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THE S.E.5. ANOTHER SUPERB HISTORICAL MODEL

TRADE MARMK RLS

the

ESTABLISHID SINCE 193]

by ... AMERICA’S mos

authentic PLASTIC CONSTRUCTION KITS

Lindberg now bring you one of the most famous aeroplanes of World War I. The S.E.5. Certainly the
best design to come from the Royal Aircraft Factory, it was easy to handle, stable and very strong,
enabling it to be dived at high speed without breaking up on recovery. It first appeared over the
“ Western Front ” in 1917 and proved more than a match for the German Albatros which had previously
been supreme. The scale kit of this famous plane is authentically detailed and moulded to the unequalled

Lindberg standard.
Price 7/11d. A February delivery

Modellers—Remember there’s no Substitute for Lindberg Authentic Kits
AVAILABLE THROUGH ALL LEADING HOBBY AND TOY SHOPS

Manufactured under licence by:

MODEL TOYS LTD. / ccitorne Road. London. w.10
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III.I' stands out above all

PR sy R N

For trouble free flying you cannot beat the Mills. It's the world’s
most reliable starter, built to maintain its excellent qualities under
the most arduous conditions. This dependable engine

is the surest guarantee for successful model flying.

Your Mills reaches you complete with guarantee

P.T5 without cut-out 59/8d.

S.75 with fuel cut-out 65/7d. and an easy-to-follew test certificate piving
I3 . w . . 89/5d. accurate storting settings. There is ne guess \
Prices include Purchase Tax. work with a Mills.

MILLS BROS Model LTD I 143 GOLDSWORTH ROAD
Engineers WOKING SURREY

It pays to say you saw it in MODEL AIRCRAXT iii
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TESTED AND TRUSTED
THE WORLD OVER....

HUMBROL ART OIL
ENAMEL.
A 2-—4 hour lacquer
enamel which dries
with a brilliant finish.
Suitable for all handi-
crafts and 1,001
household uses.

HUMBROL
ENAMEL CAPSULE PAC
The economical pack for the
economical worker, containing
_6 intermixable colours of Art
Oil Enamel in capsule form.

BRITFIX TISSUE
PASTE

A specially pre-
pared paste for
aeroplane tissue
providing excep-
tional adhesion
and non-
staining
qualities.

BRITFIX PLASTIC
POLYSTYRENE
CEMENT

A quality poly-
styrene adhesive
combining quick
drying with ex-
cellent adhesion.
DOES NOT
HAIRLINE

THE HUMBER OIL COMPANY LTD,

iv It is to your advantage fo mention MODEL AIRCRAFT when replying
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HUMBROL PAINTING OUTFIT.
A complete set of matching paints for
all handicraft and do-it-yourself
purposes. The ‘all-in-one’ painting
kit containing plastic enamels, metallic
colours and thinners,
a paint brush, mixing
palettes, tube of
flatting agent for
producing matt
finishes and a
colour blending

BRITFIX Colour
Dopes-—clean and
bright, smooth and
easy to work with.
Quick drying they
provide the perfect
finish which all good
craftsmen expect!
Available in a wide
range of colours,
also in clear,

BRITFIX CEMENT
A fine all-purpose

chart. It is the
most versatile

handicraft adhesive. Trans-
paint .t;:lck parent, water—
:ngrke't ° and heat-proof. It

combines rapid
drying with utmost
tenacity.

MARFLEET

It pays to say you saw it in MODEL AIRCRAFT

For free colour card of Britfix
Dopes and Humbrol Enamel,
write to the manufacturers
enclosing 3d. stamp.

MODEL AIRCRAFT

ENGLAND
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Find your future at Fairey

o

o
AVIATION above all industries is the one that
lives on new ideas, If you have ideas, and NAVAL AIRCRAFT + HELICOPTERS

the educational standard to back them, Fairey

Aviation may well have a place for you. GUIDE Q- WEAEQNS ALYDRAULICS
There are opportunities for Trade and

Student Apprenticeships which are the gate- F I R E Y

way to high qualifications and an assured

career in aviation,

ELECTRONICS - PLASTICS

Write to Apprentice Department of The Fairey Aviation

PRECISION CASTINGS - RESEARCH

Company for details and advice on a career with Fairey.

THE FAIREY AVIATION COMPANY LTD *
HAYES - MIDDLESEX

ENGLAND * AUSTRALIA +» CANADA

vi Please mention MODEL AIRCRAFT in yeur reply fo Advertisers
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MODEL AIRCRAFT

OVER 40 MODELS
TO GHOOSE FROM

Britain’s biggest and best u—ss
range of the World’s most
talked about aircraft which £ S
includes Bombers, Fighters, A

Supersonic Interceptors and
Naval planes. These are con-
struction [kits for EVERY-
BODY. Easily built and
finished in quick time.

Kits contain: Crystal clear cockpit
covers,‘authentic transfers. (Plastic
propeller units for Spitfire and
M.E. 109) together with
‘ VERON'’S . ' classic quality of
ready cut-out parts and easy to
follow instruction plan.

Prices from 2/6 to 7/4
including Purchase Tax.

Other popular 'VERON’
model aircraft ranges in-
clude : Gliders, Rubber
Duration, Power Duration,
Scale Control Line and Stunt
Control Line,

*

MODEL BOAT CONSTRUCTION ' KITS
Cabin Cruisers, Launches and
Sailing Yachts. All Aircraft
and Marine accessories and

sundries,

FREE “VERON' POCKET FOLDER

M ODEL AIRCRAFT (Bourncmouth)LTD.

THE Wopy NORWOOD PLACE * BOURNEMOUTH * HANTS
M) Telephone: SOUTHBOURNE 43061+ WHOLESALE ONLY
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A | BRITAINS FINEST FLYING MODELS
it -

o sv p I’&(@We /"W& J/& s

comozmvt

THUNDER- AT i i | o
BIRD a8 sE e i

Class
Racer.

“B‘!
v 29/8
NEW JUNR. MONITOR /

Stunt and Combat model
N for 2.5 c.c.

Mk, 11-¥ SPITFIRE

A’fine model of the famous fighter.
For diesels 2.5-3.5 c.cs
37/6

P.51 MUSTANG

Class - " A" Team Racer or
sports model for a 2.5 c.c.eng:’i;o‘.

m’"" e

A Stunt model for a | c.c.
engine, 19

WASP
# *A'Stunt Model, 12/7

MONARCH

The Stunt model supreme
for diesels of 2.5-3.5 ;6?

TOREADOR

Stunt and Com- _« TEXAN
bat model for &K ?

e 3h e 260 MOdol" AT Sp:i %:; Racn;r.l.;;ll
cumin o  MERCURY ENGINES~ 68T W TR s,
; S M.35 .

For Stunt,
A.M. 25 Combat  and
For  Team RJ.;:. P Weight
'P e Racing, only 4 ozs.
Aw” our!"' B Siint, Com. 71/8 inc. P.T.
bat and R.C.

FOR EXCITING
NEWS OF NEW
MERCURY
PRODUCTIONS

_ 68/6 inc, P.T.

AM. 10

The worlds finest | c.c.
diesel, 58/6 inc. P.T.

(Wholesale)

HENRYJ NICIOLLS LTD., 308 HOLLO‘::’ﬁYi(ifﬁ)l}.O&ﬁbN N7

EXPORT ENQUIRIES : COURTNEY REED (EXPORT) LTD,, 4 BRABANT COURT, PHILPOT LANE, E.C.3
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Bob Copland Awarded
S.M.A.E. Fellowship

EVLRY()NE will join with us in congratulating Bob Copland on being
unanimously elected a Fellow of the S.M.A.E. Fellowships are awarded
for long and outstanding service to the Society and on this score Bob has

qualified many times over.

He started modelling in 1935 and was in the Wakefield team that went
to America in 1936, following this with a trip to Yugoslavia for the 1938
event, and to America again m 1939, for the contest which Dick Korda won

with his memorable flight ol 44 min.

Came the War, and although flying was restricted, Bob played an active

part, with others, in keeping the
S.M.A.E. going during that difficult
period, serving at various times on
the Council and frequently in an
advisory capacity on sub-committees.

1948 saw the first international
event after the War, which was
naturally the Wakefield Cup, held
in America by virtue of their 1939

* win, and Bob gained a place in the

winning team that brought the trophy
back to this country, finishing 6th
in the individual results.

In 1950 a visit to Italy with a
“ private enterprise ”’ team for the
F.N.A. cup brought a sccond place
in the individual class, and with a
win in the team event, the scal was
set ‘on combining the Wakefield as
the individual, and the I'"N.A. Cup
as the team, World Championship
events.

Cranfield in 1953 for the first
double World Championships will
long be remembered by all who were
there, and needless to say Bob was
again in the team flying in his
usual impeccable manner, although

Flashback to 1936, Bob (standing left) with
Denis Fairlie, Harry Jones, J. B. Allman,
Albert Judge, and Alwyn Greenhalf who
formed that year's Wakefield team.

luck was not with him and he was
placed 26th. In addition to the
“big " international events, Bob
has, of course, flown in British teams
at the Irish Nationals and similar
events, while at home his successes
are just too numerous to mention.
Although Wakefields are his first
love, we have seen him with different
types of models ranging from micro-
filmies to F/F power. lLatterly,

however, his interest has turned
towards radio, and with good effect,
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as the recent record of g hr. 39 min.
put up in co-operation with other
Northern Heights members, shows,
. Asked what his ambition for the
future was, he said to obtain a
world R/C record, but remembering
the number of times he’s flown in a
Wakefield team without sccuring
premier honours, we have an idea
his greatest wish is for that bit of
luck at the trials, and at Cranfield
this year, that would enable him
to become the official World Cham-
pion for rubber driven models,

-
Yes, Sir!

O meet the constantly increasing
demand for Model Aircraft
plans we have now installed the
latest printing machinery, and our
Plans Department can offer a “ by-
return ’ service on receipt of an

order. And what a range there is
from which

. to choose !
e —" Whether  your
" imterest 15 mn

~— models, you’ll

e — find all types
— listed and illus-

' trated in the
M.A. Plans

Catalogue,
which also
r contains all the
1/72nd scale plans available. You
can buy a copy from your local
model shop for 6d., or from the
Sales Dept., 19-20, Noel Street,
London, W.1, price 8d. post paid.
New additions to the range are
made every month, as they appear
in each issuc of MODEL AIRCRAFT—
which reminds us: if you want to
make 225, last a whole year, why not
take out an annual subscription for
MoberL ArcrarT? You can start
with any issuc in the year and your
copies arrive through the letter-box
bang on the 20th of cach month.

Whose Pidgeon ?

THE organisation of the Nationals

is one of the *thorniest™
problems the S.M.A.E. has to sur-
mount.

From the average modellers’ point
of view it is the biggest mecting of
the year, and as, of course, everyone
wants to fly, it is also one of the most
difficult to organise.

This year, however, the Area
Committees have been brought into
the picture early, and cach will be
expected to perform its quota of

38

work, cither in contest organising
or ground layout, under the control
of an Area delegate or S.M.A.E.
official.

We hope this will be successful,
as but for the intervention of the
weather last year in restricting flights,
that meeting would have ended in
chaos. '

No Eliminators

IN the informal discussion held
after the SSM.ALE. annual gen-
eral meeting, the contest fliers present
voted by a large majority that they
were in favour of selecting the teams
for this vear’s international contest
at two centralised trials, dispensing
with eliminators completely,

That such an idea is practical
reflects sorely upon the lack of support
now given to I.A.L, formula events
by the average modeller.  Only
ten years ago the London Arca
alone could produce 300 entries for
a Wakefield eliminator, now it is
doubtful if this number would be
forthcoming from the whole countrv
for two contests.

Assuming that this recommenda-
tion is adopted, the average or
aggregate of the results from both
trials would be used in selecting the
team, and only those who flew in the
first trial would be cligible to com-
pete in the second.

SILENCE!

HERE 1is one rule that all
modellers  should remember

concerning the Third Party cover
given by the S.M.A.L. insurance,
and it s this: should they be
unfortunate cnough to have their
model involved in an incident that
is likely to result in a claim, they
should never say that they are insured,
nor should they admit liability. All
that is necessary is to give the person
concerned their name and address,
and at once inform the S.M.AE.,
19, Park Lane, London, W.1, giving
full particulars.

By numbers . ..

EVERTING to an old idea, it
has been decided that all
models flown in S.M.A.E. contests
must carry the entrant’s membership
number,

This will enable immediate checks
to be made on membership grades
(which affects entry fees), insurance
cover, and will assist in the return
of lost models, (wot. no address
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label 7} ; it will also effectively prevent
the occasional sharp practice which
has latterly crept into combat and
team-race events.

Although this decision is effective
immediately, no minimum size has
vet been announced-—we hope the
council will do so before the star
of the season.

P.S.-—Not wishing to make indoor
models into a P.AA. load class,
these will be exempt.

On the right lines ?

RECENT article published in

MopEL  AIRCRAFT  criticised
aircraft modellers for their lack of
originality, but can the same criticism
be applied to other hobbies? The
model railway movement, at lecast,
would appear to be graced by men
of foresight.  We base our assumption
on a letter appearing in our com-
panion journal Model Railway News,
and reproduced here by courtesy of
the Editor:—

Dear Sir,—1 have just made a rather
unsuccessful attempt at making a jet
powered railear. The railcar was a
modified Tri-ang S.R. clectric dummy
end.  The power unit was a Jetex
“ 200, although a ‘100’ would
have done equally well.

The main reason for writing this is:
(1) T thought other modellers may be
interested, and (2) maybe someone could
give me some ideas on controlling this
smoke trailing monstrosity of mine, as
it throws itself off the track every time
it comes to a reasonably sharp curve.

It could be a practical proposition
from the experimental point of view,
if only it could be controlled. Besides
being uncontrollable it is rather costly
to run, something like 10d. for 40 scc..
most of which is wasted by derailment
at the first curve.

Yours faithfully,
* Jet Pioneer,”

Edinburgh. B. S. Brown

U.S. Teams Chosen

I'I' is interesting to note that while

we, as host country for the
World Championships this year have
not, as yet, even held one eliminator
or trial, some countries already have
their teams selected.

From America comes the following
list of fliers who will represent them
at Cranfield.

Wakefield. Sal Cannizzo, goo sec.;

George Reich, 852 sec.; Herb
Kothe 837 sec.; and Frank Newquist,
818 sec.

Power.  James Patterson, goo sec.;
Larry Conover, 882 sec.; Bill Dean
878 sec.: Carl Perkins, Jnr., 807 sec.



The S.M.A.E. DINNER
and DANCE

I. Mr. and Mrs. T. L. Palmer were the guests of honour, and Mr. Palmer,
who is Warden of the College of Aeronautics, Cranfield, proposed the
toast to the Society. In his speech he confirmed that Cranfield would be
available for the 1958 World Championships, and stressed that although
the facilities at the College were ideal for the social side of such a meeting,
he felt that in the past they had not been utilised to the full. ~ We hope
matters will be rectified this year.

Mrs. Palmer presented the prizes, in this instance receiving ossistance
from Bob Gosling in handing over the Sid Allen Memorial Trophy to
John Nixon.

Josh Marshall of Hayes looks pleased with the Lady Shelley Cup.
Popular London Area Comp. Sec.. Sid Smeed, receives the Plugge Cup
on behalf of the Surbiton Club of which he is Chairman.

Who's fraternising ? M.A.'s Managing Editor, Eddie Cosh, is ** caught™
dancing with Mrs. McHard, Aeromodeller photographer Dougie McHard's
wife.

How many familiar faces in unfamiliar garb can you recognise in this
general scene ?




A ‘};é‘e- -fl Lghl m.bdel.-for 5-.8 c.(;wen.gines

A FIRM favourite as a fighting
mount with many World War 1
ace pilots, the Nieuport 17C-1 is just as
popular 40 years later with modellers.

The plans are for .5-.8 c.c. engines
and the form of construction ensures a
speedily-built and strong model which
will last a long time.

Fuselage

Take a sheet of medium-grade +y in.
balsa and trace the sides on to it, either
pricking through the outline or using
carbon paper below the plan. Score
vertically, level with the cockpit, and
cement over the angle after bending the
sides to the plan view: g/92 in. sheet is
used for the formers Fr to F6 which
are cemented in place from Fr to the
rear when the sides have set firmly at
the sternpost.

One piece of 18G. wire is used to
form the undercarriage vees which are
mounted in place by binding and gluing
to {5 X ¢ in. cross braces. At the
same time, the 18G. wire centre-section
struts are fitted. The 20G. wire tailskid
is fixed in place on a § > § in. strip
between F6 and the sternpost, the $ <
4+ in. motor bearers follow, then the
underside of the fuselage receives its
% in. sheet covering, as does the top
decking also from Fr1 to Fg.

Aft of F3, 3/32 X 3/32 in. stringers
run to the leading edge of the tailplane,
The cockpit is cut out of the sheet and
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the forward side panels are added after
curving to shape over a fire or in steam,
To secure the engine, 8 B.A. bolts are
passed through the bearers and soldered
to strips of tin or brass, which are then
pinned to the wood.

The front ring is of ¢ in. plywood
and this is faced with laminations of
1 in. sheet. When the front is firm, soft
block is used, hollowed out, to fill in
the cowling, the lower half being retained
by press studs.  The tailskid is faired
with 3/32 in. sheet and the cockpit
headrest is added,

Cut 3/32 in. sheet to the outline of the
tail unit and both the tailplane/elevators
and the rudder are sanded to section.
Note that there is no fixed fin—just a
rudder which is hinged to the sternpost
with a piece of thin aluminium. The
tailplane is cemented in position and the
fuselage -cleaned up with sandpaper.
The 18G. wire axle is soldered to the
undercarriage legs, the wheels being fitted
later.

Wings

The upper wings are made in one
piece and are started by pinning down
the {f % 5 in. leading edge and § x
5 in. trailing edge: 4 x 4 in. strips
form the spars, and the ribs are cut
from + in. sheet. & X g/92 in. is used
where shown to anchor the centre-
section and interplane struts. The tips
are of 4 in. sheet and this is also used

for the corner gussets. Port and star-
board Jower wings are made next, with
§ x4 in. leading and § X § in.
trailing edges.

Covering and Assembly

The structure is now complete and,
alter the rough edges have been sanded
away, is ready for its covering of tissue.
Cover the entire model with dry paper,
and water spray the wings. As soon as
they are dry and the tissue is taut, give
two or three coats of clear dope.

The lower wings  are cemented firmly
to the fuselage and the centre-section
struts faired with 4} in. sheet before the
upper wings are mounted on them., At
the same time, the undercarriage legs
receive their fairings.  The ends of the
hard § in. sheet interplane struts are
pointed and cemented into the wing
blocks.

Before adding the details, colour dope
the complete model.  Silver dope was
used on many Nieuports as an alternative
to the khaki-green upper and natural
lower surfaces. Roundels were painted
on both upper and lower surfaces of the
top wings and below the bottom planes,
and on each side of the fuselage. Blue,
white and red stripes covered the rudder,
with the blue foremost. The serial
number was on the rudder and the
squadron markings on the fuselage.

When the colouring is finished, the
bracing wires are installed with grey
shirring thread. The gun and sights
are made from scrap materials, painted
black and then mounted in position. A
piece of clear celluloid forms the wind-
shield, the cockpit edging utilising a
length of rubber valve tubing as padding.
The 2 in. dia. celluloid wheels are
retained on the axle by soldered washers,

Test glides will determine how much
weight has to be added to the nose or
tail and adjustments are made to the
rudder and sidethrust until the flight
pattern is satisfactory.
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ENGINE TESTS /

The 0.S. MAX 35

5.8 c.c. Glowplug Motor

“ ... compares more than
favourably with American

equivalents.”
LTHOUGH the O.S. engines
are not - available through

normal retail channels in Britain,
MobpEL  AIRCRAFT readers will be
familar with this notable Japanese
range, which has earned high praise
from many expert modellers.

The O.S. “ Max * glowplug motors
at present comprise three models,
the “ 15" (2.5 c.c.) the“ 29" (3.8
c.c.) and the “35” (5.8 c.c.), and
are exported to many countries,
including the United States, West
Germany and Australia. They have
been particularly well received in
the latter country, where, over the
past three seasons, they have achieved
steadily increasing contest success.

During 1957, for example, Max
engines won no less than 46 first
places in important Australian
contests.

The Max *“ 35 ”” and its companion
model, the ‘29, first appeared
late in 1954. Since that time they
have undergone a number of small
changes. ‘T'wo years ago a new
crankcase casting was adopted having
heavier mounting lugs. The crank-
shaft was also redesigned, the

diameter of the induction

65 T T T

P =1 1Tt

passage through the shaft
being reduced by 0.5 mm.
to approximately {5 in. dia.

and the admission port
improved. . In addition, a
U.S. thread was, at the

/

same time, adopted for the
shaft end.

/

/|

The latest 1958 model
Max, which is the subject
of this month’s test, has the

45 /

ATMOSPHERIC TEMP. S6°F.

same crankshaft  design
except for the valve port,

which has been lengthened,
by approximately 3/32 in.,
to 4 in. Externally, the

IORQUE & B p

8 B 8 1oroue taFT

model is distinguished by
the further revised design
of the crankcase which has
a massive carburettor intake

1"®  and the mounting lugs still

i5 further strengthened. A new

needle-valve assembly is now
featured. This has a

threaded thimble, with double spring
ratchet device, similar to that seen
on most American engines of this

class, The flexible extension, some-
what shortened, is retained, but the
angled nipple for fuel line connection
is now omitted.

The Max 35 is, of course, mainly
of interest to the C/L enthusiast.
However, other applications in which
it has acquitted itself with distinction
include large F/F models and multi-
channel R/C. In connection with
this latter (and also for C/L events
where a third line can be used)
provision is made, in the new Max
35, for the installation of a special
coupled speed control unit which is
expected to become available from
the O.S. factory in the near future.
This unit will consist of a semi-rotary
exhaust restrictor contained in a
special housing clamped on to the
exhaust duct and linked to a butterfiy
throttle unit inserted in the carbu-
rettor intake. To enable the unit to
be securely and neatly fitted to the
engine, therefore, two cast-in lugs
are concealed in the exhaust duct.

In general the design and con-
struction of the Max g5 is typically
American and, by and large, it
compares more than favourably with
U.S. equivalents. It has to be
admitted that, today, many model
engines are being built down to a
price and, in consequence, the
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greater attention to detail which is
apparent in the O.S, becomes an
added attraction.

Basically, the Max 35 is a short-
stroke, loop-scavenged, shaft-
induction glowplug motor of modern
design,  The crankcase is cleanly
diecast in light alloy and incorporates
the front bearing housing which is
bronze bushed. It is adequately
webbed for strength and has long
mounting lugs with widely spaced
bolt-holes for rigid mounting. The
shaft has an 11 mm. dia. journal and
a crescent counterweight which
balances all rotary mass. From the
circular section carburettor venturi
(which is equipped with a removable
insert) the intake is now squared to
register with the large crankshaft
port, giving a more rapid opening
and closing of the valve than on the
earlier «models. + A very generous
induction period (approximately 210
deg. of shaft rotation) is retained but
there is no significant sub piston
period. The new Max also retains
the ported skirt piston that has been
a feature of the engine since the
introduction of the original model.

Specification

Type: Single-cylinder, aircooled,
loop-scavanged, two-stroke cycle.
Glowplug ignition. Crankshaft
rotary-valve induction. Baffle piston.
Central ignition plug.

Swept volume: 0.3536 cu. in.
(5.795 c.c.).

Bore: 0.80g in. Stroke: 0.688 in.

Stroke/bore Ratio: 0.85 : 1.

Compression Ratio: 8 : 1.,

Weight: 7.1 oz.

General Structural Data
Pressure diecast aluminium alloy
crankcase unit with bronze bushed
main bearing and sandblasted finish.
Hardened steel counter-balanced
crankshaft with 17/64 in. dia. tubular
crankpin. Alloy drive washer keyed
to flat on shaft. One-picce cylinder
with blued non-corrosive external
finish. Diecast, sandblasted and
machined alloy cylinder head with
bronze insert for glowplug.  Six
cylinder-head screws, two extra long
and securing complete cylinder
assembly to crankcase. Lightweight
cast-iron piston with tubular .197 in.
(5 mm.) dia. full-floating gudgeon
pin with brass end-pads.  Alloy
connecting rod with bronze big-end
bush, Plated brass spraybar type
needle-valve assembly with removable
venturi insert reducing choke dia-
meter from .433 in. (11 mm.) to
approximately .30 in. Beam mounting,
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ACTUAL SIZE

09 MAX-33

Test Engine Data

Running time prior to test: 1} hr.

Fuel used: 10 per cent. B.D.H.
Nitromethane, 65 per cent. Methanol,
25 per cent. Castrol “M?” castor
base oil.

Ignition plug used: K.L.G. Mini-
glow short reach. 1.7 volts used to
start.

Venturi choke retained for all tests.

Performance

Some people are apt to regard with
trepidation any engine capable of
delivering over 4 h.p., but there is
no need for anyone to worry about
the behaviour of the Max, Provided
that it is treated properly, it is quite
docile and easy to start.

With a new engine it is advisable
to start off by using a mild fuel
consisting of 70 per cent. mecthanol
and 30 per cent. castor oil, setting
the mixture control rich to slow the
engine and produce “ four-stroke
firing for the first 15 or 20 min.
running time. After this, the needle
can be gradually closed down until
the engine begins two-stroking in
the normal way. Normally, an O.S.
engine will hold an almost even run
at this point, but, of course, any
tendency to overheat and slow up or
even stop would require the rich

mixture time to be further extended
Only when the engine will hold an
even speed on the 70/30 mixture,
should nitromethane be added to
the fuel.

One of the advantages of the Max
35 is its excellent performance on the
less expensive low nitro content fuels.
Our tests were carried out with 10
per cent. nitromethane under cool,
dry conditions and, as the curves
indicate, this provides all the power
likely to be nceded for the hottest
stunt model.

Starting the Max from cold was
accomplished in the usual way with
a moderate exhaust prime and the
needle setting opened up.  Hot
restarts were obtained quickly after
a single choked preliminary flick
and without readjusting the needle
from running position. The engine
was responsive, but not critical, to
the needle control and ran evenly at
all speeds tested.

Following torque reaction dynamo-
meter tests, a maximum power of
just under .59 b.h.p. at 14,000 r.p.m.
was determined, which, needless to
say, is excellent.

Power|Weight Ratio (as tested):
1.32 b.h.p./lb.
Specific output (as tested): 101

b.h.p./litre.
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SAFETY PROVISIONS

The control handle/device, connections, lines
and internal control system of the model, up to
the point of attachment to the model ?e.g.
bellerank or other device) will be in good condi-
tion, free of kinks, rust, etc,, regardless of whether
the equipment has already withstood the pull-test.
Judges' opinion will,bo final in respect of the
safety of agmodel or ‘equipment. Judges should
exert their authority to disqualify a model
deemed unsafe for flight.

CONTROL LINES

Control line(s) shall be steel wire, plain or
stranded high tensile, Line .length must be at
least 25 ft. but no more than 70 ft. measured
from the centre pointiof the grip part of the
control handle (device)jto the fore and aft centre
line of the model. The following wire diameters
will be used according to displacement of engine,
regardless of model’s weight:—
Motors having  Minimum dia,

& maximum if one line is

Minimum dia.
of cach line if

displacement used two or more are
of used
2.5¢cc. 27 s.w.g. 33 s.w.g.
5.0 c.c. 26 s.w.g. 30 s.w.g.
10.0 c.c. 23 s.w.g. 26 5.w.8.

LANDING GEAR

The landing gear may consist of any combina-
tion of permanently affixed wheel(s) and/or
skid(s) which allow the model to take-off and
land under its own power in a normal manner.
Drop-off gears or similar take-off devices are
not permitted. If a retractable gear is used for
take-off, it must extend to its original position
for landing.

NUMBER OF FLIGHTS

Contestants shall be allowed three attempls to
make two officinl flights, Each attempt period
shall be of three minutes duration. A contestant
may make as many starts as necessary, or may
take-off, land and restart if necessary, as long as
the three-minute time period has not been
exceeded. If a sccond take-off is made during
the three-minute period, the first take-off score
will be cancelled and a new score made.

DURATION OF FLIGHTS
Eight minutes total elapsed time are allowed
from the time the contestant starts flicking the
ropeller (this should be done upon signal to or
rom judges) to start, take-off, complete the flight
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attern and land, No manoecuvre, i_ncludir_lg the
anding, will be scored after the eight minutes
allowed have elapsed.

APPEARANCE

Models shall be judged for appearance com-
plete and ready to fly. After model has been
judged, nothing will be removed from or added
to the model which, in the judges’ opinion,
changes in any manner the appearance of the
model from the way it was when presented for
appearance judging. However, during an
attempt for official flight after the contestant has
begun to start the engine, if it becomes necessary
to remove the propeller spinner for change of
ropeller, it is permissible to leave off the spinner
or that particular flight. Any damage to the
model after judging, or changes that may be
made as a result of such damage, will not be
cause for loss of appearance points, Appearance
judging will take place just before contestant's
first flight.

Paor Fair Good Excellent'
Design .. 4 6 8 10
Realism .. 4 6 8 10
Finish .. 4 6 8 10
Detail .. 4 6 8 10
¢ % Minimum 161 Maximum 40

Appearance points are added to the contestant’s
flight points for scoring purposes.

FLIGHT; PATTERN . .

Manoeuvres shall be accomplished in the order
listed under * Manocuvres.” The contestant
shall notify the judges prior to the flight as to
the specific manoeuvres he wishes to omit in
order that the judges shall know the exact
sequence in which manoeuvres are to be per-
formed. Twenty-five flight pattern points shall
be awarded a contestant who successfully
completes the entire pattern as listed. Omitting
any manoeuvre, either intentionally or otherwise,
or completing a manoeuvre out of its proper
order shall result in loss of flight pattern points.
A crash or failure to complete the pattern due
to engine failure shall also result in loss of pattern
points. Exceeding the eight minute total elapsed
time limit will cause loss of points on any
manoeuvres performed after the time limit, as
well as loss of flight pattern points.

Flight will become official upon attempt to
perform any prescribed manoeuyre after take-off.
At least one lap of level flight shall precede each
manoeuvre. Judges should not require more
than one level lap between manocuvres,  Level
flight at an altitude of from 4 to 6 ft. will be
considered normal level flight, regardless of
height of flyer. The portions of certain
manoeuvres which require normal level flight
elevation must be accomplished between 4 and
6 ft. for maximum points. Flyers and judges
alike should note that manocuvres should be
flown and judged in relation to two or three
reference points, depending upon the particular
manoeuvre, For example, loops should be
performed with bottom track at_approximately
5 ft. elevation, and the top track at 45 deg.
clevation of the lines; the vertical eight should
also have the approx. 5 ft. lower track elevation,
while the top track should be approx. 5 ft, less
than a 90 deg. angle formed by the lines. All
flyers should be attempting to perform
manoeuvres of approximately the same angular
dimensions.

HAND SIGNAL )
The hand signal will be considered a part of

in
detail

the manoecuvyres, and improper use of, or failure
to use, this signal may result in the loss of points
for the manoeuvre concerned, though not the
flight pattern points. The contestant must hold
his free hand high overhead for at least one-half
lap prior to the execution of each manoeuvre.
A second or two before manoeuvre is commenced,
the hand is dropped. Contestants should
re-signal if attempt to perform a manoeuvre is
delayed.

MANOEUVRES
STARTING
Take-off within one minute from the time the
contestant begins to flick the rpropcllcr. Starting
within one’ minute receives full points; starting
after one minute receives no points,
Maximum 5 points, Minimum 0 points.

TAKE-OFF

A correct take-oft consists of the model
rolling smoothly along the ground for a distance
of not less than 15 ft., then rising smoothly into
the air with a gradual climb to, and a smooth
level-off, at normal level flight altitude. Model
continues on for two smooth laps of normal
fevel flight to point of original level-ofl.

Maximum 40 points. inimum 10 points.

450 L -;‘;% 99".‘953 5’
Ei e\vql.-'cn .':_ ] Sy

Errors. Model bounces or becomes airborne
too soon. Take-off, elimb or level-ofl, are not
gradual and smooth, Level-off and normal level
flights are not within 4-6 N, altitude.

REVERSE WING OVERS (One required)
Correct reverse wing overs are judged when
model starts from normal level flight, makes a
vertical climb and dive, passing directly over the
flyer’s head, cutting the ground circle in half, and
recovers in an inverted position at normal flight

902 less 5’
45° Elevation
Y

level, The model continues for half a lap
inverted, to the starting point, then makes a
vertical climb and dive over the centre of the
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circle from inverted flight and recovers in normal
level flight.

Maximum 40 points, Minimum 10 points.

Errors, First half: Model starts at other than
normal level flight, wobbles or mushes going
into climb, Model does not cross directly over
flyer's head. Model does not cross circle in a
straight line. Model wobbles, mushes or
recovers at other than normal flight level in an
inverted position. Model does not cut circle in
same position and direction in second part of
manoeuvre.  Second half: Scored same as first
half, reversing the entry and recovery positions.

CONSECUTIVE INSIDE LOOPS (Three
require

Correct loops are judged when the model
starts from normal level flight and makes a
series of three smooth, round loops, all done in
the same place with the bottoms of the loops
being at normal level flight altitude and the tops
of the loops with the line(s) at 45 deg. elevation.
The model then continues for another half loop,
recovering inverted and dcsccnding to normal
flight level, flying one lap before being judged
for inverted flight.

Maximum points.

450~ ~~" T T 90%less5’
Elevation C"‘/‘ N
7 r

Minimum 10 points.

Errors. Loops are rough and irregular (i.e.
egg-shaped, hexagonal, etc,). Bottoms of loops
are not at 4-6 ft. height. Tops of loops vary
more than 2 {t., plus or minus, of the 45 deg.
elevation point. Second and third loops vary
more than 2 ft. from the path of the first loop.

INVERTED FLIGHT (Two laps)
Correct inverted flight is judged when the

plane makes two smooth, stable laps at normal

level flight altitude,
Maximum 40 points, Minimum 10 points,

o ~~_ 90°less 5’
45° - 9°

-

Elevalit D ~

Errors. Altitude varies

Altitude is not 4-6 ft.
more than 2 ft.

CONSECUTIVE OUTSIDE LOOPS (Three
required)

Correct loops are judged when model starts
from inverted position at normal flight level and
makes a series of three smooth, round loops,
all done in the same place, with the bottoms of
the loops beinging at normal level flight altitude
and the tops of the loops with the line(s) at
45 deg. elevation. The model then continues
Eqrhnnmher half loop, recovering in normal

1zght.

Maximum 40 points. Minimum 10 points,

Errors. Loops are rough and irregular (i.e.
cgg-shaped, hexagonal, etc.). Bottoms of loops
are not at 4-6 ft. height. Tops of loops vary
more than 2 ft.,, plus or minus, of the 45 deg.
elevation point. Second and third loops vary
more than 2 ft. from the path of the first loop.

Hilustratlon top of next column

45 =TT TS~ Q0Cless 5T
Efevgyon) (:-—:: )_/’ ‘-s\\

CONSECUTIVE INSIDE SQUARE LOOPS

(Two required)

Consecutive square loops are judged correct
when the model starts from normal level flight
and flies a square course consisting of two loops,
each with four turns of approx. 5 ft. radius and
straight, equal length segments, with bottom
segments at normal level Hight altitude and top
segments at 45 deg. elevation. Manoeuvre
begins and ends with model in level flight at point
ol start of first turn.

Maximum 40 points.  Minimum 10 points.

Errors. Model wobbles or mushes on turns.
Lower altitude is not 4-6 t, Upper altitude is
not within 2 ft. of the 45 deg. clevation point.
Turns are not precise and exceed 7 ft. radius.
Sides of loops arc not equal. Second loop is
not in the same flight path as the first loop.

CONSECUTIVE OUTSIDE SQUARE LOOPS
(T'wo required)

Consecutive outside square loops are llu;lgcd
correct when the model starts from level flight
at 45 deg. elevation and flies a square course
(starting with a vertical dive) consisting of two
loops, each with four outside turns of approx.
5 ft. radius and straight, equal length segments,
with bottom segments at normal level flight
altitude and top segments at 45 deg. elevation.
Manoeuvre begins and ends with model in level
flight at point of start of first turn. Model
;'ecove:s into normal level flight within a guarter
ap.
Maximum 40 points. Minimum 10 points.

Errors, Model wobbles or mushes on turns.
Lower altitude is not 4-6 ft. Upper altitude is
not within 2 ft. of the 45 deg. clevation point.
Turns are not precise and exceed 7 ft. radius.
Sides of loops are not equal. Second loop is
not in the same flight path as the first loop.

CONSECUTIVE INSIDE TRIANGULAR
LOOPS (Two required)
Correct triangular loops are judged when the
model starts from. normal level fight, turns
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120 deg., proceeds in an upward and backward
direction to an altitude of 45 deg. elevation,
turns 120 deg. and flies downward to make
another 120 deg. turn into normal flight altitude,
returning to the starting point of the first turn,
and flies an identical second loop in the same
flight path. All corners must be smooth, precise
and of approx. 5 ft. radius.
Maximum 40 points. Minimum 10 points.

“"eElevation )7«:951"!953 5
‘5/ TN
L

~

Errors. Model starts at other than 4-6 fi.
height. Turns are rough and wobbly or exceed
7 ft. radius, Peak of second turn is not within
2 ft. of the 45 deg. elevation point. Sides are
wobbly and not equal in length., Second loop
is not in the same flight path of first loop.

HORIZONTAL EIGHTS (Two required)
Horizontal eights are to be entered at the
intersection point of the circles and exit at the
same point. Either the inside or outside loop
may flown first, at the pilot’s discretion.
Correct eights are judged when the model makes
two eights, each consisting of two round circles
or loops of the same size, tangent to each other,
and in a horizoatal line.. The model must enter
the eight from normal fight and be vertical at
the intersection point of tangency of the circles.
The eights must be symmetrical. At the top of
each circle the model must be at the 45 deg.
elevation point: bottoms of circles must be at
normal flight altitude. .
Maximum 40 points. Minimum 10 points,
L T T ey U
450~ - go:fesss
Elevation bl D
/

4

Errors. Model is not vertical at entry. Model
at top of circles is not within 2 ft. of 45 deg.
elevation point. Bottoms of circles are not
within 4-6 ft. height. Loops are not round and
equal in size.  Point of intersection varies.
Second eight is not in same position as the first.

SQUARE HORIZONTAL EIGHTS (Two
required)
The eight is to be entered at the intersection
point of the squares, and exit after completion
of two eights is made from the same point.

450 e T = =2 000055 5
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Either the inside or outside loop may be flown
first, at the pilot's discretion. Correct eights are
judged when the model starts a vertical climb
and makes a correct square cornered loop
followed by a reverse square cornered loop
ending with a vertical climb at the same point.
The manoeuvre is repeated to form two cights.
Tops of loops must be at 45 deg. clevations,
bottoms of loops must be at normal flight
height, and all corners must be smooth, precise
and of approx. 5 ft. radius.

Maximum 40 points. Minimum 10 points.

Errors. Corners exceed 7 ft. radius, sides are
not square and equal in length, Loops are not
equal in size. Sides are not square horizontally
and vertically. Tops of loops vary from the
45 deg. elevation point more than 2 ft.  Bottoms
of loops are not within 4-6 ft. height. Point of
intersection varies., Second eight is not in same
position as the first.

VERTICAL EIGHTS (Two required)

Vertical eights are to be entered at the point
of 45 deg. elevation and exit from the same
point. Either the inside or outside loop may be
flown first, at the pilot's diseretion. Correct
eights are judged when the model makes two
eights, each consisting of two round circles or
loops of the same size, tangent to each other,
and in a vertical line. The model must enter the
eight in inverted flight and be horizontal at the
intersection point or tangency of the. circles.
The eights must be symmetrical, the top of the
eights at a point 5 (t. less than 90 deg. directly
above the flyer’s head, and the bottom of the
cights at normal level flight altitude.

Maximum 40 points. Minimum 10 points,
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Errors. Model is not horizontal at entry.

Entry is not within 2 ft, of 45 deg. elevation
point. Tops of eights are not 3-7 [t. less than
the 90 deg. point. Bottoms of eights are not at
4-6 1. height. Loops are not round and equal
in size. Point of intersection varies, Second
eight is not in same position as the first,

HOURGILASS FIGURE (One required)

An hourglass figure will be judged correct
when the model starts from normal level flight,
makes an abrupt, smooth turn of 120 deg. into
inverted climb, turns 120 deg. into level flight
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at an altitude 5 ft. less than the 90 deg. point
above the flver’s head, flies level a distance of
half the total climb, turns 120 deg., dives at an
inverted angle to complete the hourglass shape,
and recovers with a 120 dcgh. turn at a point
directly below the u{)per left-hand corner of the
figure, into normal level flight. Flight paths of
the climb and dive cross at the 45 deg. elevation
point, The manoeuvre consists of two triangles,
one directly above the other, with segments of
each triangle of equal length.

Maximum 40 points. Minimum 10 points,

Errors. Model starts at other than normal
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level flight at 4-6 fi. height. Turns are rough
and wo b!y or exceed seven foot radius. Top
of figure is at an elevation 3-7 ft. less than
90 deg. Triangle segments are not equal in
length. Termination of dive is not directly
beneath point where climb terminated. Recovery
is not at normal level flight altitude.

OVERHEAD FIGURE EIGHTS (Two required)

Overhead eights are to be entered at the inter-
section point of the circles, directly over the
flyer's head, and exit from the same point. _Either
the inside or outside loop may be flown first, at
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the pilot's discretion. Correct overhead eights
are judged when the model makes two eights,
each consisting of two round circles of the same
size, with the intersection or point of tangency
directly over the flyer's head. The model must
enter the eights with a vertical climb through the
centre of the circle, and must always point in
this direction at the centre of the eights. The
cights must be symmetrical, and the model at
the lowest point of each circle must te at a point
of 45 deg. elevation, 4

Maximum 40 points.  Minimum 10 points,

Errors.  Model is not vertically overhead at
entry. Low point of circles is not within 2 ft.
of the 45 deg. clevation point. = Loops are not
round and equal in size. Point of intersection
varies. Second eight is not in same position as
the first,

FOUR LEAF CLOVER (One required)

A correct four leaf clover is judged when the
model starts from a 45 deg. clevation point,
performs an inside loop (upper left), flies level
a distance equal to the diameter of the loop,
completes three-fourths of an outside loop
(lower right), climbs vertically a distance equal
to the diameter of the first loop, completes
three-fourths of another outside loop (upper
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right), flies inverted a distance equal to the
diameter of the first loop, and completes three-
fourths of an inside loop (lower lefl). As the
tangency point between lower left and lower
right loops is reached, the model climbs vertically
through the four-leaf clover and recovers into
normal level flight.

Maximum 40 points. Minimum 10 ?oims.

Errors. Entry is not within 2 ft. of 45 deg.
elevation point. Loops are rough or not of
equal size. Paths connecting loops are not
properly horizontal or vertical according to the
manoeuvre sketch. Bottoms of lower loops are
not at 4-6 ft. height. Tops of upper loops are
not 3-7 ft, below the 90 deg. point over the flyer’s
head. Loops are not properly t to form
a square pattern. Model recovers before it has
flown vertically through the clover pattern.

LANDING
A correct landing is judged when the model
lands smoothly with no bounce or unusual
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roughness, and comes to a stop without having
touched any part of the model to the ground
other than the landing gear. Wheel or 3-point
landings are permissible,

Maximum 40 points., Minimum 0 points,

Errors. An error is scored any time the model
bounces or touches any part of the model to the
ﬁround other than the landing gear. Crash,

ip-over, belly or upside down landing receives
no score. Any unusual circumstances surround-
ing the above errors which may cause an error
not within the pilot’s control will be judged
accordingly.
NOTE.—Illustrations are for anti-clockwise flight
and are reversed for clockwise flying.

When it was announced that the S.M.AE.,
were to adopt the A.M.A. schedule and rules,
we asked several leading stunt fliers for their
views. First reply came from Mac
Grimmett . . . ““I think the adoption
of the AM.A. schedule is a move
which has been long overdue, as it
shows that at last the S.M.AE. have
woken up, but whether they are too late
to effect a complete revival of stunt
{lying remains to be seen. I can remem-
ber those wonderful days when stunt
events and entries were large, flying was
keen, yet everyone derived great enjoy-
ment out of it. The main reasons for
those happy state of affairs were :

(a) the old S.M.A.E. stunt rules were a
real challenge to man, model and
motors 3

(b) the final results could never be
forecast as no-one could manage
cven to get near a perfect schedule.

That was 10 years ago, and until
recently we were still with the same old
schedule—no small wonder interest has
dropped off, and a few near perfectionists
have emerged with the help of better
model materials and power units. Now,
at last, we have a new and more tricky
schedule with which we can ** do battle,”
with the latest in model development to
help us.”

Dave Platt held similar views . . .
“T am pleased to hear that the S.M.A.L.
has adopted the A.MA. rules and
schedule for stunt flying.

ks s “ Tt is obvious
models will now
have to be especi=
ally built  for
stunt, and the
type of model
which has won
in recent years,

i.e., the 2.5 c.c.

diesel, unflapped

“stunt”  job-—

virtually a com-

bat model—will

no longer be a

practical

proposition.

Therefore, 1

believe that the

4 new rules will
improve the breed and I hope that the
reduced entry, due to less people being
able to do the much more difficult
manoeuvres, will be oflset by increased
interest (and entry) from the keen fliers
who have not bothered to enter lately,
on the count of lack of interest in the

Continued on page 63
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SKETCHES BY ALl

A Clever Stunt

One thing the Russians do not claim to have invented is the
C/L. model. They have their national pride, I suppose.  When
the wing on a wire idea first hit this country it caused almost
as great a stir as Espresso coffec. We, in our quiet little island,
were not ‘used to such fierce gadgetry, and a whole year of
gentle circulating had elapsed before an Jintrepid flyer carned
immortal fame by executing the first wing over. The second
year was more exciting. From various parts of the country
came strong rumours of secret loops and surreptitious bunts,
These stories were dismissed as far fetched nonsense by the
cautious model writers, but others were
thrown into mild hysteria, prophesying
figure cights for all within a decade.

Progress was slow but sure, and with
the first go deg. wing-over yet to be
achieved, it was felt that, with careful
nursing, the C/L novelty would keep
us all in a happy state of suspense for
yvears to come.

At this point someone threw a spanner
in the works by smuggling in plans of a
five-year-old American stunt job.
Experts, who were still wrangling over
the secret loops, were amazed to see
several characters doing the book on
Fairlop. ~Unable to recover from the
shock many of the experts retired from
active flying, but remained authorities
on C/L flying. They still remember the
glamour of the old days, however, and
at least one of our eminent designers
can boast of having once attempted a
loop.

With all this in mind I'm surprised to see that C/L contests
are still a going concern. In these days of Combat for the
masses there’s hardly a kid with two wires who can’t do the
book with a few supplementary chapters thrown in. This
sort of standard must make it pretty rugged going for the
judges, particularly as the aerial fluttering is carried out in
the 100 m.p.h. region. How they manage to check up the
statistics on the hourglass figure must be a question of the
quickness of the eye (leccwmq the hand.

I must say I'm all in favour of a revival of stunt contests.
They could be held on all major rally days at a distance of not
less than a hundred miles from the rally venue. This would
enable model flyers to have a clear run across the airfield,
particularly that wire infested stretch across the Radlett field.

Wasters All

I suppose there are hobbies where the happy enthusiast
is left in peace to carry on in his own sweet way. For example,
it’s hardly likely that the Moth Collector comes in for much
interference in the way of angry letters condemning moths
as functional monstrosities, and exalting him to the nobler
pursuit of the butterfly. Or again, I cannot imagine the
model train fan being publicly pilloried for spending his
Jeisure hours tracking the Fying Scolsman on its gruelling run
from Fireside Station to Bookcase Terminus. No one would
expect him to give up his fun in order to design some new

points system (non-pool} for the
benefit of train-stricken humanity.

The poor old modeller is not
so lucky. Perhaps because his
hobby is too much in the public
eye (not literally, we hope!) he
is under attack on every side by
legions of apoplectic critics. — If
he builds ingenious flying
machines they are ridiculed for
not being like the real thing, and
if he turns out realistic scale
models he is accused of playing
with toys. Either way he’s had
it, which makes it such jolly
fun to be a model critic.

These thoughts occurred to me
upon reading yet another grand
indictment on the way we simple folk stick our bits of balsa
together. This time we are getting it in the neck for frittering
away our genius on pretty scale models instead of buckling
down to the task of producing experimental masterpieces with
which to advance the cause of aviation.

‘This stern call to duty comes from a gentleman who, at one
time, specialised in early flying machines reminiscent of the
flying bedstead. Belonging, as he did, to a less austere genera-
tion, his bedsteads were complete with sheets and pillowcases.

If; today, you built a model that did something out of the
ordinary—Ilike flying, the world of aviation would be quite
unshaken. Even a model that could fly into free orbit, powered
on nothing but dog food—would be lightly regarded in an age
when a new wing tip design involves the use of an army of
technicians and draughtsmen for up to 1o years, with possibly
an appeal to the nation from the Chancellor of the Exchequer.

Non-Starter

One thing I admire about the Russian system of building
model builders is that the yvouthful initiate has to start with
something really basic. Before the air-minded young comrade
can come to grips with that radio-controlled scale model which
is the popular beginner’s choice in our casy-going western
world he has to start model life with a primitive hot air
balloon—a gadget which has the virtue of its own bwilt-in
thermal. After his balloon comraptmn has performed to the
satisfaction of the Central Committee of something or other
he goes on to battle his way through the history of aviation
via box kites and chuck glider until, in
venerable old age, he comes to grips
with a model Sputnik.

If you happen to be the type of young
comrade with two left hands and an
I.Q) . rating of minus ten you’ll never set
foot on a flying field, except, perhaps, to
cut the grass. This makes me wonder
what would have happened to my
own glorious flying career had I done
you all a favour by being born on the
other side of the curtain. How my two
left hands would have hotched up the
hot air balloon, and what would have
been the consequences, only a two left-
handed salt mine worker would know,
Kind friends assure me, however, that I
would have had little trouble in filling
the thing.

The hard fact is that I would never have been allowed to
become a mmlc]lcr, and I doubt if I should have wanted to
after the hot air balloon ordeal. T should have been further
frightened off by all those frightful Russian building materials,
not to mention the armed guards. Give me a piece of balsa
and I’'m happy. Trying to build a Wakefield out of bits of
reed might eventually earn you the Order of Lenin but is
too great a price to ask in terms of human suffering. And
talking of human suffering, I should never have been allowed
to write this column, which might make you think that there
is something in the Russian modelling system after all,
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by J. W. R.'Taylor

ALL-THROUGH JET TRAIN-
ING in the States has been brought
one stage necarer by the success of
Cessna’s neat little twin-jet T-37A
in its final evaluation tests at Bain-
bridge Air Base, Georgia. After
30 hours’ ab inifio flying on piston-
engined T-34 Mentors, a batch of
20 pupils was put straight on to the
T-37A  which, with two gz2o0lb.
thrust Continental J-69-T-g turbo-
jets, has a top speed of over 400
m.p.h. - Like the R.A.F. pupils at
Hullavington who were put onto the
Jet Provost with no previous piston-
engine experience, they had no
difficulty in coping with the more
sophisticated jet trainer, and Cessna
have been awarded a new production
contract for additional T-37’s. They
will replace piston-engined North
American T-28,

Primary training of U.S.A.F. pilots
is done at civilian flying schools,
under the supervision of a U.S.A.F.
Commander, and Bainbridge is oper-
ated by Southern Airways Company.

SPAGE

T-37’s are being delivered now to
Grabam Air Base in Ilorida, with
others due to be re-equipped soon.

* * *

Brilliant RED AND WHITE
LIGHTING (below) is a P-38M,
registered N57496 and owned by
the Weather Modification Company.

Below left:

The Cessna T-37A.

It is used for cloud seeding with
dry ice and is fitted with a variety
of special equipment, including a
radar canister under the nose to
help track down the right kind of

clouds. On the outer side of each
engine nacelle appears a  small
symbol of a man with zig-zag

lightning arms and legs and the
words ““ I'm ready.”

* * *

D.H. of Australia’s ¢ THREE-
ENGINED DOVE? the Drover, is
still giving good service, although
seldom in the news. Three of them,
operated by Fiji Airways, are flying
a total of nearly half a million miles
each vyear, carrying over 20,000

Old warhorse in a new guise is the Lockheed Lightning (left)
Odd man out of the D.H. family is the Drover. |Below,
right: The Lockheed Electra turbo-prop airliner.
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passengers, plus about 400,000 Ib.
of freight and mail. Others are
owned by Quantas and Trans-
Australia Airlines, who operate them
on the Royal Flying Doctor Service,

Intended as a simple; rugged
Rapide replacement for service in
the inland, the Drover was given three
well-proven 145 h.p. Gipsy Major 10
engines and a fixed tailwheel under-
carriage; but is otherwise basically
a Dove airframe. Carrying up to
eight passengers, it cruises at 140
m.p.h. and will take off and land in
under 500 yd.

* * *

America’s FIRST TURBOPROP
AIRLINER, the Lockheed FElectra,
flew for the first time on December
6th, staying up 87 min. on its maiden
hop.  Together with two more
demonstration FElectras, it will be
flown fairly intensively, with the
idea of completing 4o0hr. and
qualifying for a C. of A. by the end
of September.  Production aircraft
arc already well down the assembly
line.

Powered initially by four 3,750 h.p.
Allison for-Dig  turboprops, the
Electra will carry up to 91 passengers
on medium-length routes. At the
time of writing, a total of 142 had
been ordered by twelve airlines.
Wing span is gg ft., length 104 ft.
6} in., and loaded weight 113,000 Ib.
It is, therefore, in a smaller class
than the %6-117 seat, 135,000 lb,

Vickers Vanguard, the prototype of
which is due to fly this year,

Although McDonnel Voodoos have
been IN THE NEWS in recent
months because of their record
attempts, no photo has ever been
published in the U.K. of the most
powerful version of all—the F-101A
fitted experimentally with two Gen-
eral Electric J79 turbojets. This is

HE BRISTOL BULLDOGS on No. 56
Squadron pioneered the Townend
ring idea when fitted with experimental

cowlings in the early 'thirties. Their
tailwheels and convex fin leading-
edges identify them as late series
Mk. lIA aircraft.

A total of 348 Bulldogs were supplied
to the R.AF,, of which 293 were
single-seat fighters and the remainder
dual-control two-seat trainers to speci-
fication T.12/32. The prototype fighter
(J9480) was built to specification
F9/26 and flew on May [7th, 1927.
Bulldogs entered service with No. 3
Squadron in May, 1929, the first 46

designated Mk, Il,  Later .batches

now remedied by MoDEL AIRCRAFT
with exclusive pictures taken at an
“open house” at Edwards Air
Force Base. They show clearly the
immense size of the tailpipes and the
wide spacing of the two red bands
on the fuselage in line with the
turbine discs. (Photo below.)

This particular Voodoo (serial 32418)

MODEL AIRCRAFT

FROM THE PAST .. .......-.........No. 2l
The Bristol Bulldog

(K1603 onward) with strengthened
structure, wider undercarriage track
and other changes, became Mk. lIA.
They equipped nine R.A.F. squadrons—
nearly three-quarters of our total
fighter defence force—in 1932 and were
not finally replaced by Gladiators until
1937.  All had a 490 h.p. Bristol
Jupiter VIIF or VIIF,P engine and were
armed with two Vickers guns and
four 201b. bombs.

The following data apply to the
standard  Bulldog llA.

Span: 33ft. Ilin. Length: 25ft.
Height: 9ft.  10in. Wing area:
306.5 sq. ft. Weight loaded 3,503 Ib.

machines (Serials 19567 onward) being&l“lax.speed 174 m.p.h. Time t0 20,000 ft.:

144 min. Service ceiling 27,000 ft,

is the original prototype, now on loan
to  General Electric for engine
development. Visible in the photo
are the almost completely-perforated
air-brakes above the end of the jet
pipes, and guides which show the
very large range of movement of the
variable-incidence  one-piece  tail-
plane, which McDonnell call a
stabilator,

* * *

FISHY STORY from Idlewild
is that a special room has been built
at New York’s International Airport
solely to keep tropical fish warm,
It follows a twenty-fold increase in
Florida’s tropical fish business in
ten years, to an annual 4 million.
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Looking Back

PETER CHINN recalls some
of the highlights of 1957

NCE again, much of our year’s
model activity was taken up
with engine testing and no less than
36 different engines were tried out
during the year. Twenty-six of
these were given the “ full-treatment *
of lengthy dynamometer tests, from
which 13 were selected for inclusion
in the M.A, Engine Test series.
Nearly all of these latter were ** first
published test reports ** on the engine
types concerned, five of which, so
far, have reappeared in reports
published elsewhere two 1o eight
months later.

Understandably, the 2.5 c.c.
“ International 7 class still claims
the attention of most contest enthusi-
asts and the year 1957 was a happy
one as regards promising new diesels
in this capacity group. Last year we
wrote: . . . it is becoming obvious
that a peak output of 0.30 b.h.p.
must be the target for all designers
of 2.5 c.c. engines who aspire to
International contest success. We

would further suggest that a figure
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of at least go per cent. of this (i.e.,
0.27 b.h.p.) should also be the goal
of the manufacturers of mass-
production 2.5’s if they wish to
retain a footing in the competition
classes.”

Eighteen months ago there were
only two 2.5 diesels that could claim
such performance: the Oliver Tiger
Mk. TIIT and the West German
Webra Mach-1.  Today we have
six 2.5 diesels all developing not less
than .28 b.h.p.; three of them, the
Oliver, the Japanese Enya 15-D and
the new British P.AW. Special
2.49-D, giving around o.30 b.h.p.
The Mach-1 is now relegated, by
our reckoning, to fourth place,
closely followed by the Italian Super-
Tigre G.goD and British Frog 249-BB
Modified.

Two of these engines, the Modified
Irog and Enya, actually first appeared
during 1956, but the Frog was, until
recently, a ““ seeret list ”” item for the
American market only and the Enya
was  a limited-production unit re-
stricted mainly to the Japanese
market. The other two, the P.AW.
Special and Super-Tigre G.g0, were,
however, first introduced in 1957.

When evaluating the performance

Two of the most impressive glowplug

motors tested during the year were the

American  Veco 19 and the Japanese
Enya 29.3. (Left.)

Three years® development of the 0.S. Max

29/35 engine. Note gradual increase of

intake port area and strengthened mounting
lugs of latest 1957-8 model, (Right.)

of any new product one should,
preferably, have experience of more
than a single example and our rating
made accordingly.  Even Oliver
Tigers vary a bit, but we have no
hesitation in still placing this
beautifully-made British engine first.
How the Olivers can make it for
£6 10s. od. is a mystery. Close
behind the Tiger, however, is the
Enya which, as we have remarked
more than once during the past year,
is an astonishing design. Immensely
powerful over a wide speed range,
very smooth and consistent, very
casy to operate, yet a complete
breakaway from previous concepts of
diesel design, it is likely to be seen
in increasing numbers now that it is
distributed in the U.S.A.  The
Eifflaender-designed P.A'W. Special
249-D is another highly significant
contribution to the 2.5 class and, in
its latest form with enlarged rotary-
valve and transfer ports (as tested in
the July, 1957, issuc) its performance
is such as to put it very close, if not
equal, to the Enya. Like the Enya,
it remains easy to start despite its
lively performance.

The Super-Tigre G.g30-D is the
most complicated design of the six,
featuring, as it does, a separate rear
shaft type rotary valve and, accord-
ingly, it pays the penalty of slightly
greater overall dimensions and in-
creased weight, but, like all Super-
Tigres, it is a finely made engine and
is certainly one of the most pleasant
handling of current 2.5 c.c. diesels.
This motor is to be dealt with very
shortly in the Test series. The Frog
249-BB Modificd model, now avail-
able on the home market and
offering at least 10 per cent. more
b.h.p. than the standard 249-BB
for a mere 15s. 6d. extra, will
obviously gain many adherents during
the coming season. There may be a
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certain prestige value attaching to
the ownership of a * specialist-built ”’
or foreign engine, but we have heard
of some outstanding performances
with  Modified Frogs and their
relatively low price must obviously
be a consideration to F/F enthusiasts
who need at least two engines and
continually face the risk of flyaways
and losses.

Turning now to glowplug engines,
we have to confess that the engine
that impressed us most of all during
the year was another Enya, the
entirely revised Mk.g3 “ 29" of 4.9
c.c. capacity. Outwardly a normal
looking shaft-valve design, its torque
exceeded that of any of the pukka
disc-valve ball-bearing racing 29’s,
was even better than we have yet
obtained for a .35, and resulted in a
power output well in excess of any
equivalent American design.  The
secret of the 29.3’s performance
appears to be in its highly developed
intake and transfer system. ‘The
Enya brothers spend their spare time
with Guzzi and B.M.W. motor-cycles
and perhaps this has some bearing
on their enthusiasm for really high
performance.

Despite its performance the 29.3
remains a docile and easy handling
engine, a quality which could
certainly not be attributed to the
American Fox 29R racing engine,
the most powerful engine featured
in the Engine Test series during 1957.
To paraphrase “ Barnacle Bill ” the
Fox was “ big and tough and hairy
and rough ” and the manufacturer’s
admission that it is “ Not suitable
for Beginners” is something of an
understatement.

The only other American motor
featured in the Engine Test series
during the year was the Veco 19
Series 100. The all-round excellent
bench performance of this motor
and, especially, its delightful handling
characteristics, were remarked upon
a year ago and have since been
confirmed by other writers, but
during the year an opportunity was
taken to test the aerobatic qualities
of the engine in a stunt model and
in this respect it proved outstandingly
good; fast, smooth, and quite un-
affected by the most abrupt
manoeuvres,

With these pleasant recollections
of the Veco 19, we approached our
test of the new Series 100 type Veco
95 anticipating similar results and,
in consequence, suffered some dis-
appointment at finding our test
sample a trifle touchy. Needing a
very lengthy running-in period before

One of the manufacturers' experimental

models tested during the year was this

prototype Frog 349, but it is not likely to
go into production.

it would tolerate even the mildest
fuel, the 35 lacked the foolproof
starting of the 19, but it must be
remembered that this ‘engine has
been  designed to cope with the
latest stunt schedule requirements,
including the tricky triangular loop
and hourglass figure. For this, there
seems to be a demand among some
U.S. enthusiasts for an engine which
will automatically go into * four-
cycle” operation and slow up in
these manoecuvres, yet switch again
immediately to full power when
required, and only when we have
made some actual field tests on the
Veco will we feel justified in judging

its true worth, Meanwhile, we have

obtained two more examples so that

E.D.’s 1957 receiver, the Transitrol, proved
trouble-free and easy to tune (right).

The interior of the 0.S. 3AP 3-valve crystal-

controlled transmitter (lower right). Wire

saddles prevent valves from being jarred
loose.

The most popular outfit in the 1957 range
0.5. R/C units was the 3AP transmitter
and 3A receiver shown below.
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no question of the test engine being
sub-standard should arise.

Mention of the glow 35 class brings
to mind two other stunt 358 : the
American K & B Torpedo-35 and
Japanese O.S. Max 35. As a test
on the former was published last
month and the latter is dealt with
elsewhere in this issue, there is no
need to elaborate on our experiences
here. However, we include a couple
of photographs which trace the
gradual development of the Max
since its introduction three years ago.
Redesigned parts include the crank-
case, crankshaft and ncedle-valve
assembly.

Needless to say, the reappearance
of the Eta 29 in a newly revised
Mk. V model, was most pleasing.
The Eta is one of the very few
surviving genuine racing type motors
and it is good to sce the classic
layout perpetuated by this finely
made British engine. Incidentally,
since our description of this engine in
last month’s 1ssue, a new piston
material has been adopted for the
Mk. V.

More surprising was the reappear-
ance of the famed Dooling 29 in
America. After the demise of the

Hornet, Dooling and McCoy racing
engines, and the universal switch-
over by American manufacturers to
simpler designs, we had not expected
such a welcome development as this.
A sign of the times is, however,
indicated by the new price of the
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Dooling which has gone up from
$14.05 (£5 78. od) to $23.95
(L8 115, 0d.).

During the course of the year, a
few tests were carried out on experi-
mental engines including one on a
Frog prototype, the “349 " diesel.
Having obtained the manufacturer’s
permission to mention this engine, we
must. also point out that it is only
an experimental motor and a produc-
tion version is not likely in the forsee-
able future, so readers are requested
not to shower the factory with
enquiries, but to await a further
announcement. In the meantime we
shall, next month, give a little more
information about this interesting
and, in many ways, unique design.
Before a production model Frog
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An interesting addi-
tion to the author’s
collection of vintage
engines was this
I9§9 May  Silver-
King petrol engine.
The unusual design
of the rotary-valve
induction system
will be noted,

349 appears, there will, however, be
another new small engine  from
International Model Aireraft.  To
be known as the Frog *“ roo,” this
may actually be ready shortly after
these words are printed. The new
model in no way resembles its
namesake, the very first Frog Diesel,
of some 11 tears ago. Ixternally,
it is similar to the ‘150, but
internally it features a new idea in
transfer porting in which the transfer
passages are actually within the very
thick wall of the cylinder liner itself.

As well as adding a number of
interesting new engines to our collec-
tion during 1957, we also acquired
several interesting old ones, including
three pre-war examples, which, of
course, are spark-ignition petrol
engines.

One of these is a May * Silver-
King,” an American 7.4 c.c. motor
which first appeared late in 1939 but
which, due to the outbreak of war,
was virtually unknown in Britain,
If anyone should think he detects a
resemblance, in the Silver-King, (o
the ““ Rocket” engine of 1946-47,
however, he is quite right, for the
Silver-King, designed by Ashton L.
May and made in Dectroit, was the
forerunner of the Rocket 45 engine
that was made for a couple of years
after the war., The two engines
were, in all essentials, identical, the
design simply being renamed as a
result of its manufacture being taken
over by another company.

An interesting sidelight on the
fate of the Rocket comes from Bruce
Underwood in the U.S. It appears
that  the Rocket—gone from the
model market these past 10 years—

(1]

As a relaxation from aircraft, a new
scale hydroplane kit, made by Jim Walker,
was tried (top).

Some kits have now reached unprecedented
levels of prefabrication, as evidenced by
the British Mercury Spitfire (centre) and
American Jim Walker Firecat stunt model
(low er).
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still lives on, in name at least, under
a car bonnet. Motor enthusiasts
will  know of the Oldsmobile
“Rocket” engine wused by the
Oldsmobile car, and the story goes
that when this new V-8 o.h.v. engine
was designed and the General Motors
Corporation wanted a name for it,
they cheerfully bought the name of
the Rocket-45 model engine—rather
in the manner of film companies
who buy stories merely to use only
the title.

Apart from engines, a variety of
modelling merchandise, from plastic
scale kits to R/C sets, was sampled
during the vyear. Plastics have
undoubtedly obtained a very strong
position on the market. Having no
trade connections, we cannot say
whether this has been at the expense
of other types of kits, but, personally,
we would be very surprised indeed
if it were proved that * serious”
modelling had suffered in any way
from the plastics invasion. The
average model-flying enthusiast is
not likely to give up his hobby in
favour of assembling plastics. As for
plastic models themselves, one must
admit that, even if the hardened
solid-modeller docs not find much
satisfaction in merely sticking ready-
finished parts together, some of these
kits make up into very attractive
desk ornaments.

The plastic craze, incidentally, is
not now merely confined to Britain
and the U.S. From West Germany,
for example, we received three kits
in the Faller 1/100 scale series,
Despite their small size, these are
well  detailed and are especially
complete in regard to transfer decora-
tion—except, for one very significant
omission: the Ju. 87’s swastika. . . .

(Continued on page 63)
Enthusiasm for plastics has spread to

Germany and from that country came this
very complete 1/100 scale *‘Stuka '’ kit.




f
I
I v T
LB B

HE Nieuport Scout was repre-
sentative of a type first obtained
from the French to meet a temporary
shortage of British single seaters, and
it rapidly became popular with its
pilots.  Eventually it was manu-
factured in this country also, by the
former Nieuport and General Air-
craft Company at Cricklewood.

Capt. Albert Ball thought highly
of this machine as a fighter, deeming
it superior to the S.E.5, which he
regarded as a failure.

When first issued, these machines
carried a single Lewis gun on the
centre section  firing  outside the
airscrew arc, but the personnel of
No. 11 Sqdn. amended this to a
curved rail-mounting to facilitate
reloading (similar to that of the S.E.)
—a feature that was rapidly copied
by other squadrons.

Later, with the advent of inter-
rupter-gear, Vickers guns were fitted
to the forward cowling. (Lufbery
was one of the first to have this
modification in the Escadrille
Lafayette.)

Experiments were also carried out
with Le Prieur rockets, and with
these weapons Nicuport 170’ gave
a good account of themselves in the
destruction of observation balloons
before the Somme offensive of 1916.
Ball also experimented with this
form of armament.

Several scout squadrons on  the

This Nieuport would appear to be of French origin.

Note the absence of fuselage roundels.

The faintly discernible serial number is 2376.

Western front flew the type and at
least two in the Middle East. Nos.
8, 9 and 10 Sqdns. R.N.ALS. also
flew these, together with Ttalian and,
of course, French pursuit units.

Construction followed the general
practice of the day—wooden frame-
work, wire braced, with fabric
covering,  All flying wires were
double and the forward section of
the fuselage, ply-covered.

Dimensions: Span: 27 ft. 3 in.
Length: 19 ft. o in.

Weight: (tare) approx. 830 1b.;

(loaded) approx. 1,200 lb.
Performance: Max speed, 107
m.p.h. at 6,500 ft. Climb: 1,080
ft./min. Duration: 2 hours.
Motor: 110 h.p. Le Rhone rotary.

Markings and Colour Details

British,  With few exceptions
R.F.C.. machines were doped silver
overall including the wheel discs,
Inter-plane and undercarriage struts
were natural varnished wood, the
former with tape bindings which
rapidly became a dirty grey. All
metal fittings remained self-colour.
Airscrews were French polished.

Rudder stripes displayed blue in
the forward position, while, in
common with French flown machines,
roundels appeared wunder the upper
wing as well as the lower; the exact
shades were vermilion and ultra-
marine.

No. 29 Sgdn. changed to two
vertical bars in black, one each
side of the cockade just before the
Nieuport gave place to the S.E.5a.
While the earlier markings were still
in use, the outer sides of the wheels

Unfortunately a much-used photograph
but nevertheless one which shows a
genuine Nieuport 17. Serial No. is A6684
and the red band of No. 29 Squadron can
be clearly seen behind the roundel.
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were red, all except a small central
disc (about 12 in. dia.) remaining
silver.  No. 32 Sqdn. carried in-
dividual letters as shown in Fig. 4.

No. 40 Sqdn. carried three vertical
bars, one over the headrest and down
the sides and two further, immedi-
ately ahead of the tail-plane in
black. Individual numbers were
frequently borne aft of the cockade,

(Then) Capt. W. A. Bishop, V.C.,
D.S.0.; M.C.,, D.F.C., flew three
different Nieuports with 6o Sqdn.
of which Bi1566 forms the subject of

the main drawing. The cowling

ring and interplane struts were
roundel blue.
French. General finish, silver,

Serials were black across rudder,
fraction style. Examples N1424 and
N1559. No fuselage roundels;
rudder stripes in the same order as
the British,  Shades were azure
centre and scarlet outer ring.
Italian. As I'rench, but with
fuselage roundel; none beneath the
upper wing.  Colours were light
green, white and red with the green

SOME INDIVIDUAL BRITISH NIEUPORTS

aft on the rudder and outermost on
the cockade. Serials were carried on
fuselage immediately forward of
roundel, about 5 in. below upper
longeron. Examples: N3o35, N3o3o.
American, This country is repre-
sented here by their second highest
scoring pilot, Raoul Lufbery. He
flew this particular machine (Fig. 1)
after the famous Escadrille Lafayette
had been absorbed into the rogrd
Aero, with which he was killed in
combat in the spring of 1918.
Main planes and tail surfaces

ALTERNATIVE 7 | f;

SERJIAL | STYLE SQUADRON | SQUADRON NOTES M d
NO. MARKING ON 4TH.
B 832 A MNo. | RED Serial numbers were
black and positioned M }‘
A 6684 B No. 29 RED With band as Fig. 3 | across rudder stripes (EC A6684 ’ o
A 308 A No. 32 BLACK No bar on this par-
ticular aje 0
A 678 A No. 40 - Aircrafe VI The majority of the
afe liste here '
B 1566 B No. 60 NONE This ajc had blue tarried unstripp:d LARGE STBD ACCESS
: cowling and was | Lewis guns on the
flown by Bishop top wing DOOR COMMON TQ
ALL TYPES.

Fig. 1. American Raoul Lufbery's air-
craft. Individual letter was black, See
text for head-dress colour details.

Fig. 2. No. | Squadron aircraft. Red

bands.

B1554

Above: Style

ng 5. British serial stﬁles
Style B,

A, often outlined. Right:

N1423

Fig. 6. French and ltalian serial styles.
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Fig. 4. No. 32 Squadron aircraft.
ings black.
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Copies of plans publuhed for solid
dels can be obtai in 1/72 scale,
from * Model Aircraft,” Plans De-

ALTERNATIVE
COWLING TOIN. -

DETAIL OF CONTROL
SURFACE HINGES.

& MM/NAT!O/}(S' .

A/S BOSS DETAILS.

@29

o 0

DASHBOARD X2  MAHOGANY
FINISH , BRASS RIMS.

wrtmcnt 19-20, Noel Street, Lond
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were chrome yellow while the fuselage
was completely orange except for the
metal finish of the cowling ring and
clear doped under surface. The
individual letter was black.

The Indian head insignia had a
red/brown face with the triangular
pattern on the head-piece, scarlet
and yellow. The dark band immedi-
ately above this, the circular hangings
and  “S?” shaped ribbon: red.
Feathers were white, a few having
azure blue tips.

Tricolour rudder bands had the

blue aft, while roundels were white,
blue and red, working outwards from
the centre; these above and below
the top wing and beneath the lower.

This particular aircraft, of which
the wheel discs appear to have been
orange, carriecd a synchronised
Vickers gun on the forward fuselage.

In all these examples, general
fittings, etc., were similar to the
British.,

Roundel proportions. Those
on the wings of both British and
French Nieuports had large centre

FEBRUARY, 1988

discs similar to present day practice
in this country. Except for a few
examples = (e.g., Fig. 4) fuselage
cockades had small red spots, the
radius of which formed one fifth of
the total,

Italian machines had those with
large centre spots in all locations
and American aircralt the small
radius type.

I should like to extend my thanks to my
good friend the Head Curator of the Air
Museum, Claremont, California, for assist-
ance with some of the American information,
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OW that the S.M.A.E. has adopted

N a new and more interesting
schedule for stunt contests in this
country, some of the patterns included
demand more from a model in the way
of manoeuvrability, and a change from
the designs we have hitherto used is

indicated.

Turning radius is the criterion of

stunt performance and some of the
recently introduced patterns  require
a very small radius. In the triangular
loops, for example, the model has, from
level flight, to turn through 120 deg.
and fly back on itsell in almost the
reverse direction. 'These 120 deg. turns
are incredible manoeuvres in themselves
—certainly no full-size aircraft could
perform them, or has ever needed to,
so we are not able to see how full-size
designers would meet the problem.
However, the new S.M.A.E. schedule is
virtually the same as that which has
been used by the American A.M.A. for
their contests for some years now, so
we are fortunate in having our experi-
mental work cut short simply by looking
at how the U.S. designers have solved
the problems.

Firstly, and most important, power
plant considerations, embracing both
engines and tanks. To avoid interrup-
tions in the pilot’s train of thought
caused by uneven airspeed, we need a
motor which will give the same speed in
level flight as in manoecuvres,  More
power is, of course, needed for the
abrupt turns and climbs than for level
flight. Tgnoring, in the present state of
development, the possibility of engine-
speed control, we find that glo engines,
which can four-stroke in level flight,
leaning out to two-stroking (giving more
power) for the manoeuvres, arc best,
having a virtually automatic two-speed
action built-in.

Diesels give fairly constant power
throughout the flight when at their best
settings, which is exactly what is not
wanted. Also, in practice, diesels in-
variably run too lean, and thus power
sags in.the higher parts of the circle.

Engines under o0.15 cu. in. (2.5 c.c.)
are not at all satisfactory for advanced
stunt work, so there are four possible
groups from which to choose, namely,
0.15_cu. in. {2.5 c.c.) 0.1g cu. in. (3.5
c.c.), 0,29 cu, in. (5 c.c.) and 0.35 cu.
in. (6 c.c.). It will immediately be
apparent that we have no British made
glo engines suitable for stunt use, and
so the modeller has to buy a foreign
engine, but these are not in very short
supply, neither are they usually too
expensive,

Summing up the size question, we
would say *‘The bigger the better,”
although it cannot be denied that the
0.19 cu. in. class produces a very handy
size model for transporting and is
capable of excellent performance.

The subject of tanks is wide open,
As Bill Netzeband once said: *“ Ask 10
guys what type of tank they use and
they will show you 10 different ones,
all of which work best!” The writer’s

The writer with the model he flew in the
Gold Trophy and at the Criterium d’Europe
last year.

choice is for a rectangular tank with a
slight wedge on the outside, and one
filler pipe vent facing forward, giving
pressure to force fuel to the engine in
abrupt turns.

Make a tank that gives about 5 minutes’
run. In spite of what other authorities
quote, this is quite enough for the
schedule, and more. Remember that a
tank which is too big takes a lot of
weight of fuel, causing changes in C.G.
1)051(:011 throughout the flight. Since we
trim the acroplane to a rather rearward
C.G. placing to get small radius turns,
a rearward shift of C.G. could  be
embarrassing.

A neoprene collar is fitted to the spout
of the squeeze bottle (Fig. 1), this spout
must be a gauge or two less than that
used for the tank filler pipe. When the
tank is full, fuel will spurt back out
around the spout, then a further push
until the neoprene collar seals the gap—
plus a quick squecze—will force the fuel
to the engine. This prevents fuel
dribbling all over the model and is very
quick.

The next consideration is that of the
general size of the model. This is
expressed in terms of wing area, all the
rest of the model being proportioned
around this. The wing area for our
design is arrived at by considering wing-
loading and flying speed.

The airspeed is required to be as low
as possible, consistent with reasonable
line-pull and ability to bore through the
helty wind we can expect for our contest
day. Herein lies one difference between
the American approach and our own,
Their idea of a windy day and ours
differ rather; therefore slightly higher
speed is necded for flying in Britain. A
figure of 65-70 m.p.h. is best, but
beware -—a hlghcr speed than this will
give less time for thought, while you are
trying to get your most intricate patterns
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placed just as you want them,

The other thing affecting wing area
is wing loading. Naturally, for the
extreme manoeuvrability we scek, a low
loading is called for: 10 oz. per sq. ft.
is about the practical minimum. The
area is fixed from this by estimating the
weight that we can build a model to,
which will give the flying-speed and
penetration we want.

As an example of this reasoning, let
us assume that we wish to build a
model around a modern o.1g cu. in.
glo-motor. If we start by estimating
wing area at 350 sq. in., we work out
that at the 10 oz. wing-loading specified,
the model will weigh 24 oz. If our
engine is of normal power for this
volume, it is obvious that the model
will be too light and small to give the
low airspeed required. So we make a
further guess at 400 sq. in. Weight will
be 28 oz. This is better! Arcas for
0.15, 0.29, and 0.35 cu. in. come out
at 350, 500 and 560 sq. in. respectively.
These areas are only approximate and
may be regarded as “ middle of the
road ™ figures which can be increased
or reduced a little to satisfy a particular
wing span or planform.

The other considerations of the wing
concern aspect ratio, section, [Llp area
and planform.  An aspect ratio of
between 5} and 6 is a good compmmlsf_
between strength and appearance. The
section should be between 15 and 18 per
cent. thick with maximum thickness at
30 per cent. chord location, these
figures being calculated without the
flap chord.

Now, the controversial point of *to
flap or not to flap.” The writer believes
that flaps are a definite necessity,
especially on o.1qg cu. in. size models
and up.  They increase the lift co-
efficient of the wing exactly when
required; they are proportional in action;
and anybody who has flown the same
model with, and then without the
flaps, will concede that they improved
the manoeuvrability and reduced the
looping radius, which is just what we
want. Also they improve the glide,
especially at low speeds, thus helping
us to get a good landing.

Flap area is not critical; many
excellent designs have flap areas between
8 per cent. and twice this amount. The
Smoothie has ¢ per cent., the Thunderbird
likewise about 10 per cent., while the
Mars, Thunderbolt and = Skiffler  have
around 15 per cent.  The important
thing is that they should line up perfectly
with the elevators in the neutral position,
and it is also necessary to keep the area
of the flaps concentrated away from the
tips of the wing as far as possible.
Tapered or elliptical wing planforms are
best or, if you must have broad tips,

Progress in design ! Allan Hewitt won

the 1949 Gold Trophy with this 5 c.c.

powered model. Compare with Platt's

machine opposite which has only a 3.5 c.c.
motor.
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stop the flaps about three-quarters of the
way along the wing. We thus ensure
that the tips of the wings are operating
at a lower angle of attack than the
centre of the wing when the flaps are
depressed. This results in an unwilling-
ness to  tip-stall, which is a most
frightening experience at the top of the
circle while progressing with an overhead
figure.

Having got the aerodynamic design
of the wing settled, the fusclage can
follow any design you prefer.  Nose
moment is made to a length to suit the
weight of the motor and full tank, to
give the desired balance point; this length
will usually be found to be at approxi-
mately two-thirds of the centre wing chord.

The engine should be completely
cowled for the sake of appearance;
inverted is a good installation on this
count and also gives the easiest starting.
If you use a spinner, make sure that it
cannot fly to bits in mid-air, and that it
balances  true; all-metal, crankshaft-
fixing spinners are best of all.  'We will
commit ourselves here and state cate-
gorically that all of the plastic and half-
plastic spinners made are useless with
high output engines, although the
makers do realise this, and are endeavour-
ing to find a better plastic from which to
mould them. TFaulty spinners are a

r -

cause of endless trouble; vibrating badly,
fronts fly off and end up stuck in a wing
panel, or, as has happened, breaking
one prop-blade causing shaft-runs or even
disintegration of the model. Naturally,
this sort of thing is not very funny.
The moral is: either get a good spinner
or don’t use one.

Undercarraiges come in all sorts and
sizes, It really doesn’t make much
difference whether you use normal two-
wheel, tricycle, or wing-mounted. Use
the biggest wheels you can, consistent
with weight and appearance.  For
appearance, spats are excellent and
unusual but best il your normal {lying
field is tarmac or wvery short grass.
Tricycle types give impeccable take-off
and landing characteristics, helping an
inexperienced pilot to get top notch
results, but are heavy and seldom * fit
a design really well.  Wing mounted
U/C’s are best made on the torsion-bar
principle.

Take-off and landing between them
carry 8o points, so make sure of free-
running, true tracking wheels. I using
a two-wheel type, a tailwheel is helpful
in several ways. It avoids unpleasant
scraping noises given by skids, runs
more smoothly, which looks better as
the model lands, and is a wuseful
“ trimmer ** for tracking. If anything,
in our opinion, the tailwheel type U/C
is the best bet for an experienced pilot,
and the nosewheel type is best for those
not so sure of themselves,

Tail moment arm is our next design
problem. ‘The length of this is governed
by the areas of tailplane and elevators
in relation to each other, and the total
tail area in relation to the wing area.
It is safe to use a tail area of 18-20 per
cent, of the wing, with half of this as
movable elevator. In this case, tail
moment will work out at about half the
mean chord of the wing. (This assumes
tail moment arm to be the distance
between the flap trailing edge and the
tailplane leading edge.)

It is considered good practice to keep
fuselage side area greater behind the
neutral point than in front, and this
dictates as large a fin as possible.

The lines we fly on have a marked
cffect on the design of the model and
having got the rough outline of our
model set down, the next important
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aspect is the rigging; i.e., the pivot
location, C.G. position, line rake, wing
weight and so on,

We offset the centre-line of the wing
towards the inside of the circle, making
the inner wing larger in area than the
outer.  There is much misconception
of exactly why this is done—many feel
itis ““ to carry the weight of the lines ”—
a ridiculous notion that could well do
with some clarification. The lines are
carried by the entire wing, not only the
inner one. Since our model is {lying
in a circle, the outer wing is travelling
faster than the inner, and lift being a
product of area X wvelocity, if both
wings are equal in size the faster (outer
wing generates more lift, tending to
make the model fly outside-wing-high,
To eliminate this, we donate more
area to the inner wing. For normal
models a figure of 1 in. more inner-
wing span per 40 in, total span is
acceptable. This for a 40 in. model,
the inner wing spans 204 in. and the
outer 19% in. For 48-50 in. models
1} in. is O.K

To give lateral balance to the heavier
inside wing a weight must be placed in
the outer tip until the model just rides
outside-wing heavy. (Thereis an interest-
ing theory [not ours] that the wingtip
weight can be eliminated by
moving the pivot-point in
towards the inner tip from
the centre-line. Theory indi-
cates this idea would work,
but we have not tried it and thus can
give no firm decision.)

The pivot-point of the two lines should
be at about 30 per cent, of the total
wing-and-flap chord from the leading-
edge. Since we want extreme manoeuvr-
ability the C.G. of the model must be as
near as possible to the pivot point.
However, it is the nature of the beast
that in gaining manoeuvrability in this
way, something must be lost to compen-
sate, and the characteristic which is lost
is stability.,  The nearer the C.G.
approaches the pivot, the less stability
we get, shown in practice by excessive
sensitivity to control or an undue lack
of line-tug, Naturally, it is better to

FIG.2
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A highly original colour
scheme is employed on
the writer's ** Skiffler,”

err on the side of too forward a C.G.
location for a start, as, at least, we will
have the model in one piece at the end
of the flight, even if it wouldn’t square
properly. The C.G. can then be brought
rearwards until the best compromise is
found. As a guide, a 25 per cent. C.G.
placing is usually found best. Elevators
should move 50 deg. and flaps half this
amount.

Woe have several ways of guaranteeing
that the model will produce a healthy
pull on the lines but the best one has
been found to be a 2 deg. line-rake on
the leadouts, together with small engine
out-thrust (r to 2 deg.) and slight
rudder offset. These measures should
make sure of enough tug in overhead
figure eights and this is the only time
we need worry about, for il the pull is
sufficient in this manoecuvre, the others
will be all right.

Next month we will get down to the
ways of constructing the aeroplane for
light weight with adequate strength,
and also give some trimming and flying
notes.  You'll join us?

DIFFERENT sections of any air-
screw have different actual
speeds through the air. The tip
section is always travelling the fastest
and the section adjacent to the hub
the slowest. Hence the character-
istic *“twist*’ in a propeller blade
to ensure that all sections meet the
air at approximately the same angle.

When a blade tip is washed-in, it
means that the propeller is carved
so that the geometric pitch at the
ti'P is greater than that over the rest
of the blade. Thus the tip section is
trying to advance a greater distance
per rev. than, say, the middle section
of the blade (left-hand diagram).
Since the propeller can only advance
as a whole, this means that the tip
section is operating at a coarser
angle. Like a wing, a propeller blade
section can also stall, and so if this
angular difference is too great, part
of the blade can be operating stalled
and part unstalled,

Washout on a propeller blade is
opposite in geometry, but the effect
1s similar in that the tip section is
trying to advance a different distance
to the mid-section (lower right.)
This time, however, the centre
section of the blade is operating at

WASHOUT and WASH-IN

the higher angle, so this will tend to
stall first. In the case of blades with
wash-in, the tips of the blade will
stall first. Only if the blades have
the same geometric pitch throughout
will all sections stall together,

Washout (excessive * twist ') on
a propeller blade usually produces
poor results. A small amount of
wash-in  (less ‘‘twist’’ than for
constant geometric pitch) can be
beneficial. This is because the outer
sections of a model propeller do the
most work in any case.

st 2 0
I fCH

/

WASHED IN

TANT
GES%%?’.W C PITCH

ADE TiP
WASHED OUT
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Uele—
and how 1o
make them

HERE are three basic types of model engine fuel:
petroil, diesel and glowplug fuel. The first,
consisting of a mixture of petrol (gasoline) and heavy
motor-oil and intended for spark-ignition engines, is
only very occasionally required nowadays. The second,
comprising various mixtures but all containing oil and
ether, are the most commonly em-
ployed model fuels in Britain and
on the Continent, where diesel motors
are the most popular type of model
engine in current use.  The third
group embraces a wide variety of
formulae based on methyl-alcohol
and castor-oil (or synthetic oil) for
the many types of glowplug motors
in use in America and elsewhere.

T NEW
/71,71 BEGINNERS
COURSE PART XXIV

fuel to suit the engine can be expected to yield best
results,

Another thing in favour of mixing your own fuel is the
question of cost. Generally speaking, you can make up a
fuel for less than half the cost of a ready bottled equivalent
from a model shop, Your own mixture can be every bit
as good as the branded fuel which,
inevitably, must have its retail price
somewhat inflated by labour and
distribution costs.

When mixing your own fuel,
you can ensure, at the same time,
that it is pure and free from any
foreign matter, by filtering it as it is
bottled. Only very simple equip-
ment is necessary for filtering and

Atmospheric conditions can have a
serious effect on model engine per-
formance, but, fortunately for British modellers, in the
temperate climate of the British Isles, this does not
normally present any serious difficulties. For this reason,
most of the commercially available model engine fuel
mixtures will be found adequate for use throughout the
year. However, where optimum contest performance
is required under a given set of conditions, blending the

Left: For measuring
and mixing fuels,
ordinary 12 oz.
medicine  bottles,
graduated in } oz.
are excellent. For
measuring  small
quantities of addi-
tive, a graduated
syringe is useful.
Right:  The unfor-
tunate results of
poor formulation in
a commercial fuel,
and failing to empty
the tank after use.
Coagulated deposits
removed from a
small diesel.

blending. As quite small quantities
are involved, a 12-0z. medicine
bottle will generally be found adequate. These are
obtainable graduated in §-fl. oz. divisions and if §-pint
(1o fl. o0z.) of fuel is made up each time, these }-oz.
graduations each conveniently become equal to 5 per
cent., enabling the correct proportions of the constituents
to be quite casily measured.

No matter how careful you may be, or how clean your
materials and containers appear to be, there is an ever-
present danger of picking up dirt or fluff which, if left
in the final mixture, may cause annoying trouble when
the fuel is used by clogging the carburettor jet. For
filtering, a piece of parachute nylon is very eflective,
However, where commercial paraffin is used, this some-
times contains a sediment—usually minute particles from
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B SUPER CYCLONE .

990 C.C,

FROG 500 492 ¢c

inside a rusty or dirty drum-

~and in such cases it is advis-

able to first filter the paraffin only through a filter paper.
Suitable papers can be obtained from a retail chemist.
To avoid spillage and for use with the filter materials,

a small funnel will be required.

One with a rim is

preferable, as a rubber band can then be used around it
to hold the filter material in place.

Finally, you will want one or two bottles in which to
decant your mixture for use on the flying field, These
should preferably be of the screwcap pattern.

Fuel constituents and their uses

Technical Ether B55.579
Anaesthetic Ether

Diesel.  Also sometimes used in
small quantities in other fuels to
help winter starting.

Power Blending Methanol Methyl-
alcohol

Base material of nearly all glowplug
fuels and racing fuels. Cannot be
mixed with mineral base lubricants.

5.B.P.4 Industrial Spirit

Commercial Grade Petrol
gasoline)

Lighter fuel

(white

All spark-ignition engines except
where very high compression
ratios make alcohol base fuels
preferable.

Paraffin or Kerosene, including stan-
dard grades such as:
Shell Royal Standard or |st quality
burning oil such as Aladdin Pink,
Esso Blue, etc.

Diesel fuel base.

Light distillate fuel oil
Iranian gas-oil or DERY

such as

As above, No advantage over paraf-
fin except that a smaller lubricant
percentage can be used.

Nitromethane

Additive for methanol base fuels
for giving substantial power in-
crease and/or improved combus-
tion under " cold '’ conditions.

Nitrobenzene (Qil of Mirbane)

Stabiliser and coolant for racing
fuels where large percentages of
nitromethane are used. Also used
as an inexpensive substitute for
nitromethane,

Amyl-Nitrate

Ignition control additive for diesel
fuel.

Amyl-Nitrite

Ignition control additive for diesel
fuel. Cheaper and less effective
than Amyl-Nitrate.

Acetone
Amyl-Acetate

Additives for methanol/castor-oil
fuels to ensure homogeneous mix-
ture, Mot necessary if pure
lubricant and water-free methanol
are used.

Heavy mineral motor-oils such as:
Castrol Grand Prix or Essolube
Racer and others of SAES0 to
SAE.70 viscosity rating.

Lubricant for petroil and standard
diesel fuels. Not suitable for
alcohol fuels,

Compound motor oils, containing
castor-oil and including:
Castrol R and Shell Super Heavy

Lubricant for all types of diesel fuels.
Not suitable for aleohol fuels.

Castor oils, including:
trol M, Duckham's Racing
Castor, Pratt’s Racing Castor,
Baker's AA, Castor-Oil B.P,

Lubricant for all methanol base fuels.
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Cheapest fuel is petroil used in spark-

ignition engines. Where higher perform-

ance is required, a methanol base fuel
can be employed.

Petroil Fuels

Nearly all model aircraft engines produced during the
past few years have been of the diesel or glowplug type.
However, there are a few exceptions, two British examples
being the spark-ignition version of the Frog 500 and the
5.6 c.c. Miles engine. T'here are also some older American
spark-ignition types still in use, including the famous
Super-Cyclone, Anderson Spitfire, Forster gg and Ohlsson
models. Spark-ignition petrol engines are preferred by
some modellers, for R/C in particular, because they offer
accurate and positive speed control by means of the igni-
tion contact-breaker advance and retard control.

The standard fuel for use in engines of this type con-
sists of a simple ‘‘ two-stroke » mixture of petrol (gasoline)
and motor-oil, commonly referred to as * petroil.”
Ordinary petroil mixtures as used in two-stroke motor-
cycles, mopeds and scooters, however, are not suitable,
due, mainly, to their low oil content. A mixture of 1 part
motor oil 10 4 parts petroleum spirit is best for most types,
a proportion of 1 part oil to g parts spirit being preferred
for a new engine.

The motor oil should be the heaviest engine-oil obtainable
from your local garage and not less than XXL quality
or SAE 50 viscosity rating. Better still is Castrol ** Grand
Prix »* or Essolube ““ Racer,” such as is sold by the motor-
cycle specialists.  As regards the petroleum spirit content,
there is no advantage in using high-octane ratings and a
cheap commercial grade petrol, or, alternatively, S.B.P.4
industrial spirit will give excellent results.

Diesel Fuel

Model compression-ignition, or diesel, engines depend
on a fuel having a low self-ignition temperature. They
require a fuel which, merely through the heat obtained
from the compression stroke, will ignite spontaneously,
instead of being ignited by means of a spark or glowplug.

This requirement is fulfilled by using ether, which has
a very low sell-ignition temperature, as one of the main
constituents in our diesel mixture. The other essentials
consist of a burning oil and a lubricating oil. The first
can be either paraffin (kerosene) or diesel fuel oil.
The paraffin may be the popular * Aladdin Pink ”* or
“Isso Blue” or any similar oil sold especially for use
in domestic heaters, but the ordinary white grade, such
as ““ Shell Roval Standard ” is equally effective.

Some engine manufacturers specify the use of diesel
fuel-oil.  Numerous tests have shown that no real
advantage is to be gained by the use of fuel-oil as opposed
to kerosene; in fact, fuel-oil tends to produce a dirtier
exhaust, but, where used, fuel-oil should be a gas-oil
of the type sold for use in modern high-spced true diesels
and known commercially as “DERV” or diesel-
engined-road-vehicle fuel. Where obtainable, Iranian
gas-oil would appear to be the best grade to use. When
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using this, incidentally, it is permissible, due to the
lubricating properties of the gas-oil itself, to reduce, by
up to 5 per cent., the lubricating-oil content in the mix.

lhc lubricating oil can be a heavy grade motor oil
such as has been recommended already for spark-ignition
engines. - Alternatively, castor-oil, or a castor-base
racing oil, or a castor type compound oil may be used.
Castrol “ R ”" is an oil of this latter type that is widely
favoured by contest enthusiasts. Castor-oil is, of course,
well-known for its excellent lubricating properties and,
in view of the small quantities involved, the very slight
extra expense of using castor base oils can be well justified.

Castor oils (which, of course, are of vegetable deriva-
tion) and petroleum products, such as paraflin and fuel-
oil, will not mix, but, fortunately, the ecther content of
our basic diesel mixture, here plays a secondary part
by acting as a ‘“stabiliser,” dissolving both vegetable
and mineral products and ensuring a clear, homogeneous
mixture. Ether is available from any pharmacist and it
is not necessary to insist on the anaesthetic grade, tech-
nical ether (preferably to British Standard specification
579) being cheaper and just as good for our purpose.

The most widely favoured additive for diesel mixtures
is amyl-nitrate. This has the effect of making the fuel
“ hotter ” and lowering the compression ratio required
to achieve auto-ignition. As we learned in an carlier
article, light propeller loads and higher speeds require
ignition timing to be advanced accordingly and, in a
model diesel, we normally do this by increasing the
compression by means of the compression adjusting
screw so that the temperature within the combustion
chamber is brought to the self-ignition point earlier in the
cycle. However, the extremely high compression ratio
now tends to be excessive for smooth combustion, This
is particularly evident in the larger capacity engines
because the best compression ratio for any internal com-
bustion engine is also a function of the cylinder bore.

We find, therefore, that most small diesels of around
1 c.c. capacity, as recommended to beginners and
usually operated at speeds of 7,000 to 9,000 r.p.m., will
operate perfectly satisfactorily on a plain mixture of ether,
paraffin and oil.

Contrasting with this is the typical 2.5 c.c. competition
diesel, operated at, perhaps, 12,000 r.p.m. or more, and,
also, still larger, though slower-revving engines, such as
the 3.5 c.c. E.D. Hunter. Here, about 2 per cent. amyl-
nitrate will be required to ensure even running.

A few high-speed contest dicsels may require even
more nitrate and the two most prominent examples of
this are the Oliver Tiger and Frog 249-BB, which require
3 to 5 per cent. amyl-nitrate, especially if required to
recach their peak horsepower, which is delivered

Simple three-part etherjoil mixtures can be used in most small diesels.
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somewhere in the region of 14,000 to 15,000 r.p.m.
Thus, a simple mixture of equal parts of oil, ether and
paraffin can be used in any small diesel and also as a
running-in mixture for the first hour or so with new
engines of larger type and when speeds are held to less
than 10,000 r.p.m. In most cases the paraffin content
can, for the sake of economy, be safely increased after
running-in, to 14 to 2 parts (i.e., 40 to 50 per cent.).

In general, however, 25 per cent. ether should be
regarded as the minimum. Some engines require a
higher ether content of 30, 35 or even 40 per cent.,
especially when new and when the heat generated by
the friction of new parts is higher. The same applies
when the fuel contains amyl-nitrate. The extra ether
here acts as a coolant by absorbing heat as it evaporates.

The only purpose of the oil content in the fuel should
be lubrication; anything over the quantity required for
this is only being wasted. This does not usually matter
as only relatively small amounts are involved and an
excessively oily exhaust at least indicates that the cylinder
is being adequately lubricated. When actual fuel con-
sumption is a major consideration, however, as in team
racing, it is to the modeller’s advantage to experiment
and reduce the oil content to the safe minimum. With
a well-run-in, ball bearing diesel and employing a good
castor oil, 20 per cent. is usually adequate.

Amyl-nitrate, normally available through a retail
chemist, is difficult to obtain in some countries and an
alternative is iso-amyl-nitrite. Nitrite is cheaper and
slightly less effective than nitrate. It requires a higher
compression setting (but onc which is still less than when
using plain fuels) and, compared with nitrate, about
50 per cent. more nitrite as an additive,

Glowplug Fuels

A basic fuel for use in glowplug engines consists of
75 per cent. methyl-alcohol, or methanol, and 25 per
cent. castor oil. For running-in, the castor oil content
can be increased to 30 per cent.

The most suitable fuel for any glowplug engine, how-
ever, depends on many factors. Apart from questions
of engine design, these include atmospheric temperature,
pressure and humidity, the amount of running that the
engine has received, the type of model in which it is to
be installed, the speed at which it is to be run and the type
of glowplug used. The whole question of glowplug engine
fuels is, in fact, too complex to be dealt with in detail
here, but the following will serve as a guide.

Most modern American engines, for example, are
designed to make use of fuels containing an oxygen
liberating compound (nitromethane). Some of these
engines (especially the small “ Half-A” class motors)

Three to five per cent. amyl-nitrate additive is essential for

hrg r.p.m. with the Oliver Tiger and Frog 249-BB.

FROG B8O
81 c.C

ED- BEE 98 cCcC

D-C
SUPER MERLIN
76 €C.

MILLS MK2

e

E OLIVER
; | TIGER MK.3
I
{

33 C.C;

FROG 24938
249 CC.
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K&B TORPEDO 35
: 578 CC.

05 MAX 29
4 88 CC

*“Hot ** fuels, containing 30 to 60 per cent. nitromethane, are used in racing engines where conditions permit.
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FOX 29R
491 CC.

McCOY 60 |
SER. 20
95 L

DOOLING 29 489 cc.

“ Mild " glowplug

fuels containing not more than 10 per cent. nitromethane are adequate for most stunt type engines.

tend to run too “ cold ”” on a plain methanol/castor fuel
and will slow down or stop when the starting battery is
disconnected. In this event, the use of not less than 10
per cent. nitromethane will usually effect a cure.

After running-in, most glowplug engines give their
best all-round performance with a nitromethane content
of between 10 and 30 per cent. The addition of nitro-
methane to a plain methanol and castor fuel gives a
substantial increase in power, but, beyond a certain
percentage, will cause over-heating and care should
therefore be taken to increase the nitro content only as
far as the point beyond which no further gain in per-
formance is obtained.

Unless absolute maximum power is essential, however,
it will generally be found that about half the optimum
nitro-methane percentage will give excellent performance.
This reduction may be desirable for two reasons. Firstly,
nitro-methane is (except in the U.S.A.) very expensive,
costing in the region of £1 per Ib. Secondly, during very
hot and sultry weather, it may, in any case, be necessary
to reduce the nitromethane to avoid overheating.

Some engines will not tolerate high nitro fuels. Loss
of power, or overheating to the point of scizure, or pre-
ignition (sometimes to the extent of kicking the propeller

tendencies are especially noticeable in certain of the larger
lightweight stunt engines of the “ 29 and ““ 35" class,
such as the K. & B. Torpedo, Veco and O.S. models
illustrated. These engines are designed to provide all
the power required for a large aerobatic C/L model
without recourse to expensive fuel mixtures and 5 to 10
per cent. nitromethane is adequate, although higher
quantities can be used after several hours’ running.

Very high nitrated fuels, however, are the rule with
racing engines used in pure speed models where it is
essential to extract the utmost power from the engine,
In contest work and record breaking, the blending of
fuel to match a specific combination of conditions then
becomes a highly complicated process. Generally, a
nitro content of at least 30 per cent., and often 40 to 50
per cent., is used in engines of the Dooling and McCoy
type, while, with the Fox 29R, 60 to 70 per cent has.
been used. In order to prevent overheating and pre-
ignition, and also to maintain a homogeneous mixture,
the nitromethane is combined with 5 to 10 per cent.
nitrobenzene,

In conclusion, we must point out that most of the fuel
constituents we have mentioned are poisonous, as well
as highly inflammable, and great care should, therefore,

62

loose) may all indicate an excessively “ hot ™ fuel. Such  be exercised when handling them.
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STUNT SCHEDULE
COMMENTS . . . .

Continued from page 46

very basic schedule that was in operation.

“I believe that the 1957 contest will
be won with less than 450 points, so
nobody necd worry that expert fliers
are taking part, for these manoeuvres
are new to everyone, although those who
could fly the previous schedule will have
a head start.”

As did Bill Morly . . . “ I welcome
the adoption of the AM.A. Stunt
Schedule as a move which has been
necessary for the past four years, Stunt
flying has been relatively in the doldrums
for this period because of the lack of
enthusiasm engendered by the ridicu-
lously easy S.M.A.E. schedule.

“ Stunt flyers now have sométhing to
get their teeth into, and the Gold
Trophy will no longer be the boring
procession of flights of near-equal merit
that has prcvai?ed since 1952.

“This is the shot in the arm that
British Stunt flying sorely needed.”

Pete Russell had strong reasons for dis-
agreeing . .. 1 am against the adoption
of the A.M.A. schedule in this country.
Itis far too complicated and cumbersome,
and ‘its introduction would serve no
useful purpose.
What is the
point, when
certainly no one
currently flying
can do the
present schedule
to anything
approaching
perfection ?

“The present
schedule is
straightforward
and composed of
entirely  recog-
nisable manoeuvres. The introduction
of *Cloverleaf,” ‘Hourglass’ figures,
etc,, raises new problems for the poor
old judge, that most important person,
whose job is already difficult enough.

‘ Perhaps two square inside and out-
side loops, plus the ordinary wingover
(so rarely performed well), could be
added to the present schedule, to make
it a bit more elaborate, and without
introducing complications.

“I should not like to see a premium
placed on ‘square corners’ though, as
nothing offends the eye of the genuine
aviation enthusiast more than the
grotesque  overwinged and  flapped
American type model changing direction
in its own length. :

“If anybody ever does a perfect
schedule that will be the time to think
aboutfurther really difficult manoeuvres.”

And Dave Chizlett also dissented . . .
“As a very keen stunt pilot, I was
interested to hear of the decision to
adopt the A.M.A. schedule. Unfortu-

nately, this decision came at just about
the same time as my own decision to give
up aeromodelling on the grounds of
expense. This adoption of the A.M.A.
Schedule would only have urged me to
give up sooner,

“ Up to now, my achievements, such
as they were, were made using com-
paratively cheap, both to buy and to run,
English motors (i.e., A.M. 25, Frog 500,
etc.) and this latter is quite the best
stunt motor I ever handled. However,
the British market does not, and here I
stick my neck out, repeat does not,
manufacture a motor capable of running
consistently  through the complete
A.M.A. schedule. This means that any
would-be stunt champion must pay
approx. £7 10s. od. for an American
motor, and then spend about £2 10s. od.
or more to build a suitable model, i.e.,
a large area, flapped machine typified
by Palmer’s designs. Thus for the model
alone we have a bill of about £10 0s. od.

“ Now I defy anyone to perform the
new schedule with such a combination
without the use of expensive additives,
such as nitro-methane, retailing, when
obtainable, at about £1 per pint. This
means that, like myself, a great many
stunt pilots will give up until such
times as the English manufacturers
produce a stunt motor comparable to
the Veco 19 or 35, at a sensible retail
price (about [£4).”

But with Gig Eifflaender joining with
the majority, the result is 2-1 in favour . . .
*1 like the introduction of a new

schedule, this has
8! been long over-
due and will
definitely stimu-
= late stunt model
- design, albeit
that all the sharp
% cornerssuggested
2 will very likely
bring forth a crop
d of, ton-and-a
half wing-tip
weighted, ‘35’ powered box-cars by
way of acclimatisation.

“1 would like to see more points
awarded for realism, finish and less
points for landing, and the removal
from the proposed schedule of the
design-detail-and-flight pattern points.

“T feel that those particulars could
only be judged by a very competent
designer cum builder cum stunt-flier
with any hope of achieving a fair
decision.  As it stands, the schedule
proposed is, in itself, difficult, indeed, to
judge, from the flying aspect alone,
especially when it is remembered that
the old S.M.A.E. schedule was pruned
because of difficulty in the judging of
square loops, cte.”

Mac Grimmett also commented upon
the points awarded, and difficulties in
Jjudging, but as at the moment such
comments can only be theoretical, the
general fecling is that as the Americans
have found their system satisfactory it
should be given a full trial.

Looking
Back

Continued from page 52

Prefabrication in kits seems to
have almost reached the ultimate
with some manufacturers.  Block
balsa parts ready cut to quite com-
plicated curved shapes are not
unknown and Mercury’s Spitfire and
Mustang, British examples of modern
prefabrication, are assembled without
the aid of the usual building plan.

From the U.S. came one of Jim
Walker’s Firecat stunt model kits.
This is a 43 in. profile model for
.1g-.35 cu. in. engines and is another
example of extensive prefabrication.
It has a built-up wing, of course,

~but one that could scarcely be quicker

to make : leading and trailing edges
are ready shaped and slotted, wing
ribs diecut and even the tips are
ready shaped. There is also a ready
made elevator hinge. Another Jim
Walker kit (albeit somewhat removed
from aircraft) which took our fancy
was his new 18-in. scale model of
the American Unlimited class Gold
Cup winning hydroplane  Miss
Thriftway. .

We cannot conclude without a
word about two R/C sets obtained
during the year. First, the E.D.
Transitrol receiver. From our
experience with it so far, this seems
to be a trouble-free set of good
performance and certainly marks an
advance on the single-valve com-
mercial receivers of seven or eight
vears ago. We feel that it can be
especially recommended to the new-
comer to radio-control as it is easily
tuned and reliable.

The other set is a somewhat more
complicated outfit which has been
manufactured for the past year or
two by the Japanese O.S. company
and is now being offered for export.
It consists of a three-valve hand-held
transmitter, using two 9S4 and a
3A4 valve in a modulated carrier
circuit. The transmitter is crystal
controlled on 27.12 Mc/s and modu-
lates at 500 cycles. The O.S. Type
3A receiver, intended for use with
this transmitter, uses three valves
(3A5, 1Us and 3S4) and a polarised
relay.  Both units are beautifully
put together. They are expected to
form the basis of a range of multi-
channel O.S. units now under
development.
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Designed by J.

ALKIN® SHOES is developed

from a design laid down

early in 1956, the basic requirements
being a lightweight sailplane of
simple construction, with a one-piece
wing of the largest size practical for

relatively “easy transportation. The
aspect ratio was kept fairly low so
as to arrive at a wing area of approxi-
mately 850 sq. in., and a powerful
tailplane was used in conjunction
with a rearward c.g. position.

This prototype model was relatively
successful, though of strictly functional
appearance, and rather unsteady on
the towline, but it was lost at Mill
Hill soon after completion.

Walkin® Shoes was then laid down
with structural alterations and con-
-siderably more eye-appeal than its
predecessor, while flying tests showed
that performance and tow-line
stability were much improved.

Fuselage

Commence construction by binding
the towhook to a piece of hardwood,
and cementing it securely to the
fuselage base. Next, cement all
formers to the base and put aside to
dry thoroughly; cutting the fuselage
sides to shape in the meanwhile.
Cement one side to the fuselage base
assembly, and when dry add the
auto-rudder mechanism, Cut a
small slot in the rear of the port
fuselage side, and cement in a short
length of neoprene fuel tubing for
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the rudder line to run through.
Add the second side, dowels,
gussets, etc,, and complete the

fuselage by sheeting in the top. The
fin is cemented securely between the
rear fuselage sides, ensuring that it is
vertical and true, then the noseblock
is added and the entire structure well
sandpapered. Finally, add a strip of
1y in. sq. to ecach side of the top of
the body to form a firm mounting for
the wing.

Wings

Lay down the leading and trailing
edges of the centre panels on the plan,
packing up the trailing edge to allow
for the undercamber, and cement the
ribs into place. Slot the top spars
into the ribs, and on removing cach
panel from the plan add the lower
spar.

The wing tips are built in a similar
manner, the curved tip members
being cut from medium-soft % in.
sheet. At this stage build slight
washout into each tip.

The next stage is to join the panels,
which must be done most carefully.
Thoroughly pre-cement all spars at
the spots where they overlap and fit
the panels together, ensuring that a
perfect joint is made at the spar laps.
If properly built, this joint is extremely
strong and is quite capable of taking
the strain of a fast tow without
failure. Add all gussets, reinforce
the leading and trailing edges with

l"":' A ,I' |1|

WMWWWWMMWWH |

I,._ 2
7 ft. 6in. glider for

iy e2 ’

those who like ’em big

silk or gauze at each dihedral joint,
and finally slice the riblets from
4 in. sheet and cement into place.
Sandpaper the wing thoroughly and
check all joints.

Tailplane

The construction of this is so simple
that detailed instructions are hardly
necessary. It should be remembered,
however, that the riblets are cut from
the template of the true section (end
and centre ribs). The finished
structure is very light, strong and
warp resistant.

Covering

Use heavyweight tissue on the
centre panels of the wings, lightweight
on the rest of the model.

Trimming

Correct any tendency to turn on
the towline by adjusting the position
of the rudder. When correctly
trimmed the model should tow fast
to full altitude with no weaving
whatsoever, the actual glide pattern
being a slow, fairly wide circle to the
right, flying close to the stall but not
undulating. When correctly adjusted,
times of 2 :40-2:45 should be
achieved from a 50 metre line in
calm evening air, this trim being
equally effective in  most other
conditions.

It is important that the rubber
band holding down the trailing edge
of the tail passes between the fuselage
side and the rudder line. If placed
over the line, the rudder will pull
straight for the turn but cannot
spring back to its mormal glide
position, in which case the stalls are
truly magnificent !

Walkin® Shoes is light and rides the
weakest lift so the d/t should be used
at all times.
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Correction !

Dear Sir,—A most unfortunate mis-
print has been pointed out to me in
my article * Modellers, You Lack
Originality,” which was published in
the December issue of MoDEL AIRCRAFT,

On page 410, the caption for the
second picture at the top, reads ““ An
experimental model built by Donald
Stevenson in 1913.”—but this should
read 1gosg.

This is rather serious as it contradicts
what I have said in illustrated lectures
and in other articles, and also the
beauty of the whole thing is in the date,
showing that swept back wings were
thought of, and experimented with, over
54 years ago. In addition, it does not
agree with the date printed on the
notices displayed with the model when
it has been lent to R.Ae.S. Exhibitions,
etc., so would it be possible to correct
it in a future issue ?

Yours faithfully,
Portsmouth, DoNALD STEVENSON.
Hants,

We must apologise to Mr. Sievenson for
this error, and trust that his letter will set the
matler straight.—FEd.

Disagreement

Dear Sir,—It was with some interest,
not to say amusement that I read the
article by Donald Stevenson on page 409
of your December issue,

I assume that Mr, Stevenson is out of
touch with the present day practical
aeromodeller, although he assures us he
has acted as a judge at recent model
exhibitions. Therein, I would say lies
the whole weakness of his assertions,
He has obviously seen the *“ Concours
type of model which will probably
never leave the ground and competes
for a place in the sitting room with the
aspidistra !  Without entering into the
well-flogged arguments of ** Scale versus
Functional ”* and ‘ what is a model
aircraft” I would strongly advise Mr.
Stevenson to attend any large scale
rally or competition where, I am sure,
he will be overwhelmed by originality.

He informs us that * fewer experi-
mental models are being made today. ”
Of course there are fewer, as I assume
by * experimental models” he means
scaled down prototypes of full size
aircraft. This type of work is done by
aircraft companies and owing to the
complexity of modern aircraft no acro-
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modeller could
attermpt  this work.
With all due respect
to Mr. Stevenson’s
age and experience,
I would say that a
modeller of the
“1go0 era’ had
more chance of
stumbling on some
device or invention
of practical appli-
cation m a Bleriot,

- than modeller
%1 i-(\.:. _"g‘ mclay, m the present

-"—-"-‘1::1 ~'® generation of super-
- sonic aircraft. After
all, model aircraft (or more correctly
model f{lying machines) flew first and
the man-carrying type followed, and
have served their purpose in full size
aviation. (Non-flying models for wind
tunnel testing are precluded from this
statement.)

Once and for all, aecromodelling, in its
presentday form, must be seen in its
true perspective. It is a hobby first and
foremost and whether a person devotes
his energies to copying full size aircraft
in miniature, or flying model aircraft
designed - for some specific purpose,
depends on his own particular fancy,
To say that the present modeller is
lacking in inventiveness is absurd. As
long as the F.A.I. have any say in the
specification of contest type models
there will be no lack of demand on the
acromodeller’s source of ideas and initia-
tive! It is due to the modeller’s
versatility -~ in  designing  successful
machmcs to formulae, that has resulted
in the Wakefield specification being
changed four times in post-war years,
This 1s surely no sign of stagnation.

I have no doubt the article will give
risc to a great deal of correspondence if
only for the assertion that the greater
number of models are merely glorified

toys. Is Gibb’s record holder a toy,
are Posner’s ““ Weavers” toys, are
Evan’s Wakefields toys? No, Mr.

Stevenson ! You are off the beam, still
living in the atmospherc of oiled-silk
and bamboo and I can only suggest
that you bring vyour practical aero-
modelling up-to-date when I am sure
you will be [ully prepared to revise your
ideas.
Yours faithfully,
(Sgd.) G. A. HUNTER,
(Secretary, Grennock
M.A.C.).

Gourock,
Renfrewshire.

In full agreement

Dear Sir,—I think Mr. Stevenson’s
article in the December issue of MobgL
AIRCRAFT makes a very important
point. T have felt for some time that the
various types of models have tended to
become standardised, with the con-
sequent shift of interest from the model
itself to the skill of the operator.

I, personally, am more interested in
models than in the people who win
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competitions with them, and I would
gladly exchange some of the competition
reports and reviews of new commercial
products for more instructive articles
about models.

In particular, I recall the, often,
mathematical articles which used to
appear in the modelling press around
1945, when serious attempts seem to have
been made to design models on sound
theoretical grounds.  Perhaps models
still are designed in this way, but, if so,
they are never reported. No doubt
design by trial and error and previous
experience produces just as good results
as the theoretical approach, but these
are two points of view which should both
be catered for.

Therefore, let us have an occasional
technical article, mathematical where
necessary, which will appeal to those of
us who want to know not only how to
make a model fly, but also why it does so.

As a start, I should like to see a full
treatment of the forces on a glider
during a tow launch, which might help
me to make mine more stable.

Yours faithfully,
Ipswich, L. BurkiNsHAW.
Suflolk,

Silvio says ...

Dear Sir,—Looking back to the
fateful 1956 S.ML.A.E. annual meeting,
when we were told that the F.A.l. had
made a decision to alter the existing F/F
rules, one wonders if the criticism then
thrown at our delegate was, in fact,
considered and well founded. I do not
regret the accusations, if such they were,
first of all because they were taken in
good heart, and secondly, because it
certainly showed our officials that we,
the fliers, should always be consulted
before any major action is taken. After
all we feel that as the members of the
S.MLA.E. we have a right to instruct
our delegate as to what we have in
mind.

But to the point, most of us thought
then that the new rules would kill
enthusiasm and kill the F.A.IL. com-
petitions.  Many expressed the. opinion
that they would give up the F/F class.
From TItaly, from Germany, from
America, Guatemala, and Holland, I
received letters asking that we should
work to have the rules rescinded. I
remember not one flier, except Alan
King, was in favour of the new rules.

Now, however, having reflected, con-
sidered, and tried we have come to
another conclusion. From Milan I
received a letter telling me that after all
they said and did they were now con-
sidering building to the new rules, from
Ohio I get the same story. From Larry
Conover, whose model I flew proxy
in 1956, I reccived the following :

¢ It will please you to know that * The
Lyndi " has made it again and is in the
American team for the World Champion-
ships in England, so the Lyndi will fly
the Atlantic again, In the last elim. I
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made 882 sec. out of goo and beat the
next best by 60 sec. All this with a ship
loaded up to 28.5 o0z.”

My own experience shows that the
above is no exception. I loaded my
Golden Hawk to the required weight of
33 0z. and except for slightly decreasing
the turn, I left trim as it was, results?
two flights in still damp air, off a 15 sec.
run of 3.10 and 4.00.

In view of the above, my advice to
you is to get moving with your old
model loaded up to the required weight,
or, better still; build a strong model
putting the weight well under the
C.G., add a substantial undercarriage
and, I believe, you will find that the
new rules are not as bad as most of us
made them out to be.

One final remark ? I have not, and
would not like to fly my plane in a
strong wind, less still would I like to be
at the receiving end of the plane while
landing. That, I believe, will be the
biggest snag—casualties much greater
when hitting an obstruction.

Yours faithfully,
Bradford. ”S. LANFRANCHI.

Full size defence

Dear Sir,—May I claim a little of
your space to note my vigorous dis-
agreement with Mrs. Fisher ( Jan, issue).

Few modellers are so narrow-minded
that their interest in full-size aviation is
nil ; after all most readers according to
their age, I imagine, have either had,
have, or hope to have, some full-size
connections.

As for the *very large number of
periodicals concerning  this subject ”
there are exactly five, of these the two
weeklies and one monthly owe a first
allegiance to the industry, one monthly
is restricted in its scope by a service
slant, while the third is largely concerned
with defence policy.

No sir, we are not so many single-
minded ostriches! Keep up the good
work, the balance is just right.

Yours faithfully,
Wallington, Peter G, COOKSLEY.
Surrey.

Measuring airspeed

Dear  Sm,—Reading through the
correspondence in the December issue
of MobpEL ARcrAFT on the vintage
number (July, 1957), I see that Mr. B.
Waugh of Australia would like to know
how the Germans measured their air-
speed during World War 1. If he looks
very carefully at his photographs of the
machines of the period, he will probably
see, either mounted on the interplane
struts or on a small strut on the leading
edge of one of the wings, an instrument
which, at a distance, resembles an ege-
timer. This is nothing of the sort, but
is actually an anemometer of the
revolving cup type.

The complete instrument consisted of
a circular, white-faced dial upon which
were marked the airspeed figures, above
it the gearing mechanism, and on top
of this the horizontally revolving cups,
which were protected by a wire guard.
The speed was indicated by a single
balanced hand, turning on the face of
the dial.  The anemometer was fitted
on the machine so that it was easily
visible to both pilot and observer.

The more usual type of pressure-head
system, registering on a dial on the
cockpit instrument-board, was also in
use on various types.

Yours faithfully,
South Benfleet, P. M. H. Lewis.
Essex.

Candid comments

Dear Sir,~—During a recent visit to
England I was able to visit the “ All
Britain Rally * at Radlett and enjoyed
it thoroughly. To tell the truth, it did
not look very much like a competition
to me, but more like a model aircraft
picnic with everybody having a jolly
good time. 1 was very much impressed
by the high standard of team racing
and combat flying, but the R/C was a
very, very big disappointment.

After witnessing a series of crashes I
asked a competitor, whether this was the
usual standard of R/C flying in Britain
and he replied : “I would say there is
a slight improvement this year” and
blamed the English weather in not
giving the flyers enough opportunities
for getting the necessary experience.
This looks a poor excuse to me. There
were two or three fine demonstrations
(all of them hand launched, I think)
and even if their horizontal eights were
rather lop-sided and their spot landings
many yards off the mark—I give them
full credit because here the wind really
did interfere most disturbingly. DBut the
majority of the crashes I saw were a
result of sheer stupidity and lack of
intelligence and had nothing to do with
English weather. 1 am sorry if I am a
bit too emphatic about this point, but
I looked forward to this particular
competition with much anticipation and
was s0 bitterly disappointed.

By the way, the organisation of the
R/C event was most efficient and
impressed me very much. But later.on
I saw how a poor competitor tried to
launch his A/2 model, one hand holding
the line while the other was occupied in
pushing people out of his way. Believe
me, launching a glider in a strong and
gusty wind is difficult enough, even
without having to fight one’s way

The Editor does not hold himself
responsible for the views expressed by
correspondents. The names and
addresses of the writers, not necessarily
for publication, must in all cases accom-
pany letters.
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S. LANFRANCHI wins this month's
X-acto Knife Chest with his letter on
F.A.l.. Models. Have you anything

to say I—Choose your own subject,
but keep it short, snappy and of
general interest.

through a milling and pushing crowd.

Now I have been told that last year
the spectators nearly stampeded the
R/C event, so this year they put a
rope round the take off area to keep the
crowd away from the models, How
about adding another rope next year,
to clear some space for the poor Af2
boys? Otherwise I would advise the
competitors to provide themselves with
machetes and tomahawks, to “ cut their
way through ”’ more easily. 1 also saw
a female timekeeper trying to deal with
many flyers of different events and
having one stopwatch only, how she
checked the 10 sec. engine run is beyond
me. If you have not enough officially
approved timekeepers, this is the only
method, but why couldn’t they find
somebody to assist her with the paper-
work, so that she could concentrate on
the actual timekeeping?

There are many ways of running a
competition. One is to put in a lot of
ropes, stakes and notices, or there is the
Radlett way. I prefer the latter, but I
think they are exaggerating a bit on
the “ casy going ”* side. After all, there
were some people who did not only
want to have a good time, but were
trying to compete for this or that cup.
These few unfortunates should be pro-
vided with minimum facilities and this
was not always done. Another point is,
that the London Transport Corporation

© was solving the problem of transporting

the 10,000 or so spectators by simply
ignoring it—running no special bus
service between the railway station and
the flying field, to say nothing of special
buses to London. This, to put it mildly,
was scandalous. I hope you don’t
mind my criticism, but I thought you
might be interested in a foreigner’s
reaction to the “ All Britain Rally.”
Yours faithfully,

Tel Aviv, Y. MARGONINSKI.
Israel.
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WOLVES M.A.C.
The club has now been revived from almost
non-existence. C/L is the main interest, although

F/F still survives. A combat comp. was held
recently and an A/l comp. is planned for the
winter. We appeal for new members, and will
those interested please contact J. Wilkes, 19,
Springhill Grove, Penn, Wolverhampton.

ANGUS & DISTRICT AE. L.

The league held its annual general meeting in
the Montrose clubroom. A strong element was
in favour of having six A/2 events again in 'S8
as it had brought record entries in 1957. How-
ever, half the meeting was against so many in
the same classz so & compromise was reached
which plans 15 events, namely five classes: Afl,

S.MLA.E. NATIONALS FILM
Jan.  26th. Brighton District Model A.C.
" 31st. London Area,
Feb. 7th. North London M.E.S.
' 17th. High Wycombe MLA.C..
i 21st.  Plymouth M.F.C.
March 3rd. Stratford-on-Avon & District
M.A.C,
- l4th,  Wakefield MLE.C,
w  20th. Lincoln & District M.A.S.
April 2nd. De Mavilland (Hatfield)
M.A.C.

Al2, open rubber, open power, and F.A.L
power, there being three competitions on
different days for each of the above., There will
be six contest days altogether, one every month
April-September inclusive.

The scale contest has been held over till 1959
and there appeared to be no demand for an
unrestricted glider competition. A new trophy,

“ The Grampian Cup,” will now go annually to
the league’s best F/F junior member,

K. B. Whyte, A, McCallum, D. D, Edward
and Roy Yule, all from different clubs were
elected once again to president, vice-president,
secretary/treasurer and comp. secretary, respect-
It is noted that the league is now over

ively.

10 years old and has risen to be the only effective
independent competitive model-flying organisa-
tion in Scotland today.

Owing to the increased number of events and
competitors we had to wait longer than usual to
have the total championship pointage gathered
in, but here are the final placings:—

Clubs' Championship, ** Strathmore Trophy,"'—
Ist Montrose, 11,296 pts.; 2nd Bucksburn,
7,108 pts.; 3rd Arbroath, 4,917 pts.; 4th Kirrie-
muir, 3,957 pts.; 5th Dundee, 1,505 pts.

Individual  Championship, ** Angus Cup,”'—
1. D. L. Petrie, 3,916 pts.; 2. K. B. Whyte,
3,205 pts.; 3. A, McCallum, 2,242 pts.

MONTROSE M.A.C.

Out of debt at last, after being in the new
place more than a year and a half, Montrose
M,A.C. has been able to revive some of its cosy
social activities, 'We held a_ Halloween night
especially for Martin Dilly of Croydon. 'We had
the traditional dooking and scone-licking contests
and other activities in which even some of the
courageous yvoung ladies who attended took part.
It was the first party we ever had that required
a microphone to control it. The local rock/skiffle
band played to beyond the point of exhaustion
and is'the first (and possibly the last) to include
a Wakefield fuselageist in some of the numbers,

At our annual general meeting, D. L. Petrie
entered his fifth year as president, and K. B.
Whyte—who has fortunately had second thoughts
about emigrating—has taken on the work of
comp. secretary., This bodes well, as he is
popular on both sides of our stormy east and
west coasts, It was decided that we should
re-join the S.A.A. as a club,

Our next big effort is to refurnish the club
room with several carpenter-made building
benches and improve our present workshop
facilities.

SOUTHPORT M.E.C, .

We attended an inter-club competition at
Blackburn recently. The club made a good turn
out and taking all into consideration did fairly
well.  Several models were damaged due to
windy conditions. Geoff McCabe gained first
in glider and Doug Barber second and fourth in
rubber and glider respectively. Back at home in

Sunny Southport, fi weather has been fairly
gg:: just recently and Miss Maureen Jones has
attempting to break the club’s }A record
which at present stands at 3 min, Several new
members have been admitted to the club,
bringing the total membership up to 25.

NORTH WESTERN AREA

At the annual general meeting of the N.W.A.
S5.M.A_E. the committee was returned unopposed,
with Frank Nixon as chairman, Ray Musgrove
as secretary, John O'Donnell, treasurer, Joe
Chadwick competition secretary, and John
Hanney as P.R.O.

In his address the chairman reviewed the 1957
season and noted that the area was maintaining
its position as one of the leading areas in the
country, and he confidently looked forward to
progress in the future. The competition secre-
tary’s report noted a decrease in entries and this
was due to the distance which we have to travel
to the comps. at Tern Hill, e.g. Blackpool
M.A.S. travel 100 miles each way. A vote of
thanks was proposed to the committtee for the
hard work that they have put in, and a special
vote of thanks to Mr. Salloway, who was not
able to attend due to the council meeting in
London. A telegram from Don was read at the
dinner wishing the area * all the best for 1958.”

A trophy for R/C models was presented by
Mr. Neild for annual competition in the area,

CONTEST
CALENDAR

Feb. 2nd. N.W. Area Winter Rally,
R.N.A.S. Stretton, Nr. War-
rington. Rubber, Glider and
Power. CfL *“ Rat Race,”
“ A’ and ** B,” Radio.

»  22{23rd. Indoor Nats., Corn Exchange,
Manchester.  Microfilm, Tis-
sue, Check glider.

Southern Area Rally, Beaulieu
Ac¢rodrome. Rubber, Power,
Glider, Radio, T/R A,
“ A » and W B-li

» 23rd.

the trophy, which consists of a silver monoplane,
is mounted on a black ebony base.

The date for the area winter rally was
announced as February 2nd at Stretton aero-
drome, near Warrington. All F/F events,
together with R/C and a C/L *“Rat Race,”
class “ A’ up to 3.5 c.c. class ** B over 3.5 c.c.
Distance 10 miles, any model eligible (no rules).

Afler an excellent meal which filled all to
capacity, the evening was devoted to games and
dancing organised by the Whitefield M.A.S. and
John Hanney,

The top four glider experts of the area, Stan
Hinds, Johnny O'Donnell, Joe Chadwick and
John Hanney, were blindfolded and given paper
gliders. Three flights were made amid great
cheers from the audience, the result going to . . .
J. O'Donnell ! !!

At the prizegiving, this gentleman collected
the power championship, rubber championships,
and overall area championship.

It was decided to hold an indoor meeting at
the Corn Exchange, Manchester, on February
22ncd-23rd, 1958, which will bé recognised by the
5.M.A.E. Council as the British Indoor Nationals.
Tt is hoped that modellers from all over Britain
will"compete at this event. As a guide to the
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Clifford Kendall
sent us this photo of
a beautifully made
Druine  Turbulent,
built by  Charles
Hollowood, of the
Crewe M.F.C. It has
been shown at the
Northern ~ Models
and Model Engineer
exhibitions.

type of model to build, the following events will
be held:

Chuck Glider, max, weight § oz.; Microfilin,
one class only, unrestricted; Tissue-covered F/F,
max. weight 2 oz,

Further details may be obtained by writing to
the arca secretary, R. Musgrove, 81, Moorhey
Street, Oldham, Lancs.

It is hoped to offer accommodation to visiting
modellers and an appeal is made for Manchester
modeilers to offer a bed or couch to visiting
competitors for one night,

LOUGHBOROUGH COLLEGE
The weather was kind for our winter rally,
with light rain about lunch time, mist reduced

visibility, but luckily th: wind was light,
were very good entries in all events and the high
standard of flying showed up when, by 3 o'clock,
there were five in the power ﬁy-oﬁ‘ and three in

There

the rubber, All contests were for open models
with four flights of 3 min. maximum each flight,
For the fly-off it was decided that the models
should go ofl nearly together and that the time
keepers should walk under them to get results
in the mist and light wind.

In the glider event nobody obtained four
maximums bul the first three places were very
close. The combat proved very interesting and
the final was fought out in failing light conditions.

The club thanks the members of Foresters
M.F.C. for handling the combat and team race.

MODEL AIRCRAFT

Results
Open Power (Fly-off’ times)
1. J. O’Donnell .. Whitefield 6 : 29 min.
2. R. Gray . Wakefield 4:36
3. M. Gaster . Surbiton 4:14
4. A. Young . Surbiton 4:05 ,
5. P. Muller Surbiton 3:06
Open Rubber (Hy-v_{? fimes)
1. J. O'Donnell .. Whitefield 6 : 21 min
2. P. Read . Birmingham 5:2? .
3. Lennox Birmingham 123,
Open Glider (fnm." times for four ﬁu,'hfs)
1. Watson . Whitefield 11 : 17 min
2. Farrar .. Wakefield .. 11:11 '
3. Wisher . Surbiton PR f S & B,
Comibat
1. Keeling . Rangdipoids
2. Lomas Rugby
Team Race
1. Firth .. Heath
2. Geeson . Long Eaton

CHANGE OF SECRETARY

WOLVES M.A.C, J. Wilkes, 19, Springhill
Grove, Penn, Wolverhampton,

GLEVUM (GI OIICFQTPR) M.A.C. R. P,
Roles, 53, Park Avenue, Longlevens, Glos,

URMSTON & DISTRICT M.A.C. K. W.
Hulme, 3, Wycliffe Road, Urmston, Manchester,
Lanes.

WANSTEAD M.A.C. D. Howell, 49,
Monmouth Road. East Ham, London, E.6.

THE CHEADLE & DISTRICT M.A.C.
L. Whalley, 43, Cranleigh Drive, Cheadle,
Cheshire.

WANT to build yourself a large

light chuck glider—and save
yourself all the hard work in carving
and sanding the wings to section ?
Try building up the wings from sheet.
Carefully done, you can produce a
wing for half the weight of true
solid construction and one which is
still as strong ; also it can be
smoothed down and highly polished
just like an all-sheet wing.

Each wing panel is built separately.
The true 'Plan shape of one wing is
cut out from light } in. sheet.
Using this as a pattern, mark out a
similar piece of 4 in. sheet but
about % in. bigger all round ().

Lines of cement are then put
across one side of the larger wing
panel (2), spacing these at about
| inch intervals. Allow the cement
to dry when it will curl the sheet up
into a top surface aerofoil shape.
Then feather the bottom edges of
this piece with sandpaper, continuing
right around the tip but not the
centre (3).

On the smaller wing panel, so far
untouched, a skeleton spar and rib
frame' is assembled. The spar can
be cut from hard % in, sheet, tapered
off to nothing at the tip. Cement
this in place first, then cut and trim
the ribs to the required section,
making sure that they fit neatly, and
cement in place. Each end of the

HOLLOW “SOLID” WINGS

A METHOD OF MAKING LIGHTWEIGHT WINGS FOR CHUCK GLIDERS

rib should finish § in. from the edge
of the wing panel (4).

Two & in. ply wing joiners or
dihedral braces are required, cut to
the necessary dihedral angle and
trimmed to match exactly the spar

TOP PANEL SLIGHTLY
© LARGER

The six stages in constructing a *‘ solid ** wing.

depth at the centre, Cement these
in place before fitting the root rib.

The former upper panel is then
cemented in place, pinning the
assembly down over a flat surface so
that the wing will dry without
warps (5). While this is setting you
can build up a second wing in an

identical manner, remembering to
make this of opposite hand.

The wing edges are then finished
off neatly to section with sandpaper,
Check that the second wing slides
in place over the wing joiners

protruding from the first and trim
away both wings at the centre until
they fit neatly together. Smear the
wing joiners and root ribs generously
with cement and simply slide
together. A skin of cement over the
top and bottom of the joint will
provide extra strength.
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OVER 46,000 COPIES SOLD !

How to Make
Model Aircraft

by P.G.F.CHINN (3rd Edn.)

ALES of this famous handbook continue to break all records. Over
46,000 copies have now been sold and orders continue to pour in.

We believe its great popularity is partly due to the large amount of inform-
ation offered in such attractive form for only 3s. ** How to Make Model
Aircraft ” originally appeared as a series of articles in this magazine and
the series was so successful that it was issued in book form. At the time it
was possible to effect a substantial saving by using the original type and
illustration blocks. This economy was passed to you—the reader—in the
form of a specially low price which has never been raised despite increased

FEBRUARY 1958

costs.

17 FACT-PACKED CHAPTERS

Contents include: Choosing a kit. Starting
with the fuselage. Building the wings. Cover-
ing and finishing. Carving the propeller.
Trimming for flight, Your first engine. Your
first control-liner.  Your first control-line
flight. Free flight power. Flying your power
model.  Soldering. Buying a secondhand
engine. C/L stunt flying. How to make fuels.
Jetex motors. There are over 300 illustrations.

3s Post 6d. (U.S.A. and Canada
® £1.00 post paid).
From your model shop or direct :

- —— — — — f— — —— — — — — — — -

POST THIS TODAY

To Percival Marshall & Co. Ltd.
19-20, Noel Street, London, W.1

Please send by return ** How to Make Model
Aircraft.” I enclose remittance of 3s. 6d. to
cover postage and packing. (US.A. and
Canada $1.00.)

(Overseas customers can use an International Postal Order)

LT TR T T T TS

PI RECENTLY PUBLISHED
a n s in ¢ Model Aircraft”’
Prices of all plans include postage

Gliders
M.A. 263 Yeti II, by T. Coward 5s. 0d.

Control-line
ML.A. 262 Gee-Bee Q.E.D., by P. M. H. Lewis 5s. 0d.
M.A. 264 Gengangaren, by M. Hagberg 3s. 6d.
M.A. 267 The Tramp, by W. Schier (2 sheets) 8s. 0d.
M.A. 268 Nakajima Tenzan (Jill),

by M. F. Hawkins 4s. 6d.

ML.A. 269 D.H. Tiger Moth, by F. Buckland 5s. 0d.

M.A, 270 Scimitar, by W. Morley 6s. 6d.

M.A. 271 Focke Wulf 190a, by M. F. Hawkins 3s. 6d.
Power-driven

M.A. 266 Beep Jeep, by E. Fearnley 7s. 6d.

ML.A. 272 Small Talk, by W. A. Pollard 3s. 6d,

Solid Models (1/72nd scale)
S.M.A. 74 Lockheed F-104A Starfighter
S.M.A. 75 Gee Bee Racers } 9d. per sheet
S.ML.A. 76 Saunders Roe SR-53

Send your remittance to M.A. Plans Dept., Percival Marshall,
19-20, Noel Street, London, W.1.
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20 FARQUET FlooR

ENTS PENDIN

.LTO'COHHINCE WAY LANCING -SUSSEX

AT, T e
Telaphone LANCING 2866 7 (L )
Telegrams SOLARBO WORTHING i

Industry's latest word is "diversification" which
simply means "not putting all your eggs in one basket'.
That, 1s why model shops are branching out into other things.

In our case not only does it spread our risks into
several trades, tut it enables us to use up all sizes and
grades of Balsawood.

Our latest development is the SOLARBO PARQUET FLOOR
which we are offéring particularly on the "Do it yourself"
market.

For you technical bods, it is a laminated floor
block with a Balsa core and hardwood faces, similar to the
"Mpogquito" construection. It has grown out of many years of
development work and gives a wood block that will resist
shrinkage and twisting.

Coupled with this, it has such effective heat
insulation that in our own canteen it has 1lifted the
temperature between 5 and 10 degrees and the reduction in
noise is striking.

Most important of all, it is the most beautiful
floor that you can have its design enables us to use fine
figured and quarter cut hardwoods on the face.

And all this is bning marketed direct to you for
*you to lay it yourselves - "you lucky people"! It's as
easy as putting the paper on the walls and is far cheaper
than carpeting. What's more, it adds permanently to the
value of your houss. It is not dear, you can have the
materials for an average hall for about £9.

Your model shop, if he is an Accredited Dealer, can
tell you all about it and will give you a prepaid card to
send for a fully coloured and illustrated brochure. If you
;ro in any difficulty write to us, but please try your shop

irat.

CEFECTIVE
HEAT
INSULATION’

¥ 7006 REGUCTION (N
NO(ff T S’rfeff/ﬂ.;é;/

et s

=

"YOUR MODEL SHOP CAN
TELL YOU ABOYTr (T’

THE BEST BALSA [YOU CAN BUY. COMES FROM

SOLARBO LTD . COMMERCE WAY - LANCING - ENGLAND

Phone : LANCING 2866-7 Grams : SOLARBO, WORTHING

When replying to Advertisers be sure to mention MODEL AIRCRAFT ix
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\EPAGE'S Bstyeene
CEMENT

NEW FORMULA ADHESIVE
FOR THE CONSTRUCTION AND
REPAIR OF HARD PLASTICS
+ WELDS THE JOINT
J TRANSPARENT

Y NON-STRINGING

+ QUICK SETTING

CEMENT

% EXCEPTIONAL
STRENGTH

ONLY I/- pertube. Obtainable from
your local stockist

World Famous Manufacturers ef :
BALSA CEMENT 73d. and |/- Tubes
P.V.A., WHITE GLUE 2/3, 3/6 and 5/6 Plastic Bottles
STRENGTH LIQUID GLUE 5d., 9d.and | /- Tubes
WATERPROOF CEMENT 73d. and /- Tubes

SELF-ADHESIVE CELLULOSE TAPE
6d., 104d. and /2 Handy Size Rolls

E PAG E'S « BECKENHAM o KENT

"LIMITED
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&
ideal for Beginners!

SPOTTER— A smart rubber-powered semi-scale model complete,
with plastic prop, noseblock, wheels, cement, etc. Span I8 inches
Price 5/11
TRACER—A 31i-inch control line stunt model for engines from
1.5 c.e. to 2.5 c.c. Complete with cement and transfers. Price 16/11

TIGER—A 36-inch span free flight contest power model for .5 c.c.
up to | c.c. engines that contains model tissue, wheels, etc  Price 12/10

TROJAN—An 18-inch span control line stunt model for engines
from .5 c.c. to 1.5 c.c. All parts supplied including transfers. Price 10/3

TRIUMPH—33-inch span rubber duration model complete apart
from rubber motar. Superior balsa propeller supplied. Price 8/9

TUTOR-—A 30-inch span towline glider complete even to transfers,
and balsa cement. Price &7

SCOUT~—Attractive |7-inch span, Two-colour printed parts, rubber
model, complete and rezdy to fly. Price 4/3

JESTER—I6-inch span rubber-driven model with printed parts
complete and ready to fly. Price 3/11

HUGIMN~—Scale Viking Ship, complete with cement and varnish.
Printed sail, deck and Shields, etc. Price 3/9

JUNIOR GALLEON and Barbary Coast Pirate Ship—Printed
sails, all parts complete including cement. Price 2/11

SANTA MARIA—Beautifully designed model, simple to construct
complete with paint and cement. Price 15/11

GLIDERS—A wide range of catapult or chuck gliders to choose from.

JUNIOR AIRCRAFT SUPPLY CO. LTD.

EASTBANK STREET, SOUTHPORT, ENGLAND

Guides

FORTNIGHT HOLIDAY GUIDE-
BOOKS covers all the principal
holiday centres in Europe and the
series is being continually broadened
by the addition of new titles, The
latest are:

ANDALUSI® and VENICE (5s. each)

Forewarned is forearmed and much
trouble and expense can be saved by
being properly briefed about the resort
of your choice before booking accom-
modation, etc. No other series gives
such useful and practical information.

THE THREE AND SIX LIST

Devon, East Coast, Firth of Clyde,

The Grand Tour, North Wales, Wye

Valley, Yorkshire Coast, Not Sixty

Miles from London. From your bookseller or 4s. post pald from the
publishers (U.S.A. and Canada B0c.).

THE FIVE SHILLING LIST

Andalusia, Austria, Bay of MNaples, Balearics, Bavaria, Belgiom,
Black Forest, Brittany, Channel Islands, Cornwall, Costa Brava,
Denmark, French Riviera, Holland, Italian Lakes, Italian Riviera,
Killarney, Loire Valley, Madeira, Norway, Paris, Portugal, Provence,
Rhineland, Rome, Spain, Switzerland, Tuscany and Umbria, Venice,
Yugoslavia. From your bookseller or Ss. 6d. post paid from the
publishers (U.S.A. and Canada $1.00),

Published by
Percival Marshall & Co. Ltd., 19-20, Noel Street, W.1

It pays to say you saw it in MODEL AIRCRAFT
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KXue mporroney Tve vedy
FINEST SELECTED LALSA

AFRICA HOUSE
KINGSWAY WOOD FOR THE MODLEL
LONDON W.C.2. MANUFACTURING TRADE

Telephone - HOLBORN 7053
Telegrams - BALSAWUD LONDON

SOFT-FACcD HAMMERS HIGH EFFICIENCY SPRAY GUNS

— 'nd'spe"s‘b'e tools for for any Cellulose, Lacquer, Paint, Dope, etc.
the model maker The only SPRAY UNIT with the 5 YEAR GUARANTEE

and the handicraft | NO: 3GUN
Py ‘v‘".ke'.“l | (Hand Bulb operated)

“ PREVENT YO rou e

Spare 2 oz. contain-

DAMAGE] ers. 1/6 post free,

' TO METALS & WOOD ** i g::ﬁ%::.ﬁ.‘:‘::‘ioﬂ?fnpﬁ:“i 26 1o O
1 1 3 ] un for tyre pump operation post Iree.

The THORL'TE faEsLtI:lBtEuEts Riﬁ.\ﬁEoDnaI::dr:Ir: Ef;i FOR OPERATION WITH CAR TYRE PUMP—

soft, are fitted in a die-cast aluminium NO.2 GUN with 4-oz. spraying bottle;

head of patented construction and are | 8/6, post 1)-; spare contrs. 1/9.
easily removed for replacement when |

Soft-faced Hammers, W%Fﬂ dard 1} in. dis. § NO. 6 GUN with é-0z. wide neck spraying jar;
ith faces : tandard size 1} in. dia. faces. .
E::p; andoiifsi::m::é :Velzh! Illoz compielte with hlndle 9/3, post 1/-; spare contrs. 2/3.
rom your local tool dealer, : . P
also supplied. or in case of difficulty, , NO. 8 GUN with 8-0z. wide neck spraying jar;
ros: free from the manu- ’ '6 9/9, post 1/2; spare contrs. 2/7.
acturers, Price

IMITATED...but UNEQUALLED
ORDER NOW AND SAVE DAMAGE Clear or coloured cellulose in any colour in any quantity.

THOR H AM M ER COM P ANY From your Model, Handicraft or Hobbies Store, or direct from

HIGHLANDS ROAD + SHIRLEY *+ BIRMINGHAM CELSPRAY LTD., (T.8), Beechwood Rise, Watford, Herts.
Telephone: SOLihull 4695 (4 lines) Tel.: Watford 6284

When replying to Advertisers be sure to mention MODEL AIRCRAFT xi



YOU CAN DEAL WITH
THESE MODEL SHOPS
WITH COMPLETE
CONFIDENCE

Readers Retailers

YOUR TOWN

ADVERTISE ON THESE
PAGES TO REACH THE
LIVE MODELLERS IN

BIRMINGHAM Tel.: Midland 0972
b
FHonnton’s

32, STEPHENSON STREET, BIRMINGHAM, 2
(Facing stage door Theatre Royal) and
I, NAVIGATION STREET, BIRMINGHAM, 2
(Adjoining Queens Hotel)

Stockists of Model Aircraft, Railways and Ships

BRISTOL

Tel,: 23744
Foblies Ltd.
65, FAIRFAX STREET

A branch of the firm which is known to Modellers throughout the
world. Ask our Mr. W, Manning for advice.

BIRMINGHAM
Model lexodrvome Ltd.

43, TEMPLE ROW Central 1223

{41, STRATFORD ROAD  Victoria 0824
Ships, Railways, Aircraft, etc.

BRISTOL
The Model irpoxt
51, COLSTON STREET
Get your supplies from the leading M.A. shop in the town

Tel.: MNorthern 5569

BIRMINGHAM
Jhe Modet Mecca

204-206, WITTON ROAD, 6
A IOO%CMm_ingqF Shop. Aircraft Kits, etc.
0

Trix 00" LMS. Co. gouge. 5 and 5a buses pass door
WRITE, PHONE or CALL

Tel: 29065

CARDIFF
Bud Morgan

THE MODEL AIRCRAFT SPECIALIST
22/22a, CASTLE ARCADE
SEND 4d. IN STAMPS FOR MY [958 PRICE-LIST

Tel.: CAlthorpe 2554

BIRMINGHAM
. §. Reeves & Co. (B'ham ) Led.

416, MOSELEY ROAD, 12

Specialists with a world wide reputation
AIRCRAFT, BOATS, RAILWAYS
and accessories. Radio Control. By return postal service

Tel.: Brighton 26790

BRIGHTON
Model Ueradrome Ltd.

37, WEST STREET
Ships, Railways, Aircraft, etc.
e

DARTFORD
Moadexn Madela

49-51, LOWFIELD STREET, DARTFORD, KENT

Whether you call or whether you post, we claim we've got more stock
than most

EVERYWHERE

19-20, NOEL STREET, LONDON, W.I

This advertising space is available to all good retail
Model Shops. Rates may be had on application.

Tel.: Gerrard 8811

Please mention MODEL AIRCRAFT in your reply to Advertisers



YOUR BEST MODEL SHOPS Conrwu.

Ted.: Centrol 5680

GLASGOW
Caledonia Model Cs.
5, PITT STREET, C.2

THE engine repair specialists, EVERYTHING fer the enthusiast,
with personal attertion frem GEORGE LEASK, AM.LB.E,

LONDON

’ Tulse Hill 8796
Hobliies Ltd.
81, STREATHAM HILL, S.W.2

A branch of the firm which is known to Modellers throughout the
world, Ask our Mr. F. C. Reeve for advice.

GRIMSBY
Hobbiies Ltd.

88, VICTORIA STREET

A branch of the firm which is known to Modellers throughout the
world. Ask our Mr. W. M. Livingstone for advice.

Tel,: 4186

LONDON Tel.: Hop 3482
Modet Qincxaft Supplies Led.

171, NEW KENT ROAD, S.E.l

The oldest establiched model aircraft shop in London.
Personal service with satisfaction

Tel.: Heunslow 0041

HOUNSLOW
Foulton’s Meodel Shep

79, HIGH STREET
HOUNSLOW, MIDDX.

Modal aireraft, boats and trains. No charge far technical adviee,
engine runs or radie checks

Tel.: North 4272

LONDON
Ferny §. Nicholls Led.

308, HOLLOWAY ROAD, N.7

M.A. enthusiasks’ complete stockist. Britain's No. | Model Shop.
H.J.N. will be pleased to sea you

Tel.: 51139

IPSWICH
East Anglian Model Supplies

37, UPPER ORWELL STREET, IPSWICH

Wakefield gears: 3s, each, poet 2§d. Centest ** Avenger ' seilplane
Mardic Af2 design. Plans end cut ribs 19e. Kit, 23s, éd., beth pest free

Tel.: GULliver 1818

LONDON
Ripmax Limited
39, PARKWAY, CAMDEN TOWN, N.W.I

THE RADIO CONTROL SPECIALISTS
All Requirements stecked PLUS Personal Mail Order Serviee

LEEDS

Tel.: 28639

FHobblies Ltd.

10, QUEEN VICTORIA STREET

A branch of the firm which is known to Modellers throughout the world.
Ask our Mr. L. Kennard for advice.

AL

LONDON Te.: Chiewick 0858
Sones Bros. of Chiswick

56, TURNHAM GREEN TERRACE, W.4
I.min, Turnbam Green Station (Dist, Line)
THE SHOP WITH THE STOCK

OPEN SATURDAYS 9 a.m.-6-30 p.m.

LONDON

Tel.: London Wall 4375
FHobbies Ltd.
87, OLD BROAD STREET, E.C.2

A branch of the firm which is known to Modellers throughout the
world, Ask our Mr. D. Browning for advice.

Tal.: Blackfriars 3972

MANCHESTER
The Maodet Shop
13, BOOTLE STREET, DEANSGATE

We have EYERYTHING in stock for the aeromodeller: Kits,
Engines and Accesseries

I-ONDON Tel.: Gulliver 1588
Martin’s Maodel

65, FORTESS ROAD, KENTISH TOWN, N.W.5

Keilkraft and ether makes of Mede! Aircraft, Boat Kits, Full accessories
Tri-ang Railways, Scalextric Model Motor Racing

NEWCASTLE UPON TYNE
FHobbies Lid.
42, DEAN STREET

(Continuation of Grey Street)

The firm known to Modellers throughout the world, Ask our
Mr. D. White for advice,

Tel.: 2-1465

‘It is to your advantage to mention MODEL AIRCRAFT when replying




'YOUR BEST MODEL SHOPS—Conro.’

NEWCASTLE estasLisHED 1924 SOUTH AFRICA

Ghe Model Shep Giesnacses

(NEWCASTLE UPON TYNE) LTD.
I8 BLENHEIM STREET, Tel: 22016 WEST STREET, DURBAMN
NEWCASTLE UPON TYNE, ENGLAND ) )
Pioneers of modelling with 33 years’ experience. . . You can obtain all your Mﬁfgirﬂ"'cmfwkmﬂ“ from Natal's

Our Expert Staff are at your Service

PADD'"GTON Tol.: 01769 SOUTHAMPTON Tel.: Southampton 25947

THE COMPLETE MODEL SHOP .
Burkeigh’s Habbies Ltd.

303, EDGWARE ROAD, W.2 134, HIGH STREET (Below Bar)
‘-Iw ants supplied A branch of the firm which is known to Modellers throughout the
) wor

Al W by return
BURLEIGH, OF EDGWARE ROAD, LTD. Id.  Ask our Mr. D. Farrant for advice.

SOUTH AFRICA SY. HELENS Tel.: St. Helens 3972
a. . Wy (9%) Ltd. THE MODELLERS’ RENDQ%W%%{A%

31, KERK STREET, JOHANNESBURG STREET, ST. HELENS
. : : ; All Jeadi kes of kits, ines, etc,, i . Mail N
Madel plans, mede o T enersaonfoctoria | (T e O Kreraft Lat 6 pos froa o1t o Pt
e —— s .

SOUTH AFRICA SUTTON Fa Viglont 8292
Ghe Ftobly Centre E. L. S. Model Supplies

e st 272, HIGH STREET, §
133, COMMISSIONER STREET, JOHANNESBURG s G T T e aorsies
Large stockists of British, American and European supplies. Complese wock of all MA; requirements

Sole distributors Super-Tigre and Telfun engines

CLASSIFIED ADVERTISEMENTS

i‘;‘ :e' “"“: ::‘-‘:‘:*"";r:im“ml;z ‘"‘:ﬂd" . New Government Release—Highest Grade
. per won ade—hiimmum ‘words. - ;
Use of Box No. 2s. 6d. extra hay Z A l/(g th SECOND

ALAG X3 RED HOT 247 c.c. RACING DIESEL, 75s. Post STOP WATCHES

frec spares available.—L. E. MavaLt, Flying Circus, Builth Wells, . ':- Swiss makes, jewelled lever movement,
Wales. Phone 3139. f Fastest in action with start, stop and

_ o i button. Main dial clearly marked to

“ SAILPLANE & GLIDING "—the only British magazine b 1/10 second and minute dial recording to
devoted to the sport of gliding. Published every other month. " 15 minutes. Tested and fully guaranteed.
Send stamped addressed envelope for descriptive leaflet; or 2s. 10d. Cost approx. £6 10.. Money back guaraq-

for current copy; or 17s. for a year’s subscription to BrimisH GLIDING tee or will submit on approval, S.A E, 57'6 ’PG'-
ASSOCIATION, Dept. M.A., 19, Park Lane, London, W.1. for descriptive leaflets ree.

CHARLES FRANK

SWAP FINEST GLOW ENGINES for diesels, equal wvalue, £7-73, SALTMARKET, GLASGOW, C.I
L ] [ ] o

return to zero all controlled by centre

small displacement preferred. Inspection privilege both ways,
Have Dooling 29.61; McCoy Redhead 29.49; Fox .25, 35.59; Phone: BELL 210617 {Ese, 1907)

Torpedo 099, .15; Cox .020.—Puiie CALLAHAN, 13223 Goleta
Street, Pacoima, California, U.S.A.

+ TRUCUT -+

PRECISION AIRSCREWS

xiv When replying to Advertisers he sure fo mention MODEL AIRCRAFT
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PARAGUAY
ARGENTINE
PORTUGAL
YUGOSLAVIA
THE CONTINENT
SOUTH AFRICA

INDIA
EQUADO Balsa Wood is shipped all round the world to AUSTRALIA
satisfied clients—in metric and English sizes. Let us quote you

NEW ZEALAND

OO0 0O0O®OO

for your balsawood requirements.
Trade price lists on
application to Sole E.LAW & SON (nMe:r) LTD.
I
Manufacturers and Shippers 272-274 HIGH STREET, SUTTON, SURREY * VIGilant 8291-2

which has existed ever since men first sailed the seas, and the
finished models make a distinctive display in any home. Hobbies
market an extensive range of kits for models from 7 in. to 22 in. long. '
Each contains a design sheet and complete instructions, planed wood N
ready to cut to shape, sail parchment, cord, etc. With a fretsawanda — \
few odd tools even the amateur can begin right away., The model B
illustrated is the 74 in. * Regent " for which a complete kit (No. 3064)
costs only 8/6. Other popular models include the Victory (22 in., price
30/-), Cutty Sark, Revenge, Santa Maria, etc.
Send for free booklet listing other kits, including Hobbies popular model ¢

aircraft range, Use form below and recelve your kit by post. Also obtain-
able from ironmongers or stores, and Hobbies branches.

AKING colourful models of famous ships of history is a hobby \\\
o :

To HOBBIES L'I"D DEPT. 42
DEREHAM, NORFOLK
Please send me your Free 20-page bookler,
*“ Profitable Leisure,” and name and address
of my nearest stockist, Also send me items
1 have marked thus X.

Regent Kit (3064) Victory Kit
D 8/6, post free. L__l (3198), 30;-
NAME L ittt et easettarnnnanaanns

ADDRESS . i it a e
I enclose

S0 R

It is to your advantage to mention MODEL AIRCRAFT when replying xv



MODEL AIRCRAFT

NEW REVISED EDITION
NEW LOWER PRICE

=TT TR WL U B RIE R NY RO O SO0 70 RO TV RET RO U0 TR OO0 U0 VO SO0 VO WL 0 TRURE T RAt U0 A0 101 16 7S

RADIO CONTROL :
OF
MODEL AIRCRAFT

CERLRRL AL AR B T RUT HL AT IO A LAY ST B WY OO0 UOF NET SUF D00 T OEY REL O HOT S0 OO0 (0 WS TT T IO i

L LI REY REY REY DUY UIS S RRE MOV RAE LA

A RRIEHRIRG R AR

by G. Sommerhoff

HE present edition, which is the third, has been
revised and new material added. The use of tran-
sistors to replace radio valves has been considered in
detail so far as R/C circuits are concerned. Exactly what
a transistor is and its function compared with a valve is
explained, and the author describes the uses (and limita-
tions) of this new component in radio equipment.

In this new edition the groundwork is basically the
same. Early chapters lead the reader through the functions
of the various components and explain in non-technical
language the basic essentials of radio with particular
emphasis on R/C equipment. Subsequent chapters deal
with the theory and construction of transmitters and
receivers, including transistorised receivers, There are
also notes on commercial receivers and on trimming and
adjusting, Circuits for simple control systems are then
described, and the author goes on to explain his own
methods of control which were developed after a long
period of practical work and experiments. Final chapters
deal with the installation of equipment in the aircraft,
trouble-shooting, airframe design, cockpit drill and flying.

This book is considered to be a standard work on radio control and the
revisions bring it right up-to-date. As before there are numerous drawings
and diagrams to amplify the text.

7s. 6d.

From your bookseller or direct from us

ORDER TODAY

To Percival Marshall & Co. Ltd.,
19-20 Noel Street, London, W.1

Please send by return *“ Radio Control of Model Aireraft.”
I enclose remittance of 8s. to cover postage and packing.
(LS. A. and Canada $2.00.) :

NAME (Mr., Mrs.,, Miss). . ..o,

(Block letters please)

ADDRESS. ..

Post 6d.
(U.S.A. and Canada
$2.00.

etc.,, and quite safe when not in use

FEBRUARY 1958

(i

I
dll

I

G

y

R | Wil ‘
IDEAL Foin MODELL'N_G_r

3 ’9 Complete with three blades of different shapes
SPARE BLADES 6d, each.
Order from your usual suppliers and not the sole makers—
NURSERY WORKS

John & Wm. Ragg Ltd. eloon st sHerriELD

Have you
renewed
your
subscription

yet?

- N 22s.
MODEL .~ a year
"RCRAFT Post free

(U.S.A, and Canada $3.00)

To make sure of not missing any
issues, send your remittance to:—
SUBSCRIPTION DEPT.
19-20 Noel Street, London W.I

Printed in Great Britain for the Proprietors by Evecrricar Prxss Lrp., Cordwallis Works, Maidenhead, Berks,
and published by Preroivar Mamsuann & Co. Lre., 19-26, Noel Street, Londen, W.1.
egistered for tramsmissiom by Magazine Post to Canada including Newfoundland.



VWIS OIL

thhe pool

The letter reproduced below is further testimony to the superb
quality of E.D. Engines. You don't take *‘ chances '* with an E.D.
No ““ifs'* or ** buts' about them, they're all *‘ winners”’
unequalled for accuracy, reliability, performance
and long life. Why not fit one to your model ?—
they're all easy to fix, simple to operate and can
be used in model planes, boats or cars.

You'll see the difference that an E.D.
precision built engine can make.

1 S
CLeptl aon 8-¥

E.D. 2 c.c. ““«COMP " SPECIAL

9% .
ggf.O‘D‘e’r' A The veteran of the E.D. Range and one h{:|d‘ in
L respect wherever competitions are held. Height
ar fime enginF® 3in. Length 4in. Width 13 in. WYeighs 6} oz.
21T, o
eaT ; en ¥ , * %
K ¢ n?‘fﬂ“ﬂ‘auona e 18t of septem@ e ’Si‘é;'f price £3 3s. 3d. Water-cooled model £4 5s. 2d.
: n T e i
goven WEOHE e 1aunch ) P BE i The range olso includes:
ed
i 5 E.D. .46 c.c. *“ BABY "
westing Price £2 15s. 11d.
" wility v (Water-cooled Model  £3 12s. 11d.)
ni TV8
e erontE ED. | ¢.c. *BEE"™
cled Price £2 l4s. 9d.
by 30, £BLET (Water-cooled Model  £3 12s. 11d.)
ps ™B3E Tt ) E.D. 1.46 c.c. *“ HORNET"”
w :
x the ¥ Price £2 15s. I1d.
e (Water-cooled Mode!l  £3 [7s. 10d.)
we sipnted E.D. 2.46 c.c. ** RACER "’
jeve Price £3 I4s. 0d.
Tett {(Water-cooled Model  £5 4s. Bd.)
the t8P¥ E.D. 346 c.c. “ HUNTER "
L " £ ; X
girst et '. Price £4 Os. 11d.
h {(Water-cooled Model £5 7s. Id.)
o E.D.5 c.c. ** MILES SPECIAL ™
magnific™ Price £10 ds. 3d.

(Water-cooled Madel  £11 16s. 3d.)

All prices include P. Tax.

Write far our illustrated list giving full
details of all E.D. Productians.
EMGINES, RADIO CONTROLS,
MECHAMNISMS, SPARE PARTS,
ACCESSORIES, ETC,

Order from your Model Shop.



If your motor is | c.c. or under, you can’t do better than fit it into a
KK model. Keilkraft are unrivalled in the design and production of
the small diesel plane. They lavish just as much care on the kitting of
these little models as on their big brothers, 4

PHANTOM MITE

16 in. Span Control Line Trainer
The Phantom Mite features all-sheet
construction for long lifa and easy repairs.
The kic is absolutely complete and among
the prefabricated components are wing
panels, tail-plana, fin and fuselage ;3,6
sides. For diesel motorsup to | c.c. ]

JOKER

For .5 c.c. Stunt Flying there's nathing ta
touch the JOMKER. Both for value and
perfarmance, this is one of K.K.'s owt-
standing kits. Contents include ready-to-
use metal fuel tank, preformed wunder-
carriage, all ply and balsa parts die-cut,
cement, tissue, strip balsa, etc., plan , l .'5
and instructions. 1?! in. wingspan. ‘

SKYLON

Keilkraft's high-=climbing
cantest winner, An easy-
to-build design. Plan con-
tains full-size imstallation
drawings for Dart .5, E.D. 44,
Elfin 49, Frog 50, Amca 87,
Mills .75 and E.D.

Boe motors. f
Wingspan 38 in. ,2 9

Sole distributors in U.K. for

ALLBON & D.C. ENGINES
ELMIC Timers and D/Ts.

ELFIN Engines
AEROKITS  boat  kits

Also  distributors  for
E.D., LINCOLN, MERIT,
HUMBROL, LINZBERG,
BRITFIX, GOWLARD,
and many sthers,

from 5 to 75 c.c.

Just the design for the small diesel owner, and
suitable for motors from .5 c.c. to | c.c. Perform-
ance is in the contest class, and building '4 3
is simple. 3 in. wingspan.

Diesel Owners!
Have you tried NEW KEILKRAFT
‘““ RECORD ”»
DIESEL FUEL?

Prepared to a special formula by diesel
expert Peter Chinn, and now the first
choice of diesel owners everywhere,

REQUIRES NO ETHER !

SOUTHERNER
MITE

A graceful streamlined
cabin  model, featuring
polyhedral, elliptical wing
for efficient flight characs
teristics, Takes diesels

12/9

32 in. span.

BUY KEILKRAFT AT YOUR LOCAL MODEL SHOP

If no model shop ¢envenient, order direct from KEILKRAFT, Please add 6d. extra packing and postage.

Manufactured by E. KEIL & CO.LTD., WICKFORD, Essex Tel: Wickford 2316
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