentric shape mounted on a shaft. 

Camber:  Curvature of the wing surface in cross section. 

Cap Strip:  Flat strip over ribs in wing or tail for covering support. 

Carburettor:  Means of fuel induction, providing atomization of fuel and air. 

Cement:  Quick-drying adhesive. 

Centre of Gravity:  The centre of gravity is the position in the aircraft where if a point was placed, 

the plane would balance in both horizontal and vertical planes.  The "C of G" should usually be 

found along the centreline of a conventional aircraft at a distance approximately 1/3 of the way 

behind the leading edge of the wing. 

Centre of Pressure:  Point on upper surface of the wing at which lift can be said to centre. 

Centre Section:  Area of wing adjacent to fuselage, or centre, flat portion of wing. 

Choke:  To completely cover a carburettor intake. 

Chord:  Lifting surface width (wing measured from leading to trailing edge). 

Coil:  Wire winding, used as a radio control component.  Also means of inducing high voltage 

spark for ignition. 

Combat:  Where two models fly simultaneously endeavouring to cut towed streamers trailing from 

the rear of each model. 

Compression ignition:  Spontaneous combustion caused by compression of volatile fuel. 

Condenser:  Smoothing device for electrical circuit in spark ignition or radio control. 

Control Surface:   A moveable surface, attached to the airframe of an aircraft, which controls the 

pitch or direction of the aircraft. 

Control-line:  Means of controlling model flight by tethering line(s). 

Conventional Tail:  A conventional tail is one with the vertical and horizontal stabilisers mounted 

directly on the rear of the fuselage and is the usual configuration of an aircraft.  These are the 

simplest to construct and seem to be the most popular. 

Cowling:  Enclosing panel around engine compartment, detachable for inspection. 

Crankshaft:  Revolving shaft driven by piston to convert internal combustion power to torque, 

enclosed in crankcase. 

Crow Mixing:  Primarily used in gliders for spoiler mixing the flaps and ailerons.  It is necessary 

for the ailerons to use an independent servo and channel, and the flaps servo(s) also to be 

independent of the ailerons.  Upon applying Crow Mixing, the flaps go down while both ailerons go 

up. 

Crucifix Tail:  Crucifix refers to a stabiliser that is mounted part way up the fin.  This is a 

compromise between the conventional tail and the T-tail combining some of the advantages of both 

and quite often also utilises a flying stab. 

Cubic Capacity:  Volume of cylinder displaced by piston (stroke x area of bore). 

Datum:  Construction line about which all angles are relative. 

Decalage:  Angular difference between lifting surfaces of wing and elevator. 

Delta:  Triangular platform flying wing. 

Dethermalizer:  Device to destroy lift efficiency and bring model out of thermal. 

Diesel:  Common term for compression ignition engine. 

Differential Ailerons:  This type of mixing is accomplished by having separate servos and 

channels on each aileron.  The two ailerons can be programmed to both operate from the aileron 



control stick, however the travel volume for each aileron may be adjusted separately giving more 

deflection in one direction (usually up) than in the other direction. 

Dihedral:  The dihedral of a wing is the V-shape the wing makes or the angle between the wing 

and the horizontal.  Usually the greater the dihedral angle the more stable the aircraft will be (to a 

point) and is common in trainer type aircraft.  High dihedral models are usually controlled by 

rudder as ailerons are ineffective.  A flat wing with little or no dihedral is less stable and more 

suited to aerobatics and will require aileron control. 

Direct Servo Controller (DSC):  Allows full function of an aircraft's servos via an umbilical cord.  

This permits adjustment of radio functions without switching on the RF portion of a transmitter.  

There is NO radio transmission to interfere with other elements on the same frequency. 

Dope:  Nitrate, butyrate or cellulose finishing liquid, quick drying. 

Dowel:  Circular cross section wooden rod. 

Downthrust:  Forward and downward angle of thrust line relative to datum. 

Drag:  Resistance of movement through surface friction in air. 

Dual Conversion:  Dual conversion refers to the method in which the receiver processes the 

incoming signal.  Generally a Dual conversion receiver is less prone to outside interference and is 

the preferred type of receiver. 

Dual Rates (D/R):  Dual Rate allows the modeller to choose between two different control 

sensitivities.  With the dual rate switch in the "OFF" position, 100% servo throw is available for 

maximum control response.  In some more sophisticated systems this "OFF" position may be 

adjusted to provide anywhere from 30% to 120% of normal full throw.  In the "ON" position, the 

servo throw is reduced and the control response is effectively desensitised.  The amount of throw in 

the Dual Rate "ON" position is usually adjustable from 30% to 100% of total servo movement. The 

modeller can tailor the sensitivity of his model to his own preferences. 

Dummy:  Non-working scale replica of a component. 

Duration:  Expired time from moment of release to when model is lost from view or flight 

terminates. 

Electrode:  Wire points in a sparking plug across which spark jumps. 

Elevator/Flap mixing:  Couples the Elevators and flaps such that when control is input to the 

elevators the flaps will move in the opposite direction.  This permits the model to perform tighter 

manoeuvres in the pitch attitude. 

Elevator:  The elevator is the horizontal moveable control surface at the tail of the model connected 

to the stabiliser.  It controls direction in pitch to raise or lower the angle of attack. 

Elevon Mixing:  Mixes the Elevator and Aileron functions, especially useful for delta-wing models 

where the elevator and ailerons are the same control surfaces.  Each surface is connected to a 

separate servo (one servo plugged into the aileron channel and the other plugged into the elevator 

channel); the surfaces will act as both ailerons and elevator, depending on the position of the 

controls. 

Empennage:  Complete tail unit with horizontal and vertical surfaces. 

Escapement:  Mechanical ratchet arranged to move a control surface or operate a component 

according to selective signal. 

Exponential Rate:  Exponential rate is where the servo movement is not directly proportional to 

the amount of control stick movement.  Over the first half of the stick travel, the servo moves less 

than the stick.  This makes control response milder and smooths out level flight and normal flight 

manoeuvre.  Over the extreme half of the stick travel, the servo gradually catches up with the stick 

throw, achieving 100% servo travel at full stick throw for aerobatics or trouble situations.  Can be 

applied in reverse. 

F. A. I. (Federation Aeronautique Internationale):  World governing body for all forms of 

aviation and international committee for establishment of rules and records. 

Fail Safe (FS):  An electronically programmed mechanism in most PCM radios which 

automatically returns a servo or servos to neutral or preset position in case of radio malfunction or 

interference.  If using this system in I/C powered models, the throttle should be re-set to the idle 



position as the factory setting will be for 100% operation. 

False attempt:  Discounted flight of less than 20 sec. Or caused by collision or similar misfortune. 

False rib:  Short wing rib used to maintain airfoil section at leading edge. 

Filler:  Means of sealing wood grain or tissue pores. 

Fin:  The fin, also known as the "vertical stabiliser", is the fixed vertical surface at the rear of an 

aircraft.  It provides yaw stability for the aircraft. 

Firewall:  Bulkhead behind engine. 

Flap/Elevator Mixing:  Couples the Elevators and flaps such that when the flaps are lowered, the 

elevator will automatically adjust to prevent pitching of the model. 

Flap:  The flap is a control surface found on some aircraft, usually located on the inboard trailing 

edge of each wing.  Flaps may be lowered to increase the lift of an aircraft by simulating an under-

camber airfoil or lowered as much as 90 degrees in models to provide for a very slow descent in 

landing.  Use of flaps usually results in a pitch change with the nose of the model rising. 

Flaperon Mixing:  Mixes the Flap and Aileron function so that when each aileron and flap is 

connected to a separate servo (totalling 4 servos), the surfaces will act as both ailerons and flaps, 

depending on the position of the controls. 

Flat Bottom:  A flat bottom wing is when the lower surface of the wing is primarily flat between 

the leading and trailing edges.  This type of wing has high lift and is common on trainer type 

aircraft and is sometimes referred to as a "Clark Y" style section. 

Float:  Supporting waterproof form for models operating from water. 

Flying Boat:  Model capable of rising off water using a boat-type hull plus sponsons or outrigger 

floats near tips. 

Flying Scale:  Replica of full-size man-carrying machine, scaled in all dimensions. 

Flying Stab:  A flying stab (stabiliser) is where the stabiliser/elevator is one complete unit, all of 

which moves to control the aircraft in pitch. 

Flying Wing:  Model without tail surfaces. 

FM:  FM or Frequency Modulation, is now the most common method and is less prone to 

interference than AM.  Information is transmitted by varying the frequency of the signal. 

Former:  Shaped vertical cross section member of fuselage not necessarily of solid structure as 

bulkhead. 

Free Flight:  Auto-stable models not requiring control during flight. 

Freewheel:  Disengaging clutch permitting airscrew to windmill. 

Frequency Synthesised Equipment:  New state of the art radio equipment has the ability to select 

any operating frequency from within itself. 

Fuselage:  The fuselage is the body part of the aircraft supporting wings and tail surfaces.  Also 

holds the pilot, passengers or cargo, or in the case of an R/C aircraft, the radio system. 

Geodetic:  Basket weave type construction with diagonal spars. 

Glide Ratio:  The glide ratio is defined as the distance travelled in a horizontal direction compared 

with the vertical distance dropped on a normal glide.  A 10 to 1 glide ratio means that the aircraft 

would lose one foot of altitude for every ten of distance travelled. 

Glider:  Model designed to fly with gravity as motive thrust, a sailplane. 

G-Line:  Form of control line with single line elevated or depressed by fishing rod. 

Glowplug:  Ignition plug with platinum wire coil rendered incandescent by short circuit, 

maintaining subsequent compression ignition. 

Hand Launch:  Release of a model in forward motion from the hand. 

Hand Winder:  Geared drill adapted to apply turns on rubber motor. 

Helicopter:  Aeroplane supported by power driven rotor(s). 

Horn:  Lever attached to control surface (control horn). 

Hovercraft:  Air-riding machine supported by impelled air out of base. 

Hydro Model:  Model capable of landing and taking-off water. 

Ignition:  Means of exploding combustible fuel. 

Incidence:  Angle of lifting surface relative to datum. 



Induced Drag:  Resistance of airframe to forward movement through disturbance of atmosphere. 

Instability:  Aerodynamic state whereby model does not recover normal flying attitude after 

disturbance. 

Jap Tissue:  Lightweight covering paper, hand made in Japan. 

Jet:  Propulsive unit providing thrust through jet reaction. 

Jetex:  Commercial solid fuel rocket device. 

Jig:  fixture for relating component parts. 

Keel:  Profile or backbone used to obtain fuselage shape. 

Kit:  Pack of components for making a specific model. 

Kite:  Colloquial for model.  Otherwise tethered shape with tail stabilizer. 

Laminate:  Several layers of material joined on surfaces to give added strength. 

Landing Gear:  Also undercarriage, supports model while at rest and during take-off and landing. 

Lateral Stability:  Ability to recover to normal flight condition after disturbance from the side, 

about the horizontal axis of the fuselage. 

Leading Edge:  The front edge of the lifting surface. 

Lift:  Vertical component which supports the model in flight, overcoming gravity. 

Lifting Surface:  That part or parts of an aircraft that react to lift to keep an aircraft aloft, normally 

the ‘wing’. 

Longeron:  Principle structure in a fuselage, longitudinal spars. 

Loop:  Aerobatic manoeuvre where model describes a circle about a horizontal axis. 

Lubricant:  Glycerine-based solution used on rubber motors to prevent chafing or oil content in 

two-stroke engine fuel formula 

Mainplane:  Principal lifting surface or wing. 

Microfilm:  Very light film covering for indoor models. 

Mode I:  The control stick configuration is with the Primary controls (Aileron or Rudder and 

Elevator) on separate sticks.  Typically, Aileron & Throttle (or Flaps/Spoilers) on the Right stick 

and Elevator & Rudder on the left stick for a right-hander, reversed for a left-hander. 

Mode II:  This control stick configuration is with the Primary (Aileron or Rudder and Elevator) 

controls both on the same stick as for full-sized aircraft.  The remaining controls or Rudder and 

Throttle will be on the other stick.  Controls are normally factory set for Mode I and right-handed. 

Modes III and IV are reverses of I and II. 

Model Memory:  A feature specific to the modern 'computer' radio that allows for the control 

settings for a model to be 'memorised' and stored in a known and labelled location within the 

program   Such radios (Transmitters) are able to store control settings for Helicopter, Glider, Fixed-

wing power aircraft and also Electric powered models that enables the user to instantly and safely 

change from one style of model to another. 

Moment Arm:  The distance between the centre of pressures of wing and tail surfaces or wing and 

thrust point, forming a lever of action. 

Monoline:  Means of control-line flying through application of torsion on the line. 

Motor Bearer:  Hardwood rail supporting engine. 

Motor Run:  Duration of applied power. 

Motor Stick:  Rigid strip of wood used to form a fuselage on stick-type model with exposed engine 

or rubber motor. 

Nacelle:  Fairing supporting a wing-mounted engine. 

Nationals:  Annual Championships meetings organized by governing bodies in most countries 

where modelling is regulated by an organization. 

Negative Angle:  Depressed angle of incidence on tailplane or depressed thrust line. 

Noseblock:  Shaped block used to support the propeller shaft bearing. 

O. O. S.:  Out of sight. 

Ornithopter:  Model simulating birdlike flight by flapping wings. 

Parachute:  Airbrake used to dethermalize a model or retard deposited accessories. 

Parasol:  Mounting supporting a wing above a fuselage by struts. 



Paxolin:  Fibrous material used for bearing and radio chassis. 

Payload:  Disposable load fitted to special type models. 

PCM:  In PCM, Pulse Code Modulation, FM is still utilised, however the control information is in 

the form of a digital word rather than just a pulse width as in standard AM or FM.  Using PCM adds 

additional protection against interference from various sources. 

Pitch (Model):  The pitch refers to the angle of the aircraft in the vertical or up and down direction. 

Pitch (Propeller):  Distance travelled by a propeller in one revolution. 

Planform:  Outline of a model viewed from above. 

Planking:  Wood covering by means of narrow tapered strips. 

Plywood:  Laminated veneers cross-grained for rigidity. 

Pod:  Short-nose section of fuselage where a thinner tailboom exists. 

Polyhedral:  Polyhedral refers to the multiple angle wing panels make with the horizontal.  A wing 

with polyhedral has more than two wing panels and the angle of the wing changes at each joint.  

Models with polyhedral are normally controlled directionally by rudder. 

Positive Incidence:  Upward angle of wing relative to datum. 

Programmable Mixing:  Electronic coupling of one channel to another.  This one control input 

will yield output to two different servos and can normally be switched "ON" or "OFF" via a 

physical switch on the Transmitter. 

Propeller:  Propulsive airscrew usually of pusher type (facing to the rear of craft), unless termed a 

tractor propeller (facing the front of the craft). 

Prototype:  First design of a series. 

Pterodactyl:  Tailless aeroplane with swept wings. 

Pulley Launch:  Single-handed tow launch with the aid of a fixed pulley or pulleys. 

Pusher:  An aeroplane with propeller at the rear and motor forward of it. 

Pylon:  Vertical support for a wing surface or a motor. 

R. O. G.:  Rise off ground. 

R. O. W.:  Rise off water. 

Radio Control (R/C):  Means of remote control by transmission of radio signal. 

Ratio:  Relative comparison between factors, as for example, between power run and glide 

duration. 

Receiver:  The receiver is the small electronic unit in your model which converts the radio signal 

from your transmitter into electrical control signals which can be sent to operate the servos.  

Receivers can vary from 1 to 10 channels. 

Reed Valve:  Induction valve used for pulse jets and some model engines. 

Reed:  Vibrating metal strip used to distinguish audio tones from a receiver. 

Relay:  Electrical solenoid for switching servo or actuator on radio signal. 

Retracting Undercarriage:  Landing gear, which will retire into airframe for streamlining. 

Rib:  Surface component used to maintain aerofoil cross section. 

Riser:  A thermal or rising warm current of air. 

Roll:  The roll refers to the rotation of the aircraft around its' centreline (one wing up and one wing 

down). 

Root:  End rib on lifting surface adjacent to fuselage or centre section. 

Rudder:  The rudder is the vertical moveable control surface at the tail of the model connected to 

the fin.  It controls direction in yaw. 

S. M. A. E.:  Society of Model Aeronautical Engineers.  Body delegated by Royal Aero Club to 

administer aeromodelling in Great Britain. 

Sailplane:  Model capable of soaring flight without motive power. 

Semi-Symmetrical:  A semi-symmetrical wing airfoil has a curved bottom section but to a lesser 

degree than a symmetrical section.  It is a compromise between the flat bottom and symmetrical 

wing for the sake of stability.  This is a very popular airfoil on sport type aircraft. 

Servos:  Servos are the devices in the model, which actually produce the control movements.  They 

convert the electrical signals from the receiver into physical movement to activate the control 



surfaces. A different servo is normally required for each control function or radio channel. 

Servo Reversing:  This feature allows the modeller to reverse a servo's rotation at the flip of a 

switch.  Servos can now be mounted in the most convenient way without concern for their rotation 

direction.  The proper movement can then be selected when the installation is completed. 

Sheet Balsa:  Flat veneers of balsa, usually 36 in x 3 in. 

S-Hook:  Wire fitting bent in the shape of an S connecting rubber motor to propeller shaft. 

Side Thrust:  Propeller shaft offset when viewed from above. 

Signal:  Radio command emitted by a transmitter. 

Slabside:  Flat-sided fuselage construction. 

Snap Roll Button:  This feature is found on more complex radios and is used to perform a snap roll 

manoeuvre simply by pressing one button.  The button is usually programmable to give various 

combinations of rudder, elevator and aileron control. 

Spacer:  Length of wood spreading between major components. 

Span:  Length from tip to tip of lifting surface. 

Spar:  Spanwise load-carrying wing structural member. 

Spiral Stability:  Ability to turn in natural bank without tendency to spiral dive. 

Spoiler:  A spoiler is a control surface more commonly found on gliders and jet aircraft which is 

used to slow down the aircraft and decrease lift.  They are rarely found on conventional aircraft.  

They may be mounted on either the top or bottom of the centre portion of the wings. 

Sponson:  Stub wings added to hull or wing floats on hydro model for lateral stability on water. 

Stability:  Ability of an airframe to return to normal flight after disturbance. 

Stabiliser: The stabilizer is the fixed horizontal surface at the rear of an aircraft.  It provides pitch 

stability for the aircraft. 

Stall:  Loss of lift resulting from excessive angle of attack. 

Step:  Break in hydro model hull undersurface, to permit take-off from water. 

Stretch Wind:  Stretching of rubber motor to ease winding and ensure maximum number of turns. 

Sub Trim:  A radio function which allows very precise electronic cantering of servos and or instant 

physical trimming of a control surface. 

Sweep Back:  Angling back of lifting surface relative to lateral datum. 

Symmetrical:   A symmetrical wing airfoil is curved on the bottom to the same degree as it is on 

the top.  If a line was drawn from the centre of the leading edge to the centre of the trailing edge the 

upper and lower halves of the airfoil would be symmetrical and the same.  This is ideal for aerobatic 

aircraft and most lift is created by the angle of incidence of the wing to the flight path, also angle of 

"attack". 

T Spar:  Mainspar constructed with letter T Cross section. 

Tab:  Small control surface used for trimming. 

Tail:  Lifting surface at rear of fuselage. 

Tailless:  Model designed with special airfoil or seep back to eliminate tail surfaces. 

Tailskid:  Wire, or wood protection for rear fuselage during landing and take-off. 

Team Racing:  Two or more models flying simultaneously in the same circuit. 

Template:  Pattern in metal or wood for cutting duplicate components. 

Tensioner:  Means of maintaining tautness in rubber motor.  (Mechanical or by pre-tensioning of 

motor.). 

Thermal:  Rising current of relatively warm air. 

Thinners:  Solvents for paints, dopes used to reduce consistency. 

Thrust Line:  Angle of propeller shaft relative to datum. 

Thrust:  Propulsive power force obtained by propeller, jet or function of gravity. 

Timer:  Means of determining component action, for example, engine stop or dethermalizer. 

Tip Tail:  Dethermalizer action of tailplane, raising trailing edge 35 deg. 

Torque:  Reactive force generated by revolving propeller or similar component. 

Tow Line:  Launching line for glider, normally 50 metres (F/F) (150 metres for R/C) of nylon 

fishing line. 



Tow-hook:  The tow hook is a small metal hook mounted on the bottom of the glider fuselage at 

approximately the centre of gravity and to which the towline, hi-start or winch is connected. 

Tractor:  A pulling airscrew. 

Trailing Edge:  Extreme rear edge of lifting surface. 

Transistor:  Electronic means of gaining in efficiency or power. 

Transmitter:  Radio control apparatus for emission of radio control signals that converts control 

movements into electrical impulses and sends them via radio waves to the receiver in a model. 

Tricycle:  Landing gear with three wheels. 

Trim:  Adjustment for flight or decorative scheme. 

T-Tail:  The T-tail refers to a stabiliser that is mounted on top of the fin.  This brings the stabiliser 

away from the turbulent air-flow of the wing and makes pitch control more responsive.  It also gets 

the stabiliser out of harms way when landing on rough terrain.  The T-tail construction is usually 

more fragile than the conventional and can be more difficult to build. 

Tuned Reed:  Means of discriminating audio signals in radio control. 

Tungsten:  Very thin diameter wire used for bracing models. 

Tuning:  Reworking of miniature engines for increased performance. 

Twin Fin:  Model having duplicate vertical tail surfaces. 

Two-Stroke:  Internal combustion engine which fires on every other stroke of piston. 

U Control:  Original American term for control-line flight. 

Under-Camber:  An under-camber airfoil has the lower surface of the wing curved inwardly 

(concave) almost parallel to the upper surface.  This type of airfoil produces a great deal of lift but 

can lack penetration, not common in R/C models. 

Under-Carriage:  Another name for landing gear. 

Upthrust:  Upward inclination of propeller shaft relative to datum. 

Valve:  Gas-filled tube detector in a radio circuit. 

Variable Trace Rate (VTR):  This radio function is similar to exponential except it uses two linear 

responses to determine the servo sensitivity on the first and second half of the control stick 

movements. 

Veneer:  One laminate in a plywood section. 

Venturi:  Aerodynamic means of inducing low pressure point in a carburettor. 

Vortices:  Swirling airstream created by tips of surfaces, etc. 

V-Tail:  A V-tail is a special tail surface configuration where the horizontal stabilisers and elevators 

are mounted at an angle between 30 and 45 degrees in a V-shape and the vertical fin is eliminated 

entirely.  The stabilisers provide stability in both pitch and yaw while the moveable surfaces 

provide directional control in both pitch and yaw. 

V-Tail Mixing:  Used when there is a V-Tail on the aircraft rather than the conventional elevator 

and rudder.  Each control surface of the V is connected to a separate servo.  Operating the elevator 

control stick will move both surfaces up for back stick or both surfaces down for forward stick.  

Moving the rudder control stick left will move the left surface of the V down and the right surface 

up, conversely, moving the rudder control stick to the right will move the left surface of the V up 

and the right surface down.  This system effectively adds a 'rudder' function to the existing 'elevator' 

function of the V-tail. 

Wakefield:  Internationals class contest rubber model named after Lord Wakefield, donor of 

original trophy. 

Wash-In:  Aerodynamic upwards twist in a wing lifting leading edge towards tips. 

Wash-Out:  Aerodynamic upwards twist in a wing lifting trailing edge towards tips. 

Water Shrinking:  Spraying of water on fabric or paper surface to shrink covering. 

Wave Band:  Frequency of radio transmission. 

Winch:  Geared drum for winding in glider towline.  Can be operated by hand, electric or I/C 

motor. 

Winder:  Means of geared winding of rubber motors. 

Wing:  The wing of the aircraft is the large horizontal and principal lifting surface and allows the 



craft to fly.  Wing placement may be on the upper part of the fuselage known as a high wing plane.  

This is more common on trainer aircraft as a high wing model is more stable due to the pendulum 

effect of the fuselage.  A wing mounted on the bottom of the fuselage is referred to as a low-winged 

aircraft and is more suitable for aerobatic type aircraft as stability is more neutral and manoeuvres 

such as rolls and loops are more easily done. 

Wing Area:  The wing area is the total surface area of the wing of the aircraft, usually calculated by 

the wingspan times/the wing chord, although more complex calculations are used on 

unconventional wing plans. 

Wing Chord:  The wing chord of an aircraft is the distance from the front or "leading edge" of a 

wing to the rear or "trailing edge". 

Wing Loading:  Wing loading is defined as the weight of the aircraft divided by the wing area.  It 

is usually expressed in ounces per square foot.  Thermal gliders usually have a lighter wing loading 

than those utilised for slope soaring or in strong wind conditions for reasons of increased 

penetration capability. 

Wing Section:  The airfoil or rib shape. 

Wing Tip:  The very outer end of a wing. 

Wingspan:  The wingspan of an aircraft is the length of the wing as measured from wing tip to 

wing tip. 

Yaw:  The yaw refers to the angle of the aircraft in the side-to-side direction, typically achieved by 

rudder on an aircraft with a primary turning control of aileron.  On rudder-controlled aircraft, rudder 

provides a combination of roll and yaw. 

FINIS 

  



 

COMMON ABBREVIATIONS 

 

1/2 A  Engine capacity up to 1.8cc 

AAC  Aluminium (piston), aluminium (liner), chrome (bore) 

ABC  Aluminium (piston), brass(liner), chrome(bore) 

ACTAA ACT Aeromodellers Association 

AFFS  Australian Free flight Society 

AMA  Academy of Model Aeronautics (USA) 

AMPRA Australian Miniature Pylon Racing Association 

APA  Australian Pattern Association 

AR  Aspect ratio 

AWA  Aeromodellers of Western Australia (Inc.) 

BB  Ball bearing 

CIAM  Commission Internationale D'Aeromodellism 

CRE  Carbon (fibre) re-inforced epoxy 

CRP  Carbon (fibre) re-inforced polyester 

DPR  Delayed propeller release 

FIA  Federation Aeronautique Internationale 

F1A  International Free Flight Glider class 

F1B  International Free Flight Rubber class 

F1C  International Free Flight Piston Engine Powered class 

F1D  International Free Flight Indoor Rubber class 

F1E  International Free Flight Slope Soaring Glider class 

F1F  International Free Flight Helicopter class 

F1G  International Free Flight Glider, Secondary class 

F1H  International Free Flight Rubber Powered, Secondary class 

F2A  International Control Line Speed class 

F2B  International Control Line Aerobatics class 

F2C  International Control Line Team Racing class 

F2D  International Control Line Combat class 

F3A  International Radio Control Aerobatics class 

F3B  International Radio Control Glider Multi Task class 

F3C  International Radio Control Helicopter class 

F3D  International Radio Control Pylon Racing class 

F3E  International Radio Control Electric Powered class 

F3F  International Radio Control Slope Pylon Glider class 

F3H  International Radio Control Cross Country Gliding class 

F3J  International Radio Control Thermal class 

F3K  International Radio Control Hand Launched Glider 

F3Q  International Radio Control Scale Glider class 

F4B  International Control Line Scale class 

F4C  International Radio Control Scale class 

F5B  Electric Distance/Duration & Landing 

F5D  Electric Pylon 

F5J  Electric Thermal (as for F3J Glider but with electric powered launch) 

FSR  Front Shaft Rotary (Induction) 

GFA  Gliding Federation of Australia 

GRE  Glass (fibre) re-inforced epoxy 

GRP  Glass (fibre) re-inforced polyester 

HLG  Hand Launched Glider(Radio controlled) 

LSF  League of Silent Flight 



MAAA Model Aeronautical Association of Australia 

MAAQ Model Aeronautical Association of Queensland 

NZMAA New Zealand Model Aeronautical Association 

PVA  Poly Vinyl Acetate 

PVA  Poly Vinyl Chloride 

RCAS  Radio Control Aircraft Society (NSW) 

RFACA Royal Federation of Aero Clubs of Australia 

SAAA  South Australian Association of Aeromodellers 

SAM  Society of Antique Modellers 

SMAE  Society of Model Aeronautical Engineers (England) 

TRCMA Tasmanian Radio Control Model Association 

VIT  Variable Incidence Tailplane 

VMAA Victorian Model Aeronautical Association 



Trimming Techniques for Multi-Channel Gliders 

By Mike O’Reilly 

(as removed from the web at WWW.ModelFlight.com.au & reproduced in Aspectivity 364/Mar.’04) 

 Many people make the mistake of thinking that because their glider is flying OK that there is 

nothing more to do with regard to trimming their model.  Nothing could be further from the truth. 

Subtle changes to CG, surface deflection and tow hook position can drastically change the way your 

model launches and flies.  Listed below are the ways I approach trimming out a new 4-6 channel 

glider. 

 The Model 

 Before flying the model you should check it out to be sure that there are no warps or mis-

aligned surfaces.  A model with a twisted wing, or one where the tail is not perpendicular to the 

wings will be much harder to trim than a straight model.  Similarly, check the lateral balance, one 

heavier wing is not uncommon.  At low speed these problems are not so evident, but at high speed 

they can be very pronounced and require a different trim to correct them.  Make every effort to have 

a straight model.  The whole purpose of the trimming process is to make your glider easy to fly in a 

“hands off” situation.  The easier it is to fly, the better it will fly. 

 First launches 

 Having checked the model for warps etc., put the CG where the manufacturer suggests (or 

having done your own calculations,) checked that the controls all move in the correct direction, you 

are ready for that first launch.  The object of the first few launches is to obtain a neutral trim setting 

for ailerons, elevator and rudder.  Fly the model into wind and adjust the trims to obtain straight and 

level flight.  Adjust the elevator trim to the point where the model feels ‘soft’ or ‘mushy’ and then 

go forward about 2 clicks of down trim. 

 Centre of Gravity 

 This subject is probably the object of more debate than any other with regard to model 

gliders.  Why, because changes to CG drastically affect the way your glider flies.  There is no single 

‘perfect’ CG for any model, your flying style is part of the equation.  The following technique is 

widely used and will get the CG close to your ideal position.  Launch the model, level off after the 

zoom and head into wind.  Dive the model at about 30° with the wings level for about 2 seconds.  

Then release the elevator stick and carefully observe the behaviour of your model.  If the model 

pitches up (climbs) then the model is nose heavy.  Land the model, remove some nose weight (5-

7g).  Push in 2 clicks of down trim and then launch the model again.  Fly straight and level into 

wind and adjust the elevator trim to be just forward of that ‘mushy point.  Now perform the dive test 

again and observe the pitching motion of the model.  If the model continues in its shallow dive, it is 

neutrally stable.  If you remove too much weight the model will continue to dive at an ever 

increasing downwards angle.  In this situation the elevator may not respond quickly so don’t 

perform the test close to the ground. (If the model will not pull out with up elevator, don’t panic, 

just feed in some aileron input and the model should come out of the dive.  If all else fails push in 

full down elevator and perform a bunt or ½ outside loop).  The aim is to achieve a model which 

does not pitch up or down when you release the elevator stick after the shallow dive, i.e. it is 

neutrally stable in pitch.  (If the surfaces are all straight it should already be neutrally stable in roll 

and yaw). 

 Control Surface Deflection 

 Elevator:  Moving the CG rearwards makes the elevator control more efficient or effective.  

That means that less movement is required to obtain a given amount of pitch movement (the stick 

becomes more sensitive).  The cure for this is not to add lead to the nose of the glider, but to reduce 

the amount of travel you have on the elevator.  Assuming that you are using a computer radio it is a 

simple matter to reduce the travel (dual rates or travel adjustment).  How much elevator movement 

do you need?  The 2 situations that require the most elevator movement are the down elevator at the 

top of the zoom after launch and the amount of up elevator in a tight, slow thermal turn.  Reduce 

your elevator movement so that the stick is almost bottomed out in that tight thermal.  If you are 

using equal throws for up and down elevator, test the amount on launch.  If you find that you need 
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more throw at the top of the zoom then dial in some more and consider dialling in some exponential 

as well.  A softer elevator input makes the glider much easier to fly, especially at greater distances. 

 Ailerons:  The role rate of your model is not affected by CG, but increases with speed of the 

model.  This should be born in mind if you are setting up flight modes in you Tx.  So how much 

aileron control do your need?  This is a bit of a ‘Feel’ thing, but for mine the most demanding 

situation is the downwind turn onto base leg when setting up a landing.  If you have done 

everything correctly you will have plenty of speed on and it is not difficult but we have all made 

that turn too low and to slow at  some stage and felt the sluggish response of the model.  Set the 

aileron rates such that you are happy with the response whilst flying slowly downwind and see what 

it is like in all other situations.  A well-trimmed thermal glider should not be able to perform 3 rolls 

per second, one roll may take up to 2 seconds to complete.  Any faster roll rate than this may get 

you into trouble when you are thermalling a kilometre downwind at low altitude.  Minor inputs on 

the sticks should result in minor outputs at the model.  Don’t forget that you have exponential 

control options in your Tx.  Aileron differential can have a large bearing on how flat your model 

will perform thermal turns.  All model gliders require some aileron differential.  8 units up and 5 

units down is a good starting point for most gliders.  Aileron differential is best tested in calm 

neutral air, strong thermal ability can mask a poor set-up.  Launch the model then switch off the 

aileron rudder mix.  Roll the model to the left and closely watch the angle of the fuselage to the 

horizon .  If it goes nose high (yawing to the right) you have too much differential.  If it goes nose 

down (Yawing to the left) you have too little differential.  Make the necessary adjustments on your 

Tx and test again.  Aileron rudder mixing does not cure the nose high or low situation described 

above, changing the differential is the only cure.  Aileron-rudder mixing is used to stop the model 

skidding in the turns.  Imagine looking down on your model (plan view) as it performs the perfect 

thermal turn.  In an ideal world the fuselage would follow the perimeter of that circle.  If it is nose 

in or out there is an increase in drag that will reduce the rate of climb.  This is not an easy thing to 

observe from the ground so using some well proven settings is about as good as you can do.  On a 3 

metre, 2200g, RG15 equipped model try 10 – 15% mixing percentage.  The faster the  model flies 

use less mixing, the slower it flies, use more. 

 Rudder:  The rudder control is not used independently in a thermal glider a lot.  As 

described above it is mixed in automatically in conjunction with the aileron most of the time.  

Exceptions to this are on launch where corrections to launch direction should be made with rudder 

not aileron.  If you have flight modes then set up a lot of rudder travel in “Launch’ mode.  The other 

consideration is rudder differential in V tail models.  This should be tested in calm neutral air.  

Launch the model and fly into wind with your normal trim settings.  Feed in full left rudder and 

observe the angle of the fuselage to the horizon.  Ideally it will remain horizontal as the fuselages 

yaws to the left.  Test with right rudder.  If you have the same movement for both left and right 

rudder then the fuselage should do the same to each direction.  If it climbs then you need to reduce 

the amount of movement on the upgoing side or increase the movement on the down-going side.  

This will require some programming input on your part and depending on the brand of radio you 

use may not be easy.  Look in the travel adjustment region for rudder to begin with.  If the nose 

drops then the correction is the reverse of that described above. 

 Flaps:  On a modern 6 channel glider the flaps serve 3 purposes.  On launch they are used to 

raise the Cl of the wing.  In thermal mode the whole of the trailing edge can be raised or lowered to 

decrease of increase the camber of the wing.  This will increase or lower the flying speed of the 

model.  On landing the flaps are lowered to increase the drag and reduce the lift that the wing 

creates to increase the rate of sink. 

 Launch 

 This is a complete and complex subject in itself.  Suffice to say that about 200 (WHAT??) 

positive (down) deflection is a good starting point 

 Thermal 

 The complete trailing edge can be lowered about 3mm (on a 3 metre 250mm root chord 

wing) to enable the model to fly slower in small weak thermals.  This should be set on a switch 



function rather than a slider if possible so that you always get the same deflection and can easily 

return the trailing edge to a neutral setting.  Similarly the complete trailing edge can be raised 2-3 

mm to improve penetration in strong winds, between thermals or for speed tasks.  The ideal settings 

vary from model to model and should be tested carefully.  Again, calm, neutral air is ideal. 

 Landing 

 To really slow the model down and increase the rate of sink, the flaps should be lowered at 

least 60°.  At the same time it is normal practice to raise the ailerons about 30°.  Ideally, this 

braking action (commonly called crow or butterfly braking) should be operated by the throttle stick.  

The ideal setting will be determined by a number of things, how much downwards flap movement 

is mechanically available on your model, what mixing is available on your brand of Tx, and your 

flying style. 

 There are however, some basic rules to follow. 

1.It is better to drop the flaps than raise the ailerons (it effectively washes out the tips lowering the 

stall speed). 

2. Dropping the flaps will cause an upwards pitching movement which should be compensated with 

elevator mixing.  Have lots of practice landings to fine tune the amount of down elevator mixing.  

Once properly set up, landings become a breeze. 

3. Raising the ailerons will reduce the roll rate of the model, making directional changes on final 

slower than you might expect.  If you have flight mode switching on your Tx, then dial in as much 

rudder as you can in landing mode. 

4. Remember that the crow action is proportional.  Half stick movement should result in half the 

rate of descent etc.  Raising the flaps quickly may result in the model losing airspeed and ‘dropping’ 

out of the sky.  Try and move the throttle stick in a smooth and controlled manner 

 Towhook position 

 With few exceptions the towhook should be placed in front of the CG.  If your model has an 

adjustable towhook then start about 6mm in front of the CG with the initial launches.  Chances are 

that you have moved the CG rearwards during the trimming process and once you have completed 

all the steps above you can move the towhook back.  The ideal position also depends on flap and 

elevator pre-sets so there is no definitive position , but suffice to say that if the trailing edge of the 

towhook is 2mm in front of the CG, the model will launch well.  Moving the hook rearwards 

increases the steepness of the climb, but ultimately with a reduction in directional stability.  Go too 

far back, get a poor release of the model and before you know it, your pride and joy is buried 

300mm deep in the ground.  Tread warily as the towhook approaches a position near the CG! 

 

  



HISTORY OF RADIO EQUIPMENT 

 

 



Aim- to provide some information of the beginnings and history related to the progress and 

improvements made relative to the Radio equipment and Frequencies used in R/C modelling. 

SOME of the earlier terms that need some explaining are: 

Galloping Ghost/Ruddervator, Cascade, Filters, Reeds, Escapement, Bricks, Multi-surface, Single-

channels(Very obvious and used into early 70's), Bricks, and Pulse Proportional that was well on its 

way in 1969.  Thence we proceed into the more sophisticated Digital Propo (Manual) sets until the 

advent of the "all singing, dancing, bells & whistles of the computer radio from a 'basic' 4 channel 

($350-$400) thru to a Futaba (with Campac/removable memory module) or JR set of 8 channel/8 

model memory thru to the ultra-sophisticated Multiplex type ($2,000/$3,000) with "Unlimited 

channels/model memories & functions cum Real-time computerisation", that can even be down-

loaded to a PC. 

And also we move from hand held Tx's, Rubber Duckie aerials, to neck straps to "Trays" with 

perspex covers to keep that cold wind off our little pinkies on the slopes. 

QUESTION - How did using 2 sticks get to be called Mode 1, and using 1 stick get to be called 

Mode 2  ??? This is answered in “EARLY RADIO” article 

In 1968/69 at the time of VARMS formation, what was the most common type/brand of radio is use 

??? 

=#=#=#=#=#=#=#=#= 

 



History 

The possibility of radio remote control was appreciated almost as soon as the first demonstrations of 

radio itself; the credit for the first to suggest radio control of aircraft may belong to Patrick Young 

Alexander as early as 1888. Nikola Tesla patented a radio-control scheme as early as 1899. In 1917 

Archibald Low as head of the RFC Experimental Works, was the first person to use radio control 

successfully on an aircraft. In the 1920s, various radio-controlled ships were used for naval artillery 

target practice. 

In 1904, Bat, a Windermere steam launch, was controlled using experimental radio control by its 

inventor, Jack Kitchen. 

Military applications in the Second World War 

Radio control was further developed during World War II, primarily by the Germans who used it in 

a number of missile projects. Their main effort was the development of radio-controlled missiles 

and glide bombs for use against shipping, a target that is otherwise both difficult and dangerous to 

attack. However by the end of the war the Luftwaffe was having similar problems attacking allied 

bombers, and developed a number of radio-controlled anti-aircraft missiles, none of which saw 

service. 

The effectiveness of the Luftwaffe systems was greatly reduced by British efforts to jam their radio 

signals. After initial overwhelming successes, the British launched a number of commando raids to 

collect the missile radio sets. Jammers were then installed on British ships, and the weapons 

basically "stopped working". The German development teams then turned to wire guidance once 

they realized what was going on, but these systems were not ready for deployment until the war had 

already moved to France. 

Both the British and US also developed radio control systems for similar tasks, in order to avoid the 

huge anti-aircraft batteries set up around German targets. However none of these systems proved 

usable in practice, and the one major US effort, Project Aphrodite, proved to be far more dangerous 

to its users than to the target. 

Radio control systems of this era were generally mechanical in nature. A small radio receiver was 

placed in the missile; the signal from the controller (transmitter) was "played" into a small speaker. 

In front of the speaker were a number of small metal "fingers" with different resonant frequencies, 

each one tuned to vibrate when a particular tone was played in the speaker (a so called reed relay). 

The vibration would push on electrical contacts connected to the actuators of the control surfaces of 

the missile. The controller's radio transmitter would play the different frequencies in response to the 

movements of a control stick. These were typical on/off signals. 

These systems were widely used until the 1960s, when the increasing use of solid state systems 

greatly simplified radio control. The mechanical resonant systems using reed relays were replaced 

by similar electronic ones, and the continual miniaturization of electronics allowed more signals, 

referred to as control channels, to be packed into the same package. While early control systems 

might have two or three channels using amplitude modulation, modern systems include 20 or more 

using frequency modulation. 

Radio-controlled models 

Typical radio control systems for radio-controlled models employ pulse width modulation (PWM) 

or pulse position modulation (PPM), and actuate the various control surfaces using 
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servomechanisms. These R/C systems made 'proportional control' possible, where the position of 

the control surface in the model is proportional to the position of the control stick on the transmitter. 

In the type of system most commonly used today PWM is used, where transmitter controls change 

the width (duration) of the pulse for that channel between 920 µs and 2120 µs, 1520 µs being the 

center (neutral) position. The pulse is repeated in a frame of between 14 and 20 milliseconds in 

length. Off-the-shelf servos respond directly to pulse trains of this type using integrated decoder 

circuits, and in response they actuate a rotating arm or lever on the top of the servo. An electric 

motor and reduction gearbox is used to drive the output arm and a variable component such as a 

resistor "potentiometer" or tuning capacitor. The variable capacitor or resistor produces an error 

signal voltage proportional to the output position which is then compared with the position 

commanded by the input pulse and the motor is driven until a match is obtained. The pulse trains 

representing the whole set of channels is easily decoded into separate channels at the receiver using 

very simple circuits such as a Johnson counter. The relative simplicity of this system allows 

receivers to be small and light, and has been widely used since the early 1970s. 

More recently, high-end hobby systems using "Digital Proportional" features have come on the 

market that provide a computerized digital bit-stream signal to the receiving device, instead of 

analog type pulse modulation. Advantages include bit error checking capabilities of the data stream 

(good for signal integrity checking) and fail-safe options including motor (if the model has a motor) 

throttle down and similar automatic actions based on signal loss. 

Modern military and aerospace applications 

Remote control military applications are typically not radio control in the direct sense, directly 

operating flight control surfaces and propulsion power settings, but instead take the form of 

instructions sent to a completely autonomous, computerized automatic pilot. Instead of a "turn left" 

signal that is applied until the aircraft is flying in the right direction, the system sends a single 

instruction that says "fly to this point". 

The most outstanding example of remote radio control of a vehicle are the Mars Exploration Rovers 

such as Sojourner. 

Industrial control 

Today radio control is used in industry for such devices as overhead cranes and switchyard 

locomotives. Radio-controlled teleoperators are used for such purposes as inspections, and special 

vehicles for disarming of bombs. Some remotely-controlled devices are loosely called robots, but 

are more properly categorized as teleoperators since they do not operate autonomously, but only 

under control of a human operator. 
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HISTORY OF RADIO CONTROL (EQUIPMENT) 
Airborne 55 of January/February 1983 provided the following article from the "For Old Timer 

Sake" column. 

THE ORIGINS OF RADIO CONTROL  by Jim Fullarton 

 The earliest example of radio control of an aircraft that the writer ever heard of was a 

theatrical act staged in England before the first World War in which a model airship was flown 

from the stage out over the heads of the audience, the ship being guided by the newly discovered 

miracle of "Wireless" transmission.  I heard this story when still a schoolboy, from several people 

who had lived in England at that time, but it sounded so fantastic that I was never quite able to 

believe it until I saw it confirmed in the April 1955 issue of "Aeromodeller". 

 In this issue, a Dr Moodie wrote in to say that he had seen this ship demonstrated in a theatre 

at Dundee in 1912.  Built by a man named Willows, it had a length of no less than 15 ft., used two 

airscrews for propulsion and another two on vertical axis for height control.  In addition, the builder 

anticipated to-day's "Mintie Bombers" by fitting doors from which he dropped flowers on the 

audience!  It used the earliest and most primitive form of radio; namely a spark transmitter and 

"Coherer Tube" receiver, the latter consisting of a tube filled with iron filings which became 

conductive on receipt of a signal.  The current from this was fed to a relay which rotated a drum by 

means of a ratchet device, the various controls being operated by contacts arranged around the 

drum. Apparently it all worked very well, but one cannot help wondering what to-day's health 

authorities would say to someone who wanted to operate an electrically propelled airship filled with 

hydrogen inside a crowded auditorium! 

 In the late 1915, with the war in a state of complete stalemate, the war Office requested a 

prominent English inventor, Prof. A.M. Low, to develop a radio controlled flying bomb, which 

could be used against Zepplins or on ground targets behind the enemy lines.  While Prof. Low 

worked on the radio, aircraft were built by Sopwith. De Havilland and the Royal Aircraft Factory 

using the short life A.B.C. flat two engine of 35 H.P., but the thing never became operational.  

Possibly it was realised that radio control is a game at which two can play.  I believe that one of 

these aircraft is preserved in the annexe of the Imperial War Museum in England. 

 Between 1920 and 1923, the R.A.E. did some flying with radio controlled target drones, but 

after that, the idea lay dormant until 1934, when the "Queen Bee" target aircraft was introduced to 

provide anti-aircraft practice for the Navy.  This was nothing more than a radio equipped Tiger 

Moth on floats, and they saw extensive service, though I understand that the guns were usually 

aimed to miss, and machines were only shot down on ceremonial occasions. 

 The preceding examples were in the main, fully professional efforts, but as far as modellers 

were concerned, interest was triggered by the advent of reliable petrol engines, led by the famous 

Brown Junior of 1933, and from then on, there were occasional reports of attempts at controlled 

flight, none of which appeared to meet with success.  The difficulties facing these early 

experimenters were quite formidable.  The only means of detecting and amplifying signals was by 

means of "Valves" almost the size of electric light globes, and for the operation of which three 

different sets of batteries were required.  Of these, the biggest headache was the 45 volt "B" 

batteries which could weigh nearly a pound each; some circuits required two of them!  In addition, 

to operate any kind of transmitter required a licence to obtain which you had to pass a fairly stiff 

exam including a proficiency in Morse Code.  No wonder progress was a bit slow at first! 

 The first major meeting to include an event for radio control was the 1936 U.S. Nationals, 

and although it failed to attract any starters, it seems to have had the effect of stirring things up, and 

the following year was two major developments.  At the U.S. Nationals in July 1937, the radio 

control event attracted several entries, and of these, Chester Lanzo's model actually succeeded in 

making a flight - of sorts -, although how much control was exercised seems to have been a matter 

of opinion and depended on which magazine you read. 

 Lanzo was one of the leading modellers of the day and had won the Stout Trophy for rubber 

powered models at the previous Nationals. His 8 ft. span radio model was of starkly functional 

layout, with the radio sitting on, rather than in, an open tray type fuselage; an arrangement that gave 



maximum access for tuning and maintenance.  Using a sharply dihedralled parasol wing, it was 

intended as a stable free flight model with rudder control for guidance only.  Lanzo solved the 'B' 

battery problem with the discovery of a short life unit that only weighed 2 oz., and by extreme 

measures such as removing the bases from each of his three valves, he kept the total weight of 

control gear down to 1 3/4 lbs., with the result that the modest output of a 6 cc Baby cyclone was 

sufficient to fly it. 

 The weak link in the system was undoubtedly his actuator which consisted of an electric 

motor from a model train, driving by way of a reduction gearbox, (home-made like everything) a 

two throw crank which operated the rudder.  Operation was cyclic, that is, to get right rudder you 

had to go Left-Neutral-Right, but the main objection was that there were no defined stopping points; 

the thing just kept revolving as long as the transmitter was keyed, so that control must have been 

more or less a matter of inspired guess work.  In consequence, the flight path was rather erratic, and 

the report in Model Airplane News was distinctly sceptical, although Air Trails, who later published 

the planes, were much more enthusiastic. 

 All told, it was an extremely good try by Lanzo but nevertheless one that did not yet offer a 

really practical solution to the problem.  A better actuator was needed, and as it happened, work 

which was to provide the required breakthrough was being carried out in another part of the U.S. at 

almost the same time, and it was an Australian who did it. 

 Ross Hull, who was born at St. Arnaud in Victoria, was well qualified to tackle this 

problem.  Apart from being one of the leading radio authorities of the day, he was also a pioneer 

aeromodeller, and his brother Mr. A.G. Hull, told me how he gave demonstrations with rubber 

powered models on the Williamstown football ground in aid of the Red Cross back in 1916.  It also 

seems probable that he played a part in launching the model aeroplane movement in this country, as 

he became editor of the Sydney based "Wireless Weekly" in June 1929, and in his first issue, the 

plans of the "Baby R.O.G." it was the popularity of this little model which got the model game 

moving out here. 

 In 1927 Ross was employed as assistant of "QST", the official journal of the American 

Radio Relay League, which was the governing body for amateur radio activities in the U.S.A.  

Along with Roland Bourne and Clinton B. De Soto, Ross was one of a group of members who had 

been studying the possibilities of radio control, and on a visit to observe the full sized sailplanes at 

Elmira soaring site, he met a man named Carl Thompson who was flying a large model glider with 

primitive one-way control.  Hull bought the model and took it back to his workshop where he 

proceeded to rebuild it and install his own control system. 

 When ready to fly, the 13 foot span model weighed 10 lbs. complete with two valve receiver 

and batteries, but the outstanding feature was its use for the first time, of a rubber driven 

escapement for operating the rudder.  From his years of model building experience, the designer 

would undoubtedly have realised that for simplicity and lightness, a rubber motor was way ahead of 

alternative systems such as clockwork or electric motors, and in this respect, it must be realised that 

small electric motors then were much bigger and heavier than those available today.  This simple, 

but ingenious device proved to be what model builders had been waiting for, and in one form or 

another, it served as a basis for most radio flying around the world for the next quarter of a century. 

 As shown in the sketch, the rubber rotated a brass disc on which was a pin which moved the 

control arm.  Rotation of the disc was controlled by an electromagnet, which in turn was triggered 

by a sensitive relay which had to operate on the very small current of a few milliamps generated by 

the receiver.  As a result, each pulse sent out from the transmitter allowed the disc to make a quarter 

turn.  Though still cyclic in operation, it was fast and positive, and with it, Hull made some 100 

flights between July and October of 1937.  De Soto published an article in Model Airplane News of 

January 1938 describing these experiments, and giving full credit for the invention of the actuator 

which he named the "Hull escapement".  This article had a very significant effect on the 

development of radio control, but Ross Hull did not survive to make any further contributions.  In 

August 1938 while experimenting with Television, he received a 6000 volt shock and died instantly.  

After the war, the U.S. Congress drew up a list of some 250 scientists and inventors whose work 



had made a significant contribution to the war effort, and his was the only non-American name to 

be included.  This posthumous recognition was made on account of work he had done in measuring 

the reflection of U.H.F. radio signals through the atmosphere; work which had an important bearing 

on the development of radar. 

 At the 1938 Nationals there was a field of five in the radio event, but faced with a 20 mph 

wind, four of them elected to stay on the ground.  Walter Good was the only one to attempt a flight, 

but the model looped over and crashed before he could gain control, though, as things turned out, 

this was to be only a temporary setback for Walt and his brother Bill. 

 The most ambitious entry was provided by the energetic De Soto, who brought along a 14 ft. 

span, 25 lb. semi-scale Cub, powered by a specially built two cylinder Forster engine.  It had four 

separate receivers operating rudder and elevators through electric actuators, but unfortunately, no 

record of its actual performance is available.  To illustrate the difficulties facing these pioneers, the 

M.A.N. article makes the comment, that one day was not long enough for the event, due to the time 

taken to prepare and tune their equipment!  Elaborate aerial arrays had to be set up (aerials rather 

than antennae) and power supply was a major problem, due to the high voltages used on 

transmitters.  De Soto used a 400 volt generator!  Tuning was a major feature of all early radio 

flying, and many hours were spent with headphones and meters chasing those elusive few 

milliamps of current change. 

 The real turning point in radio development came at the 1939 Nationals.  There were 11 

starters, but this time the Good brothers made no mistake about it, and won with a very convincing 

display of controlled flying.  Their model, which was based on the famous old "K.G." free flight 

design had a span of 8 ft. and was powered by a Brown JR.  Their single valve receiver operated on 

5 metre wavelength (60MHZ) and the whole control gear complete with 10 oz. "B" battery only 

weighed 1.4 lbs.  Rudder only control was provided by a miniaturised rubber driven escapement 

mounted in the base of the fin, and in an article in Air Trails, the designers stated that they 

developed this independently of Hull's work, so it must have been a case of great minds thinking 

alike. 

 Their flight consisted of turns in either direction, figure 8's and a near spot landing, and 

though hardly exciting by the standards of today's pattern ships, it created a worldwide sensation in 

1939.  To quote once more from the pages of M.A.N., "This was historical, for it was the first radio 

controlled power flight to take place at a National contest in which the radio control element was 

clearly demonstrated."  Radio control had come to stay!  The aircraft, Big Guff was recently 

restored and now resides in the Smithsonian Institution in Washington. 

 This is not intended to be an exhaustive treatise, and there are undoubtedly other early 

experimenters who have been overlooked.  I would like to express thanks for assistance received 

from Dick Steele, Paul Straney, and in particular, from Mr. "Old Timer" himself, Max Starick, who 

provided invaluable reference from his collection of old magazines.  Considerable help was also 

given by my good friend, the late A.G. Hull, who I regret to say, died just as I was completing work 

on the article. 

 There is also the question of who made the first RC flight in Australia.  Credit for the first 

public demonstration in Victoria goes to Jack Hearn, who flew a Good designed "Rudderbug" with 

English E.D. radio on October 15th 1950, the event being written up at the time by both myself in 

"Aircraft" and by Bill Evans in "Australian Model Hobbies".  This was a team effort by Jack and 

Arthur Smith who built the airframe and Reg Cooper, who filled the key role of radio expert. 

 Rod Ashton in W.A., and Gil Miles in Sydney were also active about that time, but there is a 

report of a much earlier attempt in a "World's News" article of May 6th. 1939 which describes an 8 

ft. span K.G. type model built by Mr. Phillips of Brisbane, with radio by Mr. Skiring.  The model 

was completed and given its first test glides at Easter of that year, but there are no further reports of 

successful flights. 

"This article is re-printed by kind permission of Airborne Magazine". 

+ + + + + 

 



The History of R/C   1950 to 1965      by  Ian Carter 
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A review of the history of R/C model flying shows that its Golden Era spanned the period from 

1950 to 1965. In that decade and a half there were significant improvements in aircraft design and 

structural materials as well as engine and electronic developments which led to the digital 

proportional control systems of today.   It was a time of experimentation and innovation. 

 

Successful R/C was first demonstrated in May 1937 when William & Walter Good flew their KG-1 

model at Kallamazoo in Michigan U.S.A.  The model was an adaptation of an established Kovel-

Grant free flight model powered by a Brown Junior spark ignition engine. It spanned 8 ft.(2.4m) 

and weighed 5 1/2 Lbs.(2.5 kg).  Several months later, in July 1937, Ross Hull and Clinton DeSoto 

made numerous slope soaring flights with a radio controlled glider at Elmira N.Y. Their model had 

a span of 13 ft. (4 m) and weighed 10 ½ Lbs.(4.8kg) 

 

There was little technical change in radio controlled flight over the next few years and the advent of 

the 2
nd

 World War brought a ban on amateur radio transmissions and restricted the use of materials. 

Balsa wood which had become established as the preferred building material from about 1932 was 

now required for full size aircraft such as the DeHaviland Mosquito. It was also in demand for life 

rafts and life preservers in the Navy.  The small stocks which were released to the hobby industry 

were intended to be only used in scale “solid model” construction as an aid to military aircraft 

recognition. 

 

With the close of hostilities and with the growing strength of the economy, model supplies became 

available again. Australian modelers were discouraged from buying products from the U.S.A. due 

to high tariffs on their exports. A large proportion of our supplies originated from England while an 

increasing share began coming from Japan at attractive prices. 

  

Engine design was being transformed by several developments which eliminated the heavy spark 

ignition coils and batteries of the early engines such as the Brown Junior.  The first of these was the 

invention of the Glow Plug in 1947 by Ray Arden in the U.S.A.. The second was the proliferation 

of small diesel engines from England, France, Italy, and Scandinavia. 

 

In 1949, the Good brothers published plans for their most recent R/C model called the “Rudder 

Bug”. This became the most widely built design to that date and it gives a good idea of the state of 

the art at the beginning of the Golden Era.  On a local level, a Melbourne news paper reported that 

one of these designs had made the first R/C flight in the district at Lara on October 15th 1950. It 

used English E.D. radio and a Frog 500 engine. The modelers involved were Arthur Smith, Reg 

Cooper and Jack Hearn. 

 

The “Rudder Bug” had the superficial look of a Cessna with a high wing and tricycle undercarriage. 

It had a span of 74 ins.(1.9 m) and weighed 74 ozs.(2.1 kg). It was basically a robust free-flight 

model with radio control to the rudder which could only be moved in a fixed sequence of “left”, 

“neutral”, “right”, “neutral”, “left” etc. 

 

Description of the early single channel radio system. 
The transmitter was big and heavy due to the need to accommodate batteries of about 135 volts to 

operate the valves. Heavy duty batteries of 1.5 volts were also needed to heat the valve filaments.  

So the transmitter sat on the ground sprouting a vertical whip aerial about 9 ft (2.7m) long.  The 

operator keyed the transmitter signal by means of a press-button connected by a long flexible lead.   



It is interesting to note that in the early days, the operator had to be a licensed Amateur who had 

passed exams on Radio Theory and Regulations as well as being able to send and receive Morse 

Code.   The transmitter radiated a Carrier Wave of  27 Mhz. and the signal was either “on” or “off”. 

 
  Ground based Transmitter – 1955.  Note the remote press button switch. 

 

The signal was detected by the receiver in the aircraft and amplified and passed to the coil of a 

relay. Thus a relatively small current could close the contacts of the relay which would make a more 

powerful circuit to the rudder escapement.  The escapement was a small electro-mechanical device 

which uses the energy of a long wound rubber band to move the rudder from side to side. The signal 

energizes the escapement to permit the rubber to rotate a crank one quarter turn at a time and 

produced the fixed sequence of movements as previously described. 

 
  Hill 2-valve receiver – 1956.  Note relay mounted between the two valves. 



There are a number of points that need elaboration.  Even though this type of receiver was tuned to 

a particular frequency, it was unable to distinguish between its own transmitter and others which 

may have been tuned to different “spots” on that band.  Consequently, only one model could be 

flown at a time and even then, extraneous electronic “noise” could still cause interference. 

 

The receiver used valves similar to those in the transmitter so it also required high voltage batteries 

for its operation. They were dry-cell non-rechargeable types and represented a significant 

proportion of the airborne weight  Their mass posed a threat in any impact of plane and ground as 

they could easily crush the fragile receiver in the same compartment. 

 

The receiver had to be protected from impact and vibration as the valves were encapsulated in a thin 

glass tube like a light bulb while the armature of the relay was prone to “chattering” if shaken 

about.  To this end, the receiver/relay was often suspended by rubber bands stretched from the 

corners of the cabin. 

 

The engine was a glow plug type of about .29 cu.ins (5cc) capacity. It had no throttle or exhaust 

silencer. The duration of the engine run was limited by intentionally fitting a small fuel tank so that 

in the highly probable event of loss of radio contact, the model would not fly too far away. 

 

There were few suitable miniature electrical connector plugs available. They were bulky and there 

was always the suspicion that the contacts might be intermittent so most of the wires between the 

major components were soldered in place. It usually meant unsoldering or cutting wires to remove 

components. 

 

Developments of the control system. 
Up till the beginning of the 50’s the control of the model had been limited to a fixed sequence of 

movements of the rudder only.  The concept looked O.K. when tested on the ground and the 

operator could see where he was with the sequence. This was not possible in the air so it became 

desirable that the rudder should at least return to neutral when there was no signal. Thus the model 

could hope to be restored to level flight by its own built-in stability(Wing Dihedral).  This resulted 

in the two-claw self-neutralizing escapement. It still meant that the operator had to keep track of his 

previous control actions to know whether it was a “right” or “left” command coming up next. Of 

course, if it was an undesired direction of turn, he could briefly skip through it. 

 
  O.S. 2-claw escapement (Self neutralising). 



 

 
   No signal, yellow torque rod at neutral. 

 

 
   Signal on, yellow torque rod displaced to right. 



 

The Compound Escapement. 
The problem of actually selecting the direction of turn was addressed by the compound escapement 

which went through various stages of development. Basically, it consisted of a rubber driven crank 

moving the rudder as before but in this case, the crank was mounted on a wheel with serrated teeth 

around its perimeter. A rocking arm engaged these teeth to slow down the operation and produced 

the characteristic “buzz” when the unit was in action. 

 

The rotation of the crank and its wheel was limited by several stops or protrusions on the wheel in 

the path of the electro magnetic actuating armature of the escapement. 

The first stop was at the 0 degree or neutral rudder position of the crank. The armature engaged this 

stop when there was no signal. 

The next stop was set at 90 degrees in the direction of rotation but in the path of the armature when 

energized (signal being sent). 

Another stop was set at 270 degrees in the same path of the energized armature. 

 

Therefore, if the operator keyed the radio signal and held it on, the armature would disengage the 0 

degree stop and the crank/wheel would rotate until it was arrested by the 90 degree stop, thus giving 

right rudder.  When the signal was released, the 90 degree stop disengaged and the crank/wheel was 

free to rotate all the way round to the 0 degree position to give neutral rudder again.  (Note that it 

would pass through the 270 degree position in doing so and this would momentarily give Left 

rudder but have no consequence on the models’ flight path). 

 

Furthermore, if the operator had only pressed the key briefly to begin with and then pressed it again, 

the crank/ wheel would  move from 0 degrees through 90 degrees to 270 degrees and be arrested 

there to result in Left rudder.  This gives a system that is both selective as far as the rudder 

movement is concerned and self-neutralizing when there is no signal. 

 
  Babcock Compound Escapement with kick-up elevator. 

  Rudder Torque arm (horizontal) is at neutral. 

  Elevator Torque arm (Vertical) is also at neutral. 



 
  Crank has raised rudder arm to give “right” rudder. 

  Elevator arm position unchanged. 

 

 
  Crank now at 270 degree position giving “left rudder”. 

 



 
  Crank at 340 degree.  Rudder almost back to neutral. 

  Note that Elevator arm is deflected to give “Up” elevator. 

 

Kick-up elevator. 
A logical development of this was to incorporate an additional stop at about the 340 degree 

position.  At this point the rudder had virtually completed its cycle and would be nearly at neutral.  

With suitable linkages to the elevator it was possible to use this position for “kick-up elevator” 

which is desirable for looping in flight or flaring during landing.  Once again, this action was 

momentarily triggered every time the crank/wheel passes the 340 position but like the rudder 

passing through an unwanted position it has no effect on the flight path. 

 

The next step was to change the fiddly mechanical elevator linkage to an electrical contact so that a 

separate circuit could be made to an additional escapement just for up elevator. 

By itself this does not seem to be much of an advance as this circuit would always be made as the 

wheel/crank passed through its position.  However the neat and rather cunning plan was to wire this 

circuit in series with the contacts of the relay. Therefore, two things had to happen simultaneously 

for the elevator to operate. The crank/wheel had to be at the 340 degree position and the relay had to 

be energized. This would only happen if the operator keyed three times and held the signal on for as 

long as up elevator was required. 

 

Quick-Blip Throttle. 
This concept was extended one step further with the “Quick Blip” throttle control. No further stops 

were involved.  There was merely another electrical contact placed early in the cycle at about the 45 

degree position.  Where as the up elevator circuit had been wired in series with the Normally Open 

(i.e. energized) position of the relay contacts, this circuit was wired in series with the Normally 

Closed (de energized) relay contacts. 

What happened then was that a very brief signal would start the crank/wheel rotating. As it passed 

the 45 degree contacts, that part of the throttle circuit would be momentarily made while the final 

part would be completed as the relay contacts sprung back to their de energized position. 

The throttle circuit could trigger a 2 or 4 claw escapement to give a fixed sequence of throttle 



movements. 

 

It should be noted that there was a “chicken and the egg” situation here as it was one thing to have a 

radio system with the potential to operate a throttle  but it was quite another thing to get anyone to 

manufacture an engine that could make use of that capability. Up to this point, the main demand for 

engines had come from the control line flyers who ran their engines flat out all the time. Specialized 

engines for R/C only started to appear during the late 1950s. From then on, idle speed and smooth 

acceleration were just as important as sheer power. 

 

So, in summary, the compound escapement offered a selective sequence of rudder, elevator and 

throttle control. 

Press and hold gave right rudder, Press release press and hold gave left rudder, Press release press 

release press and hold gave up elevator, while a quick-blip resulted in a change of throttle setting 

which could be cycled from Low to high to low etc.  It was possible to operate additional control 

functions by “cascading” several compound escapements together but this generally confused the 

issue and made it more likely to key the wrong control. 

 

Credit for the development of the Kick-up elevator and Quick-blip throttle is given to Ken Willard. 

Ken wrote a regular column in Radio Control Modeler magazine in the USA for 17 years and at one 

time had worked for Babcock Controls of Laguna Beach, California. The Babcock compound 

escapement progressively incorporated the features that have just been discussed. 

 

Perhaps the best examples of compound escapements came from Howard Bonner in Los Angeles, 

California.  Howard had the happy knack of “making a better mouse trap” and this was shown with 

the escapements and subsequently with his “Duramite” multi channel servos and then the 

“Digimite” proportional radio.  The “Bonner Varicomp” compound escapement had a molded nylon 

wheel with a cam track on its face. A cam follower was linked to a torque rod to convey the motion 

to the rudder.  Metallic wipers on the back of the wheel brushed over a printed circuit board to make 

the appropriate electrical connections. It was robust and functional. 

 

 
  Bonner “Varicomp” Control wheel with moulded track on face. 

 



 
 Wheel removed to show wipers on rear face and printed circuit on mounting board. 

 

 
 Bonner Varicomp installed in 1959 designed “Bi Fli”. 

 Elevator unit not visible.  Yellow wheel is for rudder control. 

 Torque rod and wound rubber drive can be seen. 

 Other unit (bott. Left hand) is Bonner 2-position throttle escapement. 

 



 
  “Bi Fli” tail showing torque rod connection to Elevator and Rudder. 

 

As the 50s decade closed, these rubber band driven escapements were superseded by units powered 

by electric motors. They provided ease of installation as well as more power to the control surface 

and a more consistent operating speed. The Japanese excelled at manufacturing these and there 

were many brands such as Royal, M.K. Hinode and O.S. ( Yes, O.S. did produce products other 

than engines. Their single and multi channel radio systems were excellent). 

 

 
 Motorized escapements from Japan. Top units by Royal,( the one on left has case lid 

 removed to show cam drive).  

 Blue unit for rudder, red for throttle. Others by O.S., M.K., & Hinode. 



Tone Modulation 
The 1950s saw an improvement in the radio signal being transmitted to the model. Previously the 

signal had been a Carrier Wave which was switched on or off. This had left the receiver vulnerable 

to interference when there was no signal being sent.  The improved technique was to send a 

continuous carrier wave to the receiver and to modulate it i.e. impose another wave upon it at a 

much lower frequency (around 600 Hz).  The tone could be detected at the receiver and control 

information could be sent by switching the tone on or off.  It should be noted that Tone Modulation 

did not cure the problem of interference between systems using the same frequency band so it was 

still not possible to fly more than one model at a time. 

 

Tone Modulation actually paved the way for more ambitious control systems because if you can 

impose one tone on the carrier wave it is then possible to allocate different tones to correspond to 

different control surfaces. This will lead on to Multi Channel to be covered after this final form of 

Single Channel called “Pulse Proportional” or “Galloping Ghost.” 

 

Pulse Proportional 
The previous forms of single channel control involved a fixed sequence of control selections or a 

Morse code type of signal to select a particular control movement. Pulse proportional involved 

repetitive switching On and Off of the control signal to give a “poor mans” type of proportional 

control.  

Rudder control was achieved by varying the Mark/Space ratio (the width) of the tone signal i.e. if 

the signal was “on” for 50% of the time and “off” for 50%, then the rudder would be Neutral. If it 

was “On” for a greater proportion of time then the rudder would be displaced to the Left, whereas if 

it was “Off” for a greater time it would be proportionally displaced Right.  Coincidently, if the Rate 

at which the signal was switched was to increase, the elevator would deflect Down proportionally 

and Up if the rate decreased.  It needs to be appreciated that both these control surfaces were 

oscillating back and forth all of the time at about 10 cycles per second so it required some form of 

electronic control box on the transmitter to convert control stick movements into pulses. Throttle 

control could be triggered by momentary full On or full Off signals. 

This form of control achieved a good following from about 1959. It required a lot of patience to set 

up all the linkages and it looked a little strange flapping about on the ground. However, in the air it 

could produce a steady flight and several types of commercial units were produced by companies 

such as Rand and Controlaire. 

 
   Galloping Ghost Transmitter by Controlaire. 

   The two buttons control engine throttle.  



 
 Matching servo.  Note vertical & horizontal arms linked to rudder& elevator. 

 

Transistors. 
The transistor was invented around 1955 and was in commercial use several years later. It 

revolutionized the electronics industry and transformed R/C products.  It offered small size, low 

power consumption, low operating voltages etc.   Early versions had limitations of not being able to 

handle high currents and were unstable at high temperatures and consequently were initially used in 

conjunction with valves. Circuits combining both were called “hybrids”.  

 

Superheterodyne Receivers 

The problem of not being able to fly more than one model at a time has been mentioned previously. 

The answer lay in the Superhet receiver which uses the principle of mixing two different 

frequencies together. In mixing two frequencies, two additional frequencies are created, one being 

the mathematical sum of the original ones and the other being the mathematical difference.  The 

lower figure was used and was known as the Intermediate Frequency.  Its value of 455 K/hz was 

arranged by having the receiver tuned to a frequency of 455 Khz less than the transmitted signal.  

(Hence the reason why the transmitters and their matching receivers have different crystals). For 

example, if the Transmitter frequency was 27.455 Mhz and the local oscillator of the receiver was 

set at 27.000 Mhz, there would be a sum frequency of 54.455 Mhz and a difference of 455 Khz.  

The Intermediate frequency section of the receiver is tuned to this standard 455 Khz and that is the 

only frequency that can pass through this section. This was selective enough to initially enable up to 

6 models to be operated simultaneously on the 27Mhz band. 

Multi Channel operation. 
Multi channel developed alongside of single channel. Multi was always going to be bulkier, heavier 

and more expensive than single channel. As mentioned earlier, the system used tone modulation of 

the carrier wave.  It was possible to send different tones which could be associated with the 

movement of specific control surfaces. The tones were controlled by 3-position switches on the face 

of the transmitter. Each switch was spring loaded to its mid position and when moved it would 

generate a distinct tone (a different tone for each direction of movement)  It should be noted that 

each tone was classed as one channel, so it follows that two channels were required to move one 

control surface in both directions.  In the aircraft, these tones could be identified by one of two 

methods. The first being a reed bank which was an electromechanical device while the second was 

by an electronic filter circuit. The filters tended to be bulky and were generally used where only a 

few channels were required.  

 



The reed bank consisted of an elongated electro magnet through which the received signal passed. 

There was a comb of thin metal reeds of varying length mounted over the magnets’ core and these 

would vibrate under the influence of the fluctuating magnetic field. They each had there own 

resonant frequency which would be matched to a particular tone. On receipt of that tone, a reed 

would vibrate strongly and make electrical contact with a circuit to a relay. That relay would then 

complete another circuit to an electric servo.  The installation could be quite heavy since each 

channel required one reed (or electronic filter) and a relay and there could be up to 12 channels 

involved. 

 

 
   O.S. 8 channel transmitter with receiver & servo. 
 

 
   O.S. receiver showing reed bank (left) and 8 relays. 
The maximum number of channels was dictated by the laws of physics which required that the 

tones were all within one octave to avoid harmonic interaction. It was possible for two tones to be 



keyed at the same time so that you could use aileron and elevator simultaneously if required. 

 

A common style of servo was used throughout the model but the wiring would differ depending on 

the application. The throttle and elevator trim would be “progressive” so that they would stop in 

their present position when the transmitter switch was released. The flight control servos were all 

“self neutralizing” for the same reasons as were mentioned in the discussion on single channel. 

When the control switch was released the servo was automatically driven back to its mid position.  

Since it’s a case of “all or nothing” when it came to moving a multi servo, the only way to achieve a 

small deflection was to “blip” the control switch on and off. 

 

Howard Bonners’ “Duramite” servos proved to be the most popular by far. They were also 

produced under license in England (by E.D.) and in Japan (by M.K.). In 1957 plans were published 

of his “Smog Hog” model which featured an early version of the servo.  By good luck or good 

management there was spare room inside the Duramite cases. So when the new silicon transistors 

capable of handling higher currents became available, he was able to fit an amplifier board inside 

and eliminate the heavy relays in the receiver. These servos then became known as “Transmites”. 

 

 
Bonner “Duramite” multi channel servos showing floating arm between Elevator servo and 

Elevator Trim servo. 

 

The multi channel servos created complications of their own. There could be 6 of them and each 

had 8 wires to be connected up. They were not supplied with connector plugs and those plugs that 

were available were bulky and expensive. So that meant soldering up to 48(!) connections. 

A notable exception here was the German Graupner/Grundig 10 channel system. It was modular 

and simply plugged together.  Their servos were smaller and lighter since they used a 3-wire system 

with the drive being returned to neutral by centering springs and the limits of travel being taken up 

by a slipping clutch. It worked well and was of excellent quality but had a price tag to match. 



 

 
  Excellent Graupner/Grundig “Variophon” 10 channel system. 

  Red unit in foreground is Superhet receiver. 

  Others are plug-together modules containing electronic filters and relays.  

 

Batteries. 
With 5 or 6 servos and a receiver, the combined electrical drain on the dry cell batteries was 

reaching the limit. Fortunately, rechargeable nickel cadmium batteries were appearing on the 

market. They were called “Deacs” and their initial cost was soon recovered in the savings on 

regular purchases of dry batteries. 

 

 



Influence of Publications. 
There were a number of model aircraft magazines in circulation which reported R/C news along 

with general modelling interests.  “Model Airplane News”, “Flying Models”, “Aeromodeller” and 

“Model Aircraft” are titles that come to mind. So it is not surprising that the wealth of ideas and 

information to be disseminated in this Golden Era brought forth at least 3 new Specialist R/C 

magazines. These magazines in turn further promoted the growth of R/C.  The titles were “Grid 

Leaks” which was published bi-monthly from about 1957 in the USA. and “Radio Control Models 

& Electronics” which commenced publication in England on May 1960 while “Radio Control 

Models” started in 1963 in the U.S.A. 

 

Influence of Engines. 
Engine development moved in parallel with airframe and radio control improvements.  Early 

models such as the “Rudder Bug” had no means to throttle the engine and had limited control in 

flight. The engine size had to be closely matched to the models’ capability and so a glow plug type 

of 5 cc (.29 cu in) was about the upper limit  This also applied to Howard Bonners “Smog Hog” of 

1956 but many versions would use an operating throttle or exhaust restrictor. 

Fred Dunn modified Bonner’s design in 1958 to create a low wing type with ailerons known as the 

“Astro Hog.”  With increased controllability due to Multi Channel control and a higher weight of 6 

lb 4 oz (2.9 kg) a K&B Torpedo 35 (.35 cu in. / 6cc) engine was needed. 

The “Astro” design evolved into the “Orion” which Ed Kazmirski flew to first place in the 2
nd

 FAI 

World Champs in 1961. The “Orion” was similar in size and weight to the “Astro” but a K&B .45 

cu in (7.4cc) provided increased performance. 

By the time of the 5
th

 World champs in 1967 in Corsica, engine capacities up to the maximum limit 

of .60 cu in (10cc) were the norm for aerobatic competition.  Phil Kraft won the event with his 

“Kwik Fli” design and an Enya 60 engine. It is significant that he was using one of his own “Kraft” 

digital proportional radio systems for control. 

 

Proportional Control. 
The logical goal in R/C development was for the operator to move a control stick on the ground and 

have a similar response from his aircraft in the air. 

To achieve this, the position of the control stick(s) is sensed by an electrical potentiometer at its 

base and the variable current converted into precisely timed pulses. A typical pulse lasting 1.5 

milliseconds is interpreted as the middle position and 1.0 and 2.0 ms would be full left and full 

right.  Since there are a number of control functions and each has its own potentiometer, it is 

necessary to send them out in a fixed order within a set time frame. 

 

In the model, they are received and the length of their pulses is compared with pulses generated 

within each servo. Servos have their own potentiometers attached to the output gears. Their internal 

circuit generates a precisely timed pulse just as the control stick position did in the transmitter. By 

comparing the two signals, a difference or error is sensed and a current is supplied to the servo 

motor to drive it to a position where the difference is reduced to zero. 

Doug Spreng is credited with developing the concept of digital proportional systems back in 1962 

in the USA.  He was influenced by the work of Jerry Pullen who was employed at the Jet 

Propulsion Lab (JPL) in Passadena and had access to some of the latest electronic concepts. Doug 

joined Jerry at JPL and in the late 60s he designed and built the Spreng-Brook R/C system sold 

mainly in the U.K. He then worked for Kraft from 1970 to 1976. 

 

Commercial production of Proportional systems began in the early 60s. There were names such as 

Dee Bee Quadruplex, E.K. Logictrol, Bonner Digimite, Orbit and Kraft, all from the U.S.A.  They 

were sold as complete plug together systems and they all had one thing in common …  a very high 

price!  Even today, a price of $500 sounds like a lot of money for a 4 channel system.  The price in 



1965 for a Bonner Digimite 4 was $425 and their Digimite 8 was $615.  Compare the price of 

model magazines then of U.S.50 cents to the ones of today of $6.00 (a twelve-fold increase) and 

you have some idea of how expensive these systems were. Some of the model magazine 

advertisements even featured finance companies such as General Electric Credit Corp. offering time 

payment plans so that you could make the purchase. 

 

 
 Early proportional servos from Bonner, Kraft and F & M. 

 Modern mini 8 gram servo show at bottom. 

 

In many cases, the early systems were over-engineered which contributed to the price and their 

weight and bulk. The airborne weight of a Bonner was about 25 ozs.(0.7 kg). The battery charger 

was built into the transmitter and the radio incorporated a fail-safe system.  From here on the 

proportional systems became smaller, lighter and more affordable largely due to integrated circuits 

and computer technology. Today they are just another accessory of the hobby and are generally 

taken for granted. 

 

 

 

                                 __________________________________________________ 

 

 

 

 

 

 

 

 



EARLY RADIO - (Incl. origins of Mode I & Mode II) 

an extract from: 

“The Pioneers of Model Aviation in Australia” 

Collected & Edited by John Marquette (Published 1993) 

 

Modelling Memories  by Charles Peake 

 

 It is said that the magicians of ancient legends sometimes waited 5,000 years for their spells 

to work.  In the early days of radio, like the sorcerer’s apprentice, one didn’t know a lot about the 

forces one was trying to use,  To the modern radio controller, the term “single channel” means little, 

but to the old and bold it conjures up visions of high tension batteries (45 volts), low tension 

batteries (1.5 volts), vacuum tubes (the Englishman called them valves), which were a sort of glass 

bottle filled with nothing at all, curious ratchet like arrangements called escapements, and a lot of 

other devices of which the ordinary citizen knew nothing, didn’t want to know, and cared even less.  

Batteries went flat, valves blew, escapements stuck.  And one hears again the anguished cry of the 

species “I’ve lost it”, or “I ain’t got it”, as the model remembered its free flight ancestry and soared 

serenely over the horizon, pursued by a jogging, panting figure with its eyes glued to that vanishing 

speck in the sky. 

 Only the rashest and most optimistic practitioners appeared at the field without a soldering 

iron attachable to the car battery, and boxes full of mysterious little objects called resistors, 

capacitors, inductances and other exotic names.  Sometimes one would spend a whole morning 

practically rebuilding the equipment on the field.  One of my favourite memories of a thing called a 

gas-filled valve.  If, during the pre-departure check at home, this device refused to function, some 

genius had discovered that it might be re-awakened by baking in an oven at 300 degrees for half an 

hour.  Since the gas was supposed to be inert, this presumably killed it so that it could perform its 

function. 

 The basic principles of control were simple enough.  A push button on the transmitter 

activated the transmitter and produced a radio signal.  When the button was released, the signal 

ceased.  Reception of the signal by a receiver in the aircraft activated a small relay, which in turn 

activated the escapement.  The latter was a sort of claw arrangement powered by a wound up rubber 

band.  When the claw was released by the signal, it allowed the mechanism to rotate a quarter of 

turn.  A crank on the rotor was connected by a torque rod to the rudder, and the rudder deflected.  

Cessation of signal allowed the rotor to rotate a further quarter turn, and the rudder returned to 

neutral.  Another signal, and the rudder deflected in the opposite direction.  But adjustments were 

extremely critical.  The relay current was of the order of perhaps 1.5 milliamps, with an operating 

range of, say, 1.2 to 1.4.  If the rubber driving the rotor was too tightly wound, the pressure of the 

rotor against the claw caused it to stick.  If too loose, of course it simply refused to move the rudder 

against the air loads. 

 I write this sort of detail to emphasise to later modellers, the astonishing reliability of 

modern equipment.  Yet once again persistence won, and flyers became proficient to the limits of 

the equipment.  With the simple escapement, you had to remember which way you went last time 

the button was pressed, but experienced flyers achieved loops by holding the button while the 

aircraft entered a screaming spiral dive, then flicking to opposite rudder until the wings came level.  

With a modicum of luck, the excess speed would then carry the machine over in a loop.  With 

enough nerve to allow the initial spiral to build up enough speed, application of rudder as the top of 

the loop was approached might even produce a creditable roll off the top. 

 On top of the radio problems, engines were little better.  Having managed to get the genie 

out of the radio bottle, the next thing was to get the engine started.  Once again, the modern engine 

is quite astonishing in its reliability and ease of control.  Models as described above had no way of 

controlling the throttle, even if the engine was so equipped, which most of the engines were not.  

You flew until the engine ran out of fuel and stopped, although some cautious souls equipped their 

aircraft with free flight timing devices which shut off the fuel after a set length of time.  At least you 



knew in this case when it was going to stop.  But usually the problem was at the other end of the 

scale – getting it started.  I don’t remember much in the way of starter motors in those days.  

Certainly I never had one until years later.  It was a case of flick, flick, flick, until the thing fired.  

Combine all this, and if you got one flight towards the end of the day, and actually exercised some 

control and took your machine home intact, that was a big day.  But hope never died.  Compound 

escapements appeared, with which a set sequence of button pressing could be used. One press for 

right rudder, two for left, even three to operate either elevator or throttle.  A few hardy souls even 

connected two of these devices together to give sequenced control of five or even six pulses. 

 The real forerunner of modern proportional control was a strange piece of machinery known 

as “Galloping Ghost”.  A small electric motor replaced the escapement.  Biased to run in one 

direction, when activated it moved the rudder one way.  The received signal biased it to run in the 

opposite direction, and moved the rudder in the opposite direction,  Thus if the signal was pulsed, 

equal time on and off, the rudder would oscillate about a centre position.  Either a mechanical or 

electronic device could be used to pulse the transmitter and a stick control attached to the pulse 

could vary the pulse length.  Longer pulses caused the rudder to favour one direction, shorter pulses 

the other.  With pulse rates faster than about five per second, the movement of rudder was sufficient 

to affect the model unless it was biased one way or the other.  Thus the effect of the stick movement 

was proportional – that is the degree of model response was proportional to the amount of stick 

movement. 

 Later it was found possible by the addition of a second device attached to the stick, to alter 

the pulse rate as well as pulse length.  This capacity could then be utilised as elevator control.  The 

name came from the fact that as the pulse rate decreased, the aircraft tended to oscillate with the 

pulses, and since slow rates were generally applied to the up elevator function, application of up 

elevator caused the aircraft to oscillate in pitch or “gallop”. 

 This system was probably inherently more reliable than the escapement but a diversion 

appeared in the invention of the “reed bank” by an American named Ed Rockwood, whom I met a 

couple of times.  A bank of thin steel ‘reeds” was suspended above a small electro magnetic coil.  A 

radio signal modulated at audio frequency fed to the coil would cause the reeds to vibrate, and if the 

reeds were of different lengths, different frequencies would activate different reeds.  A small 

contact above each reed completed a circuit to a relay, which in turn activated a small electric servo 

motor.  The system could be arranged so that one reed would run the servo in one direction and 

another reed in the opposite direction.  Thus with a suitable modulated transmitter with the 

modulation controlled by a spring loaded double throw switch (that is a lever type switch capable of 

being moved in either direction), two “tones” could be controlled by a single switch.  If the switch 

was moved one way it would cause the transmitter to transmit a tone which activated one reed and 

drove the servo in one direction, if moved the other way another reed vibrated and the servo moved 

in the other direction.  The servo motor, suitably geared down, could then be linked to a control 

surface. 

 Here was a system in which the control surface remained in neutral as long as no audio 

signal (that is audible signal) was transmitted, but which responded in movement of a switch in 

either direction.  The “carrier” – the radio wave which “carried” the audio signal could be 

continuous, maintaining a constant link between transmitter and receiver.  Any number of tones 

could be transmitted.  The number that could be used depended on the number of reeds.  Bearing in 

mind that two tones would be required for two way operation of a control surface, eight tones and 

eight reeds would be necessary to provide the four basic controls used in full-size aircraft.  That is, 

ailerons, elevators, rudder and throttle.  So, eight tone equipment was known as eight “channel”, or 

“full house”.  Any auxiliary gear such as retractable wheels or flaps required additional tones and 

reeds. 

 As usual, there was a catch.  When a switch was operated, the servo and hence the control 

surface ran to the limit of its travel.  “Limit switches” in the servo mechanism stopped the motor so 

that it did not stall or jam.  But what about if only a small amount of movement was required?  The 

switch had to be “toggled” – applied momentarily and then released before the servo had time to 



run to its full travel, and then the process had to be repeated in rapid succession.  The action was 

somewhat similar to the pulse length system described earlier, but this time it had to be done 

manually by the flyer’s thumbs.  You had to learn to tremble at the right frequency, and the reed 

system became known as “nervous proportional”.  But again the human nervous and muscular 

system proved equal to the task.  The eight channel transmitter had four lever type toggle switches 

on its front face.  Usually the two on the left worked longitudinally (fore and aft) in relation to the 

aircraft and these two controlled throttle and elevator.  The two on the right moved laterally (i.e. 

sideways) and controlled rudder and ailerons. 

 This then, was the origin of what is now known as “Mode One”.  The reed flyer had to split 

control of elevators and ailerons in order to achieve simultaneous control of both.  Whereas in full-

size aircraft control of both is almost invariably vested in one hand.  This was impractical with 

reeds.  The flyer held the transmitter in front of him, and his thumbs literally danced among the 

switches like the fingers of a master musician on his instrument.  A skilled flyer could perform any 

manoeuvre possible for an aircraft with astonishing smoothness if he could “tremble at the right 

frequency”.  Reeds held sway for many years in spite of the problems.  Tuning of the tones was 

critical, and had to be carried out, or at least checked once before each days flying.  Sometimes 

more often, as changing temperatures could cause frequencies to drift.  Contacts and relays had to 

be cleaned and reset, but overall the reliability and capability of the reeds system far exceed any 

earlier method of control. 

 Then another American, Howard Bonner, produced Bonner Digimite.  With the advent of 

the transistor, and what has become known as digital technology, the dream came true.  A single 

stick could control both ailerons and elevators simultaneously, and another stick could do likewise 

for rudder and throttle. In a full-size aircraft of course, the rudder is controlled by the feet, but since 

few people can get both feet on the transmitter at once, the rudder had to come up under a thumb.  

Controlling elevator and aileron with the right thumb, rudder and throttle with left became known as 

“Mode Two”.  But many people preferred to retain the split between aileron and elevator control 

although most full-size aircraft pilots prefer Mode Two.  This is simply a matter of preference for 

the individual flyer to decide, although it often happens that a club will form around one particular 

mode, and it may then be difficult to find instruction on the other.  As mentioned earlier, true 

proportional is a descendant of the once despised Galloping Ghost.  It is basically a pulse train 

transmission, but transistors and modern technology have long since eliminated any “gallop”. 

 The capability and reliability of modern radio equipment and engines has even made it 

possible to model that curious beast, the Helicopter.  To learn to fly a model chopper is possibly the 

greatest challenge in today’s modelling world.  The miniature jet engine is yet to reach the market 

to provide us with the ability to follow full-size practice, although the ducted fan can produce a very 

creditable facsimile of many modern aircraft. 

 So, to turn the wheel full circle, and return to the beginning, let me say to those who regard 

modellers as little boys who never grew up, “When a man forgets the little boy within him, he is an 

old man indeed”. 

 

 
 
 

 

 

 

 

 

 

 

  



The following article is extracted from Model News of May/June 1965. 

 

FLYING THE DIGIMITE PROPORTIONAL 

by C. W. Peake 

 

 Captain Alan Wall of East West Airlines based 

in Tamworth recently returned from the United States 

with one of the first, if not, the first modern 

proportional control to appear in this country, and the 

writer was fortunate enough to be in a position to carry 

out the first test flights.  Actually it was quite a team 

effort.  Alan had the gear, Don Farrell produced the 

model and engine (a G-String with a Torpedo .45), and 

two Sydney modellers, Ian Macleay and Les Fairbairn, 

provided valuable assistance with the repairs 

necessitated by engine failure just after the second 

take-off. 

 In common, I suppose with most reed flyers I 

have frequently debated whether proportional is really 

any great advantage over reeds, considering what the 

reed expert is able to accomplish.  Having now (all too 

briefly) flown full proportional, it is apparent that 

there are great advantages in at least two directions.  

The first of these is smoothness.  In circuit flying and the minor corrections necessary in normal 

flying, it is nearly impossible to produce with reed the degree of smoothness which proportional 

easily provides  The second is the freedom of manoeuvre provided by having all controls 

simultaneous.  Even on the ground, the ability to hold the tail down with elevator while still being 

able to use the throttle results in tremendously improved taxying.  Although I did not do any 

aerobatics (we encountered engine troubles and had to pack up for the day), one of the first things 

that comes to mind is sideslips – impossible with most reed set-ups since you can‘t get rudder and 

aileron together. 

 The Bonner gear itself leaves very little, if anything to wish for.  There seems to be none of 

the so called “dead band” said to be characteristic of much of he earlier proportional gear.  Response 

is immediate and positive, and the trim function is quite fantastic.  No fighting a bad trim – you just 

trim it out of the control box. 

 The Digimite is a two stick layout, with elevator and aileron on one stick, and rudder and 

throttle on the other.  Ailerons, elevator, and rudder are all trimmable and an auxiliary control panel 

contains no less than four additional function for retracting gear, flaps and whatever you can dream 

up.  I find no problems other than the initial tendency to over-control, the main thing for the reed 

flyer to remember being that the elevator control is now under the right thumb instead of left. 

 To sum up, The Digimite is the closest I have ever come to duplicating full size aircraft by 

remote control. 

  



 

 

 

  



 

The following 2 pages are drawn from a document in its Second Reprint, dated February, 1969: 

 

 

 
 

  



 

 

 
 



The following advertisement has been extracted from an American Mail-order catalogue issued 

under the title of “Polk’s Bluebook” 1973/1974 and provides a relative indication of the radios 

available in the U. S. A. at that time.  It is also interesting to note that this equipment was available 

either on 27Mhz or & 72Mhz. 

 

 
 



Aspectivity 60 of July 1975 contained the following, which, because of its content, deserved to be 

the fore-runner in the use of Radio to remotely controlled aircraft. 

MY SINGLE - CHANNEL 'SALAD DAYS"  Morrie Murphy 

 It was in the days of single channel power models that I first realised the joys of Gliding. 

 These were the days of diesel engines and rubber escapements, and models whose 

essentially stable characteristics were given a bit of a stir now and then by the operation of the 

rudder.  Only one model could be in the air at a time, the sophistication of Super-het operation and 

various bands was something we dreamed about. 

 A key on the transmitter was pressed and held once for right rudder, pressed - released - 

pressed and held for left rudder, sort of "DIT" for right, "DIT - DAH" for left. 

 Oh, I must tell you of an earlier escapement.  In its rotation it passed from right to neutral, 

then to left then to a second neutral position.  In operation, the next signal you got was the opposite 

of the last one you had had — If you didn't want that signal, you did a quick "DIT - DAH". — 

Whew! 

 With three or four stalwarts you would assemble at your favourite field - ours for a long 

time was a sparsely timbered rise over behind the Black & Decker factory.  (Now a suburban 

street). 

 "Have you done a range check?" - "Alright, I'll carry your model over the other side of the 

paddock - about 500 yards O.K. - Yes, right - Wave your arm from side to side the way the rudder 

moves". ......... O.K.  COME BACK. 

 Now wind up the rubber for the escapement, or Woe - betide - If wound too tight it hangs up 

- - Not enough and you run out of turns, and the rudder might blow back! 

 Then stoke up the mill - as the Yanks say. . hefty hand launch and we are away. 

 "Look at it way up there -.. DIT - DIT/DAH.. Ah.. a time to dream. 

 Balmy days or was it barmy?  One Australia Day was a good example.  Frank's cousin was 

coming out during the day to watch.  At 6.30 the grass dry and high, the three of us assembled.  

"Wait a minute, there's your cousin's car - here before us! - but where is he?"  Eventually we find 

him- asleep in the grass - in his DINNER SUIT?  He had come straight from a party, "Not 

worthwhile going home". 

 A total of 27 flights for the day between three people, five planes, twelve flights with my 

Merk.  Wow, and five crashes, and home at 6.00 

 Eh!  I had better wake up-the motor has cut. 

 "Hi, Murph. - motor cut!"  "I heard".  Gee, I'm good and high ——- thus started a typical 

dead-stick glide - turning over the tree tops - - Can I stretch the glide? - Gosh, I've got lift I'm going 

up - eventually after a beautiful SILENT approach a "plop" into the long grass. 

 Maybe the glide only lasted 8 minutes, but I think it was then I Became a VARMS man, 

only at the time I didn't know it. 

  



 

The following advertisement was extracted from the VMAA Newsletter of November 1975.  Note 

the combined receiver-servo package, also called a ‘brick’. 

 

 
 

 

 

 

 



… and below we have a real version of the same article to be housed in 
the VARMS clubhouse for posterity. 
 

 



July 1968 - an extract from VARMS Official Newsletter No. 1.: 

TECHNICAL INFORMATION 

What is new in R/C in Australia? 

"DUTRON" Radio Control Equipment (Manufacturers Report) 

DUTRON CONTROLS 

Specifications (Subject to change) 

Transmitter - 9 Transistors - approx. 1/2 watt output. 

Only single stick available initially (S.A. made totally enclosed assemble with trim controls.) 

Size 6" X 6" X 1 3/4" - "Slimline" styling. 

Operates from 9.6V Deac cells (not in price) - approx. 80MA drain. 

4 ft. centreloaded aerial (2 piece - each 2 ft. length - initially at least). 

Receiver Superhet using crystal filters 9 transistors, 

(Oscillator - mixer - 2 I.F. - 1 A.G.C. amplifier - 3 audio amps and switch) 

(Receiver & decoder & servo amps. approx. 2 1/8" x 1 5/8" x 1 1/4" - Single Case). 

Decoder Including servo amplifiers 10 transistors for basic system. 

(Basic system gives 2 simultaneous proportional controls) 

9 extra transistors for "optional" control - trimmable for motor control, flaps, etc.  System is not 

"failsafe" in its basic form.  When optional control is added, the flying surfaces neutralise when 

optional control is actuated (i.e. varies) - Also neutralize if goes out of range, and the optional 

control goes to "low" - i.e. low motor, flaps down etc., etc.  (The failsafe can be added without the 

"optional" control). 

Servos  (Modified)    (Optional Control) 

  2 Bellomatics (Basic system)  1 Servo Automatic 

All airborne gear operates on 4 Deac cells - centre tapped (4.8V) drain approx. 250 Ma (Batteries 

not supplied).  Ready wired with switch and plugs. 

All transistors (except output switches for servos) are silicon. 

Perfectly temperature stable.  The system is a pulse proportional outfit, and the maximum servo 

"Dither" on the worst case (full up elevator with "up" trim) is less than 10% of the total movement.  

Under normal (neutral) conditions, there is not noticeable dither whatsoever> 

The transmitter can be adapted to "galloping ghost" by changing one capacitor internally - The 

normal rate is too high at approx. 8 - 25 C/S. 

Minimum ground range - 400 yards. 

Charger available later (not very much, I hope) - about $12.00 

Cost  Initially the basic system (Transmitter, Receiver, Decoder and 2 servos) - no 

batteries, but wired with plugs and switch, will be approx. $120.00 (increase over original price 

mainly due to use of Ballamatics - I won't be making my own servos, they are nowhere as good as 

the Bellamatics). 

The 'optional' control will add about $30.00 extra (including servo). 

These can be added any time after the 'basic system' is obtained. 

These prices could be considered as "introductory".  I expect that I will eventually sell through the 

normal retail outlets, and this can be expected to boost the price I'm afraid. 

(Originator of this article obviously known but not identified) 

 

... and in the same magazine the following: 

ADVERTISING SECTION 

As New Kraft Proportional 

KP4 

TX - RX - Deacs 

4 Servos Band 1 

Price on Application (Vendor's name withheld) 

 

... and also included a 'Survey of Radio equipment in use: 



TRANSMITTER FREQUENCY ANALYSIS 

BAND  REED  PROPO G G 

1  1  3  - 

2  1  2  2 

3  2  1  - 

4  5  1  - 

5  -  1  - 

6  -  3  - 

27 Hz Super-regen Single 7 

40 Hz Super-regen Single 3 

 

   40 Mhz  

Channel 
 Nr.   Frequency 
 50    40.665 (Also identified as Ch 41) 
 51   40.675* These two channels prone to 
 52   40.685* interference from Paging systems 
 53    40.695 (Also identified as Ch 42) 
 

October 1968 - VARMS Official Newsletter No. 2 offered the following information on 

frequencies: (27 Meg. Band) 

Channel Frequency(Mc/S) Colour 

1  26.995   Brown 

2  27.045   Red 

3  27.095   Orange 

4  27.145   Yellow 

5  27.195   Green 

6  27.245   Blue 

... the following obvious problem with frequencies was also in this magazine: 

 

LETTERS TO THE EDITOR 

Super-regen or Super-het Receivers for the Future!   Brian Condon 

The most difficult part about planning for the future in any hobby is convincing the people involved 

that action must be taken today in order to be assured of a bright tomorrow. 

 

The following appeal will probably involve some comment from the less financial enthusiast, "that's 

all right for him, he can afford it".  However, here goes. 

 

I feel that it is the responsibility of all experienced R/C Flyers to encourage all potential purchasers 

of Super-regen equipment to spend that little extra and buy super-het equipment for his own benefit 

and the benefit of other flyers who may wish to fly at the same time. 

Long will Super-regen receivers continue to reduce flying time for everyone?  This decision lies 

entirely in the hands of the new purchases.  If all new receivers purchased from this date forth are 

Super-het receivers, the percentage of present Super-regen operators will decrease at a steady rate 

over the next few years and therefore be less of a problem in the future than at present. 

 

All those in favour, say Aye, those not in favour buy Superhet anyhow.  When you're way up there in 

all that lift, isn't it terrific to share it with someone else before it all goes? 

 

..... and this little gem from the appropriate section: 

TECHNICAL 

Galloping Ghost "Ruddervator" - John Chidzey 



 This is a single surface actuator such as the one I used at Yalloak Vale.  The single surface is 

equivalent to the usual rudder and elevator as they are used in the galloping ghost system, and in 

simple form gives approximately equal rudder and elevator force. 

 Its advantages over conventional control surfaces are simplicity and aerodynamic balance.  

Being aerodynamically balanced it takes very little force to operate it and relies on the return spring 

for cantering.  My actuator was a 10 ohm Feruchi motor with a 9 : 1 pinion and gear, and a 

coil spring for cantering.  Operating on ± 2.5 volts, this gives full control for pulse rates of 2 to 12 

pulses/sec.  Battery drain is 40 ma in neutral, and rises to 200 ma with full on or full of modulation. 

(Apologies for not being able to include the very 'interesting' diagram that accompanied this 

article). 

 

1969 July - High Aspect Vol. 2 No 1. reflects the latest FUTABA radio gear.  

TRADES NOTES 

 Latest commercial gear comes from FUTABA.  This Digital Proportional system 

comprising four servos (FP31's), gimbal joysticks, and a special light-weight holder for pen cell 

batteries (for lightweights).  Keith Hearne has flown for two hours on this setup with no ill effects. 

(Obviously very user friendly).  Special feature of the system is the 240V (plug straight in) battery 

charger for both Rx and Tx batteries.  All this for $399. 

 

October 1969 - High Aspect Vol. 2 No. 2 reflected the following: 

 The tabulation below gives a list of additional frequencies for VARMS members who wish 

to have their crystals cut locally ( I think this was the introduction of the Half-bands and/or Split 

frequencies!) 

BAND  TRANSMITTER Mc/s RECEIVER Mc/s 

0  26.962    26.507 

1.5  -    - 

2.5  27.070    26.615 

3.5  27.120    26.665 

4.5.  27.170    26.715 

5.5  27.220    27.675 

6.5  27.275    27.730 

... these extra frequencies above brought a very obvious response in March 1970 via High Aspect 

Vol. 2 No. 3 : 

SPLIT BANDS 7 DIGITAL PROPO - John Chidzey, Safety Officer 

 I wish to inform members of a problem which has arisen in connection with the new split 

frequencies.  The problem is that of flying with digital propo., when two transmitters are only half a 

band apart. 

 Most digital transmitters in use at present put out a very "dirty" signal, i.e. their side bands 

spread out on each side of the nominal frequency of transmission, extending in most cases well into 

the range of the adjacent channels.  Just listen to one on a short wave receiver and you will see what 

I mean.  The result of this is, no matter, how selective a receiver is, it cannot completely reject the 

signal from another digital transmitter.  These side-bands become stronger the closer one goes to the 

nominal transmission frequency - wherein lies the problem for split-band operation of digital 

transmitters. 

 It is a pity that manufacturers (and the magazine designs) have not had the fore-thought to 

incorporate adequate side-band suppression into their transmitter circuits — it is easily enough 

done. 

 As more people around the world are starting to look into split-band (i.e. 25kc/s spacing 

between channels), the need for improvements in the quality of signals transmitted is becoming 

apparent, and it looks as though in the near future all commercial transmitters will be made 

compatible with split-band operation.  In the meantime, take heed and test carefully before flying 

off on adjacent channels in the split-band system. 



 VARMS may introduce a system whereby transmitters that do cause interference to other 

flyers on adjacent channels can (?? cannot, surely ??) be approved for split-band operation.  

Existing equipment may be modified to qualify for approval.  Under this system equipment that was 

not approved would not be allowed to operate if either of the adjacent bands was in use, i.e. if band 

3 1/2 was already in use, bands 3 and 4 could only be used if all equipment was approved.  As 

another example, if band 3 was already in use, bands 2 1/2 and 3 1/2 could only be operated with 

approved transmitters. 

This magazine also contained full page advertisements for; 

R.C.M. & E. Digital Proportional radios and also, 

Digitaire Services, authorised agent for Kraft equipment, with 

Riverside Hobbies advertising Futaba radio equipment, 

AND also a mention that a Buddy-Box system was available at this time for radios operating on 

different frequencies. 

Aspectivity No. 15 - August 1971 reflects the opening of The Hobby Hangar (Tony Cincotta) in 

Caulfield East and stocking Futaba & Kraft radio equipment. 

 

December 1972 - in Aspectivity 31, the Secretary Alan Villiers is reminding members to fill in their 

PMG Licence forms and return to him for bulk registration, and he states, "You must use one of the 

descriptions noted below (Radio equipment) unless you want to supply a circuit diagram: 

Commandair 5    O.S. Analog, PIXIE, TX6, TX12 DP4P 

Controlaire    Panser Model PR3 

C-Digital 4-25K   Rencom 

Classic 6 R.C.M.   R.E.P. 10 channel 

Competition 10 MKII   R.C.M. Digirio, Classic 6 

DIGIMAC 1 + 1, III   R.C.S Digifive MKII 

Digimite    Royal Americal Classic 

E.K. Logictrol    Sankyo "DIGITAL" 

F & M Digital 5   Royal Magic T279 

F & M Matada 10   Sankyo Digital 2, Digital 5 

Grundig Variaphon, Variation, Silvertone XPT-800, MKVII, DP5 

Varioprop 6    Simprop Digi-5, ECO2 MKII 

Heathkit GDA-47-1 Digital V, Super Telectrol T-271B 

GDA-19-1    Titan Tio 6 Terleadio 

Interstell    5000x/2 (UK) 

K.O. Digital DP-3B, Dp-4, DP5 World Engines Blue Max Digital 

Kraft KP2B, KP3B, KP5B, KP6B. (Futaba FT3A, 3B, 3D, 5E, 5S, & 15S  FP-22 

PCS4 and Digetrio, KP4B  (FP-2, FP-4, FP-5, FP-22, FP-33, PS-3, FPT3, 

M.A.N.    (FPT4, FP-T5, EPT-4, FP-222 

Metz "Megatron Baby"  (Ogawa OS 1AP2, 2AP2, PIXIE TX1, PIXIE TXII 

icro Avionics XL-IC, G45  PIXIE TA2 Digitron DPT-4, TX6SB TX10, TX10SB 

Min-X Powermite TT1, X6  (12SB, PIXIE 27, TA1, T8D, T10D, 

Powermite "Multichannel"  (Analog. DPT-1B, DP2, DP3, DP4. 

Pulsemite 800S 

M.K. Digital 1, 2, 3, 4, 

Orbit 6-12 

((There is no JR  (Japanese Radio) mentioned here - when did it come on the scene?)) 

 

Aspectivity 28 of Sept. 1972 featured an article "Commissioning your Keyboard", referring to the 

implementation of the Silvertone Keyboard that was first introduced early in 1971.  This keyboard 

required the 'Pilot" to go to the Keyboard and insert a key in the appropriate frequency allocation, 

rather than go to a Keyboard and "Remove" a Peg (Coloured) and attach it to his Tx aerial to be 

visible to other pilots.  At this time the keyboard was for the 27 Meg band. 



 By way of a summary, however, the system operation is as follows: 

 The P.M.G. Block frequency allocation is displayed on a 36" x 6" x 1" vertical panel.  The 

spectrum is divided to suit the existing operating frequencies.  A perspex laminate is slotted at the 

band allocations currently in use and the reservation of a frequency is achieved by the insertion of 

an appropriate key into that frequency slot in the keyboard.  Each user has his personalized key and 

may only switch on his transmitter if his key IS LOCATED in the board.  In addition a safety 

feature, which disables the transmitter can be added to this key. 

 A suitable plug is fitted to the frequency key, and when not in use the key is plugged into a 

matching socket in the Tx, thus de-energising the ON-OFF switch.  A sample plug and socket had 

been forwarded to each club to ensure the correct choice of components for any member wishing to 

fit his own interlock. 

 

Aspectivity 55 - February 1975 features a very 'up-market' set of Futaba radio equipment from 

Hobby Hangar: 

Transmitter 6 channel FP-T6EN (Proportional) with 8/450mAH Nicad batteries and includes New 

Trainer System 

Receiver 6 Channel IC FP-R6D with NR-4C 4/450mAH battery pack 

Dual Independent Ni-cad Charger FBC-2 for Tx & Rx 

4 Rotary servos - 3 x FP-S6 & 1 x FP-S6L 

Accessories - Trainer cord, Servo trays (3), servo horns, Switch harness with charging lead, Neck 

strap and frequency ribbon. 

Surprisingly, this equipment was offered on both 27 and 72 Mhz? 

(Note.  If the use of 72 Mhz was valid at this time in Australia, in later times its use was prohibited) 

Aspectivity 30 - November 1972 reflected a breakdown on the current "frequency population" 

Band  0    .5    1    1.5    2    2.5    3    3.5    4    4.5    5    5.5    6    6.5    Band 40 

No. of Users 1     0    1       2    9       4    4       4   11      3    8       0    4       2                3 

 

December 1975 - The Modellers Monthly contained the following:- 

 The MAAA Council has resolved that the following frequencies and colour coding will be 

used by all members of the MAAA. 

Band  Frequency Colour Code(Aerial) 

0.5  26.975  Black 

1.0  26.995  Brown 

1.5  27.025  Brown/Red 

2.0  27.045  Red 

2.5  27.075  Red/Orange 

3.0  27.095  Orange 

3.5  27.125  Orange/Yellow 

4.0  27.145  Yellow 

4.5  27.175  Yellow/Green 

5.0  27.195  Green 

5.5  27.225  Green/Blue 

6.0  27.255  Blue 

41.0  40.665  White/Brown 

42.0  40.680  White/Red 

43.0  40.695  White/Orange 



1983 - The following article from Aust. Radio Control Modeller, No 6, 1983, I think contains as 

much in the 'texture' of the writing as it does in historical fact regarding the growth of radio 

control, possibly owing much to the original source of the article. 

RADIO CONTROL FLYING IN THE STONE AGE  Henry F. Dagg 

Previously published in "Flight Lines", March-April 1976, Dublin, Ireland. 
 As one-time editor of "Flight Lines", I am keenly aware of the difficulties 

which my good friend Finbar Constant must now be experiencing in finding any 
material with which to separate the front cover from the back page. 
 During the mid-winter off season period I would resort to long-winded 

rambling editorials on widely ranging and totally irrelevant topics which would 
have to fill the void until the Spring would start to bring in a trickle of reports and 

articles on Club activities and contests for publication in the news sheet. 
 The present moment, therefore, would probably be a propitious one to 
prevail upon you, dear reader, an article which is unashamedly the reminiscences 

of a Pioneer Radio flyer.  Elderly readers may derive some small amusement in 
recalling similar experiences of their own, whilst younger or more recent recruits 
to our fraternity can just be thankful. 

 My first serious bout of aeromodelling was confined by circumstances to 
building and flying rubber-powered free flight models and quickly became an 

obsession with scale models of military types of the period. 
 The scale models proved to be disappointing flyers, more or less guaranteed 
to self-destruct after one flight or fewer, so that I then became the builder and 

collector of unflown free-flight rubber-powered scale model aeroplanes. 
 All this activity happened to coincide with a World War which brought in its 

train a chronic shortage of Christmas toys in the shops.  This circumstance 
afforded your correspondent, an enterprising lad of about fourteen summers, the 
unusual opportunity of selling his entire collection of "flying" models to the toy 

department of a well-known and highly respected shop in Dublin just in time for 
Christmas rush. 
 He was still counting the takings shortly after Christmas when a further 

profitable period followed and he was kept very busy indeed by the same toy 
department carrying out necessary repairs to a large proportion of the same 

collection of models, most of which appeared to have been test-flown across the 
sitting rooms of the Nation. 
 That was the year I bought a saxophone and discontinued aeromodelling.  

Which, of course is quite another story. 
 It was in 1956 that, for reasons which need not trouble us here, I resumed 
active model making and flying, after a lapse of about fourteen years. 

 In the interim, model I.C. engines had returned to the scene, and somebody 
thought that a radio controlled model aircraft was being built by someone else 

somewhere or another.  Or something. 
 A preliminary refresher course on powered free-flight machines was 
embarked upon.  I seem to recall a Keil-Kraft Slicker-Mite and two or three others 

of the same ilk, with dihedral angles at every few inches along the wings.  Also a 
semi-scale affair called a Ladybird which flew in gentle circles all afternoon long 

providing one could start the blighted "E.D. Baby" with which engine it was 
endowed. 
 One gained much valuable experience from these aeroplanes on such vital 

matters as the fixing of engines so they would stay put, and the desirability of 
proofing the finish of airframes against the ravages of their effluent not to 
mention the problems attendant upon retrieving a model after a too-successful 



flight.  I think it was, in fact, the Slicker-Mite which made off in company with a 

flock of Starlings never to be seen no more.  This experience more than anything 
else, caused a young man's thought to turn towards Radio Control in Spring. 

 The world must have been hard of hearing back in 1957, or at least 
severely bothered, because all the valves and batteries and bits and pieces we 
used for radio control seemed to have been robbed from the manufacturers of 

deaf-air devices of one sort or another, or else sold by them to the radio-ham 
trade because they didn't work. 

 The single valve receivers we built rarely did anything except look good.  
The two valvers were a bit more successful, and then someone came up with a 
design using a single soft (gas filled) valve plus two things called "transistors", 

presumably also filched from some unfortunate deaf mute. 
 The soft valve had the unhappy knack of consuming its own gas and 
requiring a change in the resistances of the receiver circuitry at regular intervals 

to compensate for the quick ageing process.  Then you had to buy a new valve 
and go back to the first set of resistors. 

 All these receivers were super-regen, single channel, carrier-wave devices of 
stark simplicity and unbelievable weight and bulk.  We swung them, hammock 
fashion by rubber bands to each corner, within the ample girth of the large high-

wing models, which we hoped they would control.  This weight was augmented by 
the necessary high tension and low tension batteries powering the receiver, plus a 

bike-lamp battery no less for triggering the escapement.  Needless to say the 
weight of the escapement usually mounted near the tail, did not help in the 
matter of achieving the desired centre of gravity. 

 I recall that when wiring up all this junk into a model, one would have to 
include for separate switches for receiver and escapement leads, a socket and 
variable resistance projecting through the fuselage side and wired into the high 

tension battery lead of the receiver for field tuning and relay setting.  The socket 
enabled a milliammeter to be plugged into the circuit through the side of the 

fuselage and a shorting jack-plug to be substituted if and when one stopped 
tuning and setting long enough to risk a flight. 
 Setting the relay contacts, the milliammeter would be used again, this time 

for tuning the receiver, a delicate operation carried out at whatever distance from 
the transmitter one noticed an absence of signal response - usually two short 

paces.  The tuning process called for thick knitting needle with chisel shaped end, 
which enabled one to screw in or score out the carbon slug in the receiver's 
tuning condenser, avoiding the unwanted conductivity which would attend the 

same process using any other types of implement.  It was usual to screw down 
the slug with a bit of rubber forced down one side to "clog" the threads and 
render the eventual tune-setting immune to engine vibration.  As always, the 

craftiness of the dedicated aeromodeller was only matched by his tenacity of 
purpose. 

 The next damn thing to tinker with was the escapement itself.  This 
mechanism of the Devil depended for successful operation upon an extremely fine 
adjustment of a gap between its release arm and its powerful solenoid.  The latter 

had an evil disposition towards residual "magnetism" as well as various 
depravities, which could set all at naught, until some genius invented a material 
called "Sellotape" which it was found could be applied to the core of the solenoid 

preventing a metal-to-metal contact.  Needless to say, too large a gap between 
solenoid and escapement release arm rendered the stupid thing insensitive to 

both signals and blandishments, and free-flight characteristics would again be 



the order of the day. 

 The repertoire of escapement misbehaviour was almost inexhaustible.  Too 
many turns wound onto its rubber motor would overload its spindle, causing it to 

jam during flight.  Always with the same disastrous results.  Then again, its 
powerful solenoid current could cause sparking at the receiver relay contacts 
until one day the coating of soot on them would stop the flow of current.  Bang.  

Someone said that a resistor and condenser of specific values wired together in 
parallel across the solenoid terminals would suppress the sparking to acceptable 

levels.  Suddenly everyone's escapement could be seen to have sprouted a 
miscellany of resistors and condensers, although I do not recall a noticeable 
reduction in casualties thereafter. 

 When it is appreciated that everyone had a super-regen carrier-wave outfit 
which would happily receive interference from everyone else's transmitter, so that 
all this ground tuning and adjusting, followed possibly by a flight, had to be done 

one person at a time, then it will be realised what superhuman patience and 
forbearance was called for at each session.  In fact, of course, it required the 

unremitting efforts of the entire club to get just one member airborne after maybe 
an hour of preliminary preparation discussion and tinkering. 
 The typical valve receiver of this period was not unnaturally, matched by a 

transmitter of similarly spartan and rudimentary design, equally prone to 
wandering off-tune due to climatic variations or sheer contrariness.  Its signalling 

arrangements however were delightfully simple and direct.  On, and off.  When 
one pressed the button it radiated a carrier wave (with any luck),  and when the 
button was released, it didn't. 

 The signal was weak, but power source requirements were massive 
consisting of one heavy 120 volt " winner" dry battery plus a low tension battery 
or accumulator similar to the sort of set-up used in "portable" commercial radio 

before the advent of transistor radios.  This load of batteries rather discouraged 
the use of hand-held transmitters, especially in view of the unwieldy antenna 

arrangements, usually eight feet length of 1/4" diameter aluminium tubing 
sprouting out of the top of the box of tricks. 
 Some of my more robust contemporaries attempted a knapsack style of 

installation, but it did nothing to assist their launching technique whilst galloping 
over rough terrain and fresh cow pats, and in the end we all settled for the 

conventional ground-based transmitter with flex and microswitch or bell-button 
signal-switch.  As wet grass was found to have a dampening effect on 
transmission, orange box plinths became a standard item of flying-field 

equipment 
 Our first radio-controlled model aircraft were all large high-wing cabin type 
designs, mostly conversions of well tried free-flight machines with oodles of cabin 

space to accommodate the miracles of modern science with which we proceeded 
to stuff them and having small hinged panels formed in their rudder trailing 

edges.  We all built "Junior Sixty" machines and some of us went on to 
"Rudderbug" and "Bootstraps" and a "Live Wire" designs as the fancy took us.  
They all had one thing in common - the desire to climb and climb and climb.  

These days, the very thought of trying to fly a model without elevator or engine 
control is enough to turn a strong man into the sort of things they go after with 
nets and strait-jackets.  We took it for granted then that it would never be 

possible to have more than one control channel, and since the aeroplanes would 
have to land themselves (when the engines ran short of fuel) without any 

flameout at touch-down, then it followed that they had to be trimmed to a very 



gentle glide-angle.  And so, with engines screaming, they would climb and climb, 

etc.  Launching such an aircraft was a spectacle verging upon low comedy, with 
all the sophistication and panache of a man setting fire to his own nose. 

 Once having completed the lengthy preliminaries and started up and 
peaked - out the "Bramco McCoy" or "E.D. Hunter" diesel engine, your intrepid 
aviator would switch everything on, and carry the screaming machine some thirty 

yards downwind of his ground based transmitter.  Turning resolutely into wind. 
He would then start to gallop back to base, getting into high gear just as he 

approached the transmitter, flinging his aircraft forward and downward, with 
dexterous "follow-through" before, hurling himself to the ground and grovelling in 
the grass for the flex connected transmitter push-button.  He would surface, 

panting, usually just in time to give an urgent rudder signal and counteract a 
disastrous banking turn which his aircraft would be sufficiently ill-advised to 
attempt at grass top level about 50 yards distant up wind.  Cheers and other 

sounds denoting encouragement would be heard at this juncture. 
 Our oldest Club member, whose free-flight escapades during the time of 

Grattan's Parliament are too well known to be repeated here, was certainly our 
most careful flyer.  During rest periods, he would even go to the lengths of 
stowing his model in the only available place of safety; underneath our V.W. van 

or mobile clubhouse.  To no avail.  Another member was demonstrating to a 
Distinguished Visitor how to land a dead-stick "Junior Sixty" at his feet, lost the 

machine in the rays of the setting sun, only to see it momentarily reappear as it 
touched down and shot beneath the clubhouse.  I seem to remember that both 
machines were written off and clubhouse not much improved. 

 But how, do I hear someone ask, did we get left rudder and right rudder by 
pushing a single push-button?  Sequence, dear boy and the use of a retentive 
memory.  It went through ones brain something like this: 

 "It is time I turned my aeroplane to the left."  "Yes indeed, positively 
urgent."  "Now if my last turn was to the right, a press-and-hold will give me left 

turn now." 
 Very true, but if, on the other hand your last turn was to the left, a press-
release-press-and-hold will be necessary to get another left turn now. 

 "I know that, but I am sure my last turn was to the right." 
 "O.K., have it your own way, but get on with it while we can still see the 

darned thing." 
 " Here goes; and press-and-hold, hey, what's it doing?" 
 "That should have been a press-release-press-and-hold, not a press-and-

hold." 
 Well I have done another press-and-hold and it has recovered from the 
spiral dive, but which way is it heading now? 

 "Downwind of course, what about a turn to the left?" 
 "Yes indeed, positively urgent; what was my last turn, left of right? 

 It will be seen that there was an unhappy element of Russian roulette 
about the simple escapement, until the day I devised my great scientific brain-
child and killed two birds with one stone.  The "stone" consisted of a clapper valve 

attached to the carburettor intake of the engine, linked up to the escapement, as 
to throttle the engine every time the escapement was in one of its two neutral 
positions.  Thus, left rudder was always press-and-hold if the engine was going 

full bore, and right rudder was always press-and-release to skip nimbly past the 
engine throttled position, but this soon became second-nature. 

 And, joy of joys, I could now shut down the power when things got sticky, 



or when battling bravely into a stiff breeze at minus two miles per hour whilst still 

climbing at the normal five hundred feet per minute. 
 Such precision of control.  Providing that the relay setting remained stable, 

the receiver and transmitter tuning wandered roughly in unison, the batteries 
held out, and the unspeakable escapement behaved itself, I could now rely upon 
landing my aeroplane at will within a few fields' distance of myself every time. 

 The "Bonner" Varicomp" Cascade type of escapement made its appearance 
at about this time.  With three of these mounted in your aeroplane and 

electrically interconnected in a suitably elaborate manner, it was possible in 
theory, to get a push-button sequence giving "left rudder", "right rudder, "up 
elevator", "down elevator" in that order, plus engine control with a quick blip on   

the button. This in turn, led to electronic think-box attachments to help people 
who had difficulty in counting up to four. 
 In practice, a 'kick-up" or "kick-down" facility of this sort was of no value at 

all, as the aircraft was quite capable of bucking around the sky without such 
complicated assistance.  The quick-blip engine throttle device had quite a vogue, 

however, and keen types could be observed striking their bell-button switches 
with a curiously vehement finger action in an effort to make the blip quick 
enough to beat the speed of their Varicomp movement and get their damned 

engines to throttle before all was lost in the distant twilight of a summer evening. 
 If, dear reader, you are visualising the flight pattern of these rudder-only 

birds as a tranquil series of turns to left and right in circles and figure eights with 
never a loop or a roll to mitigate the monotony, then you are fair and far off the 
mark. 

 Full rudder held for a reasonable space of time was calculated to provoke a 
steep and speedy spiral dive.  Once the speed had been build up in this manner, 
every aerobatic manoeuvre in the book and several that are not recorded in any 

book, could be performed with the utmost of gay abandon by the odd deft and 
timely touch on the button as the zooming aircraft proceeded on its merry way.  

In fact, once commenced, one's aeroplane frequently showed marked reluctance 
to desist from its aerobatic capers, and to resume a more sedate and decorous 
mode of proceeding. 

 In the course of just such a session, my "Rudderbug" clapped its little 
wingtips over its head and went into a terminal velocity - correction, terminal 

dive.  At about this time someone who should have known better said, "Let’s have 
a competition", and so we did - and have been doing ever since.  Our first Radio 
control event attracted a fair contingent from Cork, and a massive invasion from 

the North.  As each area had developed quite remotely from the other, the aircraft 
and radio equipment from the various centres had widely differing characteristics 
and appearances, and our first get-together was, I think, a surprise and an 

education for all. 
 The schedule was not very exacting by present-day standards including as 

it did such glories as 'manoeuvre of competitor's choice.'  For those who had not 
yet thought up a clapper valve-throttle device, the judges would assess the flight 
manoeuvres in the time honoured manner, and then adjourn for refreshments 

whilst the competitor flew around burning up his remaining tankful of fuel, 
returning to duty when sudden silence announced that the time to judge his 
landing was imminent. 

 I hope my many friends in the North will forgive me for mentioning that it 
was at our first Radio Control contest that I was familiarised with the term 

"shutt," usually uttered on a note of dejection after some particularly undeserved 



misfortune.  It was a great many years later that its meaning finally dawned upon 

me. 
 The succeeding years came and passed usually leaving behind some vast 

improvement in radio and model design.  The reliability of 'tone-modulated" radio 
compared to the original carrier wave type greatly reduced fiddling time and 
increased flying time on the field.  Then came the wonderful "reed" gear with six 

or eight or even ten channels.  Along with the reed gear came our first experience 
with electric servos.  Colossal big brutes they were, but we threw away our 

wretched escapements with a whoop and a holler.  You no longer built your own 
radio gear (except for a few die-hards) but bought tranny (hand held) and receiver 
from one manufacturer, and your servos from another, and wired them up via 

radiogram-type connector plugs - forty two solder joints, to the best of my 
recollection.  Turned up the potentiometers so that the right switches played the 
right notes on the receiver reed banks, suppressed the sparks on the servos, and 

off to the flying field. 
 Rechargeable Deac batteries appeared next, saving a small fortune in dry 

batteries followed then by simultaneous control of any right hand switch with any 
left hand one after very careful tuning. 
 Then came the fully transistorised gear, and at the same time, the change 

to superhet receivers enabling us to fly six people at a time and pity help the 
unfortunate member who turned up with a super-regen set hoping to get in a 

flight. 
 And so to the present day, and, our remarkable, reliable proportional radio 
equipment - so expensive that if it had been available twenty years ago, nobody 

would have bought it. 
 But if you should happen to observe an old milliammeter, or an oddly 
shaped knitting needle in somebody's tool box when next on your local field, be 

kind to the poor man, he has had a rough and dangerous life. 
 

 

"Re-printed courtesy of Australian Radio Control Modeller." 

 

1977 - September the following was issued by the MAAA Secretary- 

TO ALL STATES 

Re Citizen Band radio 

 A recent Telecommunication circular RB 14 lists the following spots on 27Mhz as being 

legal for C.B. use: 

R/C Model Band C. B.  Channel 

 1.5  27.025  2 

 3.0  27.095  7 

 3.5  27.125  10 

 4.5  27.175  14 

 5.0  27.195  16 

 5.5  27.225  18 

 The executive therefore considers that the bands listed above are definitely out for model 

use.  In fact, owing to the transmitting power allowed to C.B. operators (5 watts), the M.A.A.A. 

Executive recommends that in the interests of safety the 27 Mhz hand be abandoned for Radio 

Control Model flying.  (An edict was also issued by the MAAA, that the use of 27Mhz would NOT 

be permitted at the 1977/78 Nationals at Camperdown). 

 

 

 



1977 - May, from the MAAA, Federal Secretary, 

 The channels on the 29.72-30.00 Mhz Frequency Band approved by the M.A.A.A. are: 

F.M. Transmission   A.M. Transmission 

10  29.725   12  29.745 

14  29.765   16  29.785 

18  29.805   20  29.825 

22  29.845   24  29.865 

26  29/885   28  29.905 

30  29.925   32  29.945 

34  29.965   36  29.985 

 

Aspectivity 95 of September 1978 printed a list of all the 29Mhz Channel Numbers and Frequencies 

with the appropriate comment; 

       Treasurer 

 

   Ch. Freq.  Ch. Freq. 

   10 29.725  24 29.865 

   12 29.745  26 29.885 

   14 29.765  28 29.905 

   16 29.785  30 29.925 

   18 29.805  32 29.945 

   20 29.825  34 29.965 

   22 29.845  36 29.985 

 Are approved by all flying clubs in Australia so better take notice of above information. 

 

December 1972 - in Aspectivity 31, the Secretary Alan Villiers is reminding members to fill in their 

PMG Licence forms and return to him for bulk registration, and he states, "You must use one of the 

descriptions noted below (Radio equipment) unless you want to supply a circuit diagram: 

Commandair 5    O.S. Analog, PIXIE, TX6, TX12 DP4P 

Controlaire    Panser Model PR3 

C-Digital 4-25K   Rencom 

Classic 6 R.C.M.   R.E.P. 10 channel 

Competition 10 MKII   R.C.M. Digirio, Classic 6 

DIGIMAC 1 + 1, III   R.C.S Digifive MKII 

Digimite    Royal Americal Classic 

E.K. Logictrol    Sankyo "DIGITAL" 

F & M Digital 5   Royal Magic T279 

F & M Matada 10   Sankyo Digital 2, Digital 5 

Grundig Variaphon, Variation, Silvertone XPT-800, MKVII, DP5 

Varioprop 6    Simprop Digi-5, ECO2 MKII 

Heathkit GDA-47-1 Digital V, Super Telectrol T-271B 

GDA-19-1    Titan Tio 6 Terleadio 

Interstell    5000x/2 (UK) 

K.O. Digital DP-3B, Dp-4, DP5 World Engines Blue Max Digital 

Kraft KP2B, KP3B, KP5B, KP6B. (Futaba FT3A, 3B, 3D, 5E, 5S, & 15S  FP-22 

PCS4 and Digetrio, KP4B  (FP-2, FP-4, FP-5, FP-22, FP-33, PS-3, FPT3, 

M.A.N.    (FPT4, FP-T5, EPT-4, FP-222 

Metz "Megatron Baby"  (Ogawa OS 1AP2, 2AP2, PIXIE TX1, PIXIE TXII 

icro Avionics XL-IC, G45  PIXIE TA2 Digitron DPT-4, TX6SB TX10, TX10SB 

Min-X Powermite TT1, X6  (12SB, PIXIE 27, TA1, T8D, T10D, 

Powermite "Multichannel"  (Analog. DPT-1B, DP2, DP3, DP4. 

Pulsemite 800S 



M.K. Digital 1, 2, 3, 4, 

Orbit 6-12 

((There is no JR  (Japanese Radio) mentioned here - when did it come on the scene?)) 

 

Aspectivity 66 - February 1976 - one of the Editor's (Morrie Murphy) favourite stories: 

 This happened in the days of ground based transmitters - "Ground based!?  Do I hear your 

ask?"  These were valve transmitters, powered by an accumulator and vibrator unit supplying 135 

Volts.  The aerial stood some sixteen feet high and was steadied by guy wires. 

 As a matter of interest the keying switch was on the end of an extension lead, so woe betide 

the modeller who likes to wander around the paddock whilst flying. 

 At the field where this particular incident occurred, as soon as the club-members arrived and 

commenced to set up the transmitter and prepare their planes they were "greeted" by a great happy 

dog, which with great "galloping" bounds and big smiles made himself one of the crowd.  It should 

be said that his arrival was greeted with less than enthusiasm, and determined efforts were made to 

"shoo" him away, but to no avail. 

 One day the dog found need to "use a pole" as dogs will, but as none were available in the 

middle of the flying field, he was quite happy to make do with the transmitter aerial and the 

exposed vibrator unit. 

 "Hoy!", shouted a member noticing what was happening - but he was too late!  At that 

instant 135 volts went straight to earth- straight through the dog.  It was said he shot straight up - six 

feet - every hair erect, looking like Pluto in a Disney cartoon, then took off in a frenzy of ear 

splitting yelps - he never visited the club again. 

 
 As the word Silvertone is about to be introduced, it seems relevant to first provide some 

history on this company from their website, and their involvement and impact on the modelling 

scene in Australia. 

 

 
  

 John Marquette established Silvertone Electronics in Australia in 1958.  John’s 
company, Advance radio Control, produced Silvertone single channel valve equipment and 
later multi channel reed equipment, again using valves.  In 1963 Bob Young purchased the 
Silvertone radio manufacturing section and established Silvertone Electronics.  Thus 
Silvertone may be considered the pioneers of radio control in Australia.  From single 
channel valve super-regenerative receivers to 24 channel solid state superheterodyne 
digital proportional receivers has been a giant step and Silvertone has gathered a wealth 
of experience in the process. 
 Amongst our list of Australian firsts are included the first commercial production of 
R/C gear which included single channel and reed, valve and transistor transmitter and 
receivers.  In 1966 we produced the first Australian designed and built digital proportional 
system, Silvertone Mark 1. 
 In 1969 we introduced the Silvertone Mark VII system, a very advanced system for 
its time.  It was the first Australian R/C system to be written up in International magazines.  
The Mark VII was particularly well received in the USA, receiving an excellent review in 
RCM magazine.  The Mark VII was the first Australian R/C system to feature narrow band 
spacing, frequency interlock and dual control.  The Mark VII ushered in a new era in 
Australian R/C operations.  The narrow band feature presented clubs with some 
interesting problems and opportunities which they had never encountered before. 
 From a club point of view, the introduction of narrow band operations (from 50kHz 



down to 15kHz, increasing available frequencies from 6 to 18 frequency slots), completely 
revolutionised club R/C operations in Australia.  The first problem was how to take 
advantage of the narrow band feature of the Mark VII, whilst maintaining safe operati0on 
for older and wider (40-50kHz) systems.  The old peg-on-transmitter system proved to be 
totally inadequate and actually unsafe in this situation. 
 Silvertone’s answer to this dilemma was to develop the Silvertone Keyboard, a 
device that can safely control the simultaneous use of radio control systems of differing 
bandwidths.  The Silvertone keyboard is to this day still used in almost every R/C club in 
Australia and has since been declared the Australian National Standard Frequency Control 
System.  All MAAA sanctioned contests must use the Silvertone keyboard as the 
frequency control system.  It is still to our knowledge the only variable bandwidth 
frequency control system available on the world market. 
 The development of the Keyboard in turn led directly to the concept of frequency 
interlock to prevent accidental shoot-downs from transmitters left on in the pits.  As each 
transmitter has its own key in this system, the logical extension is to use that key to turn off 
the transmitter when the key is not in the Keyboard.  Thus by plugging the key into the 
transmitter, power is removed from the electronics, thereby rendering the transmitter 
completely safe whilst in the transmitter pound.  All Silvertone transmitters built since 1969 
have featured Frequency Interlock. 
 In 1973 we began to investigate the use of R/C aircraft in military training 
applications.  To this end we began the development of all fibreglass aircraft, such as the 
Silvertone Stingray shown below.  This was intended as a proof of technology aircraft for a 
later. larger delta aircraft built for De Havilland Aircraft Australia.  Silvertone supplied the 
glass airframes for this project. 
 Many Stingrays were sold to modellers throughout Australia.  At the same time 
production commenced on the Silvertone Weightlifter RPV, designed as one components 
of a company funded missile training system.  Many of these were sold to various 
Government departments performing a variety of chores including atmospheric sampling, 
missile training, weapons testing etc. 
 A series of small foam delta disposal target aircraft were also built in this period and 
used for small arms air-defence love-fire training.  The final aircraft in this series was a 60 
powered, live-fire target/trainer supplies to the Australian Army.  All of the projects were 
the first of their kind in this country. 
 We also pioneered such concepts as the first commercial model flying school.  This 
scheme evolved into the RCAS (NSW State) instructors training system before finally 
growing into the Model Aeronautical Association of Australia (MAAA) National flight 
Training system.  We also fostered many records, helping Silvertone customers to 
establish records that stood for many years. 
 Along the way such projects as radio control full size cars and trucks, machines, 
target RPV’s, movie robots, radio controlled buildings etc. have provided interesting 
diversions and added to our store of knowledge and experience. 
 However our first love has always been the radio control of model aircraft and now 
we have turned this wealth of age-old experience towards creating an absolutely unique 
radio control system, the Silvertone Mark 22.  The Mark 22 has grown into something 
more exciting than we originally planned.  The modular concept has virtually no limits and 
we are continuing to add new modules as time passed.  The latest module is a dual control 
transmitter back.  Thus fitting dual control to an existing transmitter is now merely a matter 
purchasing a new back panel and plugging he leads onto the appropriate pins on the 
encoder PCB.  System upgrades will be easy to fit and relatively inexpensive, thus the 
Mark 22 with its robust construction, ease of maintenance and upgrade capacity will serve 
its owners well into the 21st century. 
 All Mark 22 transmitters and receivers are now rated for 10kHz operation in 



preparation for the introduction of this frequency spacing in early 2002, thereby 
maintaining the long tradition of being in the forefront of developments in narrow band 
operations in Australia. 

 

 

1978 -Silvertone advertising in modelling magazines provides prices for: 

2 CH 2 SERVO DRY CELL through to 

8 CH 4 SERVO RECHARCHABLE and also 

9-24 CH 

All available on frequency bands of 27 - 29 - 40 Mhz  (First mention of 29 & 40 Meg bands) 

DUAL RATE OPTION (at a quoted price of $29.50 per channel) 

Silvertone also advertised a 4-8 Multicycler which was capable of "Dual independent charging and 

cycling of Receiver and Transmitter". 

 

The following statement was part of this Silvertone advertisement: 

 "It is now 20 years since the first Silvertone Single channel equipment appeared on the 

Australian market, and we are especially proud of the fact that all of the above items are original 

Australian designs, developed by professional engineers to meet Australian service requirements". 

 

Airborne Magazine Number 45 - June 1981 contained the following which is of great relevance. 

R. C. FREQUENCY CONTROL 

Notes based on discussion by Bob Young 

INTRODUCTION 

 It was interesting to see Bill Northrop's comments in the September 1980 edition of Model 

Builder (RC World, p 10) where he described the clothes-peg system of frequency control, where 

there is a colour coded or numbered peg for each frequency spot, and, at the field, claiming the peg 

from the frequency control board would give permission to use that frequency spot.  While the clip 

was gone, no other flyer on that spot should switch on.  Bill points out that the Delaware club 

developed the idea, and he published it in MAN in early 1965. 

 He then goes on to point out that there has been a continual problem with this system of 

disappearing clothes pegs.  To get around this problem, Bill proposes that instead of the frequency 

peg being claimed from the frequency control board, the peg should be provided by the flyer and 

clipped on to the control board in its correct spot so that no other flyer can use that spot until the 

peg is removed.  Bill's ingenuity is also shown in the title he gives the idea, that of "Reverse 

Clothespin Frequency Control System". 

 The principle involved in the Northrop RCFCS was used in the Silvertone keyboard as 

explained in the very first issues of AIRBORNE, but in a more sophisticated manner.  Instead of 

clothes pegs being used, specially shaped plastic keys were slotted into a board made of laminated 

perspex.  The board has a slot for each frequency spot in the band, and any spot was claimed by 

inserting a key in the appropriate slot.  The width of the key was matched to the bandwidth of the 

Tx-Rx using the spot, and so prevented adjacent spots that may have suffered from interference 

from being claimed until the Tx was switched off and its key withdrawn by the flyer. 

 

EARLY DEVELOPMENTS 

 Radio Control, as we know it, evolved on the West Coast of America and due to the F.C.C. 

ruling in force in those days, all equipment was built to operate on the original 6 spot frequencies, 

spaced 50 KHz apart.  As a result of this 50 KHz spacing became THE spacing and nobody gave 

much thought to spacing less than this.  However, with the continual growth of RC; the necessity 

for more frequencies developed. 

 As our P.M.G. (Post Master General's Department, forerunner to Telstra) allocation 

allowed the use of AS MANY frequencies as possible within the band 26.960 - 27.280 MHz, 

investigation was undertaken at Silvertone on the possibility of narrow band spacings.  This gave 



rise to a system of 15 KHz spacings, allowing 22 transmitters to be operated simultaneously.  This 

worked well in practice, but frequency control was a problem because of the wide variations of 

bandwidths in old and new sets.  Control was made possible by use of the keyboard. 

 For those members of the RC fraternity not already familiar with the Silvertone Keyboard, a 

brief description is necessary. 

 The Keyboard is a visual display Frequency Control System, based on the variable 

bandwidth concept.  The board is laid out in such a manner that 1 inch represents 10 KHz.  Slots in 

appropriate places allow keys of various widths to be plugged in, to reserve the bandwidth required, 

permitting safe flying without interference from adjacent transmitters. 

 Development stopped in this area for many years, until finally, pressures from the modellers 

themselves, forced the adoption of the 20-30 KHz spacing which worked successfully right up until 

the 29 MHz allocation became available.  With the adoption of the 29 MHz system came the 

peculiar 40 KHz ruling, a ruling that staggered all technical people, who by that time, had become 

very much at home with 20Khz.  All the high quality sets could cope quite nicely with this spacing 

and, as history has recorded, the narrow bands were benefit to all. 

 All this took place in 1969 to 1970 when radio sets were nowhere near as developed as 

today's (1981) equipment).  Yet today we are limited to seven frequencies despite the fact that we 

have our own exclusive band.  In the frequency band on 27 MHz we could operate up to twenty two 

transmitters with complete safety, as proven by operations in all states of Australia involving many 

different brands of radios operated by flyers of different temperaments.  Despite all of this 

background in 27 MHz, the current system was evolved. Many modellers are upset by the existing 

frequency control and allocation.  Add to this worries caused by trying to fit in F.M. equipment, and 

it is easy to see why requests for a solution are arriving from members of the RC trade.  A revised 

version of the Silvertone Keyboard is now needed. 

 

RECENT DEVELOPMENTS 

 Since the original Keyboard articles published in AIRBORNE No. 1 and 2, much has 

happened in the RC field.  History has recorded the advantages of narrow frequency spacings, as 

well as the safety of such operations, as long as adequate safety precautions were enforced.  

Silvertone is proud of the fact that much of the pioneer work was adopted and now routine to all 

experienced RC flyers.  Whilst the original full keyboard was never used in full scale operations 

throughout Australia, several clubs proved the advantages of the system in club usage.  The longest 

of these experiments ran for nearly two years, and it was common to see 10-16 keys in the board at 

any one time, a situation nearing the ideal of each club member having his own personal frequency. 

 It must be pointed out here that the whole aim of multiple operations is not to get 22 or more 

aircraft into the air at once, but to move closer to this ideal situation of each club member having his 

own personal frequency.  This gives complete freedom to each member and eliminates the danger 

of frequency accidents.  In practice, what actually happens is that of the 16 Tx in operation at any 

one time, 5 or 6 will be flying and the others will be engaged in the many activities that require 

attention prior to flying.  The nett result of this is that the amount of friction in busy clubs over 

frequency crowding is greatly reduced.  We are all familiar with the modeller who will blame 

interference for every disaster that overtakes him. 

 The fear of interference sets up serious psychological tension in most RC flyers, because in 

common with all humans, the poorly understood, unseen menace is the kind of problem that we all 

fear most.  Particularly, when, as in some cases the imminent destruction of a $1,000 model is 

involved.  This tension then, in turn influences people when decisions need to be made in the very 

complex and poorly understood area of frequency control..  The natural outcome is the position we 

have today, where despite the fact that A.M. sets operated for many years using 20 KHz separation 

on the old 27 MHz allocation, we were forced to take a giant leap backwards to 40 MHz spacing, 

when the new 29 MHz allocation came in.  This has resulted in a situation where, despite the great 

technical advances made in RC equipment, the average modeller is worse off now, as in regards 

frequency crowding, than he was in 1969, when some progressive clubs using the full keyboard 



system, were operating successfully on 15 KHz spacing, allowing the possibility of operating 22 

transmitters as against our present 7 spots. 

 Owners of older equipment, are being placed at a disadvantage by the new equipment, and 

owners of the new equipment are being prevented from making full use of their usually more 

expensive equipment generally purchased with the aim of taking full advantage of the very features 

denied to them by restrictive policies. 

 Having recently lost one frequency allocation we run the very serious risk of other services 

being allocated spots in our band, if we do not demonstrate to the P.M.G. that we are utilizing our 

frequencies to the fullest extent. 

 

THE MARK 2 KEYBOARD 

 This now brings us to the Silvertone Keyboard MK II.  The original system was devised to 

allow free and completely safe intermixing of old and new sets having bandwidths of from 10-15-

20-25 to 50 Khz.  The original Keyboard had 57 slots spaced in such a way that all known 

frequency spacing systems were catered for.  Thus the system was very democratic in operation, 

and allowed club members full use of the existing equipment with no restrictions. 

 Having discussed matter with most overseas radio manufacturers the major problem is the 

Receiver, rather than the Transmitter.  The Tx can be fairly modified to reduce band width but not 

the Rx. Therefore all radio systems i.e. Tx and Rx, should be checked by reputable sources and a 

sticker fixed to show bandwidth capability.  The Tx is O.K. for 20 KHz and the Rx for 40Khz - then 

this set will get a 40 Khz sticker. 

 We still have to cope with sets having widely divergent bandwidths, a situation that we have 

always had, and always will have, for when the 5 Khz sets arrive the old 10 Khz sets will then be 

the nuisance.  the 10-20-40 spacing is ideal, it being a very poor set that will not operate on 30 Khz.  

In 1969 we ran tests on hundreds of sets, and even then we considered that 30 Khz was the worst-

case condition, and that keys wider than 3 in. were unnecessary. 

 Having now established the general principles involved, we will move on to the description 

of operation.  The MK II keyboard consists of a baseboard covered with 3 layers of clear perspex.  

The base is painted with the frequency numbers and colours if required.  Each number is 1" apart to 

cover the frequency range 29.725 - 29.995 MHz.  The sheet of perspex closest to the base is slotted 

to accept the spine on the back of the key.  A 1/8" in. spacer is inserted between the slotted sheet 

and the cover sheet, thus leaving a 1/8 in. space into which the keys may be inserted.  The keys are 

moulded in A.B.S. plastic and come in three widths, 1, 2 and 4 inches. 

 

PRACTICAL FREQUENCY CONTROL 

 In operation we now have a frequency control system which gives free access to all 

frequencies allocated, and all that remains is for the flyer to reserve the smallest portion of the 

allocation required for his safe operation, thus leaving the maximum number of frequencies for the 

use of other flyers.  Consequently if we insert a 1" key we leave 26 slots open for use.  Compare 

this to the existing system, and it is easy to see just how much more efficient the Keyboard concept 

is.  Obviously it makes no difference if the set is A.M. or F.M. as long as the bandwidth is known.  

All sets are free to use any frequency available.  With all sets now fitted with plug-in crystals, this 

should mean an end to frequency crowding.  Whilst on the subject of key width, there is one more 

benefit and that is that a club member is free to use a wider key if they feel uncomfortable on any 

spacing.  This does reduce the benefit of the keyboard somewhat, but it is in keeping with the 

democratic nature of the system, wherein people are free to choose the safety margin they are happy 

with. 

 In order to achieve maximum utilization of the frequencies available, it is a good idea to 

group the sets in each club on a bandwidth basis.  That is all of the 10 Khz sets should be grouped 

between bands 10-16 for example.  This ensures that there is as little wasted space between keys as 

possible.  A sheet of graph paper, and 5 minutes work will soon drive this point home.  We can now 

formulate a set of general rules for the use of keyboards at club level; Club to appoint a Frequency 



Control Officer. Where possible frequencies should be allocated on a bandwidth basis.  Sets to be 

tested for bandwidth.  Appropriate key to be used in each frequency spot.  All pilots to stand in the 

designated area when flying.  Pits to be as close to the pilots as possible.  No transmitters to be 

operated outside of these areas.  All transmitters to be impounded when not in use. 

 In conclusion I feel that I must point out that while the Keyboard has many advantages it is 

not the ultimate frequency control system, it has disadvantages as well, amongst which the issuing 

of keys and the constant problem of people forgetting to bring them to the field, organising of 

visitor’s days etc.  However, it is one of the few systems than cope with the variable bandwidth 

control problem, and for that reason alone we must learn to organise around the other problems (for 

we will never be free of the problems of variable bandwidth) if we are genuinely interested in 

fostering the growth and well-being of the RC hobbies. 

"Reprinted with kind permission of Airborne Magazine". 

 

VMAA Update (Newsletter) of December 1996 contained the following item on Keyboards: 

A BRIEF HISTORY OF THE KEYBOARD 

The keyboard system concept was the brain child of Bob Young of Silvertone  

Electronics around 1970. At that time we were operating on 27 Meg. - 6 spots, 40 KHz apart.  With 

the advancement in R/C technology we soon had 20 KHz equipment, this was a giant leap forward 

for R/c systems since it meant the 6 channel limitation on 27 Meg. went to 12. At that time 

frequency control was by the use of coloured pegs (clothes pegs) clipped to your T/X antennae.  

The rule of the field was "no peg no fly".  But fliers used to bring along "spare pegs" and the 

inevitable would and did happen, two "spare pegs" in use at the same time equalled disaster. 

 As well as its other limitations, the peg system could not manage the then new requirement 

for simultaneous operation of 40 KHz and 27KHz systems at the 20 KHz spacing.  Bob Young at 

great personal effort and expense, developed the concept of the keyboard system.  This overcame 

all the shortcomings of the peg system.  His next and what turned out to be a greater task was 

gaining the modelling fraternity's acceptance of the keyboard concept. 

 With the MAAA's standardisation of the keyboard in 1982, we now do not have a problem 

with the implementation of the new frequency allocations. 

 In handling bandwidth control, the keyboard utilises the width of the frequency key as a 

measure of the R/C systems bandwidth requirements.  The broader the system bandwidth the wider 

the key.  In the early days 40KHz systems had 100mm keys, 30KHz had 75mm & 20KHz had 

50mm keys. 

 This meant that if the keyboard slots are at 20KHz spacing (50mm) then a 40KHz key could 

not be inserted in a frequency slot where the adjacent channel was already occupied by a 20Khz 

key.  Now we are faced with the control of 20KHz bandwidth systems in a frequency spectrum 

having frequency allocations at 10KHz spacing. 

 Now with the new system if a flyer has inserted his key into the slot provided for one of the 

new channels e.g. 630, if flyers 629 or 631 try to insert their keys into the keyboard they will be 

blocked out by 630.  The keyboard will ensure that no two 20KHz sets can be operated with less 

than 20KHz frequency spacing between them. 

(NOTE: As at 2001 VARMS prohibits the use of 'even' numbered frequencies as their use is in a 

minority, blocks out "two" of the more commonly used 'odd' numbered frequencies and the fact that 

10KHz spacing between frequencies if still a long way from being a workable reality). 

 

Asp. 97/November 1978 contains a report that the P.M.G. (R/C Radio licensing Authority) and 

VARMS's Insurance Company will no longer recognise 27Mhz as a legal R/C frequency and is no 

longer permitted at VARMS competitions or flying sites. 

 

1983 - January - MAAA advises the release of 6 NEW frequencies for RC modelling, being: 

36.050  36.150  36.250  36.350  36.450  36.550 

 



Date unknown  (Poss 2000), MAAA/VMAA decrees new frequencies available on the 36 

Mhz band, being the 'Even" frequencies as well as the 'Odd' frequencies already in existence.  

Currently it is not feasible for an adjacent Odd and Even frequency to work at the same time as the 

separation is only 10Khz in lieu of the usual 20 Khz.  It is not likely that both Transmitters will be 

able to operate within the 10 Khz separation.  Also, it extends the already problematical risk of '3rd 

Order Modulation' interference over a wider range of frequencies as with the odd frequencies, the 

top 7 are 'tied' to the bottom 7 frequencies on some keyboards to prevent this interference occurring. 

 

March 2003 VMAA issues MAAA directives to all clubs relating to: 

 1. Policy on Frequency Synthesised Equipment 

The MAAA has laid down guidelines/operating procedures in the use and testing of this type of 

equipment that has the ability to select any of a range of frequencies from within the equipment 

itself, rather than using a range of crystals to select one specific frequency only. 

 2. Policy on 27 Mhz Equipment (& general use of this frequency band) 

The 27 Mhz band is now a valid entity again, its use at all fields is OPTIONAL and at club 

discretion for its use in conjunction with R/C model aircraft with the following restrictions: 

(a) This approval only applies to model aircraft that are electric powered weighing no more than 

500g and having a power source of no more than 9 volts. 

(b) The only approved model frequencies are those that are not used by CB radio.  These are:- 

 Channel 1 26.996  Channel 4 27.145 

 Channel 2 27.045  Channel 5 27.195 

 Channel 3 27.095  Channel 6 is expressly forbidden. 

 3. Frequency Directive (relating to 40, 20 and 10 Khz separation) 

This Directive controls the Operational use and Testing of equipments appropriate to the various 

bandwidths.  The Directive is very specific in stating that a 'New' metric Silvertone keyboard is 

mandatory if 10 Khz bandwidth operation is permitted at a club field.  Extremely stringent testing is 

required to equipment operating at 10 Khz bandwidth and is to be carried out on an annual basis. 

(Obviously full 10 Khz separation is desirable in the future to enable full use of the 36 Mhz band, 

i.e. Odd and Even frequencies together across the entire band.) 

 

36 Mhz Band (Odd frequencies only) 

36.050 to 36.550 first noted in 1982/83 - 601, 603, 657 and 659 came along later 

Note: The Frequency or Channel identifier is arrived at by dropping the First and Last Digits of 

each frequency, being the 3 & 0, with the remaining three digits being the channel identifier.  

36.010 becomes 601 etc. 

The first 7 channels and the last 7 (in brackets) may cause each other some level of "Harmonic" or 

3rd Order Modulation interference and are linked together on many club Keyboards. 

36.010    (647)  36.210  36.410 

36.030    (649)  36.230  36.413 

36.050    (651)  36.250  36.415 

36.070    (653)  36.270  36.417* 

36.090    (655)  36.290  36.419* 

36.110    (657)  36.310  36.510* 

36.130    (659)  36.330  36.530* 

36.150   36.350  36.550* 

36.170   36.370  36.570* 

36.190   36.390  36.590* 

WARNING – Whilst the advent of computerised radio equipment has been a great 

boon to all modellers, another dramatic improvement in communications is rearing its ugly 
head as a severe threat, Mobile Phones!!  Mobile phones have been known to corrupt the 



memories of computerised transmitters when used within 1 or 2 meters of them, especially 
the relatively new transmitters with a Frequency Synthesizing capability.  Most clubs have 
banned the use of mobile phones on the flight line and in the pits or anywhere in close 
proximity to an active transmitter. 

 
JUST TO JOT DOWN A FEW THINGS THAT THE MOST UP-TO-DATE TX'S HAVE! 

PCM noted with Futaba in 1984, JR in 1986 and Aristocraft/Hitec in 1988 

General. 

Model Memory(3 - 100)   Model Memory retains control settings for specific models 

3 Modes (Heli, Glider, Fixed wing) Functions specific to each style of aircraft 

Model Naming   7 character Model name can be used 

Model copy    Similar models can copy settings to another model Memory 

Sub Trims    Internal trimming of all controls 

In Flight Timer & Alarm  Tx flight Timer with screen & audio alarm 

Low Tx Battery Warning  Audio alarm for low Tx Battery 

End Point Adj. All channels  Finite travel adjustment for All channels 

All Channel Servo Reversing  Reversal of directional travel all servos 

Dual Rates Ch. 1, 2 & 4  Settings for Dual Rates (Hi & Low) on specified channels 

Exponential, Ch. 1, 2 & 4  Specific setting for Exponential on specified channels 

Data Reset to Defaults  Any memory can be reset to factory default settings 

Trainer Jack & Switch  Tx has Buddy-box capability via a spring-loaded switch 

Throttle cut switch   Push-button reduces throttle to idle 

Auto Engine cut switch  Push-button engine cut-off 

Engine Hold    Reverts throttle to preset or default setting 

Pre-set Mixes    Pre-set mixing configurations 

Digital trims    Push-button trim rather than manual slide trims 

Shift Selectable Receivers are either Positive or Negative depending of the 

maker – this possibly means that the use of EITHER type of 

Receiver can be selected 

 

AIRCRAFT 
Landing mix    Variable flap with throttle operation 

Flap trim adjust   Finite adjustment of flap)Knob) 

Elevator-Flap mix   Ratio of flap to elevator operation 

Aileron Rudder Mix   Coupling of Rudder to Aileron - variable 

Elevon mix    Elevator/Aileron mixing for Delta's/Flying Wings 

V-Tail mix    Pre-mix for V-tail aircraft 

Flaperon mix    Mixing of Flap to act as an Aileron 

Flaperon Differential   Differential setting for above 

 

HELICOPTER 
Throttle cut - Throttle Hold  Pre-set setting for Throttle use 

Rudder-Throttle Mix   Variable settings for a pre-mix 

2 Idle up 1. Throttle Hold  Variable throttle operation 

5 Point Throttle curve   Throttle control 

5 Point Pitch curve   Rotor Pitch variations 

Gyro Gain Adjust   Gyro operation 

Revolution Mix   Mixes Tail rotor/Throttle/Collective function to counter torque 

Hovering Pitch Knob   Same as for Hovering Throttle knob 

Engine Lock Switch   CHECK 

Swash Mode Mix   Set for Standard Heli, or 90°, 120° or 180°  

 



GLIDER 
(2 servo wing mode)   Following to suit wings with separate aileron operation 

Camber Mix    Variable camber setting for Ailerons/Flap 

Flaperon Differential   Differential for flaps used as ailerons 

V-Tail Mix    Pre-mix for V-Tail operation 

Elevator-Flap Mix   Mix to produce "snap flap' for Pylon racing 

Aileron-Rudder Mix   Pre-mix coupling - more finite thermalling control 

Flap-Aileron Coupling  Coupling Flap/Aileron for camber variations/launching 

Flap-Elevator Coupling  Elevator compensation during use of Flap 

Flap-Aileron Trim   Trim knob for flap/aileron 

(4 Servo wing mode)   Separate servo for each Flap and Aileron 

Same as above plus:-    

Crow Mix    Normally, down flap-Up Aileron for Landing mode 

Aileron-Dual Flap Trim  Trim knob for both flaps 

Aileron-Dual Flap Coupling  Percentage coupling of Ailerons to flaps (Crow) 

Dual flap-Aileron Trim  Trim knob for above 

Aileron-Flap Coupling  Percentage of Flap coupled to Aileron (Flaperons) 

 

The following article written by Ian Roach is extracted from the LSF Newsletter No. 1 of 2004-05. 

“Lomcovak’s Logger” 
(Whilst this item is not strictly ‘radio gear’ as such, it does demonstrate a remarkable 

development for model aircraft). 

 I recall that, several decades ago when I was involved in full size soaring, we would carry in 

our gliders, a barograph that was about the size of a shoebox.  The purpose of the barograph was to 

graph the altitude of the glider against time.  This record could then be used in verifying the 

duration of a flight, or the height gained for competition or record purposes, or for achievement 

badge claims. 

 The graph was recorded on an aluminium foil coated with soot from a smoky flame by a 

sharp stylus whose position was controlled by an altimeter.  The foil was wrapped around a cylinder 

that rotated at a constant rate, powered by clockwork.  At the end of the day, if any worthwhile 

flights had been made, a club official would write the details on the face of the foil, and date and 

sign it, taking care not to smudge the surface.  The foil would then be sprayed with varnish to make 

the record permanent.  If nothing worth preserving for posterity occurred, the foil would be smoked 

up and used again.  No doubt the full size soaring people have devised better ways of achieving this 

by now. 

 Roman Vojtech of the Czech Republic has developed a barograph for use in model gliders.  

It is about the size of the top joint of your thumb, yet it performs all the functions of the ancient 

instrument described above, and with much less fuss.  Originally called “Lomcovak’s Logger”, or 

“LoLo” for short, the current version is known as “Alti2” or “LoLo2”.  The LoLo’s dimensions are 

38 x 18 x 13mm and it weighs just 9g and derives it power from the receiver battery.  You simply 

plug the lead into a spare receiver servo socket.  As it draws only about 15mA, battery life will be 

hardly affected. 

 Of course LoLo2 records its data in digital form.  Each unit has four selectable sampling 

rates, 0.1, 0.2, 0.5, and 1.0 seconds.  Alternatively it can be supplied with sampling rates of 0.2, 1, 

0, 2.0 and 6.0 seconds.  The internal memory capacity of LoLo2 is 8180 records, equivalent to 136 

minutes at a sampling interval of one second.  A higher capacity version, the LoLo2BF is available.  

It has four times as much memory as the standard version. 

 The data is downloaded to a computer via a serial port using a cable that is supplied with the 

unit.  Once in the computer the data is analysed using Microsoft Excel.  Roman supplies an Excel 

macro to do this analysis but, as most computer users are very familiar with Excel, it should be easy 

to perform additional analyses if you wish to.  At the time of writing the standard version of the 

LoLo2 costs EUR135, delivered worldwide.  This is about AUD230 at the current exchange rates, 



so, while it is not a throw away toy, it is relatively inexpensive, less than the cost of two good wing 

servos. 

 Though using the LoLo2 in general flying could be a lot of fun, it is most likely to appeal to 

those who fly high performance gliders, and want to get them operating as well as they can.  Roman 

Vojtech has himself used the original LoLo to optimise the launch flap settings on his New Sting 

F3B/F3F model.  He performed a number of launches with different flap settings and used the LoLo 

to determine which gave the highest launch.  Interestingly, he gave reports that a flap deflection of 6 

to 7mm gave the best results.  This is somewhat less than I, and I think many others use. 

 Australia’s F3J team for the World championships is using the LoLo for similar purposes.  It 

can be used to analyse not only flap settings, but other aspects of launch technique, such as the 

position at which the zoom is started, and the depth of the dive before the zoom.  For F3J the height 

gained is not the only criteria for a good launch.  Time on the line is also important, as every second 

on the line in F3J is, potentially, a second less on the flight score.  The LoLo should be very helpful 

in developing the optimum launch settings and technique.  An accompanying graph is for a flight 

made in an open class thermal event.  The horizontal scale is time, and the vertical scale is altitude.  

The rapid climb at the start of the trace is the winch launch.  The apparent pause in the middle of the 

launch is a result of the “swerve” technique being used in a strong cross wind.  After release from 

the line the model encountered a very strong thermal and climbed steadily for several minutes.  

Finally, to get back on the ground for the ten minute target flight time, a rapid descent was made in 

two stages. 

 Now I know you are wondering why this device is called “Lomcovak’s Logger”.  To tell the 

truth I don’t know.  But my guess is that Roman’s nickname is “Lomcovak”.  The Lomcovak is a 

particularly violent aerobatic manoeuvre that was first performed by Czech pilots half a century 

ago, but is now part of the standard repertoire.  According to my sources it means something like 

“ultra-violent shaker”, but, like most translations, it is more expressive in the original language.  

Another translation is “I have drunk too much plum brandy and my gyros have toppled”.  Whether 

Roman acquired this nickname, if indeed it is his nickname, as a result of his prowess at aerobatics, 

or with the brandy bottle, I cannot say. 
 

 

 

(There was in fact no graph with this article; however, several graphs from a similar article are 

shown). 

 



2005 – Radio Equipment – The state of the Art 

We have: 

Basic 2 Channel radio from several manufacturers – Hitec & Sanwa 

3 Channel receivers with PCM 

5 Channel Computer Transmitters with 4 model memory 

6 & 7 Channel equipment with Heli/Aircraft/Glider PPM & PCM multi use capability 

10 Channel Transmitters, 20 model memory, PCM variable, 

and, much much more. 

 

2006 – Frequency Synthesised Radio equipment. 

 This type of equipment has a transmitter that operates on one basic crystal in the entire 36 

Mhz range, and has the ability to be programmed to any specific frequency in the range, 

automatically re-tuning the receiver to the selected Transmitter frequency, all prior to actually 

flying and with complete safety to all other users on the 36Mhz band.  With this operation, the user 

actually selects a vacant frequency from the frequency board and places his own key in the vacant 

slot when his equipment is activated.  Equipments utilising the frequency synthesising system still 

need to be certified by testing the top, middle and bottom frequencies of the range.  

 

 2.4 Ghz Frequency equipment. 

 Equipment on this frequency band operates on a “Collision avoidance” system, meaning that 

it will automatically select an unused frequency in the range each time it is turned on and used.  The 

frequency selected each time will not necessarily be the same one as it may then be in use, if so; 

another vacant frequency is then selected.  A frequency board is still used with this system and each 

user’s key should display his name with a maximum of 10 frequencies or equipments in use at any 

one time.   Equipments operating in the 2.4Ghz range are required to have a C-Tick compliance 

mark for Australian use, and are NOT required to undergo the usual certification requirements. 

Although the frequencies being used at any given time are not known, the system still requires the 

use of a Keyboard to limit the number of users to 10 as an initial precautionary measure. 

 

2007 – 2.4 Ghz Equipment. 

 In addition to the above initial statement regarding 2.4 Ghz equipment, the MAAA has also 

released the following information indicating further developments in this field. 

 

 The Spektrum DSM system, after switching on looks for two frequency channels that are 

not in use from within the whole of the band.  When it finds two channels it starts to transmit on 

these frequencies.  The receivers (two) then lock onto them and the link is established.  If it does not 

find two clear frequencies then the transmitter does not radiate and the complete receiver system is 

locked out and control is not possible.  The system uses at least two separate receivers and antennas 

to provide alternate radio paths to improve the robustness of the link.  Once locked on, the 

equipment operates on these frequencies no matter what external effects are present until it is 

switched off.  The next time it is switched on, the equipment goes through the same process and 

may well select different frequencies. 

 

 The Futaba FASST system uses a totally different operating concept.  It does not consider 

what any other equipment operating in the band is doing.  This system changes frequency very 

rapidly and in less than a second will have operated several times on every part of the available 2.4 

Ghz frequency band.  The receiver tracks the changes of the transmitter frequency so it maintains 

what appears to the user as a continuous signal.  It uses two antennas at the receiver and the receiver 

uses the better of the two signals by monitoring what is happening on both.  Every FASST set 

operating will be hopping across the same frequencies in what is called a pseudo random basis.  Of 

course at times it will hop onto a frequency which being used, either by another FASST equipment 

or any other type of equipment. 



 

 The Xtreme Power Systems technology, XtremeLink, is different again.  In some ways it 

is similar to the DSM systems in that upon switching on it looks at the specific frequencies on 

which it operates to determine the best one available.  It then transmits on this single frequency.  

The big difference between this and the other systems described in this article, is that it monitors the 

performance of the radio link.  This is achieved by having a combination transmitter/receiver in 

both the ground unit and in the airborne unit on the model.  If the signal quality deteriorates to the 

point where the link might become marginal, for whatever reason – internal or external, the system 

changes to another frequency, if one is available. that will provide better communication at that 

point in time. 

At August 2013 there are currently 25  2.4Ghz systems permitted by the MAAA. 

First Person View 

2009 - Another innovation to be utilised by the modelling fraternity is First Person View (FPV). 

This system literally puts the modeller in the cockpit of the model (or wherever the camera is 

mounted) to see whatever a pilot in the model would see, and to fly it accordingly.  Below is the 

official MAAA explanation of the system as well as an exponent utilising the system at Lake Bullen 

Merri, Camperdown. 

 

 

The following requirements for operating models utilising FPV have been selected from the 

MAAA MOP066, Aug 2012. 
6. POLICY 

6.1 An FPV equipped Model Aircraft shall be flown by two Affiliate Members utilising a 
buddy-box system, or equivalent. The Pilot In Command shall not use the FPV down 
link. 
6.2 As an alternative to a buddy-box, it is acceptable that a Return to Home system is 
fitted and functional, and the model then controlled by a single transmitter. The 
Return to Home system shall conform to the requirements of MOP067. All other 
requirements of the policy in this MOP shall apply. 
6.3 The pilot in command shall have flown the model prior to FPV operations and be of 
Gold Wings standard. 
6.4 The Pilot In Command shall maintain the model within Visual Control Range and 
shall be able to immediately assume control of the model in the event of a problem 
without any action from the other party. 
6.5 The operational range and flight path of the model shall be limited to the Pilot In 
Command’s Visual Control Range. 
6.6 The Pilot in Command shall be solely responsible for the safety of the flight.  



In 6.2 above it is stated that a “Return to Home” system can be utilised in lieu of a 

“Pilot in Command”.  This system as described in the following SGMA article allows for the 

model to be returned to its launch point with the only input from the pilot being to ‘activate’ 

the system. 

 

SELF GUIDED MODEL AIRCRAFT (SGMA) POLICY 

MAAA MOP067 - June 2011 

1. INTRODUCTION 

1.1 Self Guided Model Aircraft (SGMA) flying makes use of electronic equipment 
whereby a radio control model aircraft is piloted, not through the pilot manually 
controlling the aircraft using normal vision, but by solely using the electronics. This 
introduces new challenges both to embrace the technology and also to comply with 
the requirements of the Civil Aviation Safety Authority (CASA) for Model Aircraft and 
maintain the required safety levels at model flying fields. 
 
The latest generation of lightweight equipment combined with developments in data 
transmission, stabilisation and Global Positioning Systems (GPS) have enabled this 
type of flying to be carried out cost effectively and with small lightweight airframes. 
 
A specific implementation of SGMA is a Return to Home capability whereby if 
selected the aircraft will automatically fly back safely to a defined location. This is an 
enhanced safety feature for normal flying, for example to assist in an aircraft being 
recovered in the event of the pilot becoming disorientated. 
 
2013 - Ever since modellers have been able to control the flight of airborne models with 
the use of wireless or radio systems, the innovation and improvement in these systems 
has, after a somewhat sluggish start, been quite remarkable. 
The following example of the current technology is absolutely mind-boggling in its vast 
array of capabilities and variations that takes computerised technology for Radio Control 
virtually to the edge of the stratosphere.  Whilst the cost for a 2.4G Transmitter is very 
small (only a mere AUS$200), its range of capabilities combined with the ability to be 
compatible with so many other items, makes it a very revolutionary entity indeed! 
 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 



Features: 
 
Full Telemetry RSSI alarms (Received Signal Strength Indication) 

 Self test of the transmitter antenna 

 Up to 16 channels (more when combined with external module) 

 60 model memories 

 64 mixers, 9 flight modes 

 16 custom curves with 3-17 points each, 32 logic switches 

 Voice or custom sound alerts 

 USB port and SD card slot 

 Long range system capable of up to 3 times the range of current 2.4 systems 

 Four bearing gimbals 

 State-of-the-art open source software 

 Super low latency for ultra quick response (9ms) 

 Large 212 X 64 backlit LCD screen 

 Real-time data logging 

 Receiver lock (programme locked to aircraft - limited to FrSky receivers running PXX protocol) 

 JR Style module bay for additional RF modules 

 Selectable flight mode (1, 2, 3, or 4) 

 2 timers, count up or down, throttle %, talking, etc. 

 Trims - Adjustable from course to extra fine with extended and exponential trims 

 Standard trainer jack 

 ARM Cortex M3 32-bit 60MHz 

 Combines with CompanionTX – a FREE computer program for transmitter setup. CompanionTX 

(Windows/Mac/Linux) can be used to set-up models, save, edit and share models and settings as 

well as simulate transmitter and model setup. 

 USB connection for firmware upgrades, sound editing, read and write to the microSD card and 

integrate with CompanionTX 

 Sticks and pots can be calibrated by the end user 

 Multiple language support (Radio arrives configured for English language) 

 Open source community-driven firmware 

 

 Specifications:      Package Includes: 

 Up to 16 channels      1 x Transmitter 

 Four ball bearing gimbals     1 x Battery 

o Two-modules, two systems     1 x Charger (110v – 240v) 
o     - one internal FrSky 2.4G module fitted  1 Manual 
o     - external JR module slot    1 x Aluminium Case 

 For Spektrum DSM-2 and DSM-X    1 Neck Strap 

 Three selectable modes  
o     - D8 (8ch telemetry) 
o     - D16 (16ch full duplex telemetry) 

o     - LR12 (12ch long x3 range non-telemetry) 

 TX with factory-installed software  

o    - ready to programme and use 

 Simple Mode Change  

o    - no need to open the case at all 

 Super-low latency (approx 1/3 of current)    

 FrSky Receiver Match 

 RSSI - Received Signal Strength Indication  

o    FrSky Smart Port 

 Audio speech output  
o    - alarms, values, settings etc 

 212x64 backlit LCD, USB, SD card slot 



 

 

 

 

 

 

 

 

 

A TRANSITION FROM 36Mg TO 2.4G 

The following is the brief story of the transition of one modeller from the relative comfort zone of 36Meg 
to 2.4G and the reasons for attempting this rather hazardous venture for a person not overly steeped in 

this extremely NEW technology. 

Why do it?  Many reasons for this. One serious one, was that in my area of flying operations 

(Camperdown), I usually fly alone.  However, for reasons good and bad!, there was a constant influx of 
visitors/outsiders from other areas, mainly VARMS/Melbourne, who for the reason that most were on 
2.4G, did not use a readily available keyboard.  Those still on 36Meg had good knowledge of who 
amongst them was whom and using what frequency, but did not necessarily factor in the occasional local 
(ME) who still used 36Meg.  A bit scary when a new very large aerial appeared on the slope being used 

by a person that I did not know was in the area, let alone using the same band as ME, MYSELF and 
several others – quite frightening as I was expecting that most attacks would only be from erratic flyers 

or very excitable eagles! 

Next reason. Two ageing JR radios that only had 8 model memory each to cope with 15 Models.  Not 

that bad but OLD radios were becoming a problem – a JR388 of over 20 years old and a JR347 of slightly 
younger age, both with limited battery capacity and ‘quivering’ displays – time to move forward. 

First move.  Advice from several modellers recommended the purchase of a FRSKY Module  that was JR 
compatible, fitted into the JR388 and also came with an Rx was a good way to “Suck it and see”.  This 
idea worked very well and as things progressed, additional Receivers were purchased and utilised, that is, 
up to 8 models – now we had a problem – limited model memory on the 388!! 

Second move.  It seemed that now was a good time to look at a Transmitter that was up to date, was 
FRSKY Module compatible, and had technology that met the current requirement as in 30 Model memory, 
extended life in the battery etc., and could be coped with by an ageing modeller.  The Tx selected was a 
Turnigy 9XR Pro, being reasonably cheap and not having a great ‘swag’ of modern technology as in 

Telemetry and other items that were not going to be utilised.  An additional benefit discovered along the 

way, was that 2.4G was much more compatible with some of the electrical gear that I was intending to 
use.  Programming the Turnigy was quite ‘foreign’ initially, but after the several of the more basic 2 
channel models were setup, programming became much easier. 

Third and Final Phase.  This phase involves completing the programming of ALL models into the 
Turnigy Tx and giving them a test fly to ensure that everything works correctly and in the right direction.  
This may take some time as some ‘favourite’ models are being constantly flown on 2.4G using the JR388, 
and will require some physical changes to some servos to complete the changeover.  Once this is 
achieved the change to a much safer radio system utilising only one transmitter will be complete. 



THE AEROSONDE PROJECT  



 

 



 

 
 



The following article is extracted from Airborne Number 58, July-August 1983 and is included 

for several reasons; it demonstrates an emphatic link between aircraft of yesteryear and 

models, and, also because the Bird of Time has always had some level of quaint mystique 

about it, as well as being a very popular and contest winning model. 

 

BIRD of TIME  by Martin Simons. 

 Everybody notices the Bird of time because of its highly distinguished 

shape.  Several Australian flyers have shown it flies very well.  It is natural to 

suppose there is some magic in that wing shape.  Let's consider this. 

 First, since it often helps to know where an idea came from, a bit of history. 

In the early years of gliding (full size) it was quickly realised that wings of high 

aspect ratio (large span, narrow chord) were essential for soaring.  No-one had 

any experience of such long, narrow wings in an era when nearly all powered 

aircraft were wire-braced and strutted biplanes.  There were often serious 

problems with lateral control.  Ailerons did not work very well or even gave 

reversed effect.  A good many of the early sailplanes had to have their ailerons 

greatly increased in area after test flights and the easiest way of doing this, 

without completely rebuilding the wing, was to replace the narrow control 

surfaces with wider ones.  This naturally gave the outer wing a lobate planform, 

and for a time this shape became almost normal.  It was not a very good way of 

improving the situation because the forces needed from the pilot to move the 

broad ailerons became very large and their effectiveness was not much improved.  

The wing tended to twist and bend unpleasantly when ailerons were used and 

they became almost immovable at high speeds.  It was eventually found that long 

narrow ailerons were both lighter on the stick and more effective. 

 However, the fashion for lobate wings was well established by then. 

 One particular sailplane factory, founded in 1934-5 by Martin Schempp and 

Wolf Hirth (Schempp-Hirth today) at the small southern German town of 

Goppingen (not Gottingen where the wing sections came from, Goppingen where 

the sailplanes come from), made this shape almost a trade mark.  The very first 

sailplane produced in Goppingen was the Wolf, a training and aerobatic type 

intended to rival the enormously popular Grunau Baby.  For aerobatics it needed 

plenty of control power and according to the ideas of that time, it needed huge 

ailerons.  The resulting planform is shown in the accompanying drawing.  Quite a 

lot of the type were built and some were exported to Japan, Britain, South Africa 

and Latin America, but the Wolf never came anywhere near the success of the 

Grunau Baby.  It was soon discovered that the Wolf had a wing tip stalling problem 

and in the hands of a beginner would easily fall into a spin.  All Wolves were 

grounded in Germany after a few years, even after the ailerons had been 

redesigned with more area out towards the tips. 



 The ones exported went on flying for many years and one toured with Alan 

Cobham's flying circus and a couple in the U.S.A. became well known.  One of 

these is still flying regularly, but with modified wing tips to cure the tip stall. 

 The famous aeromodeller, Frank Zaic, had some gliding experience and was 

inspired by the Wolf to design a fifty inch span, free flight model sailplane which 

he called the Thermic 50.  It had the wing planform of the Wolf.  Since it was 

generally a good design, it flew well and became widely known; kits were even 

sold in England during the early 1940's.  In much more recent times, Dave 

Thornberg produced what is, essentially, a greatly enlarged Thermic 50 for two-

channel radio control, and that is the Bird of Time.  It is well named.  That wing 

shape goes back over fifty years, and was introduced to make the ailerons work.  

The Bird of Time has no ailerons. 

 So much for history.  Does this wing planform give the Bird of time some 

mysterious advantage?  The short answer is, no.  That is not the reason for the 

model's success.  If anything, there is a slight disadvantage in any wing plan 

which departs substantially from the elliptical.  The penalty is not very large.  A 

plain rectangular wing increases the total drag of a sailplane at low speeds (i.e. 

when soaring) by only four or five percent compared with the ideal elliptical form.  

Since elliptical wings can stall dangerously, and are hard to build accurately, in 

practice no-one used them, but it is still true that a straight tapered or double 

tapered wing, with fairly square cut tips, loses less at low speeds than either the 

rectangular form of the elaborate Bird of Time shape.  At high speeds, when 

'penetrating' through sinking air or trying to achieve a better ground speed 

against the wind, the wing planform is quite unimportant.  In a thermal, the few 

percent difference between a good planform and a bad one is not enough to show 

up, especially if the Bird of Time is flown by an expert and the near-elliptical is 

flown by a beginner.  All the models go up together anyway. 

 The polyhedral bend in the Bird of Time Wing does disturb the flow a little, 

as it does on any polyhedral model, but the rather rapid change of wing chord just 

outboard of this bend probably makes the disturbance worse rather than better.  

Ideally, the dihedral ought to be elliptical too, but the difference is so slight as to 

be negligible. 

 So, what is the secret of the Bird of Time?  There is no secret really.  It is a 

fairly large model, nearly three metres in span, with an aspect ratio of just over 

13, which is about right for this span, with a fairly light wing loading if built to the 

advertised weight of 49 ounces. 

 There is no substitute for span.  Large sailplanes, all else being equal, 

perform better than small ones because of the scale effect.  When flown against 

smaller types, the Bird of Time should always do better. 



 More importantly, the wing profile of the Bird of Time is worth study.  It 

appears to be a thinned down version of the famous old Clark Y Profile, which 

itself is a bit of history; it was first designed about 1919, but the modern wind 

tunnel tests show that it is still one of the best airfoils for model sailplanes.  

Thinned down to about 9.5%, it has a camber of 3%.  This compares with over 10% 

thickness and more than 3% camber for the Eppler 193 profile which is so popular 

on multi-task sailplanes.  There is plenty of evidence to show that sections with 

the old Clark Y type of thickness distribution and camber are good at low speeds.  

A thin profile gains something at high speeds too, so it looks as if the Bird of 

Time wing profile is getting just a little of the best of both worlds, a very happy 

compromise. 

 The rest of the design is nothing special.  The fuselage is quite clean. The 

rubber band wing mounting system is much neater than the type with external 

dowels which do increase drag at high speeds, but of course the Bird of Time 

would be a little better aerodynamically, if it had no bands over the wing and no 

hole in front of the leading edge to break up the flow.  The tail unit has a fancy 

outline like the wing, and this does nothing at all for the drag, either way.  

Probably it is a bit trickier to build than a simple straight-lined shape would be.  It 

might be made slightly more effective by using higher aspect ratios and then both 

vertical and horizontal tail surfaces could be reduced in total area a little, with 

some very small saving in drag.  The difference would not be noticeable in 

practice. 

 So, if someone were to build a Bird of Time with the same span and total 

wing area and the same airfoil, but with a simpler wing planform, a plug-in wing 

mounting, and a tidier tail unit, it ought to be just a smidgeon better.  But then, 

no-one would look twice at such a model because it would look like all the rest.  

For the romantics, that would be a pity. 
 
"This article reproduced by kind permission of Airborne Magazine". 

 

 

 

 



 
 



 
The following item was taken from an LSF Newsletter of 1991 and is reflected 

here because of how it ‘connects’ with the Bird of Time. 

 

 
Book Review – Old Buzzard’s Soaring Book 

Author: Dave Thornburg (“Bird of Time” designer) 

 

This book was recently released in the USA and covers many subjects that are of great interest to 

any glider pilot, young or old, beginner or experienced.  The following are from Dave Thornberg’s 

notes sent out on release of the book. 

 

 This book is not for the rank beginner to R/C soaring. (Although it could become their 

“Bible” to R/C soaring).  It won’t tell you how to cover a fuselage or take a warp out of a wing or 

put together a bungee.  There are many good books already on the market that describe these things 

better than I can.  This book presupposes your ability to fly.  It addresses your desire to fly longer 

and higher..... to be less at the mercy of gravity..... to advance toward the ideal of staying up until 

you decide to come down. And so, necessarily, it is a book mostly about the air we fly in, especially 

about thermals, those invisible winds that blow neither north nor south, east nor west, but straight 

up.  The thermal is nature’s elevator; a magic bubble of warm air that breaks loose from the earth 

and floats casually, amorphously upward toward those cool grey regions at the base of cumulus 

clouds.  A million thermals a day make this silent and invisible journey alone; only a lucky few find 

themselves accompanied by a hawk or a crow or a buzzard, by a dandelion puff, a piece of paper – 

or an R/C sailplane. 

 I was ten when I met my first thermal.  It captured not only my heart, but a brand new 

folding wing glider worth two weeks allowance – lured up into the sky in those same tight circles it 

had always used to descend.  The day was warm and sunny and in my memory, at least, nearly 

calm.  Over and over I had shot the little plane up like a missile and watched it spread its wings and 

float softly back to earth.  But this time something odd happened.  Instead of spiralling down, it 

tossed and tumbled strangely, and then suddenly began to spiral – up!  A God I couldn’t see, a God 

who could annul even the Law of Gravity, was lifting my glider – MY glider – into the heavens!  

Certainly this was the most magic I’d ever commanded for Fifty cents.  As I watched, the little 

model grew smaller and smaller, a dark bobbing speck against the blue.  Finally I could no longer 

see even the flash of sunlight off its aluminium wing roots each time it circled. It was GONE! 

What it left me was a bittersweet memory – a lifelong fascination for things that ride the invisible 

wind; birds and kites and sailboats and gliders, both large and small.  If you share this love, then 

maybe you’ll enjoy reading this book as much as I’ve enjoyed writing it.  I hope you do. 

Dave Thornburg 

January 1990 
  

 

 

 

 

 

 

 

 

 



 

 

 

 

 

 

 
 

 

 

 

 

 

 

 

 
 



V. A. R. M. S. FLYING SITES 
THERMAL SLOPE 

High Street Rd., Norton's Lane, (Henry's property). Mt Bacchus (Bald Hill), Bacchus Marsh 

High Plains (Nth. & Sth.) Bacchus Marsh 

Mt. Hollowback-Thermal/Norm Ross prop. Mt. Hollowback (Slope), Ballarat, 

Ararat(Slope) 

Cathies Lane (1984)(Gallagher's property) Yalloak Vale 

High Street Rd. (Brigg's Field) (Gallagher's prop.) Ridge Road & John's Hill, Kallista 

Westerfold's Park Ridge Rd., Kilcunda, Bass Hill, Almurta 

Caufield Racecourse Wilson's Prom., Mt. Oberon 

Belmont Common, Geelong Mt. Fraser, Beveridge (Beveridge Hill) 

Chadstone Park, (Aspectivity 30,Nov'72, R. 

Learmont/R. Cooper) 

Camp’down, Lakes Bullen Merri &Gnotuk, 

Mt. Leura & Mt. Elephant at Derrinallum. 

Leakes Rd., Rockbank Ceres / Barrabool Hills, Fyansford,  G’long 

Namara Primary School, Highbury Rd. View Hill & Highbrow Hill, Yarra Glen 

Ashwood High School, High St. Road. Tower Hill & Tank Hill, Warrnambool 

Royal Park (Adjacent to R. C. H.) Willowlake Farm, Gladysdale 

Vermont Sth Shops, Burwood Highway Bonnie Doon, Lake Eildon 

Toolern Vale Mt.Shamrock & Huxtable Rd., Pakenham 

Elsternwick Park Kurll Park, Narre Warren Nth. 

Kangaroo Ground Kerrie Brae, Yarragon 

Hallam Rd., Hallam Sandringham (near Yacht Club) 

Sydenham, Taylor's Rd/Landringhan’s prop. Yan Yean 

Seaford foreshore R.J. Hamer Forest Arboretum, Olinda 

Nar Nar Goon Berwick                  “Burke’s Hill”, Sunbury 

Anakie (Flat Field) Anakie (Slope) 

Boronia, Liverpool Rd. Retarding Basin Hill 37 - Mooroolbark 

Knox City Werribee Gorge 

Rosebud (Tip) Wonga Park, Candlebark Farm Healesville 

Fountain Gate Shopping Centre Sunbury (Calder Hwy) (Burke's Hill) 

 Ocean Grove - Torquay (Fisherman's Beach) 

 Phillip Island (Pyramid Rock & other sites) 

 Mt. Major (Shepparton) 

VARMS home flying field since February 2010 

is 

Apollo Bay / Mariner's Lookout 

VARMS GLIDER FIELD Flinders – Cairn Bay, The Windmill, The 

Golf Course 

KNOX REGIONAL SPORTS PARK Mornington, The Beacon, Arthur's Seat, 

Oliver’s Hill 

WANTIRNA SOUTH Willowlake Farm 

 Sunnyside - Mornington Peninsular 

 



 

VARMS Glider Field Rules - 2015 

as advertised in 

Aspectivity 491 

 

 

 



 

 

 

 



 

 

  



THE HISTORY OF CAMPERDOWN 

 
Camperdown (Lakes & Craters District) has for many years been a mecca for Slope Soaring.  

General information has it, that Brian Laging was foremost in starting the pilgrimage to 

Camperdown as the crater lakes were ideal for flying large scale models, and gradually developed 

into an annual event over the Australia Day weekend where both scale and sports models were 

flown.  The following information will also indicate the use of the crater slopes (Lakes Bullen Merri 

& Gnotuk) and Mt. Leura by local model enthusiasts from the Corangamite Model Aircraft Club 

(C.M.A.C.) and surrounding areas. 

1972 - Corangamite Model Aircraft Club formed. 

1973 - First known report of Brian Laging frequenting this area (although Peter Prussner 

 acknowledges that this area was in use prior to the formation of VARMS) specifically to fly 

 Scale and BIG models, usually one and the same.  Brian usually flew his O.D. version of a 

 Foka 5, Ralph  Learmont a Kestrel and John Gottschalk an ASK 13. 

1974 - August, C.M.A.C. obtains a height clearance of 1000 Ft for within 1/2 nautical mile of Lake 

 Bullen Merri and the Camperdown Racecourse (CMAC power field). 

1976 - VMAA/RCMC State Glider Championships held at Camperdown.  Task A, Power Assist, 

 Slope Aerobatics and Pylon were scheduled, although Pylon and Scale were cancelled due 

 to bad weather. 

1977 - CMAC conducts Slope Pylon and Aerobatics (Wiridgil Hill Trophy) competitions at 

 Lake Bullen Merri, Camperdown. 

1977 - December 1977 - January 1978, CMAC hosts the 31st Nationals, Glider events held were 

 Glider - 2 Tasks (112 entrants) and Slope Pylon (70 entrants), (Results in VARMS 

 competition results). 

1978 - Slope competitions again held by CMAC. 

1981 - December 1980 Aspectivity 116 advertises Camperdown Fly-in January '81 (Australia Day 

 weekend). 

1981 - A fly-in with the emphasis on ‘Scale” models was held every Australia Day weekend until 

 the late 1990’s when the State Government (Kennett) decided that Australia Day holiday 

 would be fixed and celebrated on the 26
th

 of January.  The fly-in was then arranged for the 

 last weekend of the month.   

2000 - Whilst the Australia Day long weekend remains the largest gathering of modellers across the 

 entire spectrum of slope soaring at Camperdown, the Labour Day weekend in March is more 

 oriented towards ‘Scale” models as is the Easter weekend.  Many people and groups make 

 their own weekends for short visits to the area.  The C.M.A.C. site at the racecourse is often 

 used for aero-towing , especially when there is no wind. 

 

 

Notwithstanding the description on the photo, it is known locally as “Rennies Lookout” as the 

general area and Homestead to the left (unsighted), is named ‘Renny Hill’. 

 

 

 

 

 

 

 

 

 

 

 



 

 

THE  LETTERS  OF  PRO  BONY  THERMOLO 
 
The following collection of letters are from an anonymous member and are faithfully reproduced as 

they were 'writ' and appeared in various editions of Aspectivity. 

 

Aspectivity 51 - September 1974 

TO MUCH "CRAVEN - AY" 

 Sir I have been misled!  I have been brought into this 

hobby under false pretences. 

 "Relax", they said.  Enjoy the peace and quiet of soaring 

with the eagles, they said.  "Rise with errant winds, they said." 

"But above all relax with us!" 

 But in my indignation I race ahead of myself.  At the 

recent General Meeting as I sat ruminating while the quick riposte, the cut 

and parry, the slash and cut, the cash and carry of earnest debate flowed 

over my head.  I became aware of our Contest Director giving the wave "Royal", 

the slow deliberate flap of the wrist back and forth before his face. 

 To myself, I said, there aren't any flies on me, for 

that matter there ain't no flies on John!  Well then, is it a nervous tic-- 

everyone has the right in these days of bombs to be nervous about a tick, 

but I didn't think it was that ----- THEN I SAW IT ---The overloaded, 

repellent, odiferous, smoky tray of health hazards, scientifically 

positioned to asphyxiate our Contest Director.  Was someone trying to nobble 

the committee, I wondered, on their last night, too? 

 But, anyhow now I come to the point of my letter, have 

I been misled?  "Soar and relax," they said.  Now if all this soaring 

is so relaxing, WHY is everyone puffing the noxious weed, and coughing 

his head off?  Do I have to share a cigar with my Cumulus, a Winfield 

with my Windfree, or a fag with my Foka, before I am free to relax? 

   Anyhow, have a Dunghill, 

    Yours till balsa goes up, 

     Pro Bony Thermolo. 

 

Aspectivity 52 - October 1974 

REFLECTIONS of "COUNTRY LIFE" 

 Thank you for vouchsafing me space in your August pub- 

lication - I refer, of course, to the September issue of Aspectivity. 

 I must, too, compliment you on your very apposite headline. 

I would say that it had the Hallmark of one that would win- the - field. 

 Just in passing, I trust that no member will raise a 

point of order on what at first appearance may be free advertising - as 

they say it is the final straw which breaks the camel's back. 

 Gadgets and Gimmickry should be a Goer! Cheers to Bruce 

Smith for his idea for glueing an edge.  Isn't it often the simplest? 

idea which is the best!  And yet can we think of it at the time.  No! 

 While mentioning good ideas, my mind goes back to the 

cross country - up somewhere off the Ballarat road - forget the place, 

But the action! Hilarious! 

 Many incidents come to mind.  Station wagon burning 



down road, some-one on banana lounge hanging out the back! Ralph 

running and running (hand tow) envy him his stamina! Another bloke 

circling around while his wife and children wound up the line with a 

FISHING ROD - in the middle of a DUSTY COUNTRY ROAD!  On down the road 

we went - "Look out, clump of trees at the crossroads near the school, 

can we clear them - slow down! We cleared them!" 

 Gotta land, not THERE - barbed wire, trees, stumps, logs, 

-- have to fly to the other side of the road! Speed up -- can't see- 

SLOW UP? SPEED DOWN -- THERE IT IS --- Whew, DID YOU SEE THAT LANDING? 

 We didn't finish, I don't think you could say we really 

started, but what an hour! 

   Heartiest felicitations, 

   and keep your epoxy dry. 

    Pro Bony Thermolo. 

 

Aspectivity 53 - November 1974 

VARMS PRODUCT REPORT. Pro Bony Thermolo. 

   It is my firm opinion that Aspectivity should 

feature a Product Report, just as in the other famous modelling magazine. 

   The person selected for this task should have 

a keen analytical mind and be capable of clarity and brevity in exposition. 

   In undertaking my first Product Report I intend, 

unlike my American counterpart, to prepare it in stages, with pauses 

at appropriate points to allow my devoted readers to follow the technique 

of analysis. 

   For "starters" as they say in the factory, I assembled 

a team of neighbours - disinterested observers - and selected for the 

initial study, "Canopy construction" - Maurice Watts. 

   Not having a beer bottle as instructed, I used a bottle of stout.  

            Pause. 

   Something seems to be wrong as to ambient 

temperature, the stout was quite   undrinkable  so we garnished it 

with sippets and a coupleof oysters and servit it as soup for the first 

course. 

    A neighbour now produced a coupla bottles of home-brew. 

   Pawse.  

This was not        so the ;little woman is marin- 

   altogether shuccessful 

 

mariating - marrying the 

    frankquerts in it for the second coursh. 

   then thissh other neighbour wememnbered th 

          bottle been hish graage 

sinsh V.E. 

      day -----------------+   so  he  got  it % 

  pause 

 Thihs was the besh of the lot/blew & door cleansh orf shovem 

  wonderful flamin saush for plum pud. 

       We lit it and marsh 

around table making welkin ging like in English picshures. 

    Apes - u 

Someshin wong with tripewriter. 

 



Only   bottlsh   spiclicated   metrics what sous usesh whensh she cleansh 

 Winnows  

   and  semi-john 

           of Shame pan leftsh. 

PLEASESH DAYSDUM, 5/8 & fone MOWWIE WASH and getsh im to gesh    outa 

mesh    e       gosh into.  $ =@? 

  Ta 

    Ho tony TErm 1/8"# 

FOOTNOTE. 

  The above has been faithfully and accurately reproduced in 

the form in which it was received, the Editor and Committee being thus 

absolved of any responsibility, other than the printing. 

 

NEXT DAY. (AFTERNOON) 

    I must apologise for the incompleteness of the 

Product Report recently submitted. 

    This is not to be taken as a reflection on the 

superlative suggestion from Maurice Watts, but rather on the inadequacy 

of my Remington. 

    The neighbours, enthusiastic souls ever a - thirst 

for knowledge, have voted the night of the Product test as the best 

they have had for years "and when can we have another one?" 

    However, I must regretfully relinquish the post 

of Product Reporter, due to other commitments pressing in upon me, 

----- purchase of a new stove, the contesting of divorce proceedings, 

and one or two other things. 

    Yours very sincerely 

     Pro Bony Thermolo. 

 

Aspectivity 53 - November 1974 

TO, PRO BONY THERMOLO. 

  My Dear Pro Bony, 

   It is with faltering breath and bemused 

trepidation that we anxiously scan the mail box while awaiting your 

monthly epistles.  Despite careful scrutiny of the postmark, your 

location, let alone your identity still remains the tightest secret 

in our none to secretive organisation. 

   Your frank and forthright anamadversion 

and condemnations provide us all with an ideal that we can only hope, 

someday, to attain.  It is refreshing to discover someone, shrouded in 

anonymity as you are, who can express humour with, as Lewis Carol once 

remarked, "All the abandon of a bull, critically examining a set of 

fine Dresden China." 

   However, my dear Thermolo, I will take this opp- 

ortunity to thank you for your indefatigable assiduity, your careful 

attention and the nice discrimination you display in gracing our 

magazine with your column. 

   Bruce Smith (President) 

 

Aspectivity 55 - February 1975 

 Dear Dumsday (Paul Dumsday - current Editor) 

 Would you kindly convey to our President my appreciation. 



I was moved that my esoteric epistles should have inspired his panegyric. 

(I think) 

 His allusion to Alice's creators' bull was timely - raised 

on the land I came to know a lot of bull, and even now regularly spend 

my weekends in paddocks where cows are loose. 

 But old Dums.  I need help - a flying problem which Brian- 

he of the cheerful bon homie - might be prevailed upon to solve. 

 So fling your flong aside, compose yourself on your lino 

and I will tell of my travail. 

 On the slope t'other day I made one of my normal landings 

and this chap said, "Eh bonehead" - (an affectionate term) "Why do 

you always make full up elevator landings?" 

 Well  ! that was Too much, I stalked off the site and went 

home, because I couldn't think why I DID make such landings, and the 

tail was broken, anyhow. 

 Now sitting before my humble board (breakfast not 

building) I found myself observing the passage of an itinerant bird, and 

it dawned on me that I have an affinity with the birds and the bees! 

 When first sighted this blackbird - possibly  Turda merula 

- was dropping from his haven in Eucalyptus citriodora on a steep 

crosswind leg.  Slanting past the Prunus serrulata, he dropped a wing  

above Raphiolepsis Delacouri and executed a tight bank into his final 

approach - THEN a lot of Flap,  FULL UP ELEVATOR and he had made a 

perfect two pointer.  (By the by, one for the technical experts, I 

noticed that the surface returned to neutral very slowly - possibly 

a little down in the movement ? ) 

 So much for the birds, now for the Bumble bee - a little 

verse told of the poor aerodynamic qualities of this creature.  The 

inferior wing span and ungainly body as such that he can't possibly 

fly - However the bumble bee knows nothing of this and flies from flower 

to flower making a little honey every day. 

 Now, you can see I am in dire straits, prone to both 

manipulative and psychological problems. 

    I trust I am not incommoding you? 

     Yours Traumatically, 

     Pro Bony Thermolo. 

 

Aspectivity 56 - March 1975 

 Dear Dumsday, 

   In the relaxing atmosphere of the holiday season and in an al 

fresco situation I have prepared another Product Report, and have avoided 

the possibility of a contretemps on this occasion by a simple device.  My 

worthy friend, Mervyn is to record the full proceedings on his tape mach- 

ine, and his good lady is to transcribe it. 

 We will explore the Hi-Start glider launch system, investigating 

those points without which no intelligent modeller wishes to be with.  Rel- 

evance of asymptotic expansions, energy absorption of parachute expressed in 

B.O.T.s possibility of thermo nuclear fission when launching overweight 

models, and study of my own theory of electric potential developed between 

rubber and nylon, when used in moist salt laden atmospheres, and its effect 

on the modellers motor systems. (Biological)  This record is to be passed direct to you as an 

unvarnished report, abtruse elements not withstanding 



   Kindest personal regards, 

    Pro Bony Thermolo. 

 

What's on Tape. 

 Sounds of Seagulls 

PBT  Is that thing working? one, two, three. four, over- Good, with a party 

  of selected observers I am now repairing to the beach, equipped with 

  the test material - Elastic, nylon etc.  A scattering of inhabitants 

  are relaxing under the beach umbre --- 

ARCHY Wow- look at that bird! 

PBT  Yes, yes Archibald, that’s only a bald coot, they're found world wi- 

ARCHY 101, 60, 91, if she's an inch! 

PBT  My word Archibald, you have never quite come to terms with metri- 

  cation have you-- but come i must wean you from your love of 

  ornithology, and we shall hasten to our task.  Now take a good grasp 

  of the elastic and stretch ---- No, No, not over behind the young 

  lady, Archibald, --- over here. 

  What's that Madam?  no he is not one of those or some weirdo.  My 

  friend, Archibald was not molesting the young lady, he merely slipp- 

  ed on a sea urchin, ------ Madam !! you mis-understand me, he is 

  nor either, he is a mere youthful 27. 

  For your information, I am a reporter from a notable magazine, 

  engaged in study--- Girlish Squeals---- which will lead to a higher 

  plane.  No! Madam I am not some sort of religious crank! NO?  WE 

  FLY AND BUILD MODEL AEROPLANES.  MADAM !!  YOUR  

 IMPUTATION IS OFFENSIVE TO MY DELICATE    

 SUSCEPTIBILITIES. WE ARE NOT JUVENILE DELINQUENTS !!!! 

  Old PBT was shouting to the old girl from the other end of the beach 

  now and everyone was looking.  You wouldn't credit it. 

PBT  Come chaps let us hurry around the point out of sight of the virago 

  where we can get on with our stud---- 

ARCHY Wow, we should've come here first, look at the topless bird! 

PBT  No, No, No, Archibald, you silly old sausage that is not a top- 

  less bird.  That is Ardea Pacifica, the less common Heron, feeding 

  in the shallows.  See there is another diving from a great height-- 

  Splash, GURGLE?  EXPLETIVE DELETED. 

  PBT slipped on ¾ ¾ ¼ a rock and fell in: i nearly died larfing, anyhow  

 REcorder packed up and i werent able too record any more.  SORRY?   PT's me 

best mate, BUT? he's a bit of a dill, he thinks i got the LOT. 

  Between you and me and the gatepost it was all a waste of time, ARCHY  

 went orf with a bird, PERCY went to tbe pub., i sat on a rock and    watched 

the birds (got some eggs too)  and old PTB got into an argument   with a guy fishing about 

who owned the beach.  Last thing isaw the    ambulance came. 

  I HEARD HE HAD MAGNESIA. 

    YOURS TRUELEY 

     MERV. 

 

Aspectivity 56 – March 1975 

Dear Mr. Daysdum, 

  My Heartfelt apologies for failing to contribute 

to your fine publication "Eccentricity" in recent weeks. 

 It is my painful duty to report that hospitalisation 



interrupted the even tenor of our correspondence. 

 My mind gone!  Struck down by amnesia, I spent two weeks 

under a doctor - non compos mentis. (L.) 

 My general practitioner stated that his prognosis pointed 

to a "wallop with a raw mullet".  What a peculiar thing for a medical 

man to say? 

 My theory is that I absorbed an excess of ozone while kite flying.  Funny thing about the 

fish scales in my hair though? 

   Yours Ever, 

    Pro Bony Thermolo 

 

Aspectivity 56 - March 1975 

Bow Wow Mr. Dumsday, 

GERMAN SHEPHERD $300.  "Weally I think it’s outwageous, my Pater, Jayhar 

    Pornabus of kingsmen would be wopeable......" 

HEELER X PUP  "Yeah I know what ya mean, it wouldn't 'appen in 

    Truth!" 

BUDGIE? BLUE $5.  "Pretty Cocky". 

THERMOLO K9  "I think I'll bite the Editor!" 

BULLDOG FROM SEEDY 

CORNER MANSION  "Never in the pages of the press were so many 

    upset by so few..." 

CANARY   ? 

IRISH SETTER  "Begorrah, and won't someone be after shutting' up 

    that canary!" 

BUDGIE BLUE  "Screech, I think we should........ 

AUST. TERRIER X PUP "Stone the crows.  'ow would you know, Ya silly old 

    chook?" 

BUDGIE   "I was only going to say we should listen to the 

    chairman." 

DOBERMAN YOUNG 

MALE    "While chairman I'll expect absolute obedience, or 

    it'll be Goodbye, and I don't mean Auf Wiedersehen." 

GERMAN SHEPHERD "Weally, how jolly spiffing, my pater......" 

WELSH CORGI? 4 fem "Rather - now when I was at Buckingham Palace..." 

BULLDOG FROM SEEDY 

CORNER MANSION  "Come then, let us to the task, to the bone, to 

    the pole...." 

DOBERMAN   "Right men now we must make the best of it, I suggest 

    we send Herr Budgie to Elsternwick Park to 

    represent us." 

BUDGIE.   "Oh, No... I don't think I could fly that far...." 

BASSET HOUND - BITCH "I don't think he could either, he's always in a 

    permanent stall...Yuk?  Yuk.." 

EVERYONE   "Shame, Shame." 

BUDGIE   "Thank you, Could I Could I suggest we ask the chap 

    from the tree on the corner to go instead?" 

EVERYONE   "Oh yes, - the EAGLE - what a good idea, bravo, hear 

    hear, tophole, wacko!" 

THERMOLO K9  "Yeah, yeah, He'll give old Ralph hurry up!" 

DOBERMAN   "Goot- Goot, all those in favour..." 

EVERYONE   "Tweet, Woof, Hee haw, Oink, Miaow, Cackle, Cocky 



    wants a kiss, Bow, Twit, Screech!" 

DOBERMAN.   "The ayes have it, - However, I will instruct the 

    editor, that in future he is not to deface our 

    column with this flying hogwash!  The meeting is 

    closed!" 

BULLDOG FROM SEEDY 

CORNER MANSION  "We shall fight in the kennels, we shall fight 

    around the poles, and in the streets....." 

THERMOLO K9 "I THINK I'LL bite the president! 

    TWIT!" 

NEWS FLASH Melbourne HERALD?  22-2-75, carried announcement of VARMS 

   flying meeting in PETS FOR SALE column. 

    Pro Bony Thermolo. 

 

Aspectivity 57 - April 1975 

 Dear Old Dummers, 

   I think it HILARIOUS!  There's this Club- see! 

And THEY are going to wear BADGES - See!!  To denote the pecking order! 

WELL! - IN A HOBBY ACTIVITY! ? ? 

 Then I stopped to think, and I said "Bony, You are not 

in this for the fun of it - You've gotta get serious." - SO - giving myself 

a good hard figurative kick in the pants, I did,  (Got serious).  And here 

is the result -- The Splendid P.B.T. - VARMS AWARDS. 

 NOVICE.  Each new member on attaining the flying site, will 

 receive Port & Starboard Gloves inscribed LEFT & RIGHT. - And 

 a waistcoat in the Club colours with tastefully embroidered 

 across the back the word "BACK". 

 SPOT LANDING.  Epaulettes, ex-commissionaire (Boer War) to all 

 members who attain the same hill from which they took off. 

 HI-START-ONE-PIECE.  Award presented only to the absolutely 

 top people.  A genuine, Original, Antique, Plastic HORN-ED 

 Viking HEL-MET as worn by Hagar the Horrible.  Granted to those 

 members who can attain freedom from the Hi-Start in one piece. 

 To members, such as Big John, who must dabble in power- 

 flight - the HEL-MET will be fitted with a whirring propeller. 

 (REVERSE Thrust to prevent inopportune raising of the HEL-MET 

 in strong thermal conditions). 

 CEREMONIAL.  Kimono - pronounced KIM-MOANER - carrying on the 

 back a THREE colour, FOUR dimensional likeness of a BIRD, to be 

 worn only by senior members - THOSE WHO NEVER FORGET THEIR 

 FREQUENCY KEY. 

 THE PRESIDENTS SHIELD.  An ancient heraldic device bearing 

 the President Rampant on a sea of Thistles, inscribed with the 

 names of members who Clobber other member’s cars.  Additional 

 Clasp if it's the President's car. 

 WINGMAN.  Any member, who in a "MID-AIR", demolishes a fellow 

 pilot's model is presented LATER with the wing encapsulated in 

 epoxy for his DEN, and IMMEDIATELY with beef-steak for his eye. 

  Nor is health being overlooked - already negotiations 

are in the air for the inclusion in a prominent breakfast food of badges, 

which will proclaim to the world that a member has absorbed half his daily 

ration of goodness! 



 

 

 Other Health Awards: 

 THE CARROT CLASP.  Carrots, beloved of aviators since time 

 immemorial.  Many chaps from the British Isles will have a LEEK 

 and of course there is the GHERKIN - and what of the CUCURBITS? 

 THE PIP.  Symbolising Vitamin C.  (It will be a memorable day when 

 your committee gives you the PIP!) 

 THE BELT OF THERMOLO.  A genuine antique mylar belt woven from 

 the shredded remains of countless prangs, awarded to those who 

 shatter the most balsa in any one unfinancial year.  A TRULY 

 moving occasion for we honoured few, when the President orders 

 BELT UP! 

  Rally, chaps!  This is the dawn of the new ERA!  Sought 

after for Moomba and Footy finals, belted, helmetted, draped and regular 

shoulder to shoulder, backs to the wall, noses to the grindstone, we shall 

press GLORIOUSLY onward. 

   Yours Euphorically, 

   Pro Bony Thermolo 

 

Aspectivity 58 - May 1975 

 Dear Editor, 

   Am looking forward to the report on Ballarat.  It 

will be of great interest to those of us who could not attend.  There was 

this other camping trip, and the van needed some work! 

 In this epistle I propose to let my thoughts ramble 

as is my wont and touch a number of points that have evaded me "ere 

this”. 

 Have waited anxiously for help from cheerful Brian 

(Aspectivity, Feb. 75).  Though stirred by the erudition shining through 

his published articles, unfortunately my special problem remained 

unsolved. 

 I did achieve the "fly safely" bit -- I left the model on 

the ground!  If not a technical reply, Brian, what about something in 

the jugular vein? 

 Following Big John's confrontation (Asp. Oct. 74) he 

should name his new plane "ANGUIS IN HERBA"  (L) 

 Could some of the gentlemen who appeared on the cover 

(ASP. Feb. 75) be induced to appear in a double-page centrefold, as 

in that other model magazine? 

 Hope that the Editorial Desk appreciated the "in" 

jokes, e.g., "flong", but was sorry that it was defeated by the translation 

to the printed page of the canary's whistle in the thermolo canines pet 

letter.  Pity?  It was Beethoven's fifth! 

 I have always enjoyed John G's graphic accounts! 

 As I pored over Asp. Feb 75, I was aloft with the 

K.13 high above the sparkling ocean, then I swooped to earth and 

tremulously passed the transmitter to Ralph - (it was like being in a 

dream - I played all roles) "trim elevator - trim rudder", Then high 

above the slope again I dived away from the eagles, and finally a 

palpitating jelly slide to earth like a touch of thistle-down under the 

control of Ray. 



 Then the scene changed - I was seated on the fender 

above the heated bearing in a miasma of burning rubber as the tyre smeared 

the road like licorice - I cheered myself hoarse as the US Cavalry in the 

guise of cheerful Brian, with his flamin' torch came to the rescue! 

 BUT THEN - JOHN!  YOU LEFT US WITH A CLIFFHANGER! 

 Please write a sequel!  Tell us HOW the bearing came 

to be embedded in your arm?  Did the wheel disintegrate?  Are BALL bearings 

spattered over half the facades of Geelong?  The inhabitants with worried 

frowns wondering if the Martians have landed?  PLEASE JOHN.  Understand 

this cry from the heart and TELL US? ! 

 Did I tell you about the Cucurbit family? - Recently 

migrated to this country - all interested in aeromodelling and seem to 

be beset with exactly the same problems as face members of the VARMS family! ? 

Interested?  More later. 

   Yours in Hope, 

   Pro Bony Thermolo. 

 

Aspectivity 59 - June 1975 

 Dear Paul, 

   At last we come to the CUCURBITS - the great aero- 

dynamically-oriented family who stand as a shining example to us ALL! 

   Heeding the rallying cry "GOURD FOR THEE" (family 

motto) of the stern patriarch old Oopdike they have migrated to this 

Country. 

   OOPDIKE CUCURBIT - born 1920, (within sight of the 

salt marshes of Solway Firth).  His accent is as broad as his temper is 

short - rolling of his vowells is likened to the mutter of distant 

thunder. 

   Friction on Cucurbit Tops hastened his migration, 

this though a minor peak east of Yes Tor is the slope soaring site of the 

DIGS (more later).  Here, Oopdike loved to fly his kites - all ten of 

them - AT ONCE!  What a sight on a busy day!  Old Oopdike on his 

billiard table legs hurrying from kite to kite, "Hey, get that tail outa 

my BUNGEE!"  "AAH".  Gliders pierce kites, "WOW!"  Winches screech, 

modellers jump - in fact, those days on the Downs were not to be missed. 

(They'll miss Oopdike). 

  OSWALD LANDON DIGBY WATTIS - CUCURBIT - born 1944. 

Wealthy scion of the Worcester branch, known throughout the County for 

the quality of their Horse Radish Source.  He has brought dignity and 

decorum to the migration. 

   Here, I must pause in my catalogue of the family 

to tell you of Oswald's new-found Australian friend, the tenth generation 

Chaunchy Ocker Rachmaninoff, known to foes and flyers alike as Rash. 

   O.L.D.W. -C and Rash decided to build a trailer. 

They felt it would be fine for their models, fabulous for the odds and 

ends, and roomy for their convenience. 

   Rash turned up with a power saw, W.C. turned on the 

transistor and one day recently they went to work. 

   The drum beat of hammer, the buzz of saw and the 

screech of protesting particle board blended with the blare of the Top 40. 

   "I FEEL A LITTLE CRAZY.  ."---Scree - ee- ch-- "You 

FANG FACED THING. ."--- bang - bang - "MID PLEASURES AND PALACES. ." -- 



crash - Screech - clunk - eech -- "THE LUNATIC IS IN MY HEAD. .". . 

   Work proceeded at a cracking pace until an irate head 

appeared around the door and demanded to know what was going on - Oswald 

ever-enthusiastic, started to tell him, but the gentleman didn't seem 

interested - instead he said, "WHAT AT THREE O'CLOCK IN THE MORNING?"  Well -- To say 

they were astounded was an understatement, "3 A.M.?" - You could 

have knocked Oswald over with a MYSTERE - so putting out the light they 

tip-toed off to bed. 

   Next day some neighbour said that if they could have 

heard themselves think above the racket they would have called the Cops! 

   Old Oopdike was all for migrating again - this time 

to the Galapagos.  But peace reigns once more - (the trailer is finished) 

and sweetness and light have again descended on Postcode 3125. 

    Yours fruitfully, 

    Pro Bony Thermolo. 

 

Aspectivity 60 - July 1975. 
A THERMOLO TECHNICAL TIP 

  A suggestion for David and his flighty model - 

Alright chaps, relax.  I mean his glider. 

  Mount a power pod on the model with, say a 15cc 

engine pointing BACKWARDS.     (Very Important) 

  Of course the system will require motor control when 

launched from the winch,  the power pod motor being set at low, 

otherwise will make an historic first - model around drum instead of line! 

  When making a high speed pass, David will advance motor to high - which pulling 

to the rear will slow model down sufficiently so that those of us with normal eyesight will be 

able to catch a glimpse of it as he passes Brian? 

       PBT. 

 

Aspectivity 60 - July 1975 
 Dear Editor, 

   THIS IS A SCOOP!  A translation of the few fragments 

extant of the monumental work, "The Cucurbits - their life 

and times" by Alphonse Pepys Cucurbit, Emeritus Professor, 

(1791 - 1834) 

"The First Cucurbit" 

The year was 1066. 

  "Tired of his name and his calling, a humble charcoal 

burner slipped out of the Great Woods, trailed by his half-wolf 

hound Squash - half wolf and half rabbit. 

  Like his father, and his father, and his father 

before him, he was a gatherer of fungus (fungus), which he 

burnt in a pot (pot) to make carbon (choof).  His name was 

Ungus Choofpot - Just flotsam on the sea of life.  ( A 

frustrated novelist was Alphonse - PBT). 

  The mists writhing about him, he passed onto the 

great field of Hastings, and mingled with the survivors of the 

battle.  Adopting a cloak of anonymity he slipped into an 

encampment of BOWMEN - THE YEOMEN OF ENGLAND.  A tired bowman 

seeing his dilemma tossed him a leather jerkin, wholly whole but 

for 7 or 8 arrow holes, someone else threw him a haunch of 



venison and settling down beside the twinkling embers of a 

great oak, he and Squash took their repast. 

As the days passed, many a weary bowman accidentally 

trod on Squash to be bitten for his pains (Squashs).  At this 

he would invariably administer a swift kick to Squash's ribs 

for his pains (the Bowmans) and yell, "YER CUR BIT!"  This 

was the humble beginnings of the family which has evolved as we 

know it today". 

  And so this ancestor became to the BOWMEN - THE 

YEOMEN OF ENGLAND, the equivalent of today's armourer, and 

busied himself with polishing arrows, collecting feathers, and 

stretching gut (PARDON?). 

  His fame grew and the story of his experiments with 

the aerodynamics of feathers, which led to the special floating 

arrow and the delivery by air of the note, which saved the 

day, to my lady's bed - chamber during the Siege of Squeeznik, 

is a study in itself and has no place here. 

  As the family grew it came to be said that when you 

had a lot of Cucurbits, you usually had one big Squash. 

    Yours a bras ouverts, 

    Pro Bony Thermolo. 

 

Aspectivity 61 - August 1975. 

Dear Murf the Surf, 

   Thank you for your welcome - I have a fine rapport with 

the Editors of the World's Press with whom I have corresponded ... 

the London times, Aspectivity, Women's Weekly, (Lovely) - Pravda, Comic Cuts, 

and I am sure you and I will get along famously providing you watch my P's 

and Q's. 

More about our friends the Cucurbits. 

HERBET CUCURBIT - Born 1944.  We expect him to arrive unostentatiously 

(beard, dark glasses) from Brazil any day now.  (On looking around at the 

bearded members of VARMS, he may have arrived already - Hm'm?)  He went to 

South America from England straight after the DIGS Cross-Country.  What a 

DAY!, Police, bloodhounds, four-wheel-drive vehicles spread over forty roods. 

Herbert has been a member of DIGS FOR MANY YEARS, in fact since the day he was 

incarcerated. He is now I.P.P.  (Immediate Past Prisoner).  The DIGS, as 

most of you know, is the Dartmoor Insiders Gliders Society. 

  I have heard of an incident!  The family over dinner are 

re-telling a story, doubtless, apochryphal, about Old Oopdike. 

"The hall was ablaze with lights and a goodly crowd had 

assembled, when Oopdike arrived for the regular meeting of the Ferret Society, 

or the Darts Club, or the committee for the increase of Kite Uplift. 

  He was greeted by a hub-bub of conversation as members 

with shining eyes and animated faces discussed the modus operandi for pointing 

darts, or sharpening ferret's incisors, or whatever. 

  A dozen radiators twinkled around the walls as the 

President called for order, while Oopdike plugged in the two radiators he had 

brought with him - (His feet never have quite become acclimatised to Melbourne's 

weather). 

  All was bliss as divers subjects were discussed...... 

(now I come to think of it, it might have been a recital of the SCUBA DOOVAS, 



 the Underwater Rock Group - possibly Oopdike was at a different meeting?). 

  Fifteen minutes passed then "Phut" - Oopdike's two 

radiators died - SO DID HALF THE RADIATORS AROUND THE ROOM ! 

  Oopdike had overlooked the rule of the square of the 

radiators being directly proportional to the thickness of the wire - allowing? 

- and had blown the fuses. 

  For the rest of the meeting (as I understand it) the 

committee were really on their toes!  They HAD to be - it was FREEZING ! 

 

     Happy Reading 

 

Aspectivity 62 - September 1975 

The Editor, 

Sir, 

 P-shaw - A.A.h - Grrr. - Sir, I was livid on becoming cognizant 

of your Faux Pas ! .... How dare you, Sir ? - I clearly asked you to watch my 

P's and Q's, and not content with losing the P..... YOU lost the B and 

the T, also ! 

 Your apologia concerning the excising of my signature 

was all very well, --------- BUT if YOU KEEP this up I will end up being 

ANONYMOUS ! 

  However, I do not bear a grudge, I would like you to 

meet a lovely lady - BIG MUMMA CUCURBIT, Born - Well ? Who would give 

away a lady's age. 

  Shining face framed in errant curls, when she laughs 

everything dances, and everyone laughs.  Her rock-cakes are a byword among 

modellers - individually shaped to fit the nose cone of most models, they made 

superb ballast as the sirocco blew on Cucurbit Tops, and at the same time 

formed a tasty repast and a welcome reviver after a fly-off, and a long chase 

over the moors. 

  She has whispered a story to me about one of the 

family whom you have yet to meet (in strictest confidence, of course) 

I will tell you about him another time, but for the moment his name is Stan, 

for short, and this was the story. 

  "One day not so long ago he said to his good lady, 

It’s a b-eeautiful day, let us go for a long drive - She was thrilled as away 

they went. 

  Gazing through the window she savoured the invigorating 

breeze, the autumn tints, and the pleasant sunshine - A-ah, Delightful ! 

THEN - inexplicably Stan drove into a paddock, and said in a puzzled way, 

"No one HERE !" - the lady was perplexed, until she looked in the back, 

"Ah - Ha !" she said, "You have your babies with you after all". - - - 

--After driving to about three more places and finding no - one, Stan said, 

"Oh, I'm tired and hungry - LET's GO HOME ! 

    True ! 

     Pro Bony Thermolo 

 

Aspectivity 63 - October 1975 

The Editor, 

Dear Murph. 

   Congratulations .... C.O.N.G.R.A.T.U.L.A.T.I.O.N.S. ! 

You are reading the first Anniversary edition of the writings of PBT.  It is 



just twelve months since I first streaked across your firmament like a 

breath of fresh air ... And I want to take this opportunity of giving a 

hearty cheerio call to my three readers ! 

  In that time I've tried to improve your mind, increase 

your knowledge, and uplift your morals, and tickle your fancy ! 

  Great Caesars Ghost ! How I've tried ? 

  But now I ask myself, should I continue this great 

crusade ? Are my pearls of wisdom falling on stony ground ?  Should this be 

the end of PBT ?  Should I fold up my camel and slowly steal away ? 

  It's up to you !  Of course, you are greatly 

  indebted to me for bringing to your wondering ears the Cucurbit family, another one 

of whom, I will tell you of, in a moment, that International family, 

who determined not to vegetate, have now settled in Australia. 

 STANISLAUS CUCURBIT - Born 1944, SOSHNOWQUICK, Poland. 

Keen power flyer, engaging personality, full of fun.  Any other Stanislaus 

would be known as Stan for short - However, everyone calls him Louse, for 

the procession of wrecked wings (other peoples) that remain after he has 

clumsily, happily and apologetically passed by. 

  Flying recently in a power-assist event his model left 

his hand and clawed for height - VROOM.  VROOM .... When... CLUNK..SKER.. 

Something flew off the side, "I'll get it!" said a kid - Heavenly 

silence rent the air, and the model's nose dropped towards terra cotta... 

...TINKLE - TINKLE!  and wonder of wonders, a shower of star-dust, 

twinkling fragments, followed the model to earth. 

  When everyone had collected themselves, and things, 

it turned out that the canopy, insecurely held with rubber bands, rose into the 

prop. path, resulting in Instant Sequins and a fragmented propeller ! 

  A spectating power modeller rushed forward, (A POWER 

MODELLER ON A GLIDER FIELD ?)  Anyhow he very kindly helped out, and 

Stanislaus went on to win the event ! 

  But there is a Moral here - In the words of Confucius 

(That wily Oriental always confuses this muddled Occidental)  He said in 401 BC, 

  "HE WHO LACKS LACKERS DESCENDS IN A TWINKLING" 

    Ah Fooey, 

     Pro Bony Thermolo. 

 

Aspectivity 64 - November 1975 

LETTERS .... LETTERS .... LETTERS .... To the Editor 

EDITORS NOTE : I have only inherited Pro Bony Thermolo, but to the 

best of my knowledge he has not missed submitting a letter to each 

issue of Aspectivity for twelve months, and his last letter (October) 

would seem to confirm this. 

   To P. B. T. - When I did not receive your letter for 

this issue, I wanted to say, "ALL is forgiven, COME HOME!", and to 

tell you that in addition to your "Three readers", that you have 

another fan.  It is the mother of one of our younger members, who 

particularly mentioned your Product Report on Maurie Watt's method 

of Canopy construction ! 

   And THEN .... Out of the blue on the flying field, 

almost "air mail", as I was in the middle of typing these stencils, 

the following letter was passed to me ! 

 



 

 

**A LETTER TO P.B.T.** 

Dear Murph., 

  As all members, and therefore Aspectivity readers know, 

Pro Bony Thermolo has provided us with a regular, humorous column, directed at 

the heart-breaking, not so humorous side of this sport, in which we all hopefully 

and regularly partake. 

  His original and comical approach has earned him high 

acclaim in the eyes of my brother and I.  Bony's ideas, and characters, portrayed 

in the news-letter, keep up the morale of those whose mistakes, too often, result 

in a scattered array of balsa, and unfortunately the loss of costly R/C equipment. 

  Yet, during our term of associate membership, and 

membership, to the best of our knowledge we have seen no appreciation shown for 

his efforts displayed in VARMS monthly issues.  (Besides, of course, Paul 

Dumsday's note of thanks, during his last weeks as Editor). 

  On the slopes P.T."s wit and knowledge is often a 

solid point in that everlasting stream of jaw-numbing gliding conversation. 

  So therefore, let it be known, that we would like to 

thank the Club's mystery identity for his grand supply of colourful articles in our great mag. 

  In unison we applaud:  Credit given where credit due. 

    KEEP IT UP P.B.T. 

     Bevan and Mark Hillen. 

 

Aspectivity 65 - December 1975 

Modeller Murphy, the Editor, Sir, 

  No - one inherits Pro Bony Thermolo, I am not some 

old ruin ripe for restoration by the National Trust! No Sir!  I am flesh and balsa like yourself, 

subject to the same fears and apprehensions - Is 

it warped?  Did I charge the batteries?  I've got the servos hooked up 

the wrong way? - I hope Ralph didn't see me crash! 

  However my magnanimity is a by-word, so on this occasion 

I will overlook your presumption. 

  My cup runneth over as the poet said, since the 

November issue, wherein I found I had six more readers!  Bevan & Mark's 

letter, ornately framed, will take its place on my study wall beside Bruce 

Smith's earlier panegyric. 

  Surely, the day is not far distant when bevies of 

beautiful girls will be wearing T-shirts with the PBT coat of arms emblazoned 

across their - er - everyone will be wearing T-shirts!  A Pro Bony fan 

club......  My name on everyone’s toothbrush!  Oh, joy. 

  I appreciate the sympathy extended by the younger 

members mother, over the unfortunate canopy report (Aspectivity Nov. 1974) 

Ah, yes!  A traumatic incident - the contretemps was brought about by my 

unwise choice of observers, who were not endowed with the necessary scientific 

detachment. 

  I can assure you if I undertook to perform the test 

again something quite different would happen! 

  Now, if I might chide a little in the midst of this 

rejoicing? ......VARMS tradition of hospitality is at stake!  I brought to 

your notice the fine family who have settled - The Cucurbits.  But has 

any one subsequently shown that they care?  No!  So in the next few weeks as 



the Festive season appoacheth, I want you to have a Cucurbit for dinner. 

  Now I must tell you of a turning point in my life. 

One day, recently I was lazing on a hill top while our members demonstrated 

their various skills in the heavens above! -  When I found myself jerked to 

my feet as though by an invisible thread, to stand rigid - transfixed, 

with my eyes aloft.  Before I knew it I had already rendered three verses 

of "Advance Australia".  Through the haze of emotion I became aware of an 

unintelligible keening - turning, I found ....... beside me, old Oopdike 

beside himself, his eyes too, turned skywards, and his rheumy old cheeks 

wet with tears as he thundered out, "Land of Hope and Glory!"  The 

atmosphere between us was charged!  In fact, pregnant with patriotism,  Old 

Oopdike is very patriotic, his father and his uncle both served in the first 

Great Fracas.  His father fought with the Duchess of Cucurbit's very own, 

The 41st. Foot and Mouth, while his uncle was a matelot - Aye!  He served 

before the mast: he first saw service as a deckhand on a submarine, before 

the onset of rheumatism forced a reluctant transfer to the Royal Naval 

Horse Artillery aboard HMS Nauseous. 

  The story of their last voyage will live long in 

the Annals of Naval History.  The Captain was a thrifty man, who never disposed 

of anything.  He had barrels positioned about the ship labelled "Broken 

light bulbs" - "Pieces of string too short to use" - "Knot-holes" - 

"Loose tails for Cat-of-Nine-Tails", and the crew were obliged to strictly 

observe these economies. 

  Well, at the end of the last voyage they steamed 

into the Naval anchorage at Scapa Flow, an event which caused the whole fleet 

to slip anchor and head for the open sea, and the urgent signals to flash 

to my Lords of the Admiralty!  For the HMS Nauseous, under its careful 

Captain, had sailed through the Mediterranean, in a heat wave, with the 

scuppers and bilges, hammocks and heads, the Foc'sle and Poop-deck, all 

packed tight with horse manure for use on the vegies for Victory gardens of 

the British Isles!  The Nauseous finally stank sank. 

  I had to nudge old Oopdike once, because in his 

fervour, he unknowingly had broken into a dubious parody, but now he was 

chanting the "British Grenadiers", while I was bellowing a 17th rendition 

of "Waltzing Matilda". 

  Finally, old Oopdike could stand no more and 

staggered away to be alone with his emotion, while the cause of the out 

burst, the symbol of the flag, continued to flutter bravely, catching the sun, 

dancing across the sky at the will of its flagman! 

  This had been an accidental, educational, inspirational, indeed, revelational moment 

as we succumbed to the thrill of 

Bruce Smith's flag-like-Flik-Fly sweeping back and forth before our vision! 

  And now the Cucurbits and I wish all our readers 

a Merry Christmas, and not forgetting also, a Happy and Safe New Year. 

  We close, saying as the Scots say, 

   "Strong may your tumn reek", 

    Hoots, Pro Bony Thermolo. 

 

Aspectivity 68 - April 1976 

The Editor, 

My Very Dear Sir, 

   I was musing over my Muesli and masticating my 



wheaten sandwich, while contemplating my imminent return to the managerial 

suite subsequent to my vacation, when there came a thunderous pounding on 

the front door which set all the lead-lights to rattling. 

  Ah!  Those lead-lights - a family heirloom believed 

to have come from the ancient Priory of the Abbey Church of Craiksford.  Even 

before answering the demanding clamour I knew whom I would find there, for 

after almost every one of his visits the stained glass needs attention. 

  I opened the door and old Oopdike Cucurbit, his face 

working, burst in and immediately launched into that which was uppermost in 

his mind, "He should be drummed out the Regiment, Sir!  Stripped of all 

his buttons!"  (O.O. in moments of great stress forgets that we are not a 

Regiment of Foot.)  "He should be lashed to a gun-carriage in the barrack 

square and fed herrings and tomato sauce!"  (The ultimate deterrent). 

  Intent on pouring oil on troubled waters, I poured 

him a tot of "Old Buccaneer" on the rocks, it disappeared in one gulp, and 

the glass came back for another.  This seemed to steady him as he more 

slowly dealt with a second and a third, I said, "It was just one of those 

unfortunate things beyond the control of men." 

 "Nonsense", he retorted, "He should never have attempted 

to raise the flag at dusk - at sunset flag down, lantern up!"  I quickly passed 

him a fourth.  "Ensign Smith has blotted his escutcheon, Sir!  He was charged 

to keep it fluttering above our heads at every meeting, to protect it through 

thick and thin to the last man!"  (Old Oopdike is an amazing blend of fact 

and fantasy, even when sober). 

  "And then to see it, in all its glory on the front of 

the March publication was too much."  I thought he would break down.  Then 

he said almost to himself, "I can never fly my kites from the Beacon again, 

never, knowing what may lay hidden in those alien meadows at the mercy of 

bovine beasts." 

  (This conversation refers, of course, to the loss of Bruce 

  Smith's Flik Fly from the Beacon in recent weeks - Editor) 

  A pregnant silence fell between us punctuated only by 

his ostentatious tinkling of ice in O.O.'s almost empty glass.  Taking the 

hint I refilled. 

  Then he seemed to relax, and grasping my delicate hand 

in his hairy paws and looking me straight in the eye with his bloodshot orbs 

close to mine, "Laddie, we must not fret", he said, and in words that may not 

have been spoken by a great English poet, he went on, "FOR IN SOME CORNER OF 

THAT LONELY PADDOCK THERE IS A SPOT THAT IS FOREVER VARMS." 

  Turning on his heel with a new spring in his step he 

hurried from the house, and the last sound I heard, after the echoes of the 

slamming door had died away, was the tinkle of lead-lights falling to the 

hall-way floor.  (Drat Ensign Smith!) 

   Yours stoically, 

   Pro Bony Thermolo. 

Aspectivity 72 - August 1976 
 We'd all like Pro Bony Back in Aspectivity:- 

Geoff Hearn   Stan Mason  Ronald Vanderwolf 

Darryll Andrew  Ray Murrell  Ralph Learmont (& Beverley) 

Ojars Balodis   Caris Runting  Roy Brown 

Graham King   Bruce Howard  Ernest Bird 

Charles Elmore  Ray Andrew  John Vanderwolf 



Kenneth Govett  Hugh Curney  Martin Williams 

Martin Govett   Ron Gottschalk Garry Clark (& Wendy) 

Maurice Watts   David Walsh 

  Richard Slenders  John Breden  Barry Nugent   

  Richard Whiteyard  Tiziano Quaglitine Peter Bolton 

 

Aspectivity 75 - November 1976 
My Very Dear Sir, 

  I was moved --- 

  If one may be allowed his little joke, one was actually 

moved twice ! 

  I have been forced to move from large mock-Victorian 

mansion, with its fine banqueting hall, to an even larger pseudo-Edwardian 

villa in the eastern environs - the lead-light doors were retained Old 

Oopdike notwithstanding. 

My second movement was at the palpable flow of affection 

from fellow members, which emanated from the pages of Aspectivity (August). 

  One is warmed to know that ones advice or invective has 

found fertile soil, and as time passes one will extend oneself to meet the 

wishes of ones fans - Geoff and Daryl, Ojars, Graham and all the others. 

  Now to you Sir, you have not handled my works before, 

nevertheless, I shall look to you to keep Pro Bony's efforts "front page 

news" - if one may steal a phrase from the tabloids......... 

  It has been said that you are from the old country - 

possibly you are related to Old Oopdike ?  Do you fly kites ?  Old Oopdike 

is not one of your common or garden Cucurbits, you know, he can trace 

his lineage back to Harold ! 

  Now to other things - a little entertainment !  With your 

help I will provide directions to fold what I feel must be a paper 

aeroplane gleaned in secret from the youngest Cucurbit - Little Sebastian. 

He is unaware that I have pilfered his latest design. 

  If you will kindly place letters of the alphabet A to E 

on one page and on the reverse the numbers 1 to 5, as shown below -- And 

readers then fold as directed - one is sure that they will be surprised. 

 
 Fold page in half - 3 & 4 to A & B, fold 1 to 4, fold 5 to centre, 

 Fold 2 to centre, - UNFOLD AND LOOK AT PATTERN - 

 Fold 3 & 4 to centre, TURN OVER - Fold A & C to centre., 

 Fold B & D to centre, Fold in half B, A one side, D, C the other 

 Fold each half to centre, Open back  a, b, c, d,   THE END. 

  In terminating this epistle, I can only say that having 

friends like Norm Savage and Tim Morland and the rest is what keeps me 



gliding ! 

   Enjoy your crashes, everyone else Does ! 

    Yours diffidently 

    Pro Bony Thermolo 

 

Aspectivity 76 - December 1976 
My Dear Dear Peter, 

 I am sanguine that you will not think me presumptuous if I call you 

by your Christian name .... BUT it is my mortification! 

 Any dampness evident in this epistle is due to the tears I have shed! 

 This finds you as it leaves me over-wrought and distraught, and now 

so very sure how fraught with SOMETHING everything IS! 

 In fact.  I am completing my Toilette preparatory to entering your 

sumptuous office, where I will make my way on hands and knees across the 

deep pile carpet, past the liquor cabinet, which you open only for other 

business tycoons, till I lay supine at your Editorial desk, where I will 

crave your forgiveness. 

 But I hasten ahead, let me start at the beginning - On receiving 

Aspectivity I settled down in gleeful anticipation to fold the paper 

puzzle I had submitted........ WELL!!  I followed the directions - THIS 

way, then THAT way.. Then I thought "the Editor has GOOFED"...  Somewhere 

in his vast lino-types the instructions have become GOBBLEDE-GOOK ... 

But No!  On checking my notes it was all correct ....  Yet all I could 

achieve was a CRUMPLED SHEET OF PAPER! 

 So casually I asked - Grr - Little Sebastian Cucurbit, whose 

design it was, what the result would be? 

 He looked at me with his frank open countenance, and his big candid 

eyes wide open (and we all know how frank and candid HE can be) and said, 

"Oh that, Uncle - that makes a CRUMPLED SHEET OF PAPER!" 

 Ooh!  THAT little Sebastian .... I gave him such a thump over the 

earhole that all his teeth vibrated like tuning forks for ten minutes! 

 But, Sweet Peter, I can't sleep - all over the country ... a hundred 

ASPECTIVITYS... (Should that Aspectivitii?) are in shreds as a result 

of your readers ..  My readers ....  MY FRIENDS! having attempted to follow 

my hint. 

 Where will it all end? 

 Cheery Greetings for the Coming Festive Season, 

 Yours in Sackcloth and Ashes, 

   Pro Bony Thermolo. 

P.S. Resolution for the New Year..  Not to believe everything we READ. 

 

Please find enclosed, dear P. B. T., our payment for your efforts - 

the rakings of the large Bonfire I had last month plus this large Hessian 

sack.  I wouldn't like you to go without. 

     The Editor. 

 

Aspectivity 77 - February 1977 

My Dear Editor, 

 Your tenure of office has been brief, therefore you may not be 

cognisant of the fact that I have the honour to be the head scribe to 

the Cuburbit Chronicles.  Priceless prose which plumbs the depths and 

purveys the unvarnished truth on the doings of that extensive family 



which forms the very marrow of our hobby. 

 Before one could successfully assemble such facts one must have 

many spies, who gleefully supply the news, but most important, the 

spies must not know that they ARE spies!  Of course, at times an 

eavesdropper does not hear well of himself, but I bear this knowing 

that I do it for YOU. 

 On your behalf I have gleaned this intelligence since everyone 

returned from a certain assembly at a place in S.A., which must remain 

un-named.  As to the actual names of the people involved my LIPS are 

SEALED! 

 1. This member had been to S.A., met people, seen sites, 

visited homes, YET he still got lost on his way to an evening 

barbeque.  One of his party is alleged to have said, "Either this town 

has six hospitals, or we have passed this one six times!" 

 He should stick to building those big, big models. 

2. This chappio was chasing yabbies in a dam, when one sank 

its nipper in his finger .... The only way he could rid his finger 

of the unseemly crustacean was to bite IT OFF!  (The nipper not the 

finger) (I THINK!)  (On the other hand if you see anyone with a digit 

short, it might be advisable not to mention yabbies!) 

 FUNNY!  He must be unable to establish a rapport with wild-life 

..... Aspectivity ran a story once about how he could not make 

friends with a bull either. 

3. This other fellow with his new plane - Spies are equally 

divided on whether it was a Cumulus or a Cirrus - He let it get caught 

in a killer? thermal which led to its demise.  Agonised watchers swear 

that his already grey beard went a shade greyer with each 10 feet of altitude! 

4. Meanwhile back at the toilet block this other chap was 

busily engaged, while idly listening to some-one attending to a child 

adjacent.  As our member washed his hands a few minutes later, he 

said to the other person, "Nice toilet block". ------ And SHE said, 

"Lovely!"  (At least that's what I overheard). 

 Possibly when he is presiding sometime he might unvarnish 

the truth for us! 

5. At a party up in the hills before Christmas, this Cucurbit 

was asked whether he was looking forward to the flying in S.A. .... 

He said, that HE wasn't going there just to fly..NO!  This was a holiday 

for everyone!  We are pleased to report that good sense prevailed, 

and that he flew and repaired as much as anyone... and doubtless added 

another page to the increasing volumes of log-books on that superb 

yellow machine! 

6. (THIS MAY NOT HAVE HAPPENED IN S.A.)  The young member 

who already has an impressive list of MID-AIRS to his credit .., Has 

added another ..... A SEA-GULL!  (It is believed that already the 

R.S.P.C.A. has formed an S.O.S. committee!) 

7. This modeller only went up for the week-end 

 Saturday night - GLOOM ... after a full day of glider flying 

..... "Tomorrow is to be a POWER day."  (might just as well have 

stayed home he might have grumbled). 

 Sunday night - BEAMING SMILES ... after the local hosts, 

ever-mindful of their guests comfort had waived power events... He 

headed for home in Victoria's largest provincial city having won 



everything in sight...... including the RAFFLE! 

8. During a day of rest a member of the family was playing 

relaxing table games with a group ..... ONE of the party THOUGHT that 

he was winning all the way ..... But he lost on a re-count based on 

the correct rules (which he does not follow).  He WAS DISGUSTED! 

Things would have been different if he was still Contest Director! 

 In future he will stick to flying his High Fly. 

9. Definitely not proven, but it is believed that OLD OOPDIKE 

was seen flying his KITE in the Caravan Park most nights! 

    I remain 

    in truth and purity 

    Yours, 

    Pro Bony Thermolo. 

 

Aspectivity 78 - March 1977 

Sir, 

 I appeal to you for assistance in this my hour of need! 

 Full of British phlegm, behind you stands all the PUGNACITY and 

SAPIENCE (Not over-looking GUMPTION) of that sceptred isle - I know 

that you will tell me! 

 As you know, the little place I moved into recently, 4 bathrooms, 

15 bedrooms, ballroom (120 by 60, extending through two floors) is in 

rather a snooty neighbourhood, Don't you know!? 

 The residents appear to be Model shop proprietors, Computer 

Engineers, School teachers and similar Upper-crust people. 

 One chap is particularly HOITY TOITY!  He dropped over the 

other day ostensibly to borrow a cup of caviar, and a pinch of 

Origano.... BUT.. in reality to have a closer look at my stained 

glass window, brought over from my other establishment.. (Possibly you 

would like a detailed description of the design?  Very intriguing! 

 However, I think he is a bit of a snob!  I've always wanted to 

be a snob, but I have always said that if one has culture and breeding 

one doesn't have to be one, Does ONE?...  Though that doesn't mean that 

one talks to ANYONE!  SEE? 

 THOUGH how can I compete with a chap whose interests are:- 

GOLF...  FENCING...  ASIAN COOKING...  AND WOODWORK.... 

while mine are:- 

TOY AEROPLANES ... DRAINS ... MEAT PIES... AND WOOD-BORERS! 

 The help I need from you and your dear readers, and large staff 

of technical experts, is a design for a mobile carrier for my planes. 

It should have the appearance of combined golf-buggy and tuba case, 

with maybe, a hint of pipe-organ grandeur!  This should keep the 

neighbours guessing when I push it down to the tram stop! 

 I am thankful that I am not a devotee of those noisome power 

models..  (Younger members may think we mean NOISY!)  BUT NO! If I 

may be permitted to lapse into vulgarity for a moment?  NOISOME means 

SOMETHING which PONGS! 

 Oh, the disgrace of having to arrive home, looking like and 

surrounded by the EFFLUVIA of a BILGE PUMP!  Banned from the servants 

entrance -- They are even more hoity-toity than the humans!...  I 

would be forced to creep through the hole in the hedge made by the 

local adolescents who commit larceny in my strawberry patch...OH! the 



shame of it ALL..  But this is only a bad dream as we only indulge in 

the GLIDING TOYS! 

 

 Dear Editor, you are of course, kindness itself, and will, I 

know, see that an illustration to meet my ends appears forthwith. 

    Yours ever gratefully, 

    Pro Bony Thermolo. 

P.S.  May be all this is in vain because I don't think anyone reads 

my letters....  Even the Editor... because he doesn't acknowledge as 

the previous nice Editors did! 

    P.B.T. 

 

STOP PRESS ESPECIALLY FOR P. B. T. 

 My dear P. B. T., 

   time and cost prevents us from adding anymore to this 

months magazine, but have no fear, watch this space for the SALMAGUNDI, 

a contraption that even Big Mamma Cucurbit could be proud of. (For the name 

Salmagundi please consult the Shorter Oxford Dictionary).  The rest of you 

please consult P. B. T's epistle at the rear. 

    Editor (Peter Bolton) 

 

Aspectivity 79 - April 1977 : carried a well detailed sketch of the requested item 

and it was called the "SALMAGUNDI". 



 
 

Aspectivity 85 - October 1977 

To whomsoever it may consume. 

SIR, My head is in a whirl at the continual stream of Editors who pass 

through Aspectivity.  It is my belief that an Editor should DEDICATE 

himself to the job for LIFE, or until he has a breakdown....Which-ever 

is the SOONER.   *** 

I apologise for being so tardy in not writing earlier, but school hols. 

are hell, and there was the house.... And the billiard table, but that is 

another story. 

I was thrilled to read of the coming SALMAGUNDI in a recent issue. 

How wonderful!  We have had knitting instructions in Aspectivity, and 

NOW there was to BE a recipe just for ME.  Hope they don't go too 

light with the anchovies, I thought.  I waited with baited breath! 

But Lo, when it appeared it was a design for a wheeled model box. 

Full marks for the design, but I hesitate to say it....did the writer 

interpret his dictionary correctly? 

 Sir, in the face of numerous requests I have decided to 

describe for you my stained glass window. 

 It consists of a central figure surrounded by lions rampant 

guardant, on a field vert, dominating a series of small tableaux. 



which have puzzled the experts for years. 

The shining central figure....How can I describe it?.... It is depicted 

as though running towards the viewer, to break free of the background... 

as though to launch a GLIDER..... the expression inspired.... the right 

hand raised...... It looks like.... Well!... Wait for it..... Like.... 

A VARMS President! 

Whatever the right hand carried will never be known, because this segment 

of the window was shattered during the Wars of the Roses (circa 1465) 

by an overzealous Cucurbit flinging a fragment of buttress at a passing 

Yorkist (He forgot that he was inside at the time). 

To the right rear of the central figure, three finely rendered designs 

depict one personage beneath a BLACK CLOUD, engaged in three different 

but interlocked activities.  In the first, he is pouring some liquid 

from a carafe into his infundibulum held above a cross-shaped object. 

In the second, he appears to be flicking (agitato) at the front of the 

crossed object, while in the third design he is seen surrounded by a 

cloud of smoke and holding his finger as though in anguish. 

Further to the rear a crowd of women on a field gules advance upon us 

waving aloft pots, brooms and a 3-legged milk stool!  They appear angry 

and may has a message for us?  Then there is what appears to be a box 

on wheels surrounded by unrecognisable trivia, except for what might 

be medieval "loo".  Nearby a group may be seen in fierce argument, 

all holding what are obviously trophies, won we suppose, on the field 

of battle. 

  Sir, I could go on, but this description must serve to 

calm my beloved fans. 

    Yours heraldically, 

    PRO BONY THERMOLO. 

 

 

 

Dear Pro Bony, 

  Received your monologue in plenty of time to make this 

edition (Last edition....sorry about that, ED).  My wife rang me at work 

to inform me that there was a letter addressed to G. Hearn, esquire. 

awaiting me at home.  Intrigued about the esquire bit, I duly authorised 

her to open same, and to read the first couple of lines to ascertain 

who had typed these few chosen words.  Bright yellow paper, alas - she 

had read about four words and I immediately recognised the literary 

style. 

  I asked my wife to continue reading; about half way through the 

letter I noticed a slight change in her voice.  I stopped her to enquire 

as to the reason for her hesitation, and she explained that she thought 

it was an obscene letter.  Many minutes later and after a lot of explaining 

I managed to convey to her that it was the one and only Pro Bony.  All 

is now well and I look forward to more of your informative......(I'm 

lost for words). 

  I fully understood the point in your article (I didn't, ED). Here's 

hoping that your source of information continues to flow.  I'm closer 

to your identity than you think. 

   Yours Faithfully, 

     El Presidente. 



 

Aspectivity 91 - May 1978 
My Dear President, 

 Pro Bony apologises for his tardiness in communicating with his 

esteemed friend, but he has been extremely busy, involved in the tedium 

of re-assembly of his famed stained glass window following an unfortunate 

catastrophe, which arose while test gliding all his old models to find 

why they don't GLIDE. 

 I have wanted to write to you to express my excitement at knowing that 

many people are crying out for Pro Bony. 

 Only the other day on the green sward two gentlemen were standing 

by their models and chatting, and one mentioned that we hadn't heard from 

Pro Bony lately ... and the other replied... WAIT  FOR  IT  ! .... He said 

"I want Pro Bony like I want a SORE THUMB!" 

 WELL ! ... I was momentarily overcome ..... Such ADULATION ! ..... 

I nearly rushed up to these wonderful chaps and told all!  But in the NICK 

of time I restrained myself.  I said to myself, "NO!  For the GREATER GOOD, 

Pro Bony must remain INVIOLATE!" ... So I DIDN'T. 

 By the way Mr. President, what sort of a model is a SORE THUMB?  Is 

it one of the special designs for the Treble Fits Contests? 

 Pro Bony has had to lend a sympathetic ear to Old Oopdike recently, 

it appears that one of our young men has been upsetting him.  Not intention- 

ally I should hasten to add. 

 By now O.O. was beside himself .. this is a favourite trick of his .. 

he was saying "No rudder and into rocks, No batteries and into the bush!" 

 "Do you know what?", rumbles Old Oopdike in his thick Yorkshire accent, 

his fierce red eyes close to mine ... "He could fly it without a radio and 

get it back in one piece ... It's not fair!" 

 "Do you know what happens to ME?", he went on, (I didn't want to know, 

but he went on anyway).... "If I even FORGET TO polish my canopy my model 

will be a complete WRITE-OFF .... It's not FAIR!" ........ and so saying 

he lurched off down the hill to throw cow-pats at the magpies! 

 Possibly Mr. P. you might remonstrate with the young modeller? 

   Yours in High Dudgeon, 

     Pro Bony Thermolo. 

 

Aspectivity 93 - July 1978 

El Presidento, 

My Dear Monumental Friend, 

Sir, 

 I am thrilled at this new opportunity to confide in you - YOU are 

so DISCREET - obviously not a word of Pro Bony's INTELLIGENCE escapes your 

LIPS!  I KNOW because I never hear anyone mention even ONE word I write. 

 Now I am going to let you in on a SECRET!  Pro Bony is designing & 

building a NEW and OUTSTANDING model. 

 The DELICATELY shaped fuselage is to be constructed of re-inforced 

concrete.  To reduce weight we are using fibreglass fly-wire as re-inforcing - 

SNAP-frozen before application of the concrete. 

 The fuselage is typical MONOCOKE (that's French).  That means it has 

only one rear END..... and it is moulded around a COKE bottle! 

 Isn't it EXCITING! 

 One wing has been SUPERBLY designed shorter that the other to assist 



the turning MOMENT! 

 We have many other moments, too!  In fact we have all the time in 

the world! ..... As I have often heard Wilbur say to Orville, "I have the 

time, if the wing has the inclination!"  Ho. Ho. Ho.  A barrel of laughs 

was old Wilbur. 

 The launch device will really ELASTICE you!  I have a friend who is 

BIG in SPARE tyres, in fact he's big in everything. but particularly in 

that department.  With his help we are using one hundred yards of tyres 

UNIQUELY linked together to form a Bungee - anchored to the ground by a spare 

anchor PIN PURLOINED from the West Gate Bridge by a GENTLEMAN thief.  HOW 

he knocked it off we will never know, it weighs 17 TUNS, TONS - er... 

TUNNEYS, and his only means of transport is a VELOCIPEDE! 

 The "bungee" will be towed back by a Sherman tank (EX-DISPOSALS). 

 We are going for a number of RECORD attempts. 

 1.  Greatest altitude on release from launch. 

 2.  Fastest speed ever achieved on a launch. 

 (It is reliably expected no-one will SEE IT launched) 

 3.  Highest SPEED on return to earth. 

 At this point we should state that landing procedures are far from 

perfected in this model, and we are experimenting with a SECRET device 

using specially deployed PANTY-HOSE to facilitate our safe return, BUT 

further RESEARCH is required so in the mean-time we are making an attempt 

on several other records. 

 4.  Largest excavation ever made by a model coming into contact 

 with the earth. 

 5.  Greatest area covered by a shattered model measured in square 

 HECTARES. 

 6.  The award for the greatest amount of HAVOC created by any one 

 model.*  (For this award I know I may have to fight it out 

 with a certain young modeller for the final points. 

 BUT ENOUGH .....  I must leave forthwith, in the interests of further 

 research into the uses of panty-hose. 

 The local 5 and 10 cent store is holding a demonstration of a new LINE, 

 at this very MOMENT, and we want to study the situation very CLOSELY! 

   Yours till my GLASSES mist OVER, 

    Pro Bony Thermolo. 

 

* I resent the implication!  M. W. 

 

Aspectivity 94 - August 1978 - (A letter to P. B. T. ) 

Dear P. B. T., 

 Why are you so shy? 

 On the odd occasion when you have attended a meeting, you have come 

in the guise of a spare battery pack or a cruising hawk or whatever. 

 Really, we are not as bellicose as some of your marauding gherkin 

relatives. 

 Your latest epistle, as usual, was most elevating to the intellect, 

with many profound revelations to stimulate conjecture. 

 I eagerly await the next account of the latest machinations of 

you and yours. 

 May the seed of your loin’s blossom into many tax deductibles. 

     Maurie Watts. 



 

 In the July issue of Aspectivity, there appeared a short objection signed M. W. 

 To their query, a couple of new members received a reply from the 

Leyland Brothers suggesting that M. W. could be Mike Willesee, Maurie Watts, 

or Mike Wichardson. 

 Sorry Martin Williams, you did not get a mention. 

 (Are you sure you and Pro Bony aren't related - Ed). 

    Maurie Watts. 

 

Aspectivity 95 - September 1978 

The New man of Letters, 

Cliff Fiddes, 

Sir, 

 The long procession of V.A.R.M.S. scribes leaves Pro Bony speechless, 

nevertheless we welcome you a' bras ouverts, and have fond hopes that 

this finds you writing nudis verbis! 

 Please convey to our noble ex-President my heartiest felicitations 

in appreciation of the rapport which existed between us. 

 But ENOUGH!  I must clear up a contretemps! 

 At the conclusion of my epistle in the July issue I found the 

following:- 

  "I resent that implication: M.W." 

 This referred to a paragraph wherein I commented on havoc-creating 

modellers. 

 Sir, I was horrified when the full import of this intelligence 

seeped into my distraught mind! 

 Sir - Never could Maurie Watts be accused of creating havoc ...... 

 ...His flying is impeccable!!!!! 

 MANY times I have seen his Amigo climbing gracefully and effortlessly 

into the PELLUCID blue, WAFTED on the gentlest of ZEPHYRS! 

 Why on days of INFINITE calm I have seen MAURIE borne ALOFT, merely 

on the hot AIR generated by such members as Martin, Peter, one of the 

Johns, Morris or Bob! 

 Well - having settled that little problem, I must take PAINS to 

POINT out that I always sign my epistles with a PURPLE PEN because 

I have a PENCHANT for PURPLE PROSE! 

     Absit invidia, 

     Pro Bony Thermolo. 

 

Aspectivity 97 - November 1978 
Dear Scribe, 

  Oh Joy ! 

  Summer is icumen in, 

  Llude sing cuccu ! 

  Groweth sed, and bloweth med, 

  And springeth the wude nu - Sing cuccu ! 

 So sang the anonymous 13th Century poet, whom Old Oopdike firmly 

believes is an early Cucurbit, and I think may have been the founder of 

V.A.R.M.S. 

 Speaking of Old Cucurbit, recently he came to me expostulating ..... 

and when O. O. expostulates you really stand clear ! 

 He was complaining of remarks by a correspondent - One Mr. Watts, 



in your august publication.  It appears Mr. Watts wrote something 

inflammatory. 

 Old Oopdike was rolling his Yorkshire vowels with a dreadful sound, 

and muttering half to himself ..... All I could understand was - "This wee 

man must think I am some kind of pumpkin or something !" ...... then more 

rumblings, and the last words I heard as he stomped away were, "Gherkins, 

Indeed !  ?  *  ! 

 Sir, You will need to use all your well-known guile to keep these 

gentlemen apart. 

 This fellow Watts could be a dark HORSE --- Pro Bony has previously 

discoursed at some length on his flying skills, BUT HE may also prove to be 

a FIGHTING MACHINE ! ? 

 If hoary combat does seem imminent you must insist that our WORTHY 

President intersposes his vast bulk between the protagonists to prevent 

BLOODSHED  

 ............. for Pro Bony would shudder to see Old Oopdike laid out 

on the floor like a sack of POTATOES ! 

   Yours in the MARKET garden, 

   Pro Bony Thermolo 

 

Aspectivity 98 - December 1978 
My Dear Man of Letters, 

 Pro Bony was MORTIFIED over the ABYSMAL lapse in the serious matter 

of his COLOURFUL signature as EDITORIALISED by you. 

 He can but say he was so TREMULOUS at the thought of MAYHEM 

by MAURIE that ALL was swept from his MIND in his haste to reach the POST! 

 It is indeed SPLENDID to have a SINCERE friend like yourself ..... 

In fact Pro Bony has only ONE other .... and that Old Oopdike! 

 NO-ONE ever comes up and says, "Hullo BONY, Old Pal!" 

 Indeed ... They pass with their heads turned the other way as though 

in fear that Pro Bony may detail their TRAUMAS in an EPISTLE! 

 It grieves Pro Bony as it must YOU because you know that P. B. T. writes 

only the UNVARNISHED TRUTH!!!! 

 Truth such as in the little story of IMMINENT DISASTER WHICH I shall 

UNFOLD! 

 Pro Bony taking his ease on Mount Hollowback midst TUMULTOUS scenes 

of competitive ENDEAVOUR, was thoughtfully considering the developing 

cold front, which boded ILL for everyone in general and V.A.R.M.S. members 

in particular, while at the same time half-listening to young Chauncy Ocker 

as he prattled on. 

 Suddenly, Chauncy's voice rose to a scream, "THERE IS A WILLY WILLY 

HEADING TOWARDS THE OFFICIAL TENT!" 

 Pro Bony, soothingly and half unheeding his mind still captivated 

by the weather pattern... (Would it be caused by a Temperature Inversion, 

or WAS it Perversion?), said, "That is alright, she is entitled to, she is 

the Treasurer, you know..... And I've never heard you stutter before." 

 He answered, really above himself, (No mean feat), 

 "NO, NO... THERE'S A WILLY WILLY GOING FOR WILLI !!!!! 

 "You're stuttering again!" I said..... Then the full IMPORT 

of his words struck home, just as the full EFFECT of the wind struck the 

BIG TOP askew .... Sending poles spearing across the interior .....!!!! 

 GREAT SUFFERING SILENT SQUIRES ... I was AGHAST .... What a TORMENT! 



 My mind was bombarded by the fierce sounds of CANVAS cracking like 

the main top gallant of the Marie Celeste rounding the Horn in the Roaring 

40's!!! (And anyone who has ever heard the Top 40 will know what I mean). 

 STRONG men came from everywhere to bring her BOWS into the wind..... 

and Willi was saved! 

 Pro Bony was ENTHRALLED .... It made his YEAR! 

 SO with 1978 coming to an end, 

 SEASON'S GREETINGS TO YOU ALL... 

    Sincerely, 

    P. B. T. 

 

Aspectivity 99 - February 1979 

Man of Many Letters, 

Dear Scribe, 

 The following is an OCCASIONAL feature in which that SCION of the 

SLOPE offers much needed advice. 

 (You will pardon P. B. T. his little joke .... But Scion as 

 the COGNOSENTI knows, means DESCENDANT ... and Pro Bony 

 often DESCENDS the SLOPE !)  Ho, Ho, Ho, ... er-Humph. 

PRO BONY RECOMMENDS :- 

 Feeling chilled, dispirited, let down even more than your model after 

long, cold vigils on the slope? 

PRO BONY HAS THE ANSWER ! 

 On future forays leave your INAMORTA or your SPOUSE, 

    OR BOTH, 

 at home and take instead ....... FORNELLO OR CASSERUOLA! 

 She will bring a glow to the cockles of your heart whilst 

 at the same time returning the circulation to those hands 

 frigid from long sessions in quest of the unattainable! 

   Bring a sparkle to the eye, 

   Give yourself a LIFT, 

   Be a DEVIL, 

   Entice into your automobile, 

   LA CASSERUOLA ! 

 Though on halcyon summer days your NEEDS will not be so great, 

yet Fornello Con Casseruola is DISCREET enough to accompany you ANYWHERE! 

 EVERYWHERE people of all nations are singing the praises of 

La Casseruola. 

 In their eyes she is SEMPLICE, PULITO, PRACTICO ......... En fact 

SAUBER and very NON INGOMBRANTE! 

   Copyright  P. B. T. 

 

Aspectivity 100 - March 1979 

Dear Gleaner of the truth, 

 Pro Bony was studying plans for his new model .... a very advanced 

machine with swing-back wings (F111 style) to facilitate immediate progression 

from Duration to Speed, without the need to re-launch, and featuring devices 

to eject model hang gliders and drop bombs, when he was interrupted by the 

distant clamour of rolling vowels, which could only signal the arrival of 

Old Oopdike. 

 Sure enough ... O.O. came in pushing a barrow loaded with garbage. 

"LOOOOOK  WHAAAAT   A   FOOOOND   AT   GLLLEEENFERRRN   RRRROOD ..!" 



 He was darn near unintelligible .. (A Pom y'know !) .... After 

translation this is what emerged. 

 He had visited Glenfern Road .. deserted as dusk began to descend, 

and discovered the noisome trash, now filling the barrow, SCATTERED where 

our MEMBERS had REGALED themselves during a joyous afternoon. 

"AH!" he said, "This is a job worthy of the MASTER!" 

 We should state here that O.O. is a great admirer of, and models 

himself on, ..... SHERLOCK HOLMES. 

 Often I have seen O.O. pull on his deerstalker, stuff his CALABASH 

with black shag, pick up his concertina, and go into a brown study ... 

(when it wasn't occupied), while he brooded over some perfidy. 

 He did just that now as he extracted the first item from the 

barrow.  It was a screwed up paper bag containing an uneaten sandwich, an 

EMPTY banana skin and a green apple ... possibly a GRANNY SMITH! 

 "A-a-h !" said the Master (O.O.) as he studies the items with a 

magnifying glass, "This was left by a young modeller, whose Mum carefully 

packed it for him, see the way the tissue is wrapped?" 

 "Why not an old modeller with a loving wife?" I asked. 

 "A-a-h!  No older responsible modeller conscious of the cost of 

living would leave a whole apple behind !" 

 Next came a procession of soft drink cans ... "Young fry", muttered 

O. O. peering myopically. 

 The mess on my carpet increased as O.O. explored the garbage. 

 Grunts of pleasure greeted his perusal of the Big M cartons .... 

Choc. flavour .... Iced Coffee .... "Discarded by some of our young 

TRENDIES .... M,M,m.. This one is left-handed !" 

 The empty Schweppes's bottles.... large lemonade and tarino orange 

.... really pulled him up with a JOLT! 

 "I can't understand it," he said, "The lemonade will have been 

consumed by an older member ..(I don't know how he knew) .... "But he 

would never discard it .... Look there is a deposit to be collected on 

BOTH of those bottles !" 

 THEN with positive exclamations of glee, he pulled from the mess 

a plastic bottle which he handed to me. 

 It was a bottle of sun-tan lotion which bore the label of a chemist 

in TOCUMWAL ! 

 "What does Tocumwal suggest to you?" he asked. 

 "Full size gliding", I answered. 

 "Elementary, Mr Dear Pro Bony", he crowed.  "Now we seek a young 

man with one foot in gliders" .... He waved aside my protestations that 

it could be someone older .. "Gliding is a young man's sport!" 

 He went on, "We seek a young man who is sensitive to the sun .. 

OBSERVE this lotion blocks out the sun entirely!" 

 "A-A-H, I tell you, my Dear Doctor Bony, the GAMES afoot!" 

 With these last words he pulled the deerstalker firmly over his ears, 

strode to the front door and flung it open ... THEN he paused thoughtfully 

as fog wreathed through the opening and partially enveloped him. 

 He seemed to come to a decision which brought him back to the pile 

of garbage littering my billiard room, ---- He extracted the two BOTTLES 

.....THOSE on which a deposit was refundable ... and DEPARTED. 

 His last words flung back over his shoulder were "HOLMES believes, 

FIND the owner of that LOTION and you will be close to the DISCOVERY of 



our ARCH ENEMY ...... MORIARTY !  The CAUSE of all the PROBLEMS on our 

flying fields!" 

 As he was lost to sight in the FOG... I was sure I heard the FIENDISH 

howl of a distant HOUND. 

   Yours with a PILE of GARBAGE, 

   (Dr.) Pro Bony Thermolo 

 

(Despite further calls to stir up a response from P. B. T. over a period of time, he declined to issue 

any further erudite epistles for the magazine!!) 

 

 

 

 

 

 

  



 

REFLECTIONS 

 
 

 With VARMS 45
th

 Anniversary having just passed (Feb. 2013), I considered it prudent not to 

wait until the 50
th

 in 2018 to insert the following articles under the heading of “Reflections”, doing 

it so to speak, while we are all here.  After all, 45 years is more than enough to reflect upon. 

 The members selected to contribute are all Inaugural or early members, may have served on 

Committee or not, and hopefully are still active in modelling in some way.  Their comments should 

make interesting reading. 

 The articles, in general terms will entail a short article on that particular persons time in 

VARMS/Modelling from the early days to the present, and, also some comment regarding the 

passage of the Association itself from its fledgling days to the present day, encompassing its current 

location and operations. 

 

Dieter Prussner  VARMS 1  Inaugural President 1968 

 Sixty plus years of aeromodelling certainly leaves many memories and 

different feelings when reminiscing. I am sure I am not the only model aero 

fanatic who has had his share of ups and downs, so as to speak. One certainly 

needs that connection with flight in their blood to reap the benefits from this 

most rewarding hobby. 

 An aeromodeller is multi skilled by the mere nature of what is required 

for him to succeed with his passion as there are many options as to how he or yes she, follows 

their fantasy. They have to be meteorologist, engineer, pilot, metal and wood worker, part 

electrician and problem solving analyst. Today, the technology revolution offers a young boy ready 

to fly model aeroplanes, gliders, helicopters and all sorts of multi rotor (i.e. quad-copters etc) 

machines, at a very enticing prices. One also has the choice of putting on a pair of goggles and 

with the aid of a camera and telemetry systems in the model, can fly the model out of sight while 

watching the scenery, on the inbuilt goggle screen and return the model when it has reached the 

turn-point of his choice. Termed as First Person View or FPV, the technology has reached the point 

where aeromodellers can program their aircraft with the aid of GPS and set a distant goal and 

return back to the launch point automatically without any further command on the R/C 

transmitter, record and watch the whole event without actually seeing the model from the 

ground. This availability is now causing quiet a stir in government bodies who can see a looming 

danger in regards to public security. As far as the aeromodeller is concerned he just wants to have 

fun and enjoy a different perspective of the world below his model.  

 But before all this even takes place there is still the fascinating and sometimes traumatic 

period of learning how to fly. One does need to accept that there are the moments when 

disorientation and lack of familiarity of their new model will play a part in the inevitable accident. 

But there are many times when through the lack of skill, inattentiveness or over confidence one 



makes a critical mistake which will result with the model needing some serious repairs. Many bad 

landings are mostly caused by the pilot but can be a result of sudden wind changes when the 

model is about to touch down. I know because I have had my share as well. I'd like to call this 

phase being a part of gaining your experience. It cannot be purchased and has to earned by all 

who fly models. 

 For me the most disappointing moments has been when a model suddenly disappears 

from view not to be seen again.  The other is losing a model when a battery goes flat during flight 

or some other electrical or mechanical malfunction has taken place, robbing you of any chance to 

safely land the model or even find it again. 

 Here then are a few of my failures due to some of the above reasons. 

 While still a young boy and living in Geelong, I spent many hours flying model gliders and 

power models on the Belmont Common which is just across the Barwon river from where the 

College Rowing sheds are located. The Common was also used on weekends by the Geelong 

Gliding Club which has since moved to Bacchus Marsh.  

On one occasion I spent the morning on the Common flying my single channel (rudder only) 104" 

span "Thermalist". It was towed up on a 300ft line by a friend also a model flyer.  The Thermalist 

being a large but light model, usually managed a 5 sometimes 10 minute flight in light weather 

conditions. It had an OS servo using a Pixie single channel Radio set which was adequate to steer 

the model at a leisurely pace and make large turns keeping the model in sight and over the 

Belmont Common. I was contemplating a landing, when at 200ft the Themalist suddenly rocked 

violently and rapidly gained height. In order to lose height I would normally apply full rudder and 

hold it on while the model slowly descended as there was no elevator to assist. But instead of 

coming down it gained more height with every second that passed. It finally entered the cloud 

base and was swallowed up and disappeared. I was still holding full rudder long after it entered 

the cloud but I didn't see it again that day. 

 About 3 weeks passed when an advertisement appeared in the Geelong Advertiser 

announcing that a glider had crashed in a wheat-field south of the You Yangs near Lara, "would the 

owner please contact" etc. Apparently the farmer was harvesting his wheat when he noticed 

something red sticking out of the crop and he stopped just in time to discover my weather beaten 

model. The Thermalist had gained sufficient altitude to cross Corio Bay only to land ever so gently 

in a wheat crop some 15 kms from the Common. Damage was largely due to exposure from 

weather, with a warped tailplane and flat battery and it was back in the air a week later.  

 Another fly away occurred from the same location when I flew a Hearns Sportster one 

morning and a radio failure happened due to a broken wire. The Sportster ended up on some-ones 

front lawn in East Geelong and was amazingly returned intact.  

 The most dramatic and almost disastrous loss was my well known 14ft "Aurora", while 

flying at Fyansford just off the Ballarat Road. Ground checks of the OS reed radio indicated no 

abnormality (I had not performed a distance check) and I launched the Aurora which had then 

been modified to a T tail version and this was to be it's first test flight. It flew faultlessly straight 



out into a gentle breeze and began to do a slow left hand turn. I sent a signal to correct the turn 

but there was absolutely no response. There was no response in any way what so ever for the 

remainder of its flight. The Aurora simply continued in its big port turn over the top of everyone 

around 60ft high and drifted down wind back over the slope to continue on a second circuit. 

Unfortunately the main road now appeared to be directly in the path of the out of control free 

flying Aurora. Ballarat Road was predictably busy being a weekend day and the model by now was 

lining itself up at head height and flying directly into the on-coming traffic. There was nothing I 

could do to warn the traffic as there was a wire fence to cross and no time. In fact at this moment I 

had wished to become invisible and unrelated to what was going to happen next.  

 Coming from Ballarat was a car towing an old VW behind it and unknown to me at the time 

the Beetle was driven by a well known rock star from Geelong by the name of Max Greyson. Max 

later said that he believed the object heading toward him was a real glider as he was sitting 

helplessly behind the towed car's steering wheel. The impact with the front of his car demolished 

the Aurora and broke the front windscreen of the VW but caused no other damage or injury other 

than shock to all who witnessed the event. Surprisingly Max was a most understanding fellow 

who, after hearing  the reason for the collision, claimed it was no big deal as no one was hurt and 

the car needed restoration anyway. I was very relieved at this close call and generous resolution 

from a well known local identity who would have had sufficient reasons to be upset and be able to 

claim damages. The event never made the local news and I am forever great full at the outcome of 

this dramatic and sad event. 

 Not long after the Aurora's demise I had finished the 1/4 scale Zephyr II which I had 

proudly taken to Fisherman's Beach near Torquay for it's maiden flight. This report has been well 

documented and can be read by following this link via the Internet: VARMS > History >"The Zefir 

flies again" a PDF document on Page 15.  There were a number of other incidents and accidents 

but non with the above calibre that I can recall.  

 Aeromodelling is still in my blood and I continue to build and fly as time and weather 

permits. As a kid in Geelong I became a member if the Geelong Aero Club and later years while 

teaching in Ballarat became involved with the start of VARMS. Other than one season with the 

Yarra Valley Aeromodellers during 2013, I have not been actively involved with clubs as my time 

available is spasmodic and the distances to fields tends to be on the long haul of things for me. I 

have made the odd long drive to Ararat, Hollowback and Philip Island but tend to fly closer to 

home when I get the chance. I guess I have always enjoyed flying solo without distractions and 

stay up as long as possible without needing to wait for others before taking another turn. I love 

low flying especially Slope as it gives me great pleasure to watch the model at close quarters, 

compared to looking for thermals. I suppose it's a selfish attitude I have to confess. But I find it 

very distracting having to constantly watch out for other fliers when participating in a club 

environment. I do have fond memories and retain a strong interest in what VARMS is doing and 

read all of my newsletters to stay in touch, however, except for the odd occasion I seldom get the 

opportunity to visit the field, but not through the lack of trying. Early this year my family decided 

to start an accommodation business in Badger Creek which takes up much of my time as it has 



bookings almost every day of the week and every weekend. So it looks like my flying and building 

opportunities are going to be curtailed even further for some time to come.  

 I hope to still be around when VARMS celebrates its 50th Anniversary in 2018 and all being 

well will be at the celebration, one way or another. 

signed  

Dieter (Peter) Prussner 2014 

 

Peter Mather  VARMS 6  President 1981 & 82 

The beginning 

My first memories of VARMS-like activities are of Mt Hollowback in, I think, 1968. 

I had been a keen modeller since the age of seven, but had just started to dabble in 

radio control with a second-hand OS AP1 radio (proportional rudder, three position 

throttle on a button—advanced stuff!). Not sure how I heard about the gathering at 

Hollowback, but there I was, with a set of free-flight wings strapped to a cobbled-

together glider fuselage, mucho fugly. Clearest memory of that day is of Peter Prussner stepping to 

the edge and casting off his huge ‘Aurora’ sailplane, to be immortalised in the VARMS logo. Later 

memories are fragmented as that year progressed: another flying day at Bacchus Marsh, the sand 

dunes near Torquay, then an early meeting somewhere in Flinders Street station offices, I think, saw 

me standing in a short line, one ahead of Ralph Learmont, to sign up as a member of the new 

association—not a ‘club’ in those days, just an association of like-minded folk. Just about 

everything was experimental in those early days: designs, radio equipment and flying techniques, 

first for slope, then increasingly for thermal chasing. 

First interval 

Graduation from the RAAF Academy at Point Cook sent me off to Pearce WA for pilot training—

not successful, but got out of there alive—then to East Sale for navigator training. I remained a 

member of VARMS throughout, and kept in touch through Aspectivity. The RAAF, marriage and 

raising kids kept me fairly busy through the seventies, most of it spent at Edinburgh SA, flying on 

P3B Orions, then it was off to East Sale again for advanced nav training and a posting back to 

Melbourne as a project officer at the Aircraft Research and Development Unit (ARDU). I had some 

contact with VARMS during the two years at Laverton, but family commitments limited my 

building, flying and socialising somewhat. I do remember a chuckle when a couple of the pilots 

came back from a trip down the coast in the Nomad, complaining that they flew under several large 

RC sailplanes as they passed Apollo Bay (they probably weren’t very high—most of our test pilots 

enjoyed low flying)! Around 1977, ARDU relocated to Edinburgh SA, and off went family Mather 

again—two more years there, then promoted and back to No 10SQN as a flight commander until I 

was posted back to Melbourne in 1980 to be regional liaison officer for the Air Training Corps in 

Victoria. 

The middle 

We moved to Chadstone and I eased back into VARMS life like a drop of water into a pond, 

enjoying the meetings, the flying and writing the odd article for Aspectivity. The centre of gravity 

of the Association had moved from the Geelong area to the eastern suburbs of Melbourne, with the 

focus still on slope soaring and itinerant operations, rather than a permanent location. Slope sites 



included Glenfern Road, Ridge Road, Kilcunda, Yarragon and Phillip Island, and it was at Cat Bay 

on Phillip Island one poor-weather day that Geoff Vincent slipped into the passenger’s seat of my 

car and suggested that I might like to serve on the committee. I agreed, and headed off the AGM 

expecting to leave as the new newsletter editor. Wrong: I left as the new President (…and some 

have greatness thrust upon them)!  

The following couple of years were probably the most enjoyable and productive of my modelling 

life. We had a great crew on the committee and lots of activities going on. A key focus at that stage 

was trying to secure a permanent flying home for VARMS, with most of the interest in sites south 

and east of Melbourne, but within easy driving distance. My personal interests drifted towards 

cross-country thermal flying, with other keen players like Tim Shirley, Geoff Vincent, John Berry, 

Rob Benton Max Kroger and Ray Pike—not all VARMS members, but all infected by the XC bug. 

Most of the aircraft were standard thermal soarers pressed into cross-country use, the exceptions 

being monsters like Geoff’s Dynasoar, Rob’s Merlin and Max’s home-brew beast with sheeted 

foam wings. After two years in the chair, I could see another posting on the horizon and stood down 

at the next AGM. This nearly brought us undone, as nobody was keen to put his or her hand up, and 

the election stalled, with muggins like a shag on a rock and helpful suggestions from the floor that if 

we couldn’t raise a committee we might as well shut the whole shebang down. Fortunately, 

someone pushed new member Des Bayliss firmly between the shoulder blades and he, too, was 

propelled to instant glory. For me, a memorable couple of years that cemented my view that the best 

way to have fun is to get involved, rather than bitching about the management from the back stalls. 

Well, six months or so later, my prediction came true and I was promoted again, and 

posted kicking and screaming to Canberra to become the VARMS ‘Canberra 

Correspondent’. We had a nice little ‘gotcha’ farewell to close this chapter; a few 

days before the removalists arrived, Ron Webb rang: ‘Ah, Pete, we thought we would 

have a farewell barbecue to farewell you and your family from VARMS.’ Me: 

‘That’s a lovely idea, Ron; thank you!’ Ron: ‘Your place Saturday arvo, OK?’ Me: long silence. 

Ron: ‘Don’t worry, we’ll bring everything.’ So there we were the following Saturday arvo: the 

removalists have been and gone, leaving Cheryl, me and four kids sitting on floorboards in a totally 

empty house. The weather has decided to cooperate with torrential rain, so some bright spark 

throws a tarp over the clothesline, under that goes a portable grill and us, and we are set for a lovely 

BBQ. You gotta appreciate a good gotcha! 

Another interval 

Canberra was OK, with several very active clubs and a fair bit of soaring going on. I sent a few 

articles back to VARMS and took advantage of a ripper workshop under our rented house to build a 

Sagitta XC. We made occasional forays to Jerilderie and down to Wangaratta for the Nationals, and 

basically stayed in reasonable touch with the soaring game as VARMS rolled on towards obtaining 

its own field. 

The end 

Around 1987 we were posted back to Melbourne—this time to the west—for me to take post as 

director of a training school at Point Cook. I joined the local Werribee club and the near-defunct 

RAAF Williams club at Laverton, and did most of my flying there. We made occasional trips across 

to High Street Road for training days, competitions and special events, but my involvement with 

VARMS gradually tapered off. I had a very enjoyable day at the 40
th

 anniversary bash, catching up 

with many of the old and bold, though lots have moved on rather permanently in the intervening 

years: I miss the enthusiasm and gentle humour of the Morries, the friendship and competence of 

Ron Webb, Ray Pike, Brian Laging, Alan Villiers, John Bird, and others whose names don’t come 

immediately to mind.  



As to VARMS itself, my impressions from occasional visits and reading Aspectivity (thank you to 

all the editors along the road) are that the club has managed the transition—from a loose association 

of iterant enthusiasts to a modern, diverse club with a thriving permanent home—rather nicely. My 

congratulations and thanks to all the folk, on and off committee, who have put in the work over 

more than 45 years to make it so. Now, if we could just get rid of those stink-planes, except of 

course for the worthy ones that tow proper sailplanes! 

Cheers, 

Pete Mather 

 

 

 
  



 
The End 

 

 
 

 

 

 


