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ίΐϊο moulded cockpit! (ίο jet models) fatty 

balsa p ropw tan  (in  rubber powcr&S 
models) ar« j tm  $»«« o f the features which 
rash* th t j sertca to -day's &*M yaJue in  rrnxJcf
lirc r-* ft kits
Ask y c u r  retailer to  sb o w  you  th e com plete 
S k y l . ' j c s  r a n g * .  i

26 A U S T E R

G R ASSH O PPER

A L L  JET M O D E L S  D E S IG N E D  FO R  J E T E X  SO

24‘ D .H . PUSS M O T H

24* C O M P E R  
S W IF T

180, L O N D O N  R O A D ,  M I T C H A M ,  S U R R E Y



MAY 1953 MODEL AIRCRAFT

------ —

Get this high performance 
JETEX Contest Model!

WIN

0V'i 
;o'V
B f  ^ .

J E T E X  “ H O T D O G ”

Build this super performance model and enter 
the Jctex Contest now ! Specially designed as 
a competition w in n er; powered by Jctex 
“  50 ”  jet motor. P r ic e s  : K it, complete 
with full instructions, etc., 4s. 3d. (inc. tax). 
Jetex “  50 ”  motor outfit, 13s. 4d.

JETEX ratio/duration
Manufactured by ;

W IL M O T , M A N S O U R  &  CO. LTD. 
Salisbury Rd., T o tto n , Hants. CONTEST FINALS

will be held in conjunction with THE 1953 
A L L  BRITAIN  M ODEL AIRCRAFT 
R A LLY at Radlett Aerodrome, Herts, Sunday, 
August 23rd, 1953. Overseas entries cordially 
invited. Write at once for competition form.

Jetex jet motors

outdate every other form of model propulsion !

S O L E  U .S .A . D IS T R IB U T O R  :
Messrs. American Tclosco Ltd.. 166. Spring Rood. Huntingdon. 

New York.
C A N A D IA N  D IS T R IB U T O R :

Messrs, Model Craft Hobbies Ltd.. 66. Wellington St.. W « t .  
Toronto I .

A L L  O T H E R  E X P O R T  E N Q U IR IE S  T O :
Butler, Roberts & Co. Ltd., 4. Drapers Cdns., London, E.C.2
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ROLAND SCOTT t h e  m o d e l  s p e c ia lis t
INCORPORATING RAEBURN MODEL SERVICE OF COLNE

• ·  P O P U L A R  E N G IN E S  ·  ·
E.D. Bsby .46 c.c. diesel ... 55.·
Frofi 50 .5 c.c. du»s«l ... 45.'-
D art Mk II .5 c.c. diesel ... 67 6
M ill* P .75 c.c. diesel ... 60 9
M ill* S .75 c.c. d ic ic l ... 66 9
E.D. Bee I c.c. diesel ... 57 6
Elfin·* 149 ’ · 1.49 c.c. diesel 59 6 
E.D. ·* 146 >e 1.46 c .c  diesel 60 '- 
J ivc lin  Mk. II 1.5 c.c. diesel 68 2 
Frog ·· 150 1.5 c .c  diesel... 49 6
E.D. Comp. Special 2 c.c.

diesel ............................  65*·
E.D. 2.46 c.c. ra c e r...............  82 6
Elfm ·* 249 -  2.49 c c . diesel 7 0 -  
O live r T iger 2.5 c.c. diesel ... 130- 
D.C. 350 Mk. II 3.5 c .c  d.cscl 82 6
D . C. 350 Mk. II 3.5 c.c. « low  82 6
E. D. Mk. IV 3.46 c.c. diesel ... 82 6
E T A -  19 ·* 3.2 c.c. j lo w  ... 124 5 
Froe M 500 "  5 c.c. c low  ... 75 '·
X X X X X X X X X X X X X X
♦ ·  P O P U L A R  C L K IT S  ·  ♦
Phantom M ite  T ra iner . . .  14,1
Rancer Class A * T.R. ... 12 10 
Pacer Class -  B "  T.R. ... 18 4
Stunt Queen 5 c c . S tunt . . .  25 8
Elfkinc 1.5 c.c. stunt ... 12,6
F. W . 190 Scale Stunt ... 25 6
M inibuster Class -  A -  T.R. 18 4 
Philibustcr Class "  B M T.R. 28 8 
Spitfire  22 scale stunt . . .  33 7
N ew Junior M on ito r ... 23,6
M ercury Mk I T.R. Class -  B*e 28 I 
M ercury Mk. II T.R. Class

V a n ta j. C la ti “  B " T .R .  V l '£
Vanfirc 5 c.c. S tu n t................ 29 6
Ambassador 2.5 c.c. s tun t ... 21 -
Bee Buc 1.5 c.c. stunt ... 14.8
H orne t Class “  A *· T.R. ... 10/11

•  ·  P O P U L A R  K IT S  ·  ·
—  G L ID E R  —

Vortex A.2. Sailplane ... 22 7
Soarcr M inor 48 ' ................  9 9
Cadet 30 ' ............................  4 ' i l
Chief A .2 Sailp lane...............  22 8
Verosomc 40* ................  11 7
Norseman A.2 Sailplane ... 29 3
Marauder A.2 Sailplane ... 17 9
Prince 60 ' winespan .. .  25f-|
Diana 36 ' ............................  9 ;-i
Fortuna 48 ' ... ................  15 -

—  R U B B E R  —
Ace 30 ' span............................ 6 1
Senator 32 ' span ................ 6 9
Ajax 30 ' span ................  7.4
W itch  3 6 'span ................ 12.9
M ercury M entor 36 ' ... I I  6

—  R A D IO  —
Skyskootcr 48 ' span .. .  30 6
Junior 60, 60 ' span................ 48 3
Southerner 60, 60 ' span ... 48 11
Falcon Ι0Θ' span ................... 1315
Stentorian 7 2 'span ... 8411
Monocoupe 6 6 'scale ... 69,6
Aeronca Sedan scale 66 ' ... 69,6
Radio Queen 72 ' span ... 85 6

—  P O W E R  —
Pirate 34 ' span ................  14,8
Cessna 36' scale ................ 22 8
Ladybird 4 Γ  scmi.scale ... 22 8
Piper Super Cruiser 46 ' ... 22 8
Luscombe Silvaire 46 ' ... 22,8
Cardinal semi-scale................ 17,8
Monocoupe 40* scale ... 27 10
Skyjeep 4 0 'scale ................ 34,7
Fox 4 0 'sem i-sca le ................ 2 1 -
Firefly Biplane ................ 22 6
Stinson 105. 40 ' scale ... 34 7
Veron L.A. 17 IMP ... 30 6
E lim inator D uration  .. .  19/6

• ♦ T O  O R D ER  ·  ·
LIST YOUR REQUIREMENTS AND 
SEND P.O. OR CHEQUE— I W ILL 
D O  THE REST. C.O.D. SERVICE 
IS AVAILABLE. A D D  POSTAGE 
O N  ALL KITS A N D  ACCES­
SORIES UNDER 20/-. 
X X X X X X X X X X X X X X X  
• S E C O N D -H A N D  E N G IN E S  · 
I HAVE THE LARGEST SELEC­
T IO N  OF GUARANTEED 
SECOND-HAND ENGINES IN 
THE BRITISH ISLES A N D  CAN 
USUALLY SUPPLY ALL POPULAR 
MAKES FROM STOCK.
MONEY BACK IF N O T DE- 
LIGHTED.
E.D. Bcc I c.c. diesel ... 37*6
Frog -  100 "  I c.c. diesel 27/6 
Elfin 1.8 c.c. Diesel ... 40/·
E.D. Comp. Special 2 c.c.

diesel ... ... ... 37/6
Elfin 249 Radial M ount ... 42 6
F ro g -  250 ,e2.5 c.c. diesel... 40/·
E.D. 246 Racer ...............  55 -
E.D. 346 Mk IV diesel ... SO/.
Amco 3.5 c.c. d iese l................ 55/-
Amco 3.5 c.c. g lo w ................ 5 5 -
D.C. 350 3.5 c.c. diesel ... 47/6 
Super Hurricane 2 c.c. diesel 25 - 
— FULL LIST O N  REQUEST — 
X X X X X X X X X X X X X X  
THAT SECOND-HAND ENGINE 
YOU ARE NO T USING W ILL BE 
TAKEN IN PART EXCHANGE 
FOR ANY MODELLING GOODS.

MY NEW  PRICE LISTS OF ALL 
MODELLING GOODS ARE N O W  
READY. PRICE 3d. IF YOU ARE 
STUCK FOR SPARES EITHER 
NEW  OR SECOND-HAND. TRY 
THE R.S. SERVICE.
X X X X X X X X X X X X X X

• ·  ♦ JA P  S IL K  ·  ·  ·
I HAVE N O W  O BTAINED A 
FURTHER SUPPLY OF JAP SILK 
PARACHUTES. W H IC H  AS
MOST G O O D  MODELLERS 
K N O W . IS THE FINEST COVER­
ING MATERIAL FOR ALL 
POWER MODELS A N D  LARGER 
GLIDERS.
Single panels, I )  sq. yd. ... 4 /·
Full chute of 16 panels ... 60,-
Apply to  the fram ew ork w ith
DEX p a s te ................ 1 6  and 2/9
X X X X X X X X X X X X X X

• G E N E R A L  A C C E S S O R IE S  ·
15 c.c. Team Race Tanks ... 3/4
30 c.c. Team Race Tanks ... 3/8
Small Stunt Tanks ... 4 /-
Light Laystrate 70' ... 3/4

100' ... 4 /9
B ritfix  Cement ... 6d., I0 d .f 1/6 
A ll B ritfix  dopes in stock 
Transfers, assorted pkt. ... 6d.
Kaylee Cuties ................ 7$d.
Fuel Tubing, per f t .  ... 6d.
Pilots Class -  A - ................ 2/5

147, DERBY ST., BOLTON, LANCS.
Phone 7097

CONTROL-LINE ELIMINATING CONTEST 26th
A l l  c o n t r o l - l i n e  e n th u s ia s ts  w is h  B r i t i s h  c o m p e t i t o r s  

g o o d  lu c k  a t  t h e  e l im in a t i n g  t r i a l s

APRIL

STUNT
CONTROL LINE 

FLYING

Price 10*. 6<I. net

Read these three titlcs^by R. H. Warring (the 
world's foremost model aeronautical w riter and 
go on to win the world title at Milan, next June. 
Control-line models arc divided into three groups : 
Sport, Stunt and Speed, all of which are fully 
covered by this series. The first bcok covers the 
design and construction and flying of sports models

with detailed information on types of control 
systems. Stunt models are dealt with in the second 
title which includes comprehensive data on wing 
and power loading, design and layout. Considerable 
knowledge is needed for attaining high speeds with 
control-line models, and this specialised subject is 
fully covered in the third book.

P iR C t V A L  M A R S H A L L 19-20, Noel Street, London, W. I.
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MODEL A E R O P L A N E  C O R N E R

W in g  Span 37 in«.

Leads the revolution in free flight scale!

Im p  propulsion has now been w ell proved, by 
the famous '* Lavochkin "  model.
This m onth the second in the Imp series, the  
** Sabre ”  F.86E, is available. Suitable m otors fo r  
both these planes are:— Frog *' 50.”  4 S /·; E.D. 
Baby 0 .46 c.c., 5 5 ,- :  Allbon D a rt 0.S c.c., 6 7 /4 ;  

Mills 0.75 c.c., 66 9. W in g  Span 34 ins

The VERON LAVOCHKIN “ 1 7 ”  KIT
F o r a ll 0.5 to  0,87 M o to rs

A superb free flight model o f th e  famous Russian La 17 fighter. D e­
signed and flown so successfully by Phil Sm ith, w ith  th e  new ”  IM P "  
ducted propeller propulsion. The nearest approach to  the real jet 
flight yet ! K it includes im peller ro to r  and starting pulley, n n i  ,  

Post and Packing 1/3 j U  ®

The SABRE F.86.E.
F o r a l l  0.5 c.c. to  0.87 c-c. engines  

Phil Smith hits the target again w ith  this fino reproduction o f  one o  
Am erica’s foremost jets. K it includes im peller ro to r  and s ta rtin g  
pulley. Extra efficiency has been achieved through the addition o f an 
cxtravcntral induction slot under the nose o f the model. *>  Λ  i  *  

Post and Packing 1/3 J w  ®

- - - a n d  t w o  “
‘ JETEX’

HAWKER HUNTER
W in g  S pan 20 ins.

Even American k it  prefabrication a t its best cannot compete w ith  
the "  tailored ”  completeness and accuracy o f each part, including 
the fuselage halves which dem onstrate th e  u ltim ate perfection in 
balsa moulding.
The A ugm enter tube at 6 /1 . and Jet-master M o to r at 
29 4 , com plete this perfect model. Pott & Pkg. Id .

H U N T E R ”  W in n e r s !

Ι8 Π Ι

‘FLIP W ING’ CATAGLIDER
W in g  S pan 15 ins.

Id e a l fo r  th e  b e g in n e r o r  th e  e x p e r t
The amazing "  F lip -W ing ”  Cata 
glider already selling like wildfire, 
comes ready to  fly in a most a ttractive  
box. It  can be catapulted w ith  wings 
closed to  a height o f 200 ft. Fully 
automatic action. Illustrated instructions 
on box. Post 4  Pkg. 7d.

G A M A G E S . H O L B O R N .  L O N D O N .  E .C .I .  H o lborn  8484 64 PAGE C O N J U R IN G  C A T A L O G U E  I / -

TITANINE DOPES, LACQUERS, 
CEMENTS AND 
FUEL PR00FERS ETC.

The most comprehensive range of finishes and cements, etc., specially formulated to suit the 
aeromodeller’s requirements.
and now D A Y -G LO  the Brightest Daylight Fluorescent Colours In the World. In five glowing 
shades. Neon Red, Arc Chrome, Signal Green, Fire Orange, Saturn Yellow. All at 2/6 per jar.

H A L F A X  MODELS LIM ITED, Richardson Street, Halifax, Yorks.

V I It pays to say  you saw it in MODEL AIRCRAFT
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One of the biggest thrills in aerom odel- 
ling will be yours when your first diesel 
powered model takes off and, with 
engine roaring, clim bs into the blue. 
Buy one of these famous Keilkraft 
kits—and make sure of success :

W in g sp an

SOUTHERNER
MITE

A g race fu l s tre a m lin e d  cabin  m o d e l 
w ith  p e rfo rm a n c e  in  th e  contest class. S u ita b le  

fo r  E lfin  .5 . E .D . 44, D a r t  .5, Frog SO. Ι Ο  1 Λ
60 span S O U T H E R N E R — p ric e  49 I I .

Mooet·

PIRATE
34’ span C ab in  M o d e l w ith  
slabsider fuselage. S u ita b le  
engines a re — E lfin  .5 , E .D. 
.46. O a rt .5, F ro g  SO, M ills  
.75. A m e o  .87, E .D . Bee e tc .

14 8
·· Big b ro th o rs  "  to  th e  
P ira te  a re — 44 B A N D IT  
a t  22 8 and 50’ O U T L A W  
a t  27 6.

JUNIOR 60
60“ span C a b in  M o d e l fo r  
a ll engines fro m  2 to  6 c.c. 
A  f ir m  fa v o u rite  am ong  
ra d io  c o n tro l fans, and  
th e  ideal m o d e l fo r  a n y ­
one w ith  lim ite d  A O  O  
b u ild in g  t im e . <3

LADYBIRD
42' span sem i-scale , w ith  ra d ia l 
ty p e  cow l. A n  e x tre m e ly  rugged  
m o d e l w ith  kn o c k -o ff w ings. 
S u ita b le  m o to rs  a re — E .D . Bee. 
M ills  .75. A m c o  .87. Q

SLICKER MITE
32 span high p e rfo rm a n c e  pylon  
m o d e l fo r  p o w e r p lan ts  up to
.87 c.c. j y

AI,o 42’ SUCKER n: 21 S. 
SHCKFR50. 30 t .  9.JPERV.ICKER47 9

38" W in g sp an

SKYLON
A  s u p er, fast c lim b in g  
contest m o d e l th a t  you  
w ill  find v e ry  easy-to - 
b u ild . A ll s heet p a rts  a re  
d ie -cu *. E ngine in s ta lla ­
t io n  plans given fo r  D a r t  

E .D . .46. E lfin .49. Frog  SO. A m c o  .87. 
ills  .75 and E .D . Bee. 1 ?  1 Π
.o r; i j  win— build O Sltytofl I  A

The last word 
in modern free· 

til bower design I

T h e  f i n e s t  m o d e l  a
r " ^

c r  a f t  k i t  v  ι n · t  h e  w o r l d

Mooufoctared by 
E. KEIL & C O M P A N Y  LTD.. 

L O N D O N , i . l .  
{WHOLESALE ONLY),

DiSfsbats'J. (or E.O.. ELFiN. D.C.».„ 
A H . B O N  and A M C O  e n g in e t :/ 

J E 7 E X  * . »  »nd m otors EL  M IC/; 
SOLARBO. E.C..C. R;C «eu.pment



REDHEADS
RELIABILITY

Perform ance, the most quoted yardstick of 
model engine virtues, is an unre liab le  
crite rio n  unless backed by the re lia b ility  of 
an engineer designed and m anufactured  
product.
Stressed to endure many years of trou b le  
free running under the rigorous conditions  
imposed by the average aero m o deller, the  
Davies Charlton Allbon range guarantees  
perform ance, quality , and long life, plus a 
degree of finish not often found in such a 
reasonable price class.
W hatever your need you w ill find in this 
range a m otor to suit. A m o to r th a t is 
guaranteed ; a m oto r which has been 
thoroughly tested before leaving our w o rks; 
a m oto r in fact that w ill last a m odelling  
lifetim e.
Rem em ber ! Redheads for re lia b ility  ! N o t  
forgetting the D.C. 350, which although  
w ithout a redhead, has a heart of gold.

D.C. 350
3‘5c.c. 82'6

IN C . T A X

Rugged construction and 
a performance of -28 

B.H.P. make this an 
ideal all-purposcdicscl. 
Here is a really 
finished engineering 
| O b  at a t r u l y  
economical price.

D.C. 350 (G)
3'5c.c. 82'6

IN C . T A X

This high powered glow  plug 
engine combines the virtues 
of very easy starting with 
t h e  p e r f o r m a n c e  a n d  
reliability required for con­
test work.

M k

Sole D is t r ib u to rs  : E. KE IL  & CO. LTD., 
195 Hackney Rd., E.2. Tel. Shoreditch 5336

Special Announcement!
Lock out next month for full details o f the new 
A/fbon Spitfire. A I c.c. motor, designed especially 
for the beginner. that starts first time, every lime 
Supplies will be in your local model shop shortly, 
so place your order now to OVO'd waiting.

II JAVELIN
1-49 c.c. 68'3

IN C . T A X

The Mk. II Javelin is now  
available and is a w orthy 
successor to the engine 
that has already estab­
lished itself as the finest 
diesel in its class.

0-5c.c. 67'6
IN C . T A X

Supreme amongst the "  point 
fives." the Dart gives a per­
formance of 042 B.H.P. and 
was praised for its easy starting 
abilities in "  Engine Analysis "  
last month. For your next 

scale model o r  baby free 
flight |ob. here is the 
ideal motor.
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E D I T O R I A L
It has been evident in recent months that control line 

contest enthusiasts, and particularly those in the London area, 
feel that they are being neglected by the S.M.A.E. They say 
that compared w ith their frcc-flight counterparts they are not 
“  getting a fair crack of the whip "  and one of our recent 
correspondents went so far as to  blame the lack of en- 
couragement by the Society for the decline in the popularity 
of C/L flying.

Are these complaints justified ? The answer is that in 
some respects they are and in others they are not. It is a 
fact, of course, that only five S.M.A.E. C L events are in­
cluded in the contest programme, but it must be borne in 
mind that the holding of either speed, stunt, or team race 
events on any other than a centralised basis is impracticable 
for obvious reasons.

It must be agreed that the Society has not failed to 
provide C/L fliers w ith the opportunity o f competing in 
international events : in fact, teams have been sent to 
Knokke, Brussels and Namur and as is well known they 
have been outstandingly successful.

However, although the Council agreed in principle nearly 
two years ago to  the allocation of cups for each of the seven 
speed classes, these have not so far been provided. The 
reasons for this are (a) that no donor(s) have been forth­
coming and (b) lack of funds.

Some resentment has also been caused by the S.M.A.E. 
Council's decision not to treat each class in the speed events 
at the Nationals as a separate contest and award the special 
competition winners’ badges accordingly. Despite repeated 
protests from the London Area Committee the Council’s 
attitude on this matter has remained unchanged.

There is a good deal to  be said for the case put forward 
by the C/L fliers ; we do feel, however, that they might obtain 
more action from the S.M.A.E. if they not only complained 
but also put forward for consideration some constructive 
ideas on the manner in which their grievances could be 
removed—In other words, instead of saying they want 
something, to say what it  is they want !

Typical of the younger 
modellers who will make 
tom orrow ’s expert com­
petition fliers is keen 
Crystal Palace Model 
Flying Club member 
R. W. Wood. Photo­
graphed in the brilliant 
spring sunshine at 
Epsom Downs, he is 
holding his latest 
model, 3 Powavan.
The Frog k it from 
which this model 
was built is un­
usual in that it 
employs a high 
thrust line.

TH E  JO U R N A L  OF THE SOCIETY OF MODEL A E R O N A U T IC A L  ENGINEERS

Γ
Published on the 20th of each month 
19-20 NOEL STREET, LONDON, W .l.
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COMMENTS ON CURRENT TOPICS

R E A C T I O N  Apropos of last month's para­
graph comme nting on the new 
Wakefield rules (in which a 

leading Wakefield flier expressed concern that 
British modellers might lie accused of “  pulling a 
fast one ”  in introducing a restricted specification), 
we quote from a contemporary American model 
magazine which lays the responsibility right at our 
feet, viz.:

** With the Wakefield finals in England this year, 
the English have made another change in the 
rules. . .

T H E  S T A N D A R D  Having recommended a Fleet 
O F  F L Y I N G  Street man to pay a visit to

a well-known London flying 
ground, after he had expressed interest in models 
and wanted to get some idea of their capabilities, 
we were shocked by his later comments. I he (lav- 
had been quite fine, if a Hit windy, and he had duly 
visited the ground. “  Bui,”  he said. “  I didn't 
see much in the way of Hying. Most of the models 
just went up and crashed again very shortly after­
wards.”

Now it so happened that on that particular day 
the contest modellers were absent from that parti­
cular ground paying a visit elsewhere. But surely 
this does not mean that consistent, g<mk1 flying comes 
only from the contest experts? The sports fliers 
on that ground on that day must certainly have put 
up a bad show. Our Fleet Street man has cjuite 
revised his opinion on models after a later visit to 
a club ground on a contest day. He was impressed 
there.

If the standard is so different, then sports liters 
are missing a lot of fun and enjoyment irom their 
hobby. Perhaps they consider flying a model 
secondary to the construction. The contest flier 
usually considers flying technique far above design 
or construction. You don't have to l>e a contest 
modeller to fly a model properly. But you do have 
to pay proper attention to the technique of trimming 
and living.

P E R P E T U A L
M O T I O N
I N D E E D !

A modeller of our acquaintance 
recently nearly succeeded in 
convincing an interested by­

stander that he had invented a perpetual motion 
machine. I he perpetual motion machine, of < ourse, 
is a fallacy, although there have l**en a number of 
” tric k ”  gadgets which seemingly perform the im­
possible. 1 he “  perpetual motion machine ”  in 
this ease was a slightly out-of-trim A-2 glider !

As trimmed, the model had a very slight stall. 
It happened to pick up a thermal and the stall 
increased in magnitude somewhat. At the top of 
each stall the model had gained an appreciable 
height each time, due to the effects of the thermal. 
This led our leg-pulling friend to explain to the 
spectator who wanted to know why the model was 
going up that the energy built tip in each dive 
climbed the model to a greater height each time. He 
sounded so convincing that the bystander went home 
a very puzzled man !

This incident reminded us that about ten years 
ago. one of the most successful of contest modellers 
(who always seemed to be able to contact the 
thermals), always trimmed his models out with a 
slight stall. They would flv an undulating path 
around the sky. using low power, and go away in 
lift nine times out of ten— or so it would seem. At 
any rate, he would make two or three thermal 
flights in a contest when the other fellows would 
have to be content with one.

I le v ! What arc wc saying? Perpetual motion 
is impossible !

P R IZE  LIST The Federation of Model Aero­
nautical Manufacturers and 
Wholesalers has again donated 

50 guineas to the S.M .A.E. towards prizes 
to be awarded at this year’s British Nationals, and 
the S.M.A.E. will add a further £25 to this sum—  
certainly a substantial amount, and well worth 
winning. The prizes will take the form of cash 
vouchers and the contests will take place at Water- 
beach R.A.F. Station, near Cambridge, on Whit 
Saturday and Sunday, May 23rd and 24th.

Another worth-while prize will be awarded at the 
All Britain Rally, to be held at Radlctt. Herts, on 
August 241I1. M odel A ircrai 1 will be presenting 
to the organisers a fine silver challenge cup, to be 
known as the M odel A ircraft Cup, which will be 
awarded to the outright Rally Champion.

A N D  M O R E  The Aa Final Eliminators (the
BIG D A T E S  ** joo ” ) arc to be held on

M ay 3rd at Kidlington Aero­
drome. near Oxford, and the Wakefield and Power 
Trials will both take place on June 7th at Digby, 
Lines. Efforts are being made for the C  L  Elimi­
nators to be held at Walsall on April 26th— a fairly 
central position which should encourage more of the 
more northerly ( L enthusiasts to compete.
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TH E  As we have already announced,
N A T IO N A L S  ffie 1953 British National Model 

Aircraft Rally is to be held on 
Saturday and Sunday. M ay 23rd and 24th, at
R. A.F. Station, Watcrbcach, near Cambridge. The 
aerodrome lies on the Cambridge-Ely road (Ato), 
and is easily reached by rail (to Watcrbcach Station) 
or road (Eastern National buses from Cambridge).

Contests. T he competitions to be held on each day 
arc as follows, together with the trophies to be 
awarded in addition to the cash prizes :—

Saturday : “  Model Aircraft ”  Trophy, rubber ;
Sir John Shelley Cup, power ; Control-line Speed Trophy, 
speed ; Gold Trophy, stunt ; Eastboitrne Trophy, 
Class A  T  Race ; Sunday : Thurston Cup, glider ; 
Short Cup, ΡΛΛ load (sponsored by Pan American 
World Airways) ; S.M .A.E. Trophy, R/C ; Control­
line Speed Trophy, speed ; Godaiming Trophy. Class B 
T/Racc.

Pre-entry is required for all contests. Entries (on plain 
paper) should give the following information : 
Name, address, club, senior or junior, competitions 
entered. They should lie sent, together with the 
appropriate entry fees, to the Competitions Secretary,
S. M .A.E. Ltd., Londonderry House, London, W .i, 
and must be postmarked not later than May 10th.

Accommodation. Space will be available for tents 
and caravans on the field and a limited number of 
persons can be accommodated at a nominal charge 
in marquees, where beds (but no bedding) will Ικ: 
provided. Other accommodation Is available in 
Cambridge and the surrounding district. Persons 
desiring further information should write without 
delay to the Accommodation Officer, British 
Nationals, 4, Hale Street, Cambridge, enclosing a 
stamped addressed envelope.

S.M.A.E. The following statement was
M EM BERSHIP recently issued by the Society’s

Press officer :
“  In view of changes in the character of the 

membership of die S.M .A.E., the Governing Council 
has under active consideration a number of modifi­
cations to the constitution. These would permit the 
introduction of an Associate Membership, at reduced 
fees, for club members who do not wish to participate 
in the Society’s competitions.

“  A t a later stage, these proposals will be submitted 
to a general meeting o f the Society for formal 
adoption.”

95 So C/JL speed fliers who qualify
PER C E N T. for the British World Champiou-
OR ELSE ! ships team this year must do
95 per cent, of last year’s winning time— or else !

'Phis means that if a flier does get into one of the top 
four team places in the speed trials, but does not 
achieve that necessary 138 m.p.h. minimum— he is 
out of the team again !

We have recently been pondering on the wisdom 
of such a rigid rule. On the face of it, it seems 
excellent, in that it would, ar least, ensure a very 
high qualifying standard, but since the British 
to c.c. Class has largely been neglected and the

current speed record is only 133.33 ni.p.li. we have 
begun to have doubts. We arc asking, in fact, for 
four record breakers to come forward in the C/L 
trials and represent this country in the World 
Championship event in Milan. Time may prove us 
wrong, but we should not be at all surprised if 
Britain were represented by a one-man team, or 
possibly by no team at all.

It must be borne in mind, however, that the 
problem is largely one of finance and the S.M .A.E. 
Council had to decide whether it would be justified in 
agreeing to the expenditure of some £250 to send a 
C/L speed team to Milan which was below world 
class. We realise that it will be said that this is not 
the way to encourage interest in C/L speed develop­
ment in this country, or foster the international side 
of the sport, but in view of the present financial 
position of the Society, and die obvious reluctance of 
the majority o f affiliated clubs to face up to this, the 
Council would appear to have had no alternative.

N O R T H E R N  Judging the model aircraft
M O D ELS entries at this year’s Northern
E X H IB IT IO N  Models Exhibition, held at the 
Corn Exchange. Manchester, on March 2oth-22nd, 
was a very much easier task than in previous years. 
In the first place there were fewer entries to judge, 
and secondly the winners in most of the classes were 
obviously of a higher standard than the rest of the 
entries. This was particularly noticeable in the 
Junior class, in which a neatly constructed 5 ft. 
span sailplane by R. Mackintosh, of Stockport, was a 
worthy winner.

Other noteworthy entries were a power duration 
model by the Northern contest flier A. S. Bailey 
(Cheadle) and an A2 class sailplane by G. Aitken, 
of Bred bury, which was a very fine piece of work 
indeed. The allocation o f the Premier Award for 
the best model aircraft in the show provided a close 
finish between this latter model and the eventual 
winner, a Fokker E  /// power-driven scale model 
entered by F. D. Ward, of Ashton-undcr-Lyne.

Mr. F. Word's flying-scale Fokker B ill. Premier Award 
winner at the Northern Models Exhibition
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The VICKERS 

SUPERMARINE

JEA
OTTER
3/  H. a  M O  O R B

Here is a fine

DEV ELO PE D  from the Walrus, the Vickers 
Supcrniarinc Sea Otter U a Xaval recon­

naissance and air-sea rescue amphibian with a 
Bristol “  Mercury ”  engine and a wing span of 46 ft. 
The model has a span of 30 in. and was designed 
around the Mills .75.

H ull
Commence by cutting out the bottom keels from 

hard £-in. sheet balsa, and the balsa bulkheads, 
each in two halves. Pin over the plan the bottom 
keel and the ] sq. dorsal keels, and cement the balsa 
half formers in piacc. Add the |-sq. stringers at the 
top and bottom of die fuselage side, and when all 
is dry, remove from the plan. Add the other side 
of the fuselage and cut out the ply bulkheads, each 
in one piece. Cut thin tin to the shape of the 
formers and drill as shown for 10 B.A. bolts. Cut 
16-g. wire and shape nacelle struts, and solder in 
place on the tin, together with the ujc  brass tubes. 
Then fit the bulkheads into the fuselage and bolt on 
the tin plates with the struts and u/c fixings. Cement 
well and gusset as shown. Fit window frames but 
leave the nose until later.

N acelle
Cut lightening holes in the -J-ply motor mount and 

cut another tin plate to fit it. Solder die plate to 
the wire struts and bolt the ply to it. Add the 
formers and stringers, not forgetting the detachable 
front half. Leave the cowling ring until alter 
sheeting.

W ing R oots
These arc built up in the hull and nacelle. Cut 

out the ply root ribs carefully, as they can be used 
as templates for all the others, balsa ribs arc 
cemented in position on the hull, and nacelle and the 
spars, L.E. and T .E . are fitted, noting that dihedral 
and swccpback start right from the hull sides. The

outer balsa-and-ply ribs arc fitted, together with the 
wing dowels taking care to fit them accurately.

T o complete the hull, bracing wires arc soldered 
in place as shown and the nacelle struts arc faired 
in neatly with spruce or card. Make up and 
fit the· tailwhccl-water rudder and then sheet the 
whole hull and nacelle with 1 64 balsa. Fit the hull 
nose and shape the cowling ring; make up the rest 
of the cabin and glaze with thin acetate sheet. 
Carve the oil cooler and hollow to clear the motor; 
complete scale details and separate top cowling.

W ings and F loats
The wings arc quite straightforward. Points to 

watch arc the accurate fitting of the paper tubes for 
the wing and float fixings. Drill holes in the £ ribs 
for the rubber band strut fixings and fit wire loops for 
flying wires. The floats arc carved from soft block 
balsa, then split and hollowed out carefully so that 
they weigh equally.

T a il
The tailplane, rudder and top half of the fin arc 

from £-sheet and arc cemented together. The 
lower half of the fin and rudder are built up on the 
hull and the main tail unit attached with bands.

Finishing
Lightly sand the whole model anti cover with 

lightweight Modclspan. Give one coat of dope and 
pin down die wings until dry. Colour scheme 
consists of upper surfaces battleship grey, including 
tops of floats. Under surfaces cream as far up as 
the top of die flat hull sides and the tailplane. 
Join the grey and cream with an unduladng line.

T rim
Mode! should balance one third from L.E. of 

upper wing. I f  Mills .75 is used, a little nose weight 
will be necessary.
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PT^RU E international interest in the sporting side 
I of model aircraft centres around four world 

championship events which, in present order of 
popularity and “  overall interest ”  are, undoubtedly, 
the Wakefield, A2 glider, the power championships 
and the C  L championships. There are a good many 
reasons why this order of popularity holds true, but 
possibly the main one is that world interest in sporting 
events is directly related to fully representative com­
petition (and strong international competition at 
that) and the frequency of appearance o f well-known 
personalities in these events.

T he Wakefield must hold pride of place since this 
specification, more than the others, does tend to 
reward merit rather than luck. In other words, the 
Wakefield experts of the world fill a good proportion 
of the national team places year by year, so that a 
sprinkling of “  known ”  names battle out the world 
championship event along with the relative “  un­
knowns ”  who have come to the fore that year. The 
experts bring experience to the event and the com­
petition is that much keener. Having got to the top, 
too, the expert is encouraged to go on developing 
his design because he knows that his chances of 
making next year’s team must be pretty good 
and so the top men stick to Wakefields.

With the other free flight models— A-2 gliders and 
power— the same degree of consistency does not hold 
true. Performance is more affected by luck and when 
team selection is based on a single competition 
(Trials), the luck element outweighs the other factors. 
Thus the nations with a large motlcl following which 
do select their teams by Trials usually have quite 
different teams each year. The final championship 
event becomes more a battle of the “  unknowns ”  
rather than the “  knowns."

The other point o f importance is fully representative 
competition. Again the Wakefield rates high because 
all the best Wakefield nations arc represented each 
year, so there is no question of saying “  O h ! If 
such-and-such a country had entered they would 
have mopped up the contest.”  The same is true of 
the A -2 championship. This event has attracted 
entries from all the top glider nations, even if these 
arc almost exclusively European countries. The same 
is not true of power or C/L where strong American 
teams have not taken part. The United States is,

after all, the ik home ”  of both free-flight power and 
C/L. Without their participation, world champion­
ship events seem a little hollow. Time, no doubt, 
will remedy that. There is a growing interest 
in the United States in the A-2 specification, w'hich 
is now an official class, although it is doubtful 
that their standards will be up to world-class 
European fliers for a few years. The top American 
fliers in free-flight pow'er and C/L must, however, 
be world-class and the sooner it is possible for them 
to l>c represented at these respective world cham­
pionship events the better. Finance is, o f course, 
the main snag.

From modest beginnings, when the Wakefield 
was the only real international event, the model 
aircraft movement has grown up into a true inter­
national sport, and all within the last few years. 
In this respect the model flier of today is far luckier 
than his pre-war counterpart. If lie has the tenacity 
or purpose and a flair for contest flying there is 
no reason why he should not, eventually (and perhaps 
sooner than he expects), win what will be an unfor­
gettable experience— a visit to a foreign country to 
take part in a world championship event. If he 
never travels abroad again he will remember that 
trip for the rest of his life.

Whether the Wakefield will retain premier place 
in the international field is a matter of doubt. 
Already it is seriously challenged by the A-2 cham­
pionship and with “  full ”  participation the |x>wcr 
championship may be an even stronger rival. There 
would have been less doubt on this score had not the 
Wakefield specification l>ecn drastically altered 
for 1954. Now, by attempting to limit performance 
the “  consistency ”  factor mentioned earlier is 
threatened and there is also the inescapable truth 
that it will be possible to produce a model o f the 
same size with a superior performance which will 
weigh heavily on the minds of many enthusiasts.

To digress with a few personal opinions for a 
moment on the subject o f the new Wakefield rules. 
Personally, I am more than disturbed by the way 
the Wakefield has apparently been handed over to 
Continental Europe. Essentially the Wakefield was, 
and should remain, a British specification. It is 
known as such throughout the English speaking 
world.

208



MAY 1953 MODEL AIRCRAFT

The thin edge of the wedge came when modi­
fications were introduced in 1951. The actual 
changes in the specification were sound and very 
welcome, hut the specification was now based on 
metric units and fractional English equivalents. It 
should hare been the other way round to (/reserve the essen­
tially British nature of the model. Metric unit» are 
not accepted by engineers in the English-speaking 
world. All attempts to “  convert ”  English-speaking 
engineers to think in terms of metric units have failed 
and the S.M .A.E. should quickly have turned the 
modified specification back into English units with 
fractional decimal equivalents.

Now, in December, 1952 a major change in the 
specification was decided upon at the F.A.I. meeting 
in Paris without, apparently, any deep thought as to 
its possible implications. The people who “  know 
their Wakefields ” — the British Wakefield fliers—  
have not had the slightest say in the matter. Their 
favourite model specification has been handed over 
to the F.A.I. by those who, on this action, can only 
be judged as being out of touch with Wakefield flying. 
I cannot help wondering how the Scandinavian 
modellers feel about it, also. Having won the 
Wakefield for the past three years, the very models 
which have proved so successful arc now neatly 
ruled out ! What a way to “  remove ** a world 
championship trophy from its worthy winners!

However, to return to facts concerning the per­
formance of International class models. British 
rating in the International field remains gratifyinglv 
high. We have been singularly unsuccessful in the 
Wakefield these past three years, recovering some 
prestige in this sphere in winning the F.N.A. Cup 
in Rome last October. The power championship, 
really in its first “  full ”  year, has been won by this 
country. In A-2 gliders, however, we seem to lag 
behind top world-class standards.

There Is much to speculate on with regard to this 
latter failing. Having had the opportunity of 
watching the 1951 event at Bled in Yugoslavia as a 
spectator (and finding it a unique occasion in that 
I was able to follow all the flying instead of spending 
a large proportion of the time chasing models), and 
comparing notes with Geoff Lewis who reported the

Ron Warring himself is a most consistent Wakefield flie r, 
and has been in the team a number o f times

Gunic's 1952 winner displays the very high standard o f 
finish typical o f European “  fine weather "  A-2’s

1952 Austrian event for M odel A ircraft, the most 
striking conclusion to be drawn L that the top 
Continental models, superior in sheer glide per­
formance as they may be, would almost certainly be 
hopelessly unstable if  flown under normal British 
conditions. In other words, most of these models 
appeared to have marginal towlinc stability.

Two other facts tend to confirm this impression. 
Dick Everett, leading American modeller, has sent 
over two A-2 gliders which Harry Brook and I have 
flowm quite a bit. Glide performance of these 
models is excellent. The first we considered hope­
less on low, unless there was very little wind. Report­
ing this to Everett, the second model he sent was 
quite safe on the line, or so Everett said as the result 
of his test flying of the job in California. Over here, 
though, it was a different story. That model, too, 
was pretty hopeless in our usual weather -but what 
a wonderful glide it had !

The second fact concerns a conversation with 
Roy Ycabslcy who corresponds with one of the 
leading Danish A-2 fliers. The Dane, Hansen, is 
getting some four minutes plus consistently with a 
new A-2 and has mentioned, as his opinion, that 
Roy loses efficiency in making his models too stable 
on tow. Well, for our flying weather it seems almost 
impossible to get a model too stable on tow !

Another thing, loo. Many of the top Continental 
A-a’s show little signs o f normal “  wear and tear.” 
In other words, pretty obviously they have not been 
flown in poor weather -otherwise there would be 
corresponding “  scars ”  to record the fact. You 
cannot keep a near-perfect finish on a model flying 
under all conditions (or under our conditions, at 
any rate). Seemingly, then, we arc up against it, 
as far as our weather is concerned, both for developing 
models and for running team trials. This is rather 
rubbed in by Joe Bilgri’s answer to my query as to 
how he got in enough test flying. "  I use a small 
field nearby,”  he said. “  Most times the models 
come down at my feet after a 3 min. flight. If it’s 
windy they may drift a hundred yards or so ! ”  
Californian weather, too. must lx* somehow different 
from ours.

209



MODEL AIRCRAFT MAY 1953

Last year, in the firs t “  fu ll "  Power Championships, Silvio 
Lanfranchi flew  Barry Wheeler's model to a win for Britain.

Are flying conditions all that much different in 
different countries? Well, logically, being an island 
nation (and a relatively small island at that) with a 
very changeable climate. \\c will almost certainly 
get more unsettled weather, and stronger winds, 
than countries that are the centre of a large land 
mass. Personal impressions o f flying conditions 
in various European countries, however, are varied.

In Sweden the weather seemed very much like our 
own. but perhaps a little more settled. You got 
winds during the day and a tendency to calm during 
the evenings. In Finland. the same again, only here 
the long summer nights could produce wonderful 
flying evenings with flat calm— at the expense o f a 
damp, rising mist. In Holland, again weather very 
much like our own, but generally far less wind. 
France ? T he only time I have flown in France was 
near Paris when the day was as windy as any normal 
British summer day. But, according to the locals, 
they do get quite a number of hot, calm days. 
Certainly you can have breakfast outdoors in Paris 
in shirtsleeves in September. Yugoslavia was definitely 
calmer. Winds seemed to be light and variable 
during the morning, increasing in strength during 
the afternoon. In the evening, most likely calm 
again. Southern Austria almost exactly duplicated

Britain has been successful in the CiL fie ld, but w ill large- 
scale U.S. participation a lter this ?

this sort o f weather. Italy was probably the most 
interesting example. T h e weather, local fliers 
claimed, followed the same general pattern during 
the summer and autumn months. Calm mornings 
with winds springing up and freshening with the 
heat o f the day, followed by calm evenings again. 
They usually pack up flying around noon and re­
start about four o ’clock, when the wind has begun 
to die again. T he only difference in the “  pattern ”  
when we were there was the absence of strong 
thermals and a completely overcast sky. We flew 
one round during the windy period. It would have 
delighted all British modellers. It meant that you 
had to do a fast jog-trot to keep up with the model ! 
More important still, such wind as there was, was 
very steady.

It is impossible to form a correct opinion as to 
any country’s average weather on a short trip, 
however may questions you ask. O n balance, 
however, it docs seem that most o f the Continental 
European countries do have far more good flying 
weather than we do, far less strong wind and, when 
there is a wind, less turbulence. All this is marked 
in their designs. Pretty surely, if  you go to a foreign 
model contest you can take a “  calm weather model ”  
with some confidence. This docs raise the point, 
however, that with A-2 gliders in particular, the 
types of models one normally flies over here— and has 
to fly to get into the British team— arc at a disadvan­
tage competing in, say, Austria, Italy and Yugoslavia. 
How to find sufficient calm weather in this country 
to develop a model for such conditions is a problem 
in its own— let alone developing another model 
concurrently for the Trials.

Possibly the introduction of a shortened line length 
for gliders (164 ft.) may be a blessing in disguise in 
that shorter line lengths arc generally easier to handle 
on tow, and you may more readily get away with 
marginal towline stability, as seemingly practised 
by the Continental experts. (There is, however, 
some confusion on this point. The S.M .A.E. have 
introduced the 164 ft. towlinc length for all glider 
events this year, including Trials. According to the 
official F .A .l. report, die new line length is first 
applicable to the 1954 world championship event.) 
And, incidentally, if Yugoslavian weather lives up to 
its 1951 standard, running a world championship 
event there on anything less than a 328 ft. towlinc 
would be akin to reducing a world championship cunt 
to a chuck glider contest for kindergarten pupils. 
Perhaps only the power modeller is at all happy with 
all these new restrictions. He, at least, can hope for 
reasonable durations with a 10-scc. engine run. But 
necessary as these restrictions may be considered 
for this country, as far as the International aspect is 
concerned we must bear in mind that a good many 
countries have both the weather and the living fields 
to encompass five minute flights— and longer. The 
danger o f all restrictive practices is that they tend to 
destroy initiative and make individual effort less 
worthwhile. T he basic problem with which wc arc 
faced in this country is not model design or flying 
technique, nor lack o f flying fields— but our 
British weather.
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E arly  th is  y e a r , tw o  very  in te r e s t !  n g V  p o sta l 
c o n t n t s  to o k  p lace  b e tw e e n .th e S t .  A lbany “ C e m e n t 
S q u te ie r *  *’  and th e  "  Sk y  L a n c e r»  "  o f W a sh in g to n  
D .C ., U .S .A . W ith  s e c tio n s  fo r  ru b b e r , g lid er and 
p o w er m o d el» , and w ith  l* m in . m ax im u m » in  fo rc e , 
« co rin g  ν α ι  m ad e  on th e  a g g re g a te  o f th e  to p  tw o 
t im e »  in  each  s e c tio n , and in  th e  f ir s t  c o n te s t  5 t .  
A lban » w ere  n arro w ly  b e a te n  by W a sh in g to n  on 
to ta l  a g g re g a te . E n g lan d , h o w e v er , easily  w o n t th e  
g lid er  c a te g o ry , and B ru c e  R ow e o f S t .  A lb a n s ,'p u t 
up th e  b e s t  t im e  o f th e  day w ith  h is  W a k efie ld .

C o n te s ts  o f th is  ty p e  a re  a fin e  w av to  help  in te r ­
n a tio n a l u n d ersta n d in g ,a n d  th e  S .M .A .E . w ill b e  glad 
t o  supply ad d resses o f A m e rica n  clu bs to  any B r itis h  
clu bs in te re s te d .

W ashing ton
Carl Wheeley, who topped the power results'seen 
with the four-year-old Wakefield that placed him  
th ird  in the rubber section.
John Albertson, whose Torpedo .19 power model 
finished th ird  in that category.
B ill Harris finished th ird  with this original glider— 
his firs t.

ans’G B· v Washington,
St. A lbans

"  Kit ”  M ilford, St. Albans honorary secretary, launches his 
Dart-powered model.
John Simeons, who came second in glider and power, launches 
Gordon H illiam 's glider.
Bruce Rowe, who put up the best time o f the doy, crams on the 
last few turns.
Dave Tipper with his E.D. .46 power model.



CO N T IN U IN G  our tests o f “  International ”  
class motors, we have, this month, the latest 

1953 version of the Italian Super-Tigre 2.470.0. 
model. Thus far, each of our five tests published this 
year, has been of a current 2.5 c.o. engine and these 
have been representative of five different countries : 
Australia, Germany. Holland, Italy and the U.S.A.

In many ways, the Super-Tigre is the most interest­
ing 2.5 c.c. engine vet handled. It is a distinctive 
design, unlike any engine of similar capacity pro­
duced in Britain. First and foremost, it is a glowplug 
engine, not a diesel, and of a layout which follows 
larger engine practice instead of the popular annular 
port designs which comprise the majority o f present 
day small engines, both diesel and glowplug.

Italian capabilities in the field of high-speed 
internal-combustion engines arc well known—  
principally through their achievements in automobile 
and motor-cycle engine performance— and it is not 
surprising, therefore, to find that, despite their 
infinitely smaller markets for such products, the 

Supcr-Tigrc Is. in 
many respects, com­
parable witli the best 
efforts of the big U.S. 
producers ; yet it 
remains no more 
costly than the aver­
age engine of similar 
capacity.

In general, the 
Supcr-Tigrc savours 
of American, rather 
than European, in-

This cutaway drawing shows clearly the internal structure

PISTON SPEED PPM X IQO

fiuence. It is a front (crankshaft) rotary-valve engine, 
having a detachable front bearing housing, flanged 
and secured to a monoblock crankcase cylinder 
casting. The nickel-iron cvlinder-liner has 180-deg. 
exhaust porting and a large volume transfer passage, 
while the light alloy piston, with its asymmetrically 
domed deflector crown, has two com presson-rings. 
Thus, in these respects, the Supcr-Tigrc is comparable 
with the well-known front-rotary M cCoy series. 
The Super-Tigre. however, has an additional 
refinement in a ball-bearing mounted crankshaft—  
a feature only found on the “  Red Head ”  disc-valve 
series among current M cCoy models.

The engine is obviously designed with maximum 
possible “  top end ”  performance in view. That 
high volumetric efficiency at high r.p.m. has been 
aimed at. is evidenced by the attention given to 
port design and timing, while the countcr-balanccd, 
ball-bearing crankshaft and lightweight, ringed piston 
are indicative of the designers efforts to keep friction 
h.p. and reciprocating weight at a minimum. 
Exhaust and transfer porting follow the same general
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with matched cylinder-head and offset glowplug.
Swept volume : 2.474 c.c. (0.151 cu. in.).
Bore: 15m m . (0.591 in.). Stroke: 14mm.

(0.551 in.).
Compression-ratio : 10 : 1.
Strokc/Borc ratio : 0.933 : 1.
Weight : 40Z.
General structural data : Pressurc-dic-cast alumi­

nium alloy crankcase and finned cylinder with 
integral exhaust du*'». Pressure-dic-cast aluminium 
alloy front bearing housing and carburettor intake 
attached to crankcase with four machine screws. 
Heat treated aluminium alloy piston fitted with two 
compression-rings and running in nickel-iron cylinder- 
liner. Forged aluminium alloy connecting-rod. 
Tubular steel, fully-floating gudgeon-pin. Counter­
balanced crankshaft, machined in one piece from 
chrome-nickel steel and running in two ball-journal 
bearings, l'inncd aluminium alloy cyliudcr-hcad 
secured to cylinder with four machine screws. Copper 
head gasket fitted. Alloy prop driver fitted on tapered 
split-sleeve brass collet. Spray-bar type needle-valve 
with interchangeable choke tubes. Beam mounting 
lugs.

formula as employed by the majority of successful 
racing type motors, while the induction valve over­
comes the disadvantage commonly attributed to 
shaft-type systems by using a long, slot-shaped port 
to give a longer effective induction period by reason 
of quicker opening and closing. The intake is of 
extremely large bore for a small engine, but has 
interchangeable choke inserts to render the engine 
more flexible in the lower speed ranges. The new 
type spray-bar needle-valve, found on .the latest 
models, is, incidentally, one of the best designs we 
have yet seen.

The workmanship shown in the 
construction of the Super-Tigre 
is of a high order. T he die-easting 
is among the best, while machining 
and finishing o f the component 
parts are to a high standard.

The G.20S is made in two 
versions : the “  Speed ”  model, 
featured here, and the “  Sport ”  
type. Main differences now exist­
ing between these arc the use of a 
higher compression-ratio and twin 
ball-bearings in the “  Speed ”  
version. The G.20 “  Sport ”  has 
an 8.5 : 1 compression-ratio and a 
single, inner, ball-bearing on the 
shaft.

T est D ata
Ignition equipment used : Micromeccanica

Saturno glowplug. 1.6 volts used to start.
Fuel used : Methanol 50 per cent., B.D.H. 

nitroincthanc 25 per cent., Castrol “  M  ”  25 per cent. 
Total time logged : Tw o hours.
Red (racing) choke insert used for power tests.

P erform an ce
For the initial running-in period, we employed 

a straight methanol-castor fuel, 30 per cent. Castrol 
44 M ** oil content being used.

(1Continued on page 224)

S p ecification
T ype : Single-cylinder, air­

cooled, two-cyclc, glowplug igni­
tion. Induction via shaft-type 
rotary valve. 180-dcg. exhaust 
porting. (No supplementary sub­
piston induction.) Deflector piston
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. / .  V A N  U A T T U M  m n k o s  e  p t v n  
/o r m o m  m u t is m

Let's build i
R E A L
Team Racers"
W HEN one has helped to run team-races and 

studied designs in the flesh as well as from 
ihe magazines, one gets the impression that they 
very much run to a pattern.

Most racers appear to be inspired by the full-size 
examples as flown in the famous Cleveland Air 
Races ; small and charming bits o f lightning, like 
the famous Long Midget. M any others have also 
served as inspiration if not as subjects for actual 
copying. The next step has often been the copying 
or modifying of an already existing team-racer 
without much thought of any full-size prototype. 
It is here that we often lose sight o f the idea o f what 
a team-racer ought to look like.

Model aircraft design for free flight, as well as 
lor C/L stunt and speed, have radically departed 
from full-size examples and practice and, in my 
opinion, rightly so. But team-race models arc 
different. The rules laid down clearly imply that 
resemblance to “  the real thing ”  is desirable. 
Slavish copying need not be encouraged, but I do 
think that organisers should insist on a more strict 
fulfilment of the spirit of the rules. For what do we 
>ee so often ?

T he model jjosscsscs  a cockpit or cockpit hood and 
a dummy pilot. When we looked more closely—  
at an actual model or the working drawings— we 
often found that an actual pilot could never sit in 
that particular design or could not find room in the 
scat chosen on the model.

Sometimes the fuselage is too sliallow, taking 
into account the scale height the pilot would repre­
sent— using as a linear measure his head— or it is 
far too narrow considering the width across his

Head clearance.
Safe distance o f p ilo t’s face from wind­
screen.
Front o f cockpit giving p ilo t minimum  
clearances for operating controls.
I. Wheel control. 2. Stick control. 
Clearance fo r working rudder pedals. 
Floor structure, minimum height.
Low seat and floor structure.

shoulders. T he latter is the ease when he is placed 
far back and close to the leading edge of the fin.

There are racers with the top of the front cowling 
sloping downward towards the cockpit and those 
with a cowling so high that the pilot would have 
great difficulty to watch competing aircraft. Do not 
forget that it is a racer intended for short races 
around pylons, and good visibility is important 
when jockeying for position. Most curious of all. 
there are models in which the pilot is seated just 
where, if  it were an actual aircraft, some member 
of the wing-structure would certainly liavc to pass 
through the fuselage if that wing were to be an 
engineering proposition.

Now one may argue that these criticisms go too 
far and one may assert that the modeller is free to 
give a liberal interpretation to the rules.

Against this I would point out that, for better or
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Sandy Michie and Brian 
Hunt prepare our “  Trojan ”  

for its  first fligh t.

LA S T  month, we dealt with the construction of a 
typical elementary C/L model, the all-balsa 

Trojan. Now, we are featuring the preparation and 
flying o f this machine, although our comments will 
apply equally well to any other beginner’s C/L 
model.

Since last month, as you will see from the photc- 
graplis, we have doped the Trojan, given it a little 
colourful decoration, with the aid o f transfers, and 
fitted a Mills “  75 ”  engine.
We used yellow dope on the 
fuselage and flying surfaces, 
after first giving the model 
several applications o f wood 
filler, or “  sanding sealer,”  as 
it is sometime.* known. Several 
thin coats o f dope were then 
applied, lightly sanding down 
bctw'ccn each. Incidentally, it is worth mentioning 
here that, when putting on a coloured dojic, a brush 
o f somewhat softer and better quality than that 
usually employed for clear doping, is needed, other­
wise you will have some difficulty in avoiding ugly- 
brush marks and in getting the coats to “  cover ”  
properly.

T he stripes on the wings arc transfers made from 
“  Trimstrip ”  and arc simplicity itself to apply, as

arc the black and gold numbers on the fuselage side. 
Follow the instructions printed on the back of the 
“  Trimstrip,”  using a piece of blotting paper to mop 
up excess water and to smooth the transfers down 
on to the wing or fuselage surface.

Most diesel fuels do not attack doped finishes, but 
it is, nevertheless, w-orth while to proof your model 
against the possibility o f any fuel dissolving the 
cellulose by applying a coat o f fuel-proof varnish, 

or “  fucl-proofcr,”  before in­
stalling the engine. Do not, 
however, apply this until the 
transfers arc quite dry. Prefer­
ably, leave them overnight, 
as the slightest dampness still 
remaining under the transfers 
will cause them to blister, 
after the fuel-proofcr is applied, 

and eventually flake off.
Most fuel proofers arc sold with a small, separate 

bottle o f “  hardener,”  which is added to the proofer 
before brushing on to the model. Proofer is much 
more economical than dope and very little is needed 
to cover a complete model. Therefore you will need 
to mix only a little at a time. Pour a small quantity 
of the varnish into a suitable small container— the 
lid o f a dope jar will do in our case— anti add not

S e o t M N e R s
Course P art 10

I. I f  hand-launched, the ”  Tro jan ”  can be flown without 2. Our completed “ T ro jan”  after colour doping, adding 
the undercarriage fitted. transfers and fuel proofing.
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less than io  per cent, hardener. You can safely 
use more hardener than this, but don’ t try to cut it 
down because if you do, the proofer may remain 
tacky indefinitely and make the model in a terrible 
mess.

Stir the hardener into the varnish thoroughly. 
At first it will probably turn slightly milky but, as 
you continue to stir, will clear again. The proofer 
is now ready to apply. Put it on with a soft brush 
and if you cannot be sure of avoiding a few brush 
marks, it is a good idea to keep all the brush strokes 
in the direction of fiight, i.e.: down the length of the 
fuselage, across the chord of the wing and tail, etc.

Proofer takes longer to dry than dope and the 
actual time necessary varies somewhat between 
different brands. If you can allow the model to 
dry overnight, however, so much the better. I f  not. 
the addition of a little more hardener when mixing 
up the proofer will help to cut down the drying time.

It now only remains to fit the fuel tank, engine and 
propeller. If you are using the Mills “  75,”  four 
6-B.A. machine screws and nuts are required to 
serve as engine mounting bolts. Use fiat washers 
under the nuts to avoid the latter cutting into the 
wooden fuselage sides and, if your care about keeping 
your engine unmarked, it is a good idea to put similar 
washers under the heads of the screws where they 
bear against the engine lugs. It is a good idea, too, 
to gel into the habit o f always using a second nut on 
each mounting Ijolt locked against the first one. 
This avoids the possibility o f the engine coming 
loose in its bearers due to vibration, or damage to 
the bearers due to overtightening intended to prevent 
the engine from loosening. Alternatively, you can 
use a special type o f “ shake-proof”  nut, such as 
the “  Oddic ”  or Simmonds “  stop-nut.”

Before bolting the engine in place, remove the 
existing transparent frcc-flight fuel lank by carefully 
prising open the small tags on the aluminium fuel- 
tank cover. Remove the existing fuel tube and 
replace it with a piece o f Neoprene fuel tubing long 
enough to reach the delivery pipe of the fuel tank 
fitted to the model It will probably be found that 
the Mills fuel tank cover touches the new tank. 
Therefore, carefully slacken ofi' the nut locking the 
carburettor to the engine and rotate the carburettor

“ Γ
3. The M ills  75 engine is installed with the carburettor 

turned at an angle to clear the fuel tank. Note the easy
accessibility o f engine controls.

4. Two popular metal control-line handles : the "  Adjust·
alyne ”  and the “  Verogrip.”

slightly so that it is at an angle. Then retighten. 
(See Fig. 3.)

For a propeller, we chose the E.D. plastic 6 | X 7, 
which is suitable for the Mills “  75 ”  when fitted to 
the Trojan and has the advantage of being more 
serviceable and more economical than wooden 
types, since it will not break if you bump the ground 
a little too hard.

Before you can fly your first control-liner, o f course, 
you mast have a C/L handle and lines. I f  you wish, 
you can make a handle quite cheaply from hardwood, 
or you may purchase one of the excellent handles

5. Control-lines should always be checked before use, for possible kinks and weaknesses. 6. Checking controls for free
movement and correct centring.
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7. Starting is easiest and most comfortable I f  you have an
assistant to hold the model.

8. Hand launching. The model must be launched smoothly
and with the elevator neutral.

9. The pilot should control the model by fu ll arm move­
ments from the shoulder.

currently on the market. Many people, expert 
C/L fliers included, use the all-metal Mercury 
“  Adjustalync ”  handle which was introduced 
several years ago and is designed to fit the hand 
comfortably, having shaped finger grips. It has a 
very useful line-trimming adjustment by which 
means it is possible, before taking off, to centralise 
the controls precisely by rotating a small thumb­
wheel built into the top o f the handle. The handle 
is so shaped that it is almost impossible to pick it up 
and, in the heat of the moment, start using it the 
wrong way u p —-which, needless to say, is a disastrous 
thing to do !

Another useful type of metal handle is the Vcron 
“  Verogrip. ”  This docs not have a line trim adjust­
ment, but does have another advantage which may 
be of even greater importance to the beginner. On 
this type of handle, the spacing o f the top and 
bottom line attachment eyes is adjustable. This 
means that the movement imparted to the control- 
lines and thus to the elevators of the model, can be 
cut down by moving the attachment eyes closer to 
each other. This, in turn, means a much less 
sensitive control system. And a less sensitive control- 
system means tliat you will not so easily “  over­
control ”  the model, which will go a long way towards 
avoiding crashes when you arc learning.

The type o f control-lines used today difler widely 
according to the tyj>o o f model flown and for most 
models, steel control-lines arc used, but for our little 
job. carpct-thrcad line, or a 5 lb. fishing-line, is 
adequate in fact, heavy lines are to be avoided 
since they arc likely to drag a light model into the 
centre of the circle and cause loss o f control. The 
length, too, will not need to be too great and we 
found that the Trojan handled nicely on about 25 ft. 
lines. Longer lines can be used if a more powerful 
engine is employed.

Attach the lines securely to the handle and to 
the lead-out wires from the bellcrank on the model. 
Make a habit of inspecting your lines before use to 
ensure that they are not frayed or otherwise weakened.

You will, o f course, need a helper and, if possible, 
get someone who is an experienced C/L flier. If he 
really is experienced, it isn’t a bad idea to get him 
to give the model a test flight first. Be guided by 
his advice. T he first thing he will probably do is 
to test your controls by working the leadouts back 
and forth. These should move absolutely freely.

With the lines laid out and attached to model and 
handle, get your helper to hold the model aloft, 
then lake up the handle and try the control movement. 
Note how much the elevator rises and falls as you 
move the handle. As already mentioned, the 
controls should work smoothly and freely. With 
the handle held upright, the elevator should be 
neutral, i.c. in line with the tailplanc. Adjust the 
line length until this is so (Fig. G.).

When you arc quite satisfied with the controls, 
put the handle down where you can easily find it 
again and prepare to start up. For the first few 
flights it is not advisable to have too much fuel in 
the tank ; enough for about one minute’s run is 
ample, up to half o f  which time may be used between
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getting the engine started and returning to the 
centre o f the circle and getting the model airborne. 
It is very probable that, for your first few C/L flights, 
you may start to get a bit dizzy and it Is as well, 
therefore, that these flights arc kept fairly short.

Now, before you attempt to fly the model, please 
remember that it is quite sensitive to the movement 
of the elevator. Λ  slight movement of the wrist 
and the model will quickly climb or dive. Until 
you arc used to the feel o f C/L flying, your reactions 
will be slow, with the result that you will tend to 
over-correct, too late. You may quickly find yourself 
in trouble, with the model going all over the sky 
and with your thoughts of what-to-do-next unable 
to keep pace with it.

T he first thing to do to avoid this sort of trouble 
is to keep your arm, and particularly your wrist, 
quite stiff and to control the model by movement of 
the arm from the shoulder only. When you start 
off, remember this and keep your arm stretched out 
straight in front of you towards the model. Con­
centrate only, during these first few flights, in keeping 
the model level. I f  it begins to sink too near the 
ground, raise the whole arm a few inches and the 
model will come up again. I f  it climbs too high, 
bring your arm down.

T he thing to remember is that, during these first 
few flights, all you have to do is to try to let the 
model fly itself on a steady course. As yet, you arc 
quite unfitted to control the model. You must first 
get used to the feel of flic model as it flics around on 
the end o f the lines you arc holding. Forget all 
about “  stunts ” — even those of the mildest type. 
They will come easily enough, but only when you 
arc able to keep pace with, and, in fact, anticipate, 
the model, so that you arc, in cfTcct, controlling the 
model instinctively.

You can either take the model off the ground under 
its own power, or you can get someone to hand- 
launch it for you. I f  the model is to r.o.g., you 
must have really smooth ground to do this and make 
sure that your helper knows how to release the model. 
It should be sent off at a tangent to the circle and 
with the lines taut. Your helper should stand well 
back from the model so that you can watch it closely 
right from the moment of release (see Fig. 12).

Hand launching is more frequently used and calls 
for a little more skill on the part o f the launcher. 
Again, he must make sure that the lines are taut and 
that the model is not despatched into the circle. Γη 
either case, of course, it is important that your helper 
should await a signal from you to indicate that you 
are quite ready, before launching the model.

The essence of C/L flying, o f course, is to keep the 
control-lines taut. I f  a  model is flown too high on 
the windward side of the circle, for instance, there 
will be a tendency for the line tension to be reduced. 
Slack lines mean loss o f control. If you feel line 
tension slacken, therefore, take a quick pace or two 
back to tighten them— don't just pull the handle 
towards you.

Our advice is, don’t try to leant to fly a control- 
liner on a  windy day. Later, when you can do 
circuits successfully without risk of pranging the

10. DO NOT attempt to control the model by wrist
movements until you are experienced.

11. For rise-off-ground flights, ensure that the lines are 
taut and that the model is not pointing inwards.

model, you can tolerate a slight breeze. And remem­
ber that a C/L model is launched downwind, not 
upwind like a free-flight model because if, during its 
first critical quarter circuit, it tries to turn into the 
circle, the wind will tend to turn it out again, instead 
of helping it to bank inwards. Remember too, that 
when the model comes around into wind, it will 
climb a little, while on the other side of the circuit, 
it will lose height. Therefore, if you want to main­
tain a level course, you will need to apply slight down 
elevator on the upwind side and to give up elevator 
on the opposite side of the circle.

When the engine cuts, try not to let the model 
just fly on into the ground, or stall and dive in 
straight on its nose. The idea is to lose flying 
speed gradually and. as the model gets nearer and 
nearer to the ground, to bring the nose up until it 
settles down gently “  pancake ”  fashion. On a still 
day, most control-liners will glide at least one lap 
after the engine cuts, during which time much flying 
speed will be lost and the model will be travelling 
quite slowly when it touches down.
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A  POINT-F IVE  C /L  S TU N TER

By M. Kelly

M IG H T Y  M OU SE  is a fast sensitive little sluntcr 
that will do all the tricks on 30 ft. thread lines. 

There is no need to stint the dope to get performance. 
W ith a 6 X 5 or 7 x  5 prop swinging at around 
10,000 revs, she has power to spare.

W in gs
T ake two strips o f hard J in. sq. balsa for the 

mainspars and mark the rib locations on them. 
Cement ribs and spars together before fitting leading 
and trailing edges. T he leading edge is sanded to a 
smooth profile but the trailing edge is left square. 
T he tips are built up on the wing from laminations of 

in. sheet balsa with the grain running vertically to 
enable easy bending.

T he control system is now fitted to the wing. 
First, cement the bell crank baseboard to the lower 
mainspar, then having joined the lead out wires and 
pushrod to the bell crank and eliminated any stiffness 
of movement, slide the lead out wires into their 
place in the wing, and pass an 8 B.A. bolt straight 
through lower mainspar, bcllcrank baseboard, bcll- 
crank and upper mainspar. There need be no fear 
of weakening the wings, for stresses arc taken 
through the centre section sheeting and bcllcrank 
baseboard at this point. T he bolt is locked to the 
bellcrank baseboard by a nut screwed on just before 
the bcllcrank, which is packed out to a satisfactory 
position with washers.

Sheet the wing centre section and cut slots for the 
engine bearers and tank vent. A t this point the 
cockpit former is slipped over the pushrod and glued 
to the trailing edge. Check the controls for full and 
free movement and if  all is well, cover the wing with 
lightweight rag tissue and give three coats o f clear 
dope.

T h e flaps arc now built, covered and doped. Slot 
the iG gauge wire pivots into each end and cement 
them in place, then slip on the ply pivot bearings 
and attach the flaps to the wings by cementing the 
bearings to the trailing edge.

F u se lage
T he fuselage is so intimately welded to the wings, 

it may look rather involved. First the engine 
bearers, tank and front bulkhead are cemented
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together, the dash bulkhead cemented on and all 
horoughly doped. Fit Neoprene extensions to the 

tank vents and cement the whole assembly to the 
wing. Sheet around the lower tank vent where it 
protrudes from the wing. T he fuselage sides are 
cut to the shape shown on the plan and cemented to 
the underdeck. When dry, cement and pin the 
fuselage sides to the front fuselage and wings and 
fit the remaining bulkhead in the rear fuselage.

Cement the backbone in place and fair it into the 
fuselage sides. The tailplanc is cemented to the rear 
fuselage sides and connected to the pushrod. It 
should be examined for line up with the wings, and 
flap movement (10 deg.) and elevator movement 
(20 deg.) checked before the fin is attached. Curve 
the fin to starboard 2-5 deg. to help line tension, and 
fair it to the fuselage with plenty o f cement. The 
cockpit may be decorated now and a  pilot fitted if 
desired, then cement in place the canopy former, 
colour dope it, and cement the celluloid canopy sides 
in place.

T he cowl is best carved from soft block. It is 
preferable to test fly without the cowl or spinner, so 
that these may be permanently fixed on when the 
motor has bedded down, offset has been adjusted 
and it is running reliably.

T he undercarriage is a non-essential fitting that will 
reduce performance, but enable realistic take offs and 
landings to be made. T he wheels arc a balsa ply 
sandwich, bushed by filling the hubs with cement and 
allowing them to set on their axles. They can then be 
freed when dry, and will run smoothly.

F lyin g
Before flying under power, whip Mighty Mouse on 

10 ft. lines and check that it can be stalled fully both 
upright and inverted. This is to ensure that your 
elevators can handle the pitching movement set up 
by the flap. After this test has been completed, 
prepare your thread lines by doping to reduce wind 
resistance.

First flights arc best conducted on a fairly windless 
day. An E.D. 6 in. plastic prop as made for their 
.5 c.c. motor gives good thrust on an Allbon Dart, 
as it operates at the high revs at which the Dart 
gives its best power.
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By Bill Dean

•  ACCORDING το  average contest results, the best 
A .2 glider design o f last year was Bill Farrance’s 
Helios, which appeared in the last issue o f  M o d el  
A ir c r a f t . Bill tells us that he finds it difficult to 
put his finger on any one feature o f the design that 
might account for its consistently good performance, 
although the Swedish wing section by R. Odenrnan 
is particularly efficient and the sliding tow hook 
enables die very best towing point to be found.

As those who saw this glider flying last year will 
confirm, stability on the line is exceptional— and 
overhead cast-offs are standard procedure in both 
rough and near calm conditions. Incidentally, Bill 
rigs his model at 4 J deg. for the wing and o deg. for 
the tailplane. After adding nose weight to make the 
model balance at about 55 per cent, chord, he 
obtains the final trim by varying the wing (not the 
tailplane) incidence.

In still air (or what passes for still air !) Helios 
is capable o f 3$ minutes from a 328 ft. line— no 
mean achievement for an A .2. In view o f this per­
formance, it is surprising to find that the total area 
(496 sq. in) is just within the lower specification 
limits— with projected wing area 376 sq. in. and tail- 
plane area 120 sq. in. (32 per cent, o f  wing). Weight 
with nose ballast is 142 oz.

T he new *53 version features a  much larger wing 
area o f 440 sq. in (same wing section) and a small 
(18.2 per cent.) tailplane area o f 80 sq. in., which 
brings the total within 5 sq. in. of the upper limit 
o f 526 sq. in. T he layout is largely based on the 
designer’s experience as a member o f the British 
team which attended the international event in

Model
Talk

Reliability in wind is expected 
the price to be paid for the lower

Austria las 
to suffer, b 
wing loadi

Fuselage length has been increased to 49? in. 
(4*/, wing chord’s moment arm) and as with Gunic’s 
’52 internationals winner, the nose has been kept 
very short (only 6J in.). For easier carrying purposes, 
the wings arc now in two halves (dowel fixings) 
and any extra weight has been cancelled out by a 
lighter fuselage structure— which consists o f two 
•fc in. sheet sides, edged with Jin. sq. and -fa in. 
sheet added top and bottom after the formers have 
been inserted.

There seems to be a trend away from undcrslung 
rudders nowadays, since this type has been blamed 
by some designers for causing spiral dives after 
thermals have been entered. This model is an 
exception to the rule, however, since (as with the 
’52 design), over three-quarters o f the fin area is 
positioned underneath.

★ ★ ★
•  f r o m  o n e  o f  our dear readers, comes a  letter 
asking if  old man “  Model Talker ”  still docs any 
actual building himself. W hy, o f course we do. 
Nothing ambitious like altitude record jobs, channel 
fliers or five-minute Wakefields— but we can still 
display as fine a set o f razor-slashed fingers as anyone !

O ur latest model is an A.2 and this year wc 
decided to really get the most out of the specifications 
by starting o ff with a 438 sq. in. wing span (83 per 
cent, o f total max.)— then working out tfie projected 
area (424 sq. in), and adding the difference on to the 
tailplane area. Span worked out at 67 in. and chord 
7 in. A  moment arm o f 3J wing chords, plus a 9 in. 
nose, gave an overall fuselage length o f 45 in.

Wings are polvhcdrallcd, one-piece for simplicity 
and mounted on top o f a minimum cross-section 
area box fuselage. Flying surfaces arc geodetic 
^rihs at 32 deg. to chord) and the fuselage consists 
o f I  in. sheet sides back to the wing T .E ., with J in. 
X J in. longerons aft o f this point— and ^  in. sheet­
ing top and bottom.

T he fin is made from J in. sheet, Math a cut-out 
for D /T tailplane operation and an auto-rudder 
set in the 1/3 area underportion. W ing section is

F . S m i t h ,  o f  
Northampton, and his 
orlg inol E.D. 3.46 
powered cabin FjF 

design.

Unusual feature— for a cabin model—was the tongue and 
box wing fitt in g  on the w riter's  A2 “  Chief.”
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M V A  301 (at plus 4$ deg.) and the tailplanc, thinned 
Clark Y  (at plus 2.) deg.). We’ve even got a name for 
it— Eagle— so hands oiT that one ! At the time of 
writing we arc still waiting for a decent day to test 
it out.

★ ★ ★
•  w h i l e  o n  the subject of A.^s, the data at the 
foot of this page should prove of interest if you intend 
designing one yourself. Space limitations prevented 
us including rigging angles, c.g. and tow hook 
positions, but we think that a fairly complete picture 
o f ten well-known models has been provided (the 
eleventh unknown is our own new A.2·!).

By referring to the three-view and key, it is a 
simple matter to read ofT data concerning any of 
these models. A typical A.2 layout has been sketched, 
but all the models listed differ in detail— some con­
siderably. It is worth noting that only Czepa’s 
Toothpick features “  vee ”  dihedral and that this same 
model and the Anglian share the distinction of 
dihcdrallcd tailplanes. With one exception (Snark), 
all tailplanes of these models arc constant chord. 
The Revenge has a symmetrical tailplanc section, but 
all the others have thinned Clark Y  types.

Wing sections arc all undercambercd and mostly 
fairly thin, the exceptions being— Toothpick (ultra 
thin— bird-like) ; Veronica, Revenge and Jadrr 
(medium thick). Six of the models have one-piece 
wings and the others have two panel types, attached 
to the fuselage by either tongues or dowels. Tip-up 
tailplanes and auto-rudders are common to all 
except Toothpick (parachute D/T and no auto-rudder) 
and Jader (parachute D/T). Unless fin area is under- 
slung (Anglian and Helios), fins arc mostly set forward 
o f the tailplanc. Fuselage sections arc triangular 
(Toothpick and Anglian), diamond (Marauder), stream­
lined (B.G.44, Veronica and Revenge) and the remainder 
“  box.”  Typical c.g. position is slightly behind mid­
wing chord, with tow hook located under or up to 

in. forward of this point.

★  ★  ★
•  s t i l l  o n  A.2s, we note with approval that the 
F.A.I. has now halved the maximum towline length 
to 16/j ft.— although this rule will not come into 
effect until January tst, 1954. With the same view 
to limiting flight times, a suggestion appeared in 
“  M .A .”  some time ago to the effect that total 
surface area should be reduced to 300 sq. in. How-

F./Lt. Bowmer, o f R.A.F. Dishforth, and his glider— fitted  
with a wing from a 1938 petrol model.

ever, since the A .2 class Is now so well established, 
we feel that it would be a pity to start meddling with 
the area specifications. A  simple alternative might 
be to raise the minimum weight figure to t6 oz. 
(or the nearest metric equivalent), since many 
modellers find it difficult to build a strong model 
down to the present 14.46 oz. minimum.

An American friend tells us that A.2s arc starting 
to catch on in the States, now that the A .M .A . has 
officially recognised the type. One of the first pub­
lished designs is by Dick Everett, who favoured aa £

I
1 4 .

TA

A.2. GLIDER 
PROPORTIONS

W ING A R E A  (SQ  IN )  WA 
W ING A S P E C T  R AT ;Q  : A/R  

WING S E C T IO N  . W S 

T A IL P L A N E  A R C A  (SQ . JN.) . TA 
T A lL P L A N E  A S P E C T  R A T IO  T A / R  

C O V B IN E O  A R E A  (SO. IN )  C A  
W EIO HT (O Z S ) . W

M O O EL O E S IG N LR s  · S I * C * WA A/R 01 D2 W S L * M  * N * TA T A / R CA W O IH EO R AL M O O EL

TOOTHPICK C 2EPA 6 7 6 7 7 5 45Θ 9 10* _ C2CPA 78  3 39 2 5 6 7 7 3 -323 14 5 V E E T O O T H P IC K

B G 4 4 GUNIC 6 6 2 3  5 7 4 4 4 9  5 0 · 3 0 * M VA 301 4 0 2 4 4  73 8 0 3  2 3 2 4 14-3 T IP B G  4 4

H E U O S FAR RAN CC 6 0  7 S 17 7 J 7 6 9  6 0 * 21* O O ENM A N 4 3 2 3 8  73 120 6 3 4 9 6 14 73 T IP H E L IO S

QU ICKIE M O N K S 6 6  S 2 2  5 6 5 4 2 0 10 • 3 * 7 · s i  6 4 0 0 9 3 6  3 18-73 6· 73 100 6 3 3 2 0 14 6 PO LY Q U IC K IE

V E R O N IC A P ET R IC 6 4  5 2 0 6  5 416 9  9 0 · 22-31 — 3 6 17 7 5 104 4  2 5 3 2 0 13 T IP V E R O N IC A

R C V E N S E Y E A B S L E Y 61 75 14 6 3 9 3 10 3 0 * 2 3 * __ 4 2 5 2 0 5 8 115 4  3 510 14 5 TIP R EVEN G E

M A R A U D ER N lC H O L L S 6 4 2 2 6  7 5 4 2 3 9  6 4  3 * 21· N A C A 6 4 0 9 3 0 2 0  2 5 13 3 101 4 524 14 3 PO LY M A R A U D E R

A N G L IA N CHINN 6 2 21 7 4 0 0 9  5 6 * 10-5* M /A 301 4 2 21 9 116 3 316 14 3 PO LY A N G L IA N

SH A R K TW O MEV 6 3 18 7 3 412 8  4 0 * 2 0 · — 3 6 16 2 3 6 •02 4 7 5 514 14 6 T IP S N A R K

J A D E R  6 0 B U T L E R SB IT S 7 3 9 7 8  3 2  3 * 18* N A C A  6 4 1 2 3 8 17 7 3 7 123 5  3 5 2 2 14 6 T IP JA O E R  6 0

E A G L E D E A N 6 7 19 7 4 2 4 9  3 4  5 * 15* M VA  301 4 6 2 4  5 9 9 7 3 4 321 14 3 P O LY E A G L E
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This "  Tiger Moth "  was one o f the best concours entries ot 
the lost A ll Herts Rally.

constant chord long moment-arm (four wing chords) 
model. Nice clean-looking job— tapered dihedralled 
wing tips— Gottingen 602 section— 26 per cent, 
tailplanc— triangular fuselage and side tow hooks.

★ ★ ★
•  FROM A R TH U R  O O R R lc ’S latest I1CW5 le t t e r ,  WC
gather that combat ( I. flying is all the rage down in 
“  kangaroo country ”  nowadays. VVc read that Dcs 
Slattery will take on anyone at the drop o f a hat anti 
even after they land, his opponents are still far from 
safe ! Like T .R ., combat originated in the U .S.A . 
and is a sure-fire way o f preventing spectator enthu­

siasm from flagging at C/L contests and demonstra­
tions. W e saw a little combat flying towards the end 
of the ’52 season and predict that it will be a feature 
of several o f the big meetings this year. W e had our 
own first mild taste back in ’47, when wc chopped 
streamers (and tailplancs !) with Mike Booth and 
Ron Moulton at the “  M .E .”  Exhibition o f that year.

★  ★  ★
•  bob craig , o f Belfast, really stirred things up 
when he flew his M ills .75 powered Tiger Moth 
at the local flying field a few' Sundays back. A  three- 
minute motor run gave an out-of-siglu flight which 
culminated in a realistic crash to the horror o f a 
distant spectator, who promptly dialled the Irish 
equivalent o f 999. This resulted in a fruitless four- 
hour search for the wreckage and survivors by the 
police, ambulance units and an R .A .F . mountain 
rescue squad. While retrieving his model, Mr. 
Craig wondered what all the activity was about, but 
it was only at work the next day that he learnt that 
his F/F scale had been the cause !J

★  ★  ★
In B r i e f . .  .

. . . One o f the entrants in the R/C event at the 
last American Nats was a certain M r. W illiam  Dean. 
W ith something like family pride wc noted that he 
placed second in the results list— with a RudJerbug.

E n g in e  Tests
(Continued from page 213)

As with many small engines using piston-rings, 
it was found helpful first to prime the cylinder with a 
little castor lubricant, turning the engine over to 
distribute the oil over the cylinder walls and in the 
ring grooves. This greatly improves piston seal and 
increases compression for a certain start. I^ter, of 
course, when die engine has been fully run in, so 
that the rings have become adequately bedded, 
these preliminaries can be dispensed with, since 
compression seal will then be improved sufficiently 
to provide easy starting by the usual methods.

T he Supcr-Tigrc is, in fact, good in this respect, 
particularly on a nitrated fuel, and is easy to start, 
by hand, on a wide range o f different size props and 
using any o f the three choke inserts supplied. T o 
re-start the engine when warm, a couple o f choked 
flicks is all that is necessary, the nccdlc-valvc remain­
ing in the running position.

T h e  interchangeable chokes, incidentally, which, 
o f course, are o f varying diameters, are plastic 
mouldings in llirce diiFerent colours : white, red 
and black. T hey can be changed in a minute or so 
and are simply held in place by the spray-bar. 
T he white insert (with which the engine was fitted 
when received) is intended for general use and free- 
fliglit work. T he red one is of larger bore and is for

speed work. T he black insert is smaller than the 
other two and is recommended for control-line stunt 
models, being intended to provide a higher intake 
velocity for more perfect carburation.

Dynamometer tests were ’ carried out with the 
red choke fitted. W ith this, the needle-valve needed 
to be opened another quarter to half turn, but other­
wise starting remained unaltered. T h e needle-valve, 
incidentally, is not at all critical using nitrated fuel, 
yet gives positive response, is smooth in operation 
and holds settings firmly at all speeds.

T he general running qualities of the Supcr-Tigrc 
are very pleasing. Compared with diesels o f the 
same capacity, it is much smoother. A t the higher 
speeds in particular, the T igre runs very happily 
and holds its r.p.m., with none o f the continual 
fluctuations which beset some motors.

T he torque/b.m.e.p. figures obtained are well up 
to expected levels for an engine of this type and 
capacity, especially as they are maintained at an 
almost constant level over a wide r.p.m. range, but 
in view o f the maker’s performance claims for this 
model, which state that the output is 0.29 b.h.p. 
at 16,500 r.p.m., it is possible that some improvement 
may be obtainable over that actually recorded by 
our test model. Figures wc obtained gave a maximum 
o f approximately .25 b.h.p. reached at slightly over 
15,000 r.p.m., which, of course, arc very good. 
For sheer “  revving ”  ability, the Supcr-Tigrc is the 
fastest 2.5 c.c. engine yet tested and should be well 
suited to speed control-line use.

Power/YVeight R atio (as tested) : 1.0 b.h.p./lb.
Power/Displaccmcnt Ratio : 100 b.h.p./litrc.
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a possibility, but for the change in the Wakefield 
rules virtually killing any further demand for gears. 

* ★  *

On their stand at the British Industries Fair, 
which opens at Olympia on April 27th, Messrs. 
Wilmot, Mansour & Co. will be showing, in addition 
to their well-known wide range o f Jetex motors and 
kits, a number of new produc'ions, including the 
new baby Jetex 35 motor. There is also a new kit 
of the l3. l l .  Comet jetliner for two Jetex 50’s— a 
“  tailored ”  kit with pre-formed fuselage and wings 
complete with engine nacelles. Another new release 
is a tailored kit of the Supermarine Swift, similar 
in construction to the Hawker Hunter and designed 
for cither the Jetmaster “  100”  or the brand-new 
“  350 "  shown here for the first time. This motor 
accommodates one charge which burns for 11 seconds, 
and with the augmenter tube it gives 6 oz. thrust. 
There is a simplified loading rap incorporating a 
roller as on the Jetmaster and the motor has been 
designed with the duration contest flier in mind. 
Finally, the new range is completed with two 
“  silhouette ”  Jetex 50 models of the Swift and the 
Glostcr Javelin. Incidentally, Wilmot Mansour* 
arc planning to open a new wholesale distribution 
department in the North its soon as suitable premises 
can be found. It will probably be in the Manchester 
area, and will result is» a more efficient distribution 
of Jetex produces to Northern retailers— and fliers.

A  folding wing catapuh-lauitchcd glider is one of 
the latest Veron productions. This, similar to a 
conventional chuck glider, but with hinged wings 
that can be folded back flush against the fuselage, 
can be catapulted upwards to a height of 150 feet 
or more, when (he wings snap open and the model 
makes a normal glide descent. This novel method 
o f launching, first introduced on a commercial model 
some ten years ago by Jim Walker, in America, 
relieves the wings of catapulting stresses— and also 
overcomes the difficulty of trimming a catapulted 
model out to prevent the launch becoming one 
spectacular loop. The Veron Hunter glider retails 
at 5s. fid.

★  ★  ★
Another new Veron kit scheduled is a companion 

model to the Lavochkin with ducted fan propulsion. 
Considerable advances have been made both in 
duct and rotor design and this new kit is awaited 
with interest.

*  *  *
The M cCoy half-A diesel (.049 cu. in. displacement) 

is now in full production and sells for $5.95 in the 
United States (approximate British equivalent 42s.. 
less tax). * Bore is .405 in. and stroke .386 in. The 
name, we feel, has not been particularly well chosen 
— Duro-Glo. The “  Glo ”  part seems most in­
appropriate to a diesel ! The manufacturers claim 
a 50 per cent, increase in power over conventional 
glow-plug motors of similar capacity.

*  *  *
All model fliers, and particularly the contest 

types, will be interested in a new production by 
Messrs. Ingersoll, o f Ruislip, Middlesex. It is a 
really inexpensive stopwatch with sweep seconds 
hand, and dial calibrated in fifths of a second, and 
known as the Ingersoll Cronoslop. It has a white 
dial and a strong stop-start action controlled by 
stopwork attached to the side of the case, and it is 
suitable for use as an ordinary watch in addition 
to its special-purpose action. The price is 50s.

*  *  *
W e have just received a new Altbon diesel— the

1 c.c. Allbon Spitfire, developed specially for the be­
ginner, and claimed to combine easy starting qualities 
with an excellent performance.

★  * *
Nylon accessories for power modellers may soon be 

on the British market. Nylon propellers have 
already appeared (International Model Aircraft), 
and nylon C/L fittings, sucli as control plates and 
hinges may soon be forthcoming from another 
manufacturer. Nylon gears would also have been

MEERS (Engineering) LTD .
S U N  S T R E E T . C A N T E R B U R Y . K E N T

mines* was first established in Burgate S treet, 
C anterbury , by M r. E. Mcers, of S turry , and known as the  
East Kent M odel Engineering C o . H ow ever, during W o rld  
W a r  II ,  th e  shop and stock w o re  com pletely destroyed by 
enemy action.

In 1945, th e  M odel Engineering Co. was absorbed in to  the  
activities o f Moors (Eng.) Ltd ., o f 22 . Sun S tree t, which now  
n o t only carries a comprehensive stock o f all model require­
ments. but also specialises in light engineering supplies, hence 
th e ir  slogan— “  Every requirem ent fo r M ajor and M in o r.”  

M r. E. Rigden. on th e  righ t in th e  photograph, w h o  is in 
charge o f the made! departm ent, is th e  treasurer o f the  
Canterbury Pilgrims M .F .C ., and has been actively engaged 
in aero-noddling fo r th irte e n  years.
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SHAPED WINGS d 
TAIL PARTS -

PLASTIt
CANOPI

PLASTIC
PILOT WING

JOINER

SQUARED 
FUSELAGE BLANK

CEMENT

TRANSFER SHEET

WINGS HALF TONGUED 
TO FIT SLOT IN 
FUSELAGE

INCHES

A Gloster Meteor built from one o f the kits.

SHAPED
PANELS

BUILT UP 
WING ROOT

SPAR
JOINER

OVER T H E  C O U N T E R  ----------------  K IT  R E VIE W

T h e  K e ilh r a f i  S o lid s '9
The present range of Kcilkraft solid kits covers 

some eight different models, all of which we have 
recently had the opportunity of examining in detail 
for the purpose of review. These kits, without 
doubt, represent a  considerable advance over the 
old “  standard ”  solid models so popular during the 
war years, being designed as models rather than a 
collection of shaped pieces conforming to scale lines. 
In particular the use o f  spar joiners to assemble the 
wings is most welcome, simplifying the <s hit or miss ** 
method of butt jointing wing panels to curved fuse­
lage sides which was almost universal on earlier 
British solids.

The contents of these solid kits are attractively 
complete. Fuselage is cut two ways to correct 
blank shape (i.c. cut square to plan and elevation 
shapes, leaving carving to cross section to bo done by 
hand) and, a welcome touch, all necessary slotting 
is done. Wings arc similarly cut to plan shape, with 
slots or half-tongues, as required. Tail parts, spar 
joiner and other detail parts arc printed on sheet 
balsa. Transfers, a template sheet, plastic canopy 
and a scale plastic pilot, anti a small tube of cement 
complete the kit contents, together with a detailed 
plan.

The plans are well drawn and presented and include 
sufficient detail appropriate to 1,72nd scale. Details 
arc also given of the construction of a suitable stand 
for the finished model.

The shaped parts match the plan outlines with 
commendable accuracy. Wings panels are cut to 
bare outline shape, fuselages slightly oversize to 
allow for can  ing. Construction o f any one of the 
models is reasonably straightforward and well 
thought out.

A t the low retail price of 2s. 8d., including tax 
(3s. 8d. for two of the larger models), these Kcilkraft 
solids represent excellent value and make a re­
freshing change from built-up models.
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ΎσρΙααί TurwtS
Model Bogey

As if model flying hasn't already sufficient hazards 
of its own we learn with amazement that a model contest 
was recently held on a golf course.

The golfer, not over-famous for his sweetness of temper, 
must view this intrusion on to his beloved fairways with 
very mixed feelings. -Being struck in the hinderparts by a 
wayward model when making that critical putt, for 
instance, is not the sort of thing to promote self control. 
But, when on the exasperating occasion he slices the ball 
into the rough, how soothing it must be to his raw nerves 
to have a crispy, crunchy model plane to jump on. And 
how much more economical than flinging his clubs into 
the nearest water hazard.

•  ·  ·

A Signal Remedy
Those frantic tic-tac exchanges between the radio 

mtxleller and his helper have always intrigued me. I’ve 
never known the exact nature of the signals passed in this 
long range sign language, but the procedure always 
seems to terminate at a point when the radio modeller, 
after carrying out exhaustive tests, has convinced the 
bystanders that his helper is a clueless clot.

Now, it seems, the whole thing is going to be systemised 
on an elaborate semaphore basis, with a full signal proce­
dure to cover every possible contingency. Even so, I 
hazard the guess that, however efficient the new system 
may prove, a few of the old fashioned signals will still be 
retained. For example : two handfuls of hair held 
aloft to indicate “ The model is now out of range,”  and 
both hands covering the face to convey “  The model is 
about to crash.”

•  ·  ·
A Realist Approach

I believe in adopting a firm policy towards the fire- 
eating fusiliers of the Realist Brigade; keeping them in 
their proper place amongst the model steam boats, 
miniature replicas of the Rocket, and the i/24th scale brass 
donkey engines. And seeing that the museum doors arc 
securely bolted and barred.

Some acromodcllcrs, however, are inclined to be more 
lenient, allowing certain of the seemingly less harmful

specimens to move freely about in the enlightened circles 
of our progressive hobby. But, alas, only too often with 
the most disastrous consequences.

Take, for instance, the recent case of one such privileged 
realist. Mild mannered, and showing not the least sign 
of apoplectic strain, he was engaged with a fellow realist 
in a quiet, friendly argument on some of the finer points 
of scale verisimilitude, such as fitting commercial plastic 
props to scale S.E.5’5, when, suddenly, he turned away 
and loosed a stream of bitter invective at an unsuspecting 
group of power duration devotees. Then, delving 
deeply into the abusive depths of the realist slanging 
vocabulary, he rounded off with a fine alliterative allusion 
to the “  freak flying fraternity.”

What incited this impassioned outburst at that parti­
cular time it is difficult to say, but my theory Is that it was 
all due to a very unfortunate association of ideas : First 
World War Planes— Aerial Circuses— Flying Freaks.

• · ·
News from  the Areas
London Area

Improved relations with agricultural interests arc 
expected this year following an invitation to the local 
farmers to compete in the first of the season’s events : 
an open ploughing contest at Fairlop.

’Hie committee is anxious to receive more news of 
activities in the area. Anyone who has flown a model 
aircraft in the London district over the past few months 
is asked to submit full details, including the date when the 
case is due for hearing.
East Anglian Area

The area duration event was due to be held on February 
29th, but as J. Floorcm was preoccupied with the building 
of a radio control model it was decided to omit the routine 
of flying ofT the contest, and merely present him with the 
Trophy
North Western Area

Principal news concerns the activities of the Black- 
meadow M.A.C., where the club open contest was again 
won by O. Winnall ; the best recorded flight of the day 
being made by O. Winnall. Several records have been 
submitted on behalf of club member, O. Winnall, and the 
club is busily engaged in testing new models. Most 
promising of these is O. Winnall’s Wakefield, which has 
been putting up consistent flights of 6 minutes in still air.

The club is confident of yet another season’s successful 
flying if the outstanding performances of O. Winnall’s 
new models are anything to go by.

Club publicity interests have been well catered for in 
the capable hands of our P.R.O.: O. Winnall.
Northern Area

(No report was forthcoming from this area, as the first 
event of the season was held in calm weather, and it 
was considered that mention of this fact would be bad 
propaganda.)

• · ·
I like the idea of the model, entered in an Epsom event, 

making a grandstand finish. Obviously a totalisator 
loss.

Experimenting American acromods arc stumped for a 
means of improving upon the Russian held world duration 
records. Obviously they should try using a little more 
imagination.

P y& V ciiO
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SUPERMARINE
i

By Bill Dean

T HIS Jetcx “  50 ”  profile model of the twin-Avon 
powered Supermarine 508 is an ideal one-evening 

project. The cost of materials works out at about a 
shilling and only a sluggartl will take more than three 
hours to finish the job. The only deviations from scale 
outline are the slightly increased tailplanc area, boosted 
wing dihedral and the more forward position of the 
wing. Size was kept down to what we considered was 
the practical minimum for a “  50 ”  size motor and this 
resulted in a realistically fast model with a good rate 
of climb.

The drawings arc full size, so trace the patterns on 
to well sanded medium weight sheet— with the grain 
following the longest dimensions. Pin-prick the holes 
for the motor clip screw-s (in the fuselage). Cut out the

A L L ­
SHEET 
JETEX 50 
POWERED 
SCALE M ODEL
parts with a razor bla^c, making two of die wing and 
tailplanc patterns. Round off the edges— except at the 
tailplane cut-out and flying surface roots. It will be 
found easiest to apply the decoration brforc assembly, 
so pencil in the R.A.F. roundels, canopy and other 
markings, then go over them with a ball-point pen.

Sand the wing and tailplane roots to the correct

i



angles to allow for the dihedral. Pin one "wing panel 
flat on the building board and cement the other panel 
to it— packing up the latter tA in. at the tip. Repeat 
the process for the tailplane panels, but in this ease 
obtain the correct dihedral by means of the |-in. sheet 
angle template “  A'.”

Now cement the wing in the fuselage slot— checking 
that it lines up correctly with the fuselage in the top 
and side views. Cut a “  V  ”  shaped trough in the 
fuselage at the tailplane position, then cement the 
tailplane in place— carefully lining up with the wing. 
Cement a piece of scrap £-in. sheet on top of the tail- 
plane, allow to dry, then trim down to line up with die 
fuselage curve.

Cement a } in. X  -ft in. X  J in. piece of hardwood 
(or ply) to the right side of fuselage (looking from front), 
then screw the motor clip in place— parallel with the 
wing. With the loaded motor installed, the model 
should balance at the point indicated— weight being 
added to the nose or tail if required.

Flying
Glide test model from shoulder height, checking that 

no violent turns, diving or stalling tendencies arc present. 
Adjust turn by twisting up wing leading edges or tail- 
plane trailing edges. For instance, a sharp right turn

Here arc a ll the components before assembly.

may be corrected by twisting up the right wing leading 
edge or right tailplane trailing edge.

When a good glide with a gentle turn (in either 
direction) has been achieved, try a power flight. After 
lighting the wick, wait for 3-4 see. before launching—  
to allow the thrust to build up. A  fast steep climb 
should result, with the offset motor pushing the nose 
round to the left.

The original model is trimmed to glide right, but the 
offset thrust gives a gentle left turn under power. 
This appears to be the best trim arrangement, since a 
left glide turn may tighten up under power to the p oint 
where the model spirals in.



WHEN the midnight oil stocks are running 
low, and still the anguished beads of per­

spiration arc falling freely on to the warped and 
ancient drawing-board, I work myself up into a green 
glow of envy towards the really genned up experts of 
this model design game. All plain sailing for them: 
just sort out a few frilly formulae, knock up an odd 
graph or two, throw in a few weighty equations just 
to help the c.g. along, and the model is straining 
at the leash to fly right off that drawing-board. 
{To get ofT mine it would need a pretty good under­
cart.)

Still, being a common or garden modelling nitwit 
has its compensations. For one thing, it’s a bit of 
a fag having to lug a drawing-board over to the 
flying field, and for another, it’s exciting to have a 
few surprises in store, even if  they turn out to be 
mostly unpleasant ones.

This account o f the development o f the tailless 
wonder begins way back in the dizzy dawn of the 
diesel era. A t that time the skies were heavily 
congested with solemn looking cabin models, piimly 
proceeding on their glassy-eyed missions. Even so, 
the owners of these staid craft were getting just 
that bit bored with the monotony of sending them 
on the short route round the airfield, and began to 
look around for other, more exciting, diversions. 
Some even married them, but for my part I decided 
to go tailless.

In those days tailless jobs were few and far between, 
and I at least had never seen one actually at grips 
with the elements. Neither was there much avail­
able data on the subject, but I managed to scrape 
together the basic ingredients for the tailless recipe. 
The dish went something like this. Take one swept- 
back wing, and to this a few degrees washout, a 
soupvon of dihedral and about half the usual measure 
of fuselage. Stir well with the imagination, trim 
with a few wafers o f elevon, dress up with the odd 
sprig of fin here and there, and serve up on a very 
calm day.

First came the wing. No problem with the general 
dimensions here : about 400 sq. inches of area and 
a span of between ·! and 5 ft. But what about 
swcepback ? Without a tailplane bringing up in the 
rear the poor old wing is left to fend entirely for 
himself. Labour saving gadgets like reflex airfoil 
sections, tip washout and elevons all help to keep

his end up, but he must sorely miss that nice long 
tail moment arm, and even the built-in sweepback 
variety is some consolation. But how much ? Well, 
after studying the problem from every angle I 
plumped for an cyeworthy 30 deg. on each leading 
edge. That, I thought, would be sufficient to keep 
it happy around the pitching axis, and give enough 
overall length to the model to keep it on the straight 
and narrow, weather-cock fashion.

I also rumbled the fact that sweepback does quite 
a sideline business in the dihedral department, and 
only a trace o f prop-up at the wing tips would be 
necessary.

This wing, or rather wings, with 10 degrees tip 
washout, plus elevons and tip fins, were mounted 
tongue and box fashion on to a shallow, rudimentary 
fuselage some 14 in. in length. The Mills 1.3 was 
mounted beam fashion immediately behind the trail­
ing edge, and the nose ballast loaded to keep the 
c.g. in a safe forward position.

Glide tests from high ground were fast, flat and 
flattering. Next step was to try a power-on flight, 
and here, together with the flying field I got my 
first big shock. T he model might be well enough 
behaved when gliding along in its own sweet time, 
but seemed to take violent exception to being kicked 
from behind by an aggressive diesel; expressing such 
displeasure by an anguished spiral into the deck.

All efforts to correct this destructive bent were 
without avail. The longitudinal trim was altered, 
the tip fins modified, and the thrust line angled every 
possible way, but still the damaging spiral persisted. 
Obviously some remedy of a more drastic nature was 
called for; so, piecing together the unexpired portions 
of the day’s flying, I began to ponder the infinite 
mysteries o f spiral stability. Trouble is, though, 
that when tackling the spiral question, you become 
involved with its parental elements, directional and 
spiral stability, and your thoughts go spinning round 
in an even more vicious spiral than the manoeuvre 
which inspired them. Anyway, from this gyrating 
muddle I managed to salvage the possible solution 
that the dihedral effect o f sweepback might not be 
so hot when the model is climbing. So, dutch roll 
or no dutch roll, I cased up the w'ing tips to a more 
definite angle.

This improved matters quite a bit, and with 
careful trimming an odd flight or two could be
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squeezed out of the now battered framework of 
die tailless wonder. But, given just that little extra 
surge of power or playful gust o f wind, and the big 
dipper would go into wing splintering action.

By this time I’d pretty well scavenged the repair 
kit apart from an odd bit o f £-in. sheet; so, borrowing 
a hint or two from the model yacht club, I fashioned 
out a nice, deep keel and anchored it to the under­
side of the fuselage. A  quite logical thing to do 
really, since extra side area would compensate for 
the short overall length of the model, rather in the 
same way that the “  cockerel ”  type o f weather-vane 
tries to make up for its short length by assuming 
more generous proportions than the arrow type, 
where the small areas arc well-projected from the 
pivot point.

T he underfin, for all its apparent crudity, seemed 
to work the oracle; and the model, tattered but 
triumphant, was at last flying instead of burrowing; 
skimming around the dropsical looking cabin models 
with a lively relish.

Still very much the victim o f ambition’s spur, I 
wasn’t content with just a well-behaved sport model. 
I wanted a real go-getter; one that reared up on its 
Util— or, rather, its tailless tail— into a really sky- 
scorching climb- Thus was born the second design.

T he wing on the new job remained as before, but 
the fuselage, shortened up by two inches, was 
entirely redesigned. T o  get a more positive down- 
thrust action, and to cut down on the front ballast 
load, the engine was mounted sidewinder fashion 
above the wing on a silhouette type pylon. The

stabilising underfin was retained, but this time built 
integral with the fuselage. T he fuselage, incidentally, 
was of crutch construction with a centre keel 
fretted out of j-in. ply.

This refined, and lighter, design was a much more 
stable proposition than its predecessor. T he nearest 
it got to a spiral was a rather steep banking turn, 
but only this when it was really aggravated. And 
neither was it so sloppy in its habits as to droop into 
a stall. T h e climb was straight and steep-angled, 
but when the motor cut in the sitting-up position, 
instead o f going for the usual switchback ride the 
model would merely flip itself on to an even keel 
without loss o f height or dignity. This sublime 
characteristic was no doubt due to the short overall 
length o f the model giving it a certain measure of 
freedom from that arch-agent of the stall, inertia.

During its long and useful life this model notched 
up quite a few flying hours over the Fairlop arena 
(excuse a  Cockney tear at the mention o f that lost 
paradise). But, 1 still had great expectations, which 
I hoped to realise with the spirited assistance o f a 
hot Alibon Javelin that I had acquired by a judicious 
swop. The four-to-one ratios that I was consistently 
getting w'crc becoming too much of a habit for 
sustained interest; pyrotechnics of a more dazzling 
brilliance were called for.

For the new engine the design mixture remained 
very much as before. Only the engine pylon was 
modified; giving it a shade more height to step up 
the down thrust moment, and raking it forward 

(Continued on page 237)
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ON CE more a month has passed and Photonews is here again.
Our readers have certainly not been idly whittling their 

thumbs during the winter and have again presented a good 
set of pictures. 43 .4 ,r*

Our star for the month goes to the first picture at the top of 
the page, and it came from Port of Spain, Trinidad. Harry 
Pena built this very fine C/L Grumman Panther, one of the first 
C  L ducted-fan models we have come across. Yes, a M cCoy .098 
glo-motor driving a 4^ in. impeller is housed under the hatch 
behind the cockpit, and air is drawn in correctly by the root 
intakes. Full marks !

No. 2 came to us from Arthur Guttmann who is 
based at the delectable resort o f Davos-PIatz in 
Switzerland. However, he is unfortunately fre­
quently “  hospitalised ”  and in fact made the model 
while in bed. As yet uncovered, it is a specimen 
of the popular rubber design, Competitor. 
l·';* -r ·

No. 3 was taken by A. C. C am p bclrof R.A.F. 
Hems well, Lines, and depicts his Frog “  500 ** 
powered Veron Panther. Having flown one of these 
il;<TH>cd stunters, we know how lively is their per­
formance. Ah, what a pity the ground was not 
about three feet* tower that last time

W e were recently privileged to be present at the 
Stag Party organised annually by the Zombies Club 
of Beckenham, and picture No. 4 was taken by Don 
Brockman during the festivities. The characters 
seen sipping their tea and singing a gay little ballad 
(what were the words, now ?) are mostly fugitives 
from the Northern Heights club, but Zombie Duncan 
Geddic holds the centre of the floor. Others in 
view include Jim Lewis, Less Gill, G eoff Moss and 
on the extreme right— Bob Copland.

No. 5 was taken by John Garwood in the workshop 
o f  Alan Collins, of the Carshalton M .F.C. T he big 
project on which he is working is a six-foot Bristol 
Fighter, now nearing completion and destined for 
R C. Ambitious, yes, but it seems Alan docs things 
the hard way, for he has even made his own engines. 
The two spark motors on the bench were made in 
1948 and perform as well as any commercial job. 
Also in the picture is his Allbon Dart powered 
Cierva C  40 autogiro with a 32 in. diameter rotor. 
He certainly takes this model business seriously.

Delta-wing models arc making great strides and 
can be seen wafting about most flying grounds these 
day’s. John Lancaster of Hartford built the one in



No. 6 and powered it with a Mills .75. A  normal 
prop is used, as of course this motor can be run 
backwards for a “  pusher ”  installation.

The Blackheath club’s winter glider contest drew 
fliers from all over the country, and in No. 7 we see 
an A-2 of Pete W yatt’s which came from Ipswich. 
This model won Pete die R .A.F. Glider Champion­
ship last year and is also noteworthy for the dangling 
flap on the starboard wing to take the place of an 
auto-rudder.

J. Bridgewood of Doncaster, who produced the 
Vultee Vigilant scale design published in M o d f .i . 
A i r c r a f t  last autumn, also builds contest models, 
and our second A-2 this month, shown in No. 8, is 
a creation of his that has become a popular design 
among his fellow club members. It was flown in 
the 1952 Pilcher, aggregating 13 min. 03 see., and in 
last year’s A-2 trials it was lost on its second maximum. 
Other specimens hold the club records for duration 
and distance from a 50-metre lowlinc.

P. L. G ray lives at Luton, but belongs to that 
group of enthusiasts— the Reading Solid Model 
Society. Me must have an enormous collection of 
1/72-scalc models by now, for we arc continually 
seeing photographs o f  new ones. The one shown 
in No. 9 is a model of the Armstrong-Whitworth 
Siskin, the first o f the all-metal fighters to go into 
service with the R.A .F. Photographed by K . 
Wingrove, the model is finished with the red-and- 
whitc checkerboard insignia of No. 56 Squadron.

(k
&
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final c.g. happens to he. Neither solution is parti­
cularly satisfactory.

It is not all that difficult to make a reasonably 
accurate calculation of the c.g. position in the design 
stage— and if you can build to design weights, it 
can l>e a very accurate calculation.

Take as an example a typical shoulder-wing 
Wakefield layout— Fig. i— this class of model being 
chosen particularly as probably the most critical, 
for the desginer can ill afTord to add weight to the 
finished model to correct a bad mistake in c.g. 
location. 'Flic c.g. is to be located a certain distance 
behind the leading edge o f the wing— which for a 
shoulder wing layout is generally 40 to 50 per cent, 
of the chord for best results. T o  calculate the 
correct location of the various components to give 
this c.g. position, we need to know die weights of 
these components and can then adjust their location 
accordingly. In actual fact the aerodynamic layout 
is generally fixed and the problem becomes one of 
calculating llic wing position. In the diagrams, the 
various component weights arc indicated as follows : 
P  =  nose assembly ; U  — undercarriage; F  - fuse­
lage; IV - wings; R =* rubber motor; T  -· tail unit.

For all practical purposes wc can, in fact, ignore 
the wings. Their weight will be acting almost 
through the c.g. of all the other components together 
and have little or no effect on the final c.g. position. 
It Is sufficient, therefore, to calculate the c.g. of the 
nose assembly, fuselage, undercarriage, motor and 
tail unit, and then locate the wings about this

By A. M. Colebridge

Ί^ΗΕ centre of gravity, known simply as “  c.g.,”  is 
one of those things which, on the very best 

authority docs not in fact exist, yet every model has 
to have one ! H alf the battle of trimming consists 
o f getting that non-existent point in the right place, 
and so it is as well to know a little about it.

The c.g., in popular usage, is simply the balance 
point o f the model— and there is very little need to 
get much more technical on that particular point. 
T he major problem is simply that of getting the c.g. 
just where wc want it, particularly on a new design. 
T he simplest way round it is to estimate where the 
c.g. will come out, locate the wing around this 
“  guesstimated ”  point and, for good measure, allow 
a certain amount of fore and aft adjustment on the 
wings, just in case the final c.g. docs not work out 
where you originally thought it would be. With 
experience, it is surprising how close you can be 
with your original estimate.

I f  you make a boob on a fixed wing design, how­
ever, you have to pay for it in the form of increased 
total weight, brought about by adding ballast to 
bring the c.g. to the design (or best trimming) 
position. O r you can, of course, work on the assump­
tion that the model will ily, anyway, with the c.g. 
anywhere between the leading and trailing edge of 
the wing and it is then simply a  matter o f adjusting 
wing and tail settings to trim out at wherever the
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calculated c.g. And if we make an intelligent 
estimate of the component weights during the design 
stage, it is comparatively easy to build almost exactly 
to these weights, with the satisfaction that you then 
have really done some design work on your model.

W e have to find the c.g. o f a scries o f components 
as detailed in Fig. 2, where the following table can 
be taken as a general guide for Wakefield type rubber 
models.

C om ponent W e ig h t

(R) Prop, assembly 
(U ) U n d ercart

(F) Fuselage . . .  

(R) R ubber m otor 

(Γ ) T a ll unit . ..

Usually about I to  1} ounces.
A bout 2 to  i  oz fo r tw in  leg. o r  as lo w  as 

■It oz. fo r single leg
Slabside'· I to  IJ  ox. norm ally ; w ith  wing  

boxes I i  to  I i  ox Stream lined fuselages 
generally w eigh l |  to  IJ oz.

A b o u t 3J oz. m inim um  fo r  contest standard 
perform ance; up to  5 oz. on high pow ered  
designs.

M in im um  w e ig h t fo r tailplane and fin is 
i  o z .; th e  usual figure ir  o ften higher, but 
should not exceed }  oz.
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1
——x ------

— ------------------ — -  —
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The mathematical solution is then simply one of 
straightforward arithmetic. Forget about the fact 
that it is derived by taking moments about two 
different points, but simply refer to Fig. 3 and the 
worked out example below, substituting your own 
design values when you come to do a similar job 
on a new model.

T h e most convenient point to take moments is 
about P y so that the actual position o f P  must be 
determined on die drawing and all die other moment 
arms, a, by c, etc., measured off from diis point. 
Appropriate positions are shown in Fig. 3. The 
more accurate the original drawing, the more 
accurate the measurement of these moment arms and 
hence the more accurate die c.g. calculation.

If λ: is die distance o f the final c.g. from P , then 
Ua j  Fb +  Re f -  Td  
P  +  U  +  F  +  R f T

All the figures on die right-hand side o f die equation 
arc known, cither by estimate or measurement off 
the original drawing, and hence x  can be found.

T h e same principle applies to calculating the c.g. 
on any other type o f model and, again, in any free- 
flight design you can usually afford to ignore die 
effect of the weight of the wing since this is so close 
to the final c.g. as to have very little cfTcct. On 
gliders, however, the final c.g. position is arrived at 
simply by adding ballast to the nose, which would 
therefore appear to make calculation unnecessary. 
But this can lead to most disturbing results.

The tendency in glider design is frequently to

shorten the nose, and it is quite possible, without 
appreciating the fact at the time, to so reduce the 
nose length, or make the rear end o f the fuselage 
unexpectedly heavy, so that the amount of ballast 
necessary to trim out at the design c.g. is so high 
diat the total weight of the model Is much higher 
than it need be— Fig. 4. This is surprisingly easy to do 
on a  Nordic class glider where, having completed 
the model, the designer than finds that the amount of 
ballast required brings the total weight up to some 
16 to tO ounces instead of the 14} ounces minimum 
called for by the rules. And those extra ounces are 
going to mean a faster rate of descent.

SHORT NOSE MAY NEED EXCESSIVE BALLAST

In any ease, the c.g. equation for a glider is so 
simple, with only the ballast, fuselage and tail weights 
to include, that a calculation is a very aseful check. 
By adding the wing weight to these components you 
can, at the same time, keep a watchful eye on the 
total weight.

Substituting B  for P  in the rubber model formula, 
and asing the same designation for moment arms, 
all distances being measured off the drawing from 
die centre of ballast :

Fb +  Td
c.g. posn. (*) =  B ^  F -~ f

With a power model there is much to be said for 
the purely practical approach, although the working 
out is really no more difficult than for a rubber 
model. Where the design lends itself to a simple, 
practical method o f balancing, however, this is usually 
to be preferred.

Fixing die c.g. o f a pylon-type model as in Fig. 6,
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the model can be built, complete, less motor, before 
being balanced. Simply leave the bearers over­
length and then find just where the motor has to l>e 
located on these bearers to balance the model in the 
correct position. The motor should be test-filled 
with propeller. The bearers can then be cut ofT 
to the required length, the motor installed and any 
cowling added. The extra weight o f the cowling 
can be ignored.

A  more difficult problem with power models is 
where a standard (kit or plan) model is to be built, 
but a different motor used. Motors of similar 
capacity often vary considerably in weight. Rather 
than take a chance it is much simpler, and far more 
likely to give the right answer, to calculate the exact 
position o f an alternative motor.

First it is necessary to find the c.g. of the motor 
itself. Given the motor, this is done simply by 
balancing it on a suitable support, but a general rule 
which holds pretty true for most orthodox motors 
is that the c.g. of the motor itself is approximately 
in line with die forward mounting bolt hole (on 
beam mounted motors, or a similar geometric 
position on radially mounted motors)— Fig. 7.

T he effect o f motor weight is shown diagramma- 
tically in Fig. 8. W ith the c.g. at any given design 
position, the weight of the model itself (less motor) 
concentrated behind the final c.g. is counterbalanced 
by the weight of die motor acting in front of die 
final c.g. In other words, the weight of the motor 
times the distances o f  its c.g. from the final c.g. of 
the whole model is equal to the weight o f the rest of 
the model times the distances its c.g. is behind the

final c.g. One balances the other. T he fact that 
we do not know the value of the second moment 
arm b docs not matter, although we can easily 
find it by balancing the airframe, for with a different 
motor, the same equation must hold true. In other 
words, the new motor weight times the distance of 
its c.g. from the final c.g. of the model must be the 
same, viz.:

M  x  «  W  X  b
and since IF (weight o f airframe less motor) and b arc 
both constant, Μ  X a must be constant, i.c. motor 
weight X distance from c.g. must be the same lor 
different motors, or :

Ala =» A/j flj
Ma

,.c. a , =  Wt

where M  =  weight of first motor ; M t — weight of 
second motor; a —  dist. of c.g. 1st motor to c.g. of 
model; at — dist. of c.g. 2nd motor to c.g. of model.

Equivalent mounting distances {a distances on the 
diagram) have been worked out in the form of tables, 
for convenience of reference, based on manufac­
turers’ figures plus a typical propeller. Unfortunately, 
practical weights frequently differ from manufac­
turers’ bare weights and so the results given arc not 
absolutely reliable. However, lacking actual speci­
men motors to weigh, they can be used with con­
fidence. And since a surprisingly high proportion 
of aero-modellers do not have scales anyway, the 
table figures arc probably more than accurate 
enough for most purposes. Incidentally, the same 
simple calculation can be used to determine the 
nose length o f a glider where only a limited amount 
of ballast weight is possible.

The other case— the efTect on die actual c.g. 
position when a motor o f different weight is used in 
exactly the same position— is a little more difficult 
to calculate. T hat is, the calculations take a little 
longer to do. Actually it is better to adopt the 
first method and keep the final c.g. the same, but 
since most models can trim out quite successfully 
with as much as a 10 per cent, variation in c.g. 
position cidicr way, some people prefer to fit another 
motor in the same place and re-trim accordingly, 
with the altered final c.g. Calculation will show if 
the c.g. shift is likely to be prohibitive. T he danger 
is, on power models, that with a more forward c.g. 
a finer tailplane incidence will be required setting 
up a looping tendency which may have to be coun­
teracted by excessive downthrust. A  more rear­
ward c.g. may eliminate the longitudinal dihedral 
and leave the model with a tendency to dive in 
should the nose drop during flight. For those who 
may find these check calculations useful the theoretical
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layout is given in Fig. 9, with the mathematical 
solution following.
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Tailless Tantrum s
(Continued from page 231)

over the c.g., to cut down on nose-ball.ast. The 
dead-weight economy drive was also extended to the 
model as a whole; reducing the all-up weight to a 
spare, but still very robust, 12 oz.

Altering the pylon brought with it my first taste 
o f thrustlinc trouble. The model displayed a quite 
vicious turn against torque·, due, no doubt, to that 
curious gyroscopic phenomena which so plagues the 
lives o f the power duration boys. T o  offset this 
dangerous tendency the usual remedy o f angling the 
thrustlinc in the appropriate direction was applied, 
but no joy. It was still chasing itself around like 
a fugitive team racer even with umpteen degrees of 
skew added.

T he explanation of this mystery proved even 
more simple than m y mind in overlooking it, and 
after the self-application o f the approved number of 
kicks, I moved the engine unit bodily to one side, 
so that the thrustlinc formed a definite couple with 
the c.g., and centre of resistance. Angling the 
thrustlinc when the engine unit is sitting on the c.g., 
is rather like trying to open a gate by pushing at the 
hinges. Jetex modellers please note.

Curing the thrustlinc trouble gave me pause to 
consider the fearful consequences of putting a still 
very much experimental tailless model in the charge 
o f a frisky, speed-happy Javelin. T h e gnawing 
question was: would the model corkscrew up in 
approved “  pylon ”  fashion ? T he short answer 
was a series o f terrifying manoeuvres that put the 
antics of many a stunt C/L job  to shame. Obviously, 
it seemed, that a straight climb with less power was 
more suited to the peculiar aerodynamic qualities 
o f the tailless wonder.

Now, pushing a job  up at a  near 90 deg. angle, 
demands a rather delicate touch; dead spot-on trim 
with a hairline adjustment o f die thrust output 
was the order o f the day, an order which the model 
seemed loth to execute, only too often dropping a 
wing or turning turtle at the critical moment. 
Alternative trim on even lower revs, was a wide 
climbing turn for a modest average ratio o f 6 : 1. 
Satisfactory enough for a tailless type, I suppose, 
but not nearly so exciting or impressive as the less 
consistent high power, straight climb trim, when an 
occasional 1 0 : 1  ratio could be obtained on a 10 sec. 
power run.

All this talk o f  ratios might give the impression 
that I know my way around the power duration 
world, but the truth is that my approach to this 
type o f design stops short about 200 yd. up-wind of 
the launching site. 'Flic most I can claim for the 
tailless wonder is a sort of super-sports rating, but 
there is still plenty o f room for development m this 
form o f design, and a sprinkling o f tailless jobs 
among the stereotyped pylon hosts would, at least, 
add a bit of variety to the contest field.

W hy not try' your hand at a tailless design ? At 
worst you can only crack it up, and you’ ll probably 
do that with your orthodox machine, anyway.
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Prototypes
Worth
Modelling
No. 32—THE FAIREY 
FAN TO M E OF 1934

B y  C . B . M a y c o c b

T H E Fairey Fantomc (or Phantom) was considered 
by many, and rightly so, one of the most beautiful 

biplanes ever designed. It was certainly the cleanest 
acrodynamically o f any of its contemporaries. 
Designed in 1934 it was entered in the International 
Competition of the following year sponsored by the 
Belgian Government. Its maximum speed was 
something over 250 m.p.h., very fast for those days. 
The design was not adopted by the R.A.F. but was 
put into production by the Belgian Fairey Company.

A  development of the Fantome called the Feroce 
(Ferocious) was built which differed from the 
Fantome only in equipment and internal arrange­
ments. One was supplied to the Air Ministry of 
Great Britain for test and experiment, while others 
were sent to the U.S.S.R.

The Fantome was a single seat fighter, with single 
bay, unequal span biplane wings with pronounced 
stagger. The wring structure was of metal, fabric 
covered. Ailerons were in the top wings only. 
The fuselage was also o f metal construction of basic 
rectangular frame built out to oval section by formers 
and the fabric covering supported by metal stringers. 
The tail unit was also of metal framework fabric 
covered. Trim  taps were provided in both elevators. 
The undercarriage consisted of two single legs with

(P/*c*o by courtesy of Fauty Α»ιο{/ολ Co.)

spatted wheels. Between the legs was the opening 
to the radiator, the efflux of which was controlled 
by a hinged flap under the centre section, in line 
with the trailing edge o f the lower mainplanes.

The engine was a twelve-cylinder, vcc, water- 
cooled Hispano-Suiza i2Ycrs o f 925 h.p., with a 
20 mm. Ocrlikon cannon mounted between the vcc 
o f the cylinders and firing through lltc airscrew boss. 
Four Browning .303 machine guns were fitted, 
two on the top motor cow-ling firing through the 
airscrew disc and two in each bottom wing firing 
outside the airscrew disc. The airscrew was a two- 
bladed fixed pitch laminated wood affair 10 ft. 9 in. 
in diameter.

The dimensions were as follows. Span, top : 
36 ft. 6 in., chord 7 ft. 3 in. Bottom : span 27 ft., 
chord 4 ft. 2 in. Gap at centre section, 4 ft. io£ in. 
G apatin 'crplanestruts^  ft. 2 in. Length, 27 ft. 6| in. 
Track, 6 ft. 6 in. Tailplanc span : 11 ft. 2 in., chord 
3 ft. 11 in.

Colour scheme was silver dope for all fabric 
surfaces and anodised aluminium metal sheeting 
elsewhere. Bracing wires and exhaust stubs were 
black. The photographs show the machine before 
registration, but later black outline letters G -AD IF 
were painted on fuselage sides and wings.

( M The Aeropl-ru ’ ph^to, b , courtesy o f Fairey A'-Olion Co.)
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PAR T 2

T N  Part l  o f this article, we laid some emphasis 
1  on the importance o f die role of the power-m 
as a contributing factor to International class power- 
duration model standards o f performance.

We stated that engine performance is the greatest 
single contributing factor to the success of this class 
o f model and that should the present F.A .I rules be 
modified to produce a more rigid model specification 
(as in the ease of the two other World Championship 
free-night classes, Wakefield 
rubber and A2 glider) then 
this (always assuming the F.A.I. 
do not admit substantially 
lower power-loadings— an un­
likely event) will further em­
phasise the need for using the 
utmost power available from 
the engine in the most efficient manner possible.

This is bound to be borne out, we feel, by future 
competitions, whether the present, more flexible, 
rules remain or not. T he “  International ”  model is, 
as yet, a new and relatively undeveloped type, hence 
the reason for the widely different interpretation of 
present “  International ”  design. W e would venture 
to suggest that 1951/52 models were, for the most 
part, a very long way from the ultimate in “  Inter­
national ”  design. YVhen enthusiasts in all countries 
have learned to build the right type of model, then 
some real attention is going to be focused on engines.

A  parallel ease can, in fact, be found in die W ake­
field class. In this type o f model, trimming for glide 
is much more critical Uian with an “  International ”  
power-duration model, yet almost everything has 
depended on power. T he modern top class YVake- 
field, built prior to the 1953 rules, has had a higher 
duration than its pre-war counterpart not because 
it glides better, but because it carried up to twice 
as much rubber and is thus enabled to climb much 
longer and/or to a higher altitude from which to 
start gliding. Even under the recently revised rules 
limiting rubber motor weight to 80 grammes, the 
emphasis oy power and its utilisation is bound to 
remain. Since rubber weight cannot be increased, 
there will, instead, be renewed efforts to determine

A C C E N T O N  POWER 
By

**· G. F. C H I N N

the most lively sort of rubber for a given weight, the 
best dimensions in which to skein it, and related to 
this, the best type of prop to use.

Even the Wakefield flier, however, is able to 
observe a certain latitude in his choice of power, 
since he can, with his fixed rubber allowance, use it 
either to give him a powerful motor run o f limited 
duration, or, alternatively, to give a longer run of 
less power. T he power enthusiast, on the other 

hand, has to observe an engine 
run time limit, which means 
that he must make the most of 
his power flight and get as 
much altitude as possible in 
the 20 see. allowed under the 
F .A .I. ruling.

Undoubtedly, for the “  In­
ternational ”  class, we want all the power we can 
get. Although there is a tendency to under-power 
some models (to avoid the hazards of trimming out a 
high speed climb and/or an unstable aerodynamic 
set-up) the present F .A .I. 7.06 oz./c.c. power loading 
is, in fact, far from being a light one. I f  a model 
proves unduly tricky using currently available 2.5 
c.c. motors, then it is obviously not worthy o f Inter­
national contest standards. This may not have been 
apparent from World Power Championships to date, 
but should become obvious as standards improve.

T o take this a stage further. It has been said 
that there is not such a thing as a five minute power 
model using the official 20-scc. engine run. There 
is absolutely no reason why this should be so; in fact, 
we will cheerfully stick our neck out and say that 
actually it is not so, having repeatedly checked a 
model in various conditions o f allegedly “  still air ”  
to exceed five minutes using comfortably less than 
the allotted 20 seconds engine run. T he model ? 
High thrustlinc, “  International ”  size, 52 in. span, 
417 sq. in. wing area, 18-oz., but using a  good 
Amco 3.5 matched to a good prop.

O ur argument is that if  such a model can absorb 
and use such power, then our “  International ” 
jobs should at least be able to cope with the most 
powerful 2.5 c.c. engine available and still retain
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sufficient margin o f stability to allow for such extra 
power as we may be able subsequently to obtain.

T he hottest 2.5 c.c. engine imaginable, however, 
is no good if  the prop, used with it is totally unsuitable. 
We have seen Elfin 2.49 powered duration models 
equipped with thick 10 X  8 props which have held 
revs, down to less than 7,000 r.p.m., which is certainly 
not the best way to get a fast climb. On the other 
hand, when attempts are made to get an engine 
running nearer to its peak revolutions, it is often the 
diameter which is cut down rather than the pitch, 
with the result that the extra power liberated is 
simply wasted.

Most modern 2.5 c.c. engines peak (i.e. deliver 
their maximum horsepower) at between 11,000 and
13,000 r.p.m. However, it is not generally practicable 
to make use o f this spccd/powcr combination in 
duration models of “  International ”  size, i.e., 
around 400 sq. in. wing area and 17.5 to 18 oz. 
weight, due to the inefficiently small props called 
for to allow such motors to run at these revolutions. 
In such cases, the best prop compromise gives a 
speed generally in the region of 9,000-10,000 r.p.m.

There arc a few instances where higher or lower 
speeds can be effectively used with certain engines. 
In these eases, the engines concerned peak at above 
or below the 11/13,000 r.p.m. range previously 
mentioned, or else possess an unusually flat power 
curve in which much the same power is delivered 
by the engine over a range of, perhaps, 3,000 r.p.m. 
or so.

Examples of engines outside the peaking range 
mentioned yet remaining within the general require­
ments of an “  International ”  engine are to be found 
at opposite ends of the scale in the Norwegian David- 
Andersen diesel and the Italian Super-Tigre G.20S 
glowplug motor. T he former has its peak r.p.m. 
at just over 9,000 r.p.m., while the latter peals 
about 6,000 r.p.m. higher. The David-Andersen 
is one of the few engines which can be operated at 
its peak r.p.m. effectively in a power-duration model. 
T he Super-Tigre, on the other hand, potentially a 
more powerful engine, has to give away a substantial 
amount of its output by running well below its peak 
revolutions.

Some indication of the wide variation in peaking 
speeds and powers at various r.p.m., arc given in 
Fig. 1, in which the b.h.p. curves, as obtained in the 
M o d e l  A i r c r a f t  “  Engine Tests ”  scries have been 
plotted for eight different 2.5 c.c. engines. This 
serves to lend emphasis to die need for careful match­
ing of props to engine characteristics.

It is probably true to say that, for optimum 
performance, power-duration models— particularly 
where contest rules restrict engine size, as in the ease 
o f “  International ”  models— arc more difficult to 
match with the very best type o f airscrew, than any 
other type of power model. Admittedly, the per­
formance o f a C/L speed model, if equipped with 
entirely the wrong size prop, will be hopeless, but 
there is the advantage with such models, that the 
maximum output of the engine is always used, so 
that power remains constant and it is only necessary 
to juggle with actual dimensions to achieve optimum

results. Similarly, the success of a stunt model, 
since speed is not its primary function, docs not 
depend on full utilisation of the engine’s output and 
it is a relatively simple matter to find the prep 
which gives the best pulling power where most needed. 
Only with team racers do additional complications 
arise, when we have to take operating speed and 
fuel consumption into account, yet even here there 
is the advantage of a positive means of checking one 
prop against another under actual contest conditions.

The answer to all this, o f course, Is geared engines.
No one has come forward with any' data on opti­

mum prop sizes for present day power-duration 
model speeds, so it is not definitely known how much 
benefit is to be derived from using, for example, 
a 12 X  8 prop at 6,000 r.p.m.— or even, say, a 
14 X  10 at 4,500 r.p.m.— instead of a 10 X  5 at
9,000 r.p.m., by means of reduction gears. But, 
from present experience, it is obvious that a high­
speed glowplug engine, developing, for example, 
.26 b.h.p. at 15,000 r.p.m. and needing an ineffi­
ciently small prop to reach such a speed, would be 
able to give a much better account of itself in a 
power-duration model geared down 3 : 2, when, 
omitting gear losses, it would be capable of turning a 
10 X 5 prop at approximately 10,000 r.p.m.

There may' well be a future in gears for power- 
duration models, just as there has been in Wakefield. 
For the present, however, we have to persevere with 
our direct drive engines and choose props which 
will utilise their capabilities to the best advantage.

Fig. 2 shows power-absorption curves which we 
obtained from tests o f four modern type frcc-flight 
airscrews suitable to “  International ”  class^engincs. 
Diameters are 8, 9 and 10 in. with pitches of 4 and
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5 in. T he sizes shown will actually cover the require­
ments of the various 2.5 c.c. engines currently in use 
when fitted to models of “  International ”  size and, 
although fractional variations in dimensions may be 
of some slight benefit, it is impossible to be dogmatic 
on this question since specified dimensions o f commer­
cially made props arc, for the most part, o f a purely 
nominal value, particularly in regard to pitch, which 
varies quite appreciably between different makes 
and types. (The 9 x 4  prop tested, for example, 
absorbed somewhat less power, in comparison with 
the others, than might be expected.)

W e do not suggest that these arc the only suitable 
size props for “  International"  models, but do 
believe that they arc four of the most useful. Pitch/ 
diameter ratios, it will be noted, are between .44 
and .55 to 1 which, combined with moderate blade 
width and thickness, allows a reasonably efficient 
diameter without overloading the engine. Recom­
mendations have very occasionally been seen calling 
for even lower pitches to suit certain high-speed 
engines— such as 9 x  3. We have had no experience 
of such sizes in power-duration models and, according 
to full-scale theory, such low pitch/diameter ratios 
arc to be avoided. Neverthclcss, these very fine 
pitches may be worth trying with essentially racing 
type engines.

In Fig. 3, output curves for four 2.5 c.c. engines, 
over a range o f 6,000-11,000 r.p.tn., have been super­
imposed on the absorption curves for 10 X 5 and 
9 x 5  airscrew's. These show that, on the larger size 
prop, the 10 X  5, similar performance can be 
expected (of the engines shown) from the David- 
Andersen (Curve “  A  ” ) and E.D. 2.46 (“  C  ” ) with 
the Webra 2.46 c.c. (“  B **) slightly below them.

Following the curves for the 9 X 5  prop, we now 
find that, with the David-Andersen motor, which is 
now running past its peak r.p.m., speed has risen 
to about 9,900 r.p.m., but that power has fallen off— 
actually from .195 b.h.p. to about .18 b.h.p. The 
E.D. 2.46, on the other hand, is now running at 
about 10,700 r.p.m. and delivering .23 b.h.p., while 
the Webra is now bctw'ccn the two and turns at 
10,300 r.p.m., al>out .205 b.h.p. being used. W e 
may, therefore, find it better to run one o f these 
latter engines— especially the E.D., on a smaller 
prop than the to X  5. This is a matter for “  cut and 
try ”  experiment 011 the actual model concerned-

Fig. 3 relates primarily to engines of medium speed 
and/or developing high torque, l lie David-Andersen 
is our best example of medium speed and high torque 
and both Fig. 3 and Fig. 4 clearly show that with an 
engine of this type, nothing is to be gained by fitting 
small props and allowing revs to rise above 9,000 
r.p.m.

As an example of the opposite approach, we have 
drawn in, on Fig. 3, part of the power curve (“  D ” ) 
for a high-speed engine designed for maximum output 
at high speeds (Super-Tigre G.20). This, it will be 
noted, sliders badly when fitted with the larger types 
of prop.

In Fig. 4 is shown “  top end ”  output curves, 
superimposed on absorption curves for the 9 X 4  
and 8 X 4 props. Note that the David-Andersen 
(Curve “  A "), which has been the best performer 
on the to X  5 prop, is now the poorest, output 
dropping 25 per rent, when using the 8 x 4 ,  which 
it turns at approximately 10,750 r.p.m. T he power 
of the Webra is also now' dropping ofl7. 11,250 r.p.m. 
being reached on the 9 x 4  prop for a i l  output
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approximately the same as delivered with the 9 X 5.
On the other hand, the E.D. 2.46 (Curve “  G **) 

again shows up well, the b.h.p. curve continuing to 
rise as it intersects both the 9 X 4  and 8 x 4  absorp- 
tion curves. We m ay say, therefore, that, with the 
2.46, we are in the happy position o f being able to 
try various types of propellers without a great deal of 
regard to their effect on power output. Nevertheless, 
it would be wise not to allow r.p.m. to rise above 
>2,000 or drop below 9,000.

Curve “  F ”  is for the Dutch “  Typhoon ”  diesel, 
which, it will be seen, delivers its best b.h.p. output 
when running on the 9 X 4  and 8 x 4  props. A  
slightly larger airscrew would be an improvement. 
Even on the small props, however, the Super-Tigre is 
still a long way from reaching its peak output. A  little 
over 12,000 r.p.m. is reached on the 8 x 4 ,  although 
it must be remembered that this b.h.p. curve is based 
on the tested performance of a single example of this 
engine and that the torque of this test engine may 
have been slightly below average. Nevertheless, the 
graph serves to stress the importance of letting the 
Tigre run fast.

The American Cub .14 (Curve “  E **) also reached 
its highest output on the 8 x 4  prop, but, although the 
peak h.p. is at higher r.p.m., only slightly lower power 
is delivered on the 9 X 4  due to the unusually flat 
power curve of this engine.

Unfortunately, selecting the l>c$t propeller by 
checking on model performance is not too easy in the 
ease o f power-duration models because o f the reaction 
which differing prop characteristics and engine speeds 
may have on model stability and which may thus 
make it difficult to adhere to a constant flight pattern.

So far as torque reaction is concerned, however,

this should not be seriously affected by small changes 
in propeller sizes. Reference to the u Engine Tests ”  
indicate that most modern 2.5 c.c. engines have fairly 
flat torque curves, torque only dropping off sharply 
as peak power is reached. Therefore, variation of
1,000 r.p.m. or so in operating speeds should not 
bother us very much and by deciding, first, our 
approximate requirements in the manner we have 
indicated, it should be possible to get quite close to 
the ideal prop with a minimum of trouble.

BRITISH A N D  FO R EIG N  IN T E R N A T IO N A L  CLASS E N G IN ES  
(Inrluding 1.5 c.c. d a j j  and in term ediate  capacities)

M ake and type c.r.
Bore X S troke

in. in .
W t
ox.

A pprox, av. perf. 
b.h .p . a t r.p .m .

Yu O skar ISO '.4 7 0.492 x 0.472 2.90 —  _
G B F ro s  150 1.48 | 0.500 x 0.460 3.0 0.12  at 12.000
D  B W M  ISO 1.43' 0.500 x 0.460 3.2 0.12  at 12.500*
D  W o b ra  15 1.48 0.512 x 0.453 2.8 0.15 at 1.4000
GB A llbon Javelin 1.49, 0.525 x 0.420 2.3 0.11 at 11.000
G B  A llbon Javelin II 1.49 0.525 x 0.420 2.3 0.13 at 12.000
Au Sabre 150 1.52 0.503 x 0.466 3.0 0.12 a t 12.000
G B  Elfin 1 49 1.52 0.S03 x 0.466 2.6 0.14 at 13.500
US M cCoy 9 1.61 0.500 x 0.500 2.6 —  —
US C ub 0.099 1 62 0 .5 IS  x 0.480 2.0 —  —
GB Elfin 1.8 1.81 0.500 x 0.562 3.5 0.13 at 11.000
GB O liv e r  T ite r 2.43 0.550 x 0.625 6.15 0.3 a t 14.000
US C ub 0.14 2.45 0.600 x 0.530 2.75 0.21 at 13.14.000
Au Sabre 250 2.46 0.555 x 0.620 4.25 0.22 a t 12.000
D  VVebra 2.46 2.46 0.551 x 0.630 3.6 0.21 a t 11.000
N  David-Andersen 2.46 0.551 x 0.630 5.85 0  19 a t 9.100
D  B W M  250 2.46 0.551 x 0.630 3.9 0.23 at 12.500*
GB Elfin 2.49 (Beam) 2.47 0  554 x 0.625 3.4 0.21 at 12.000
GB E .D . 2.46 2.47 0.590 x 0.5SO 5.5 0.26 at 13.500
H  Typhoon-Diesel 2.47 0.591 x 0.551 3.9 0.23 a t 12.500
F Meceore 2.47 0 591 x 0.551 4.0 0 .2  a t 10.000*
1 Super-Ti£rc  

(Spd) 2.47 0.591 x 0.551 4.0 0.29 at 16.500*
1 S u p er-T ijrc  

(Spt) 2.47 0.591 x 0.551 3.9 0 .24 at 14.000*
D  M e tro  S2 2.47 0.591 x 0.551 4.0 0 22 a t 12.000
D  B W M  251 2.47 0  591 x  0.S5I 5.0 0 .27 at 15.000*
GB Elfin 2 .49 (1949) 2.50 0 .560 v 0.690 3.7S 0.24 at 12.000

GB— G reat Britain, D — Germ any, A u— Australia, US— U.S.A.. 
N — N o rw ay , H — H olland, I— Ita ly , F— France. Yu— Yugo-Slavia.

•M a k e r's  claimed perform ance. (O th e r  fiju re s  based on tests )

ic  Here's an idea . . .

A Plasticine Pincushion

When you are fumbling to get the pins you most 
urgently need from the pin tin, your pricked fingers 
may encourage you to spend a few minutes con­
structing this handy pinholdcr. An old boot-polish 
tin and some plasticine is all that Is required. Simply 
fill the bottom of the tin with plasticine to a generous 
curve and just stick the pins in it. Incidentally the 
slight greasiness that the plasticine leaves on the 
points o f  the pins will prevent cement from adhering 
too firmly to them.
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W H A T  do you do with your long winter 
evenings, especially the moonlight ones ? 

This is what I asked a few aeromodclling pals the 
other day. T hey grinned foolishly and told me to 
guess— which I did, correctly. “  Well, that’s the 
next best thing if  you can’t fly,”  they said.

They were wrong. W hy not go modelling in the 
moonlight and take your other hobby along as well ? 
She will be persuaded to think your intentions are 
honourable if you take a model, and if she knows 
your intentions already she will be glad of the model 
as an excuse to get under the moon.

Seriously, however, there is quite a case for this 
idea of flying on moonlight evenings, providing you 
take advantage of the common condition accom­
panying them, namely still air. It seems rather 
extraordinary that the possibilities o f outdoor flying 
in still air have been so little explored when it is 
realised that the best performer in the whole of the 
model sphere is the indoor model. The indoor 
microfilm model is the most perfect theoretical model 
for the simple reason that it docs not encounter the 
vagaries of the elements and can be built extremely 
light.

The indoor record is 31 min. and the power run 
took the whole of that time. The fact that this is 
made possible tlirough the simple condition of still

The model before covering

air should make a good few aeromodellers sit up and 
consider the possibilities o f copying the principles of 
the indoor flier and using them out of doors at times 
when wind currents arc so slight that the air 
approaches the stillness of a hall. This condition is 
most often found early morning or late evening or 
in fog or mist. Immediately discounting the 
possibility of an aeromodeller insane enough to get 
up early on a frosty, foggy morning to fly a still air 
model, the winter practically only leaves one time 
open, and that is the moonlit evening.

In some respects this idea of flying in moonlight 
or still air produces a completely new conception of 
outdoor model design and the model becomes a 
cross between indoor and outdoor. It could be 
that this idea may become popular and a new branch 
o f flying will come into existence. One exclusive 
characteristic is the factor o f stability and trim. 
Since the model relies for its duration on its motor 
run, the flier lias only to consider the trim and 
stability of the model while under power. There is 
so very little risk o f instability in still air, that apart 
from spiral stability (since, as it is explained later, 
the model is trimmed to fly in fairly tight circles) the 
factor can be ignored almost entirely in design.

As has already been intimated, when you sit down 
to design a model for still air it is wise to have the 
plan of an indoor model in front of you to use as a 
pattern for the general layout. This means a large 
free-wheeling prop, high parasol wing mounting, 
high power-weight ratio and elliptical or tapered 
wings.

I.ike the indoor model the duration of our moon­
light model is solely reliant on motor run and the 
weight should be kept to a minimum as this enables 
a smaller motor cross-section to be used and therefore 
a larger motor for a given weight. It is essential for 
moonlight flying to design the model with a ceiling 
height of about 30 ft. as this is the average reasonable 
limit o f visibility. A high prop pitch prompts a 
long power cruise and a slow climb, which can also 
be fostered by the use of the correct wing section 
(see Fig. A). The model should have a  high reserve 
of spiral stability as it should be capable of flying 
in tight circles. This saves too much frantic chasing 
around in the semi-darkness. Spiral stability is
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fostered by tapered wings, and therefore lighter tips, 
mounted on a high parasol.

As there should be no glide, the model landing 
with a few turns still on the motor, there is no point 
in making a folding propeller. A  frccwhcclcr will 
do the job  more efficiently. A  long motor must be 
used, and this of course dictates the shape of the fus. 
It is a very good idea to use a tail block and hook 
for the motor, which fits at the extreme end o f the 
fus. in the same manner as the nose block. This saves 
the removal of the prop when winding as it can now be 
wound from the rear. In any case it will be too lightly 
and delicately made to stand up to the fast winding the 
motor would be subjected to if wound in the con­
ventional manner. Incidentally a small, highly 
geared winder is a useful accessory as there will be 
about 2.000 turns to be applied for full power.

Geodetic wing and tail construction is a great 
asset as it can withstand the warping tendencies 
when the tissue shrinks through doping. The 
efficiency of the model is somewhat dictated by 
having taut tissue, and the dope should be thinned 
down to a consistency suitable for the delicate 
composition of the model.

T he model is now “  on the Ijoard,”  so wc follow 
with some o f the general principles of construction. 
T he wing outline is wound from a length of bamboo 
carefully stripped to approximately ·& in. square. 
T o obtain the sharp curve at the tip, it is necessary 
to bend the strip in the heat of a candle flame or 
something similar. When a reasonably accurate 
shape is produced it is pinned down on the building 
board to conform with the shape drawn on the plan. 
When all the ribs arc cut, the geodetic assembly is 
completed in the conventional manner. All ribs 
sloping from left to right arc put in first and then all 
the half ribs from left to right added. Sand the 
edges o f the leading edge to conform with the airfoil 
shape and the trailing edge to the conventional 
pattern.

T he fus. is a sheet balsa tube wound from suitable 
1/32 in. sheet. T he sheet blank, which o f course is 
rectangular, is wound round a dowel rod backbone 
former. It may be necessary to steam the sheet 
round this former but if  it is of suitable quality, it 
should bend quite readily without any treatment. 
It is held in position with pins, rubber bands and 
clothes pegs which arc removed when the cement is 
dry. T o  improve the shape o f the fus. the blank can 
be slightly tapered at both ends, causing the nose and 
tail to be o f smaller diameter than the middle.

Considerable weight is saved by using a built-up 
propeller blade. This may be made either by 
building on a jig  (see Fig. li) or by just steaming a 
flat frame to the shape required whilst covering. 
In the latter case the blade may be slightly glued 
to a couple of templates while covering and doping.

From the illustrations it will be noted that the 
wings are mounted in the parasol position on a single 
$-in. X J-in. strut. The idea is to give a rigid but 
crash-proof fixing which allows the wings to slew 
round to 40 deg. without breaking. Its one dis­
advantage Is that it docs not allow the wings to be 
removed for transporting.

1$ 0 z 1 2 3 4 S 6 7 ; 8 I 9
L2 $djnate to βθ 95 90 as •75 63 45j 26

thc 2 section. It moy be plotted to any size by the figures in 
α.σί) c< Divide chord into ten Points on a straight line. 

sure up and mark points ot the ordinate figures given 
ar>d tl)e curve is drawn along Oiese points
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•  T h e  E d ito r  d o e *  n o t  h o ld  h ir m e lf  re s p o n s ib le  fo r  
th o  v ie w s  ««p re s s e d  by c o r r e s p o n d e n t .  T h e  n a m e *  
and  addresses o f  th e  w r i t e r * ,  n o t n e c e s s a rily  fo r  
p u b lic a t io n , m u s t in  a l l  cases a c c o m p a n y  le t te r s

PLASTIC  A N D  P ITC H
D e a r  S i r ,—While reading Mr. Robert Rum** article 

in your March issue, I was amazed by the following 
statement : “  In fact if you use flexible plastic propellers, 
which tend to increase pitch at high speeds. . If this 
statement is true, then the R.A.F. and several companies 
manufacturing constant-speed props, had better be 
informed !

1 take (be libei ty of quoting the words of my instructor 
in propeller theory (R.A.F.) “  C.T.M. (centrifugal 
turning moment) is the force acting upon the propeller 
blades during rotation which tends to turn them to fine 
pitch.”  Now this statement was backed up by a practical 
demonstration on a model propeller, which was fitted 
with movable blades. These were set at a fairly high 
pitch, and the prop was rotated at high speed, stopped 
and the blade angle checked; believe me the pitch had 
decreased considerably!

C.'I'.M. is used on constant-speed props to assist in the 
return from coarse pilch to fine, very little hydraulic 
pressure bring required ; bearing this in mind, surely 
plastic airscrews tend to decrease their pitch at high 
revs.

Yours faithfully,
I a ĵ C u n n in g h a m .

Kent. Gillingham M.F.G.

T R O U B LE S O M E  T W IN S
D k a k  S i r , — Regarding Mr. Taylor’s letter describing 

•he Sikorsky twin fin arrangement published in your Iasi 
issue. The working principle of this arrangement 
appear* to assume that ihc slipstream is straight when it 
passes over the fin and also that the fm in the airstream 
(when one motoi is stopped) has little or no cflcct as 
compart'd with the one remaining in the slipstream of 
(he running motor.

Whereas it is rather audacious to question an authority 
such as Igoi Sikorsky (or perhaps Mi. Taylor has mis­

understood him) it docs seem that a better arrangement 
would be to reverse the camber on the fins (as shown 
in the sketch), this coupled with the two piopcllcrs 
revolving in opposite directions should provide a more 
efficient set up.

It can hr seen from the diagram that when the engines 
are running the fins in the slipstreams of the propellers 
arc at a negative angle of incidence, therefore exerting 
little or no side thrust. When one engine is either 
throttled liack or stopped, the straight airflow over the 
fin behind tnis engine will exert a side thrust (/.' which 
will counter the thrust of the working engine. From a 
model point of view this arrangement would seem better 
than the Sikorsky one. The contra-rotating propellers 
can be used with one of the earlier-ported type engines 
such as the Mills or Amco .87.

Yours faithfully,
London, S.E.22. S t a n l e y  B y e r s .

A  LITTLE LE AR N IN G  . . . By H a rry  S til
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Northern
Notes
Ron Firth, popular N.A. 
Vice Chairman, getting 
the final trim on his 1953 

Wakefield

π ιε  1953 flying season started 
on with a first-class shock to all and 
sundry; for the first time in history 
the sun actually shone on Gamage 
day, and I believe in most areas 
conditions were as good as they have 
ever been known. In the north-west 
they were so good that fliers simply 
couldn’t believe it and in spite of the 
Area Committee arranging a com­
bined meet at Tilstock very few clubs 
took advantage of a laid on organisa­
tion. Conditions at Tilstock were 
somewhat mixed, in spite of re­
markably calm weather there were 
very strong down drafts mixed among 
the welcome thermals; only one 
flier, Jimmy O ’Donnell managed to 
record three maximums and then 
only just; many people had quite 
long flights with their mods landing 
almost upon the take off point, 
Harry Haisman recording nine min. 
for the model to land within 150 
yards. The fifty metre tow-line 
appears to have put the cat amongst 
the pigeons for even first-class jobs 
can be seen falling down to earth in 
less than a minute. And yet quite 
a few triple maxes, were recorded 
around the country in the Pilcher. 
I wonder if the *jo metre rule will 
breed better monels or only put a 
premium on thermal catching ?

^  THE s y m p a t h ie s  of other area 
committees will go to the North 
Western officials, since Tilstock will 
be lost to them as a flying ground 
after April, but the needs of agri­
culture must come before model 
flying. What is to happen about 
organised events in the area is not 
vet clear, but I am sure all wish the 
North Westerners the best of luck 
in their hunt for a fresh field. A 
little better news is the winning of 
a “  C  ” Certificate by Allan Wrigley 
of Whitefield, the first in the area I 
am told.

however much one grumbles 
about the dilatory ways of the council, 
they must receive rrrdit for their 
prompt appreciation of the dangers

of the split club technique, and also 
for recognition of the needs of the 
non-competition-minded bloke. I 
hear a scheme for individual affilia­
tion is under discussion, with full 
and associate membership to cater 
for comp and non-comp members, 
a “  samc-day-for-all ”  affiliation date, 
and proportional rates for late 
comers. Too early yet to say when 
it will arrive, but sure enough it’s 
coming.

- f a  poor old Capt. Taylor scents 
to have his whack of worries lately, 
what with triple maxes, all over the 
place in the Gamage and Pilcher, 
the loss of Fairlop both as a London 
Area ground and Nationals venue, 
while the latest spot of bother is the 
Whit Monday mix up. No one can 
tell what will happen yet, opinions 
being as mixed as they are, but to 
avoid any further confusion the Nats, 
arc now fixed for Saturday and 
Sunday May 23rd and 24th at 
Watcrbcach, nr. Cambridge. And 
if you’ve booked your coach for 
Sunday and Monday to go to Fairlop 
jolly bad luck to you a ll! ! Intend­
ing P.A.A.-load entries may be 
interested to hear that there will be 
the usual blinding prize list of gold 
and silver wrist watches. Hitherto 
non-intending entries note there is

still time to knock a model together. 
For your notebook, there is the 
possibility of similar P.A.A.-load 
events at both Woodford and Sher- 
bura, note that Woodford will 
probably be in June this year, 
Sherburu of course, is still September 
9th.

in reply to the old cry of “ what 
is there for the control-liners?" 
it is interesting to note that it will 
cost alxout fifty pounds per head to 
send a team to Milan. The proviso 
that team members must qualify 
at 90 per cent, of last year’s winning 
speed is very wise; no point on wasting 
,£50 on a hopeless entry, at least so 
your council think— no doubt the 
spin-dizzics will think otherwise.

- f a  well lads and lassies, those of 
you who are going to do any serious 
flying this year will have your models 
already buttoned up for the first 
big do of the year. No doubt a 
lot of you will have just alxout the 
same old year as usual, with just 
about the same amount of fun. 
some of you may reach heights you 
never dreamed of, and be out there 
in all your international glory at 
Cranfield. One thing is a racing 
certainty: about three quarters of 
you will be raking out the same old 
binds and grumbles long before the 
season’s half-way mark, the coaches 
to and from the ’dromes will be full 
of your nattcrings and grumblings, 
and the poor old Editor (hats off. 
please) will be almost boss-eyed 
reading your impassioned screeds. 
Let’s have a little bet with ourselves 
this year, shall we ? For every 
complaint, there must be a remedy; 
so instead of sitting back and doing 
a lot of moaning, stand up and shout 
out a really worth-while suggestion. 
You’ll find out that the game Is so 
much more worth while., and inci­
dentally so will your Area officials. 
Think it over, chums.

J. Garfitt explains the workings of a jet to some youngsters at the Leeds'M.F.C. 
Exhibition held at the Trinity Hall, Leeds, recently
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THE layout dimensions of a given aerofoil section 
of any length arc given in the form of a tabic of 

ordinates. The figures in this table enable us to re­
draw that particular section to any required chord 
length, once we have converted the tabular figures 
into those corresponding to the chord length in 
question. The process is quite straightforward. 
All the tabular figures arc given as “  percentages 
o f the chord length.”  Thus to find the figures corre­
sponding to a chord length of, say, 6 in., divide the 
tabular figures by too and multiply by six, and the 
answer will be in inches, as in the table below.

125
ί/ β ί JLCHORD U N E

•075-1 I '°  2 0  3 0  ~~40 SO 60 70 8 0  90  lo o
■IS ’  l u

' t
.-6"H f2- 18’* 7 4 * J O ' j j - 6 * 4 2 - 4 8  < S 4 - 6 0  *

ERECT I ·
, PERPENDICULARS

o  to  2 0  JO  4 0  s o  60  70 8 0  90  /0 0

STATION % 0 T2S 2-S I S 10 20 JO 4 0 SO 60 70 ao 90 too

STATION" 0 ■075 ■ IS \ J •6 1-2 Ι-Θ 2-4 3 0 3-6 4-2 4-8 S-4 6-0

UPPER ’ 2 0 ■34 39  J 47 ■sa 72 ■78 ■79 ■75 •67 · » ■40 •22 0

LOWER " ■20 •12 ■09 j-05 •02 0 ■02 ■04 ■06 ■09 •10 ■09 ■OS 0

ALL THESE FIGURES ARE R E ­
CALCULATED FOR THE NEW CHORD 
LENGTH QE 6 ’

Follow the various steps by the diagrams in the 
right-hand column. First draw the chord line of the 
aerofoil to the required length (6 in., in our example). 
Now divide this line up into a number of stations or 
sub-divisions, corresponding to 1.25 per cent, chord, 
2.5 per cent, chord, etc., i.e. .075 in.. .15 in., etc. 
A t each of these sub-division points or stations, erect 
a perpendicular line.

Now refer to the second table of ordinates, cal­
culated from the original table by multiplying the 
line of figures by 6/100. These give the height of the 
section at each of the chord stations. Height at 
station “  o M is .20 in., for example ; at station 1.25 
(i.e. .075 in. along the chord line) it is .34 in. for the 
upper surface and .12 in. for the lower surface.

Mark out the respective heights of the upper sur­
face first and then draw in the upper surface line by 
joining all these points with a smooth curve. Make 
sure that this curve is smooth and free from bumps or 
depressions. Then, in an exactly similar manner, 
mark olF the respective heights of the lower surface 
and join all these 'points up with another curve. That 
completes the outline shape of the aerofoil to the 
chord you require.

You may find that in laying out some aerofoils 
from published tables of ordinates that the upper or 
lower surface line will not join up in a smooth curve 
if the line passes through all the plotted points. 
In such rases stick to a smooth curve passing as near 
to the plotted points as possible.

S '
61 A R K  O N  RESPECTIVE STATION HEIGHTS

I

/ · /

o  /0  2 0  3 0  4 0  SO 60  70 8 0  90 /0 0

DRAW IN  UPPER SURFACE U N E

/

o  to 2 0  JO < 0  5 0  60  70 8 0  90 100

M A R K  O N  LOWER SURFACE HEIGHTS

Ο /0 20 Jo
< 0  SO 6 0  70 8 0  9 0  100
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STATION G 125 25 5 IQ 20 30 4 0 50 60 70 80 90 100

UPPER 4 3 7 0 3 3 99 120 142 149 147 13-9 125 /o e 86 6 2 3 5

LOWER 4 3 3 6 3 5 3-9 4 4 5 5 62 65 6 3 6 2 5 9 57 4 5 3 3

M.V.A· 301 (m od ified)
The M.V.A. 301 is an excellent aerofoil 

section for glider work. For models o f around 
A2 size it  has been found beneficial to  increase 
the undercambcr of the original section by 
20 per cent, and the modified M.V.A. 301 aero­
foil shown is, in fact, identical to that used on 
Bora Gunic’s 1952 winning model.

The extremely thin trailing edge may lead to  
constructional difficulties, but this should be 
overcome by increasing the width o f this spar 
section. A  possible further advantage, as far as 
glide performance is concerned, would be to 
depress the extreme trailing edge to  produce a 
flapped section (e.g., the whole trailing edge 
spar set at the equivalent o f a 5 deg. flap angle).



R E P O R T  O F  S .M .A .E .  C O U N C IL  M E E T ­
IN G  H E L D  A T  T H E  H O R S E  S H O E  
H O T E L .  T O T T E N H A M  C O U R T  R O A D .  
W . l .  O N  S U N D A Y , M A R C H  15th. 1953, 
at 11 a .m .

T h e  fo llow ing were present:— Messrs. 
A . F . H ou lberg  (chairm an), D . A . G o rd o n ,
H .  W . B arker. C ap ta in  S. D . T a y lo r. C . S. 
R uchbrookc. K . J. A . Brookes. R . F. L . 
G osling ( N .  Eastern). E . F . H . Cosh (L o n ­
don), R. A . Mcssom (N o rth e rn ). D . Sallow ay  
CN. W estern ). R .  Landym orc (E . A ng lian ).
R . CL Conley (S. W ales), J. S. Bishop 
(W estern ), P. C . D o u g h ty  (M id la n d ). H . G . 
ilu n d te b y  (S. M id la n d ), N . F . Couling  
(S . Eastern). R . W . Yates (Southern).

F .A .l. M atte rs
Correspondence fro m  the F .A .L  relating  

to  the proposed fo rm ation  o f  an In ternational 
G u ild  o f  Acrom odeUers was read, and it 
was unanim ously decided to  instruct the
S . M .A .E . delegate, M r .  A . F . H ou lberg . 
to  vote against this proposition at tbc F .A .l.  
meeting at T h e  H ague, o n  M a y  14th-22nd.

A  letter from  the London Area C om m ittee  
was read in  which dissatisfaction was ex­
pressed concerning the w ork o f  the F .A .L  
M o d e l C om m ission. This view was endorsed 
by several Council members. Objection  
was also taken to decisions being made 
before (he m atter had been discussed by the 
members o f  N a tio n a l Clubs.

M r . A . I·'. H ou lberg  explained that a 
m eeting o f  the M odel Com m ission was 
usually held in  Decem ber each year an d  its 
m ain function was to  decide upon the F .A .L  
C alendar o f  In ternational events. O th er  
m atters dealt w ith  a t this meeting were 
fu rth er discussed ut the general conference, 
norm ally  held in D ecem ber, and cither 
confirm ed o r rejected. M r .  H ou lberg  added  
that it  was unfortunate that the fu ll report 
o f  the m eeting o f  the M o d e l C om m ission, 
held in Paris on Decem ber 6 th -7 th . 1952. 
had only just been received by the S .M .A .E .,  
am i this had been responsible fo r  the recent 
uncertainty concerning contest matters. 
H e  w ould protest against this delay a t the 
next m eeting. M r .  H ou lberg  also explained  
that flic fact that lie  was chairm an  o f  the 
commission d id  not prevent him  from  
putting fo rw ard  the views o f  the S .M .A .E .  
o r fro m  voting.

Vice President
It  was proposed by M r  Cosh, seconded 

by M r .  R ushbrookc and carried unanim ously, 
th a t M r .  W . W hitney-S tra ight be invited  
to  become a vice-president o f  the society.

Use o f  A irfie lds
The secretary asked a rea  delegates to  

again d raw  a tten tion  to  the fact that the 
A ir  M in is try  w ill not consider any applica­
tions fo r the use o f  a irfields unless at least 
fourteen days p rio r notice is given.

A rea Resolutions 
London A rea

I .  “ T H A T  this com m ittee desires the 
council to  reconsider its  decision to

lim it the m axim um  tim ed d u ra tio n  o f  
contest flights to  three m inutes, and  
to revert to the fo rm er system featuring  
three flights w ith  a five m inute  m axi­
m um : o r a lternative ly , to  a llow  a 
greater num ber o f  three-m inute flights 
to  be attem pted.”

The council decided that after three flights 
o f  three m inutes' duration  hud been m ade 
fly-offs w ould be m ade w ith  five minutes* 
m axim um  tim e. Com petitors to  continue 
to  m ake f ly -o lf flights u n til they fa il to  
reach the five^minute m axim um . This  
ru le  w ill come in to  effect im m ediately.

2. "  T H A T  this com m ittee desires the 
council to  suggest to  the F .A .L  that 
at the forthcom ing C l L  championships 
in Ita ly , speed contests fo r the three 
separate F .A .L  classes fo r reciprocating  
m otors should be he ld ."

T h e  council considered that a t present 
there seemed no practical m ethod o f  deter­
m in ing the W o rld  C ham pion  except by the 
use ot one speed class each year.

N o rth  W estern Area.
L  “ T H A T  British holders o f  w orld  

championships shall au tom atically  
be included in  the appropriate British  
team in  the fo llow ing year to defend  
the ir title , w ithout having to  qualify  
through the e lim inators.”  R esolution  
defeated.

2 . "  F o r inclusion in  the S .M .A .E .  
Contest Rules— T h a t fly-ort's be flown  
w ith in  an hour o f  the closing tim e o f  
the contest, com petitors to  fly, i f  
possible simultaneously, and not more  
than three minutes o ff  each o ther.”

Ruled o u t o f  order.

W estern  Area
T h a t the S .M .A .E . council consider 

m odifying  the m erit certificate requirements 
in  the fo llow ing  respects:

1. "  T ile  rise o f f  g round requirem ent, 
in  that it is becoming m ore general to  
perm it hund launching in  com petition  
rubber and pow er classes." Resolu­
tio n  carried.

2. "  The rules relating to  qualify ing  
times fo r each certificate should be 
(in  the light o f  the new rules to  cut 
dow n overall du ra tio n ) m odified to 
the o ld  requirem ents o f  three, I m inute  
flights in  class * Λ  * and three 2  m inute  
flights in  class * K ,' the class * C ' 
requirem ents to rem ain  as a t present." 
R eso lu tion  defeated.

Competition Winners' Radges
T h e  council again  considered the alloca­

tion o f  budges to  w inners o f  team  events 
and u 'fa s  decided that in fu ture in  the team  
race events one gold  badge w ill lie  aw arded  
to  the w inning team , one silver badge to  
the team  placing second and one bronze  
badge to  the th ird  team . I t  was decided 
n o t to  aw ard badges fo r the frcc-fligh t team  
even’ s.

In  the case o f  other contests, it  was

decided to  aw ard badges on the fo llow ing  
basis:—

10 o r  m ore entries— 1st, gold badge; 
2nd. silver: 3rd. bronze.

6 -9  entries— Lst. s*lvet badge, 2nd. bronze.
5 o r less entries— bronze badge to  the 

w inner only.
In  the speed contests each class w ill be 

regarded as a separate contest and  badges 
aw arded o n  the above scale.

T h e  council confirm ed that one free d inner 
ticket w ill be allocated to  each w inning  
team  and one to each gold m edal winner.

T h e  above w ill apply fo r  the 1953 c o m ­
petition  season.

A ffilia tio n  and  R e-a /filla tion
T h e  secretary reported on m atters which  

had arisen since the in troduction o f  the new 
affilia tion  fees. D u rin g  the general dis­
cussion w hich ensued, a num ber o f  delegates 
expressed the v iew  that there was a need fo r  
a class o f  m em bership fo r those not interested  
in com petition flying. It  was decided to 
call a  special council m eeting on M arch  
29 lh , in  o rder to  discuss the present 
position. In  the m eantim e a com plete list 
o f  m em bets must be furnished by clubs 
applying fo r  affilia tion  o r re -a ffilia tio n .

Finance
T h e  trrasu /c r presentrd his statem ent o f  

accounts w hich w ere approved. They showed 
a balance in  hand o f  £259 19s. 9 d ., and  
outstanding accounts due fo r  paym ent o f  
£598 I Os. 6d.

Com petition M atte rs
C ap ta in  8 . I> . T a y lo r  reported that the 

C am bridge M .A .C . had offered to  ru n  the  
1953 B ritish N atio n a l a t W aterbeach R .A .F .  
A erodrom e, near C am bridge. I t  was agreed 
to  accept this offer, subject to  satisfactory 
arrangem ents bcine m ade. In  view o f  the 
fact that W h it M o n d a y  was being treated  
as a w ork ing  day in  m any trades it was 
decided to  h o ld  the N ationals  on W h it 
Saturday and  Sunday (M a y  23rd-24th).

T h e  Federation o f  M o d e l A eronautical 
M anu fac tu rers  &  Wholesalers are to  again  
he approached to  conttibu te  tow ards the 
prizes and  it w ti* agreed that these should, 
take the fo rm  o f  vouchers.

W o rld  Control-line Championships 
I t  was confirm ed that these this year be 

fo r  10 c.c. models. In  view  o f  the fact that 
the cost o f  sending a team  o f  fo u r to  M ila n  
w ould be approxim ately £200, it  was decided 
to  o n ly  include in  the team  those w ho arc  
able to  achieve in  the tria ls  95  per cent, o f  
as*, year's w inning tim e, i.e ., 145 m .p .h . 
I t  was also decided not to  send a team  
m anager.

Records
T h e  fo llo w in g  records were ra tified :—  
In d o o r helicopter, r.o .g ., R . T .  Parham  

(W orcester), 2  m in . 31 see., 1 4 /Τ ΙΊ 9 5 2 ;  
In d o o r helicopter, r .o .g .. P. W . Read (S . 
B irm ingham ), 4  m in . 4  sec.. 19/12/1952.

Record Claims
T h e  fo llo w in g  new record claim s were 

accepted;— In d o o r orn ithupter, I  L I . . .  R . T .  
Parham  (W orcester). 44 see.. 20,'2*1953: 
L ’w l  glider, T .L .  50m . line. G . K . Gates 
(Southern C ross), 19 m in . 46  see., 8 /3 /1953.

M e r it  C ertificates
M e r it  certificates w ere aw arded to  the  

fo llo w in g :— Class “  B " , N o . 862, R . C . 
Pollard (T y n em o u th ); 865, H ic k m o u , C . 
(B rid lin g to n ); Class “  Λ ’ ’ N o . 865 . H ic k -  
m o tt (B r id lin g to n ); 866, R . C o lquhoun  
(G lasg o w ); 867, W . M eechan  (G lasgow ); 
868, W . E, Perry (G lasgow ); 869. A ld cro ft. 
R . (C hcad lc): 870. R . I I .  M u rd o c h  (G las - 
g b w ); 871, T .  W a tto n  (W est H a n ts ); 872. 
K .  D .  M o le  (Tynem outh ).

.Vch> Applications fo r  A ffilia tio n  
The fo llow ing  applications fo r  a (filiation  

were accepted:— W ic k  M .A .C . (W . Scot.).
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S .I3 ,  J . l ;  W est Hcrt.% G ro u p  Contest 
Acrom odellers C lu b , S .10: R cdcar M .A .C .  
(N . ) .  S .9: Basildon M .F .C .  (E . A n g .), S .4; 
L in  ham  A ero  M odel C lu b  (S .E .). S.6. J . l ;  
N o rth w ick  Park M .A .C . (L .) .  S .10. J .3 ; 
T h e  F ly in g  D ru id s  (L a rk h iU ), (S .), S .5, J.5; 
W om bw ell Technical School M .A .C . ( N . )  
S.2. J . I6 ;  T h e  Scouscrs (W allasey) M .A .C .,  
(N . ) .  S . I1 .  J.9.

Applications f o r  R e -a /filia ilo n
T h e  fo llow ing  applications lo r  rc-nffiliation  

were ra tified :— C lac to n  M .A .C . (E . A n g .), 
S.4. J .6 ; Sissinghurst A ero  M o d . C lu b  
(S .E .), S .4 ; J.8; Sunderland &  D is . M .A .C .  
(N .E .) .  S . I7 .  J .IO ; W o rth in g  M .A .C .
(S .F .). S .10; G illin g h am  M .F .C , (S .E .). 
S .I9 ,  J.5; Chelm sford M .A .C . (E . Ang.).
5 .12 , J .4 ; Surbiton &  D is . M .F .C . (L . )
5 .13 , J . t l ;  U pton  M .F .C . (L .) . S .I2 ;  
Kingston &  Dis. M .A .C . ( I . . )  S.6, J .6 ; 
Chester M .F .C . (N .W .) ,  S.9, J.3: Foresters 
(N o tts .)  M .F .C .  (M id .) .  S .18. J .8 ; O und le  A  
Dis. M .A .C  (M id .) .  S.4. J . l ;  S tourbridge Λ  
D is . M o d . C lu b  (M id .) ,  S.6, J.2: Bushy 
P ark  M .F .C .  <L.) S.10. J.3: C h in g fo .d  
M .F .C . (L .) ,  S.8. J .5 ; B irm ingham  M .A .C .  
( M id . ) .  S.10. j .2 :  K n o w le  M .A .C . (M id .) .  
S.8, J.5; N o rth am p to n  M .A .C . (M id .) ,  
S .I5 ,  J .9 ; Zom bies ( L  ) S .10: Southern  
Cross A ero  C lu b  (S .H .), S .10; W alsall 
M .A .C . (M id .) .  S.8. J.4: N eath  &  D is. 
M .A .M .C .  (S. W ales). S.7. J .2 : Edinburgh  
M .F .C . (S .F . Scot.). S.6. J.2; C entral 
Essex Acrom odellers (E . A n g .), S .6 ; Prest­
w ick M  A .C . (W .  Scot.). S .13. J.4; K nuts- 
fo rd  &  D is . M .F .C . (N .W .) ,  S .8 ; Irv in e  &  
D is . M .A .C . (W . Scot). S .6 ; Headley &  
Dis. M .F .C . (S .), S .9. J .2 ; Blackpool 
A  Fylde M .A .S . (N .W .) .  S.17*. Plumstcad &  
D is . M .A .C . (L . ) .  S.2. J.6; Reading &  Dis. 
M .A .C . (S . M id .) , S.9, J . l :  Paddington  
M o d e l C lu b  ( I . . ) ,  S.5, J .5 : A m p le io rth  
College M .A .C . (N . ) .  S.2. J . l ;  Henley  
M o d e l C lu b  (S . M id .) ,  S.4. J.3; W igan  
M .A .C .  (N .W .) ,  S .9 . J .6 : L ittlcover M .A .C .
M id .) . S .3. J .3 : Southend Senior M .C .  
A irc ra ft)  (E . A n g .). S . l l ;  Ipsw ich M .A .C .  

(E .A n g .) , S.17, J . l ;  T am e M o d e l C lub  
(N .W .) .  S .9 . J.2; S .A .S . Auchenharvic  
M .A .C . (W . Scot.). S .9 , J.7; Y o rk  M .A .S . 
( N . )  S .20 . J .IO ; Cbeadle &  D is . M .A .S . 
( N .W .) .  S . I2 :  D a rlin g to n  M .A .C  ( N ) .  
S.6, J .2 ; W inchester M .A .S . (S ). S .1 7 .

T h e  meeting closed w ith  a vole o f  thunks  
to  the ch a ir at 7  p.m .

W E S T  O F  S C O T L A N D  A R E A

Rallnchmyle M o d e l Club
1 was speaking the o ther day to  A ndy  

G illies , w ho has been w ell know n in  A yrshire  
m odel Dying fo r some years, and w ho has 
helped to  start the com paratively new  
Baltochm ylc C lub .

T h e  club was form ed last June and the 
boys began the ir com petitive flying at 
Butlin 's  in  Septem ber. T h e  m ain  interest 
seems to  be in  free-fligh l jobs although one 
o r tw o  arc tu rn ing towards contro l liners.

M a rc h  1st saw the boys o u t a t M auchlinc  
having a  free -fo r-a ll, in  spite o f  the fog 
w hich clam ped dow n on them . O ne thing  
w hich caused m uch attraction  was the sound  
o f  a pow er job 's slipstream as it  went 
through the fog a fte r the engine had cut. 
G lid ers  were out in  force and short lines 
were the order o f  the day . I  hope these lads 
w ill stick it  and give the other clubs in  tho 
A rea  some tough com petition.

C h ie f C lL  enthusiasts arc Jim  R e id  and  
his sot) w ho dem onstrated w ith  a 5 c ,c . job  
and  an Ambassador.

Prestw ick M .A .C .
T h is  club has m ade a big catch in  getting  

B ill Jardinc (A rea  See.) to  jo in  them  since 
the K ilm arn o ck  C lu b  broke un. Best fligh t 
th e  boys could put up  in  fhc Pilcher C u p  was 
done by B ob Parsons— 1 rain. 49  see.

Bob «Iso d id  the best to tal - 4  m in . 53 see.

S .A .S .
John  M a c A rth u r  says that the team  race 

track  they have been preparing i w i l l  be

ready fo r  the last Area team  race —September 
6th.

T h e  track w ill be o f  hard  tu r f  and  sur­
rounded by a  low  tu r f  w all to  keep spectators 
at a safe distance.

T h a t’s a ll fo r  now  except to  rem ind  all 
W est o f  S cotland chibs to  send any news to  
me— B rian H arris , 24. M o o r  R o a d , A yr.

B L A C K P O O L  A N D  F Y L D E  M .A .S .
F o r the second year running the weather 

was extrem ely good on G am age day. there 
being a w arm  sun and until about 1 o 'c lock , 
no w ind. H ow ever, a  breeze sprang up  
la ter, and this, together w ith  the d isappear­
ance o f  the sun behind an extrem ely high  
layer o f  sm all clouds, resulted in  a con­
siderable drop  in flight tim es hy about 3 
o ’c lock. T h e  local Stevenson and Progress 
cups were flow n o il’ concurrently  w ith  the 
Pilcher a m i G am age, the results being:

Carnage and P r o g r e s s M . R . Thom as,
7 m in . 8  see.; F .  M arsden, 6 m in . 9  see.; 
B. M a x w e ll. 5 m in . I I  sec.

Pilcher and Stevenson.— M . R . Thom as.
8 m in . 50 see.; F . M arsden. 8 m in . 30  see.; 
F. W . Sm ith . 7 m in. 47  sec.

I t  is interesting to  note that the first tw o  
models in  the g lider event were light-weights  
o f  about 6  ft. span, using J in. sq. sticks. 
6  ft. long instead o f  fuselages. Ί . W . S m ith  
flew a 10 ft. g lider o f  24 lb. in to  3rd place.

Several lessons were learn t by various  
people w hile  flying fo r  these tw o contents, 
notab ly  C lif f  D a v e y  w h o  lost his King  
O liver  on his flrst flight, he was chasing it  
along  a road  at about 50 m .p .h . on  his new  
m otor-cycle when he suddenly found  out to  
his h o rro r that the road was a cul-de-sac. 
H e w ill lit a D 'T  next tim e.

A lso A lan  W ehber decided to  have a  
trim m in g  flight w iih  his light-w eight glider. 
T im e : S m in. 50 sec. o.o.s., his on ly  consola­
tio n  being that he can cla im  the club's  
annual glider record. H e w ill be relieved  
to hear that N ig e l Snow don's 12 m in . 30 see. 
the next day was not o ffic ia lly  tim ed. Som e­
body in  B lackpoo l ought to  m ake a  fortune  
selling D /T  fuse to  these three gentlemen. 
A  c lu b  ch u c k -d id c r com p, was ru n -o ff  at 
the same tim e just to  m ake the proceedings 
a little  m ore hectic, the w inner being C lif f  
D avey w ith  an aggregate o f  110 sec., closely 
fo llow ed  by M ik e  Thom as w h o  m anaged to  
score 105 see. despite a sprained ankle.

A lth o u g h  the '* sane ”  models owed a  lot 
to  therm al assistance, no chuck-gliders were  
seen rising to  any great extent, and the best 
flight o f  the day was a non-com petition  
flight o f  44  sec. by C lif f  D avey .

B R A D F O R D  M .A .C .
B radford  M .A .C . held its first “  G en era l *' 

com petition  o f  the season on M arch  8th, 
in  conjunction w ith  the S .M .A .E . G am age  
and  Pilcher Cups contests. T h e  event was 
flow n, as usual, on B aik lo n  M o o rs , an d  fo r  
once we were blessed w ith  good w eather—  
com parative  calm , w arm  sunshine and a  
certa in  am ount o f  l i f t  ( i f  one was lucky  
enough to  f ind  i t !).

R on . C a lvert's  new- glider turned in  a 
very nice 6  m in . 12 see. aggregate fo r  the 
Pilcher, w hilst N o rm a n  Lees mude a welcome  
com e-back to  contest flying to  clock 8 m in. 
43 see. in  the G am age w ith  his latest W ake­
field, bu ilt to  1954 rules. C . P. M ille r  cam e  
a close second w ith  7 m in . 32 see., but 
A d rian  M ille r , a fte r  a  beautifu l m axim um  
(o ver 4 m in . o .o .s .) on his first flight, piled  
up on the second and w ro te -o ff tl»e model.

Pow er tim es (counting , o f  course, o n ly  fo r  
the d u b  contest) showed a decisive vic tory  
fo r  the L anfranch i fa m ily : S ilv io  turned in  
an aggregate o f  7 m in . 49 -.ec. w ith  his 
scaled-down San-de-Hogan, and second was 
son T o n y  w ith  6  m in . 38 see., fly ing an  
A m co  3.5 c.c. powered Ascender. A rth u r  
C ollinson placed th ird  w ith  5 m in . 18 sec., 
but was not u p  to  his usual standard. O n  
the w hole, it w ould  appear th a t the farm ers ' 
troubles a re not over yet -  models seem to  he 
going as fa r  as ever !

T H E  H O R N C H U R C H  M .A .C .
Form erly  a m odel a ircraft xcciion o f  the 

local Engineering Society the above new  
d u b  got aw ay to  a fly ing start w ith  its first 
o u td o o r m eeting on nearby U pm inster  
C om m on. T h e  m a jo rity  o f  the club's  
30 m em bers turned o u t to  bedazzle the local 
populace w ith  a versatile assortm ent o f  
m odels, including Tailless, Jetex, R ubber  
and C /L .  The flying field proved to  be quite  
adequate fo r c lu b  purposes, and , as it is 
sited on a h ill it is hoped that a m ore keener 
interest w ill be taken in  decentralised con­
tests !

C R O Y D O N  &  D IS T .  M .A .C .
M a n y  o f  the C ro yd o n  and  D is t. M .A .C .  

members are busy preparing  fo r  the com ing  
season. N ew  m odels which have appeared  
include several geared W akefie lds o f  the 
"  6  oz. o f  rubber "  variety. N o rd ic  gliders 
w ith  flapped wings, and a toO in. span Fox  
"  35 ”  ligh t-w eight gas jo b — a ll o f  w hich  
show considerable promise.

T h e  unfortunate  loss o f  F a irlo p  does not 
seriously affect o u r trim m in g  and pleasure (?) 
(lying, but it  m ay c u rta il o u r  efforts in  the 
A rea  Centralised meetings. C h obham  com ­
m on. tire proposed venue fo r  these events, 
docs how ever, o ffer about 3 nulcs o f  wind  
swept barren land in  any d irection, so i f  
we survive chasing the m odels, a ll m ay bo 
w ell.

The new W akefie ld  rules arc viewed w ith  
dism ay. In  spite o f  sem i-hum orous re­
m arks that several members a lready have 
m odels w ith  a irfram es that weigh 5 j  oz.; 
the fixed rubber weight o f  2.82 o z .— w hich  
reduces a ll models to  a com m on d enom inator 
— w ill a llow  little  scope fo r experim entation. 
W e wish the “  processors ”  luck when they 
try  to  weigh 2.8200 o r .  o f  s lim y rubber !

Acrom odellers -especially ‘’contest types’’ 
— w ho wish to  jo in  the c lu b  are invited to  
contact members a t Epsom  D ow ns, o r  write  
to  the H o n . Secretary: Η .  Π . S tT ttR iir .L D , 
(H eset M o d e l Supplies). 61 , B righ ton  R o ad . 
South C ro yd o n , Surrey.

A happy group of revellers at the annual party of the Croydon[&[Di$t. M.A.C.
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W A L S A L L  M O D E L  A E R O  C L U B
Ί he c lu b  is fo llo w in g  ils  w in .e r λ π <1 spring  

p rogram m e 4w ith  great enthusiasm . Th is  
p rogram m e consists o f  m odel discussions, 
tr im m in g  lectures, engine starting com peti­
tions, r .l .p . and o th e r features, a lthough, 
due to  the approach ing  contest season. 
C o m p . Sec. B il! D an ie ls  lias insisted on  a  
predom inance o f  '.he said tr im m in g  lectures.

O f  la te  the club has seen a great in flux  
o f  ju n io rs . M o s t o f  these lads arc very keen, 
as witness one youngster w h o  brought a 
m agnificent 4  f t .  span M u stan g  to  the club  
the o ther n ight. T h is , we thought, was a 
great achievem ent, especially as he had  
scaled it up fro m  a sm all k it  p lan .

M u c h  interest has been aroused by the  
advent o f  G erry' V an  D a m m . a new D u tch  
m em ber. A  fine b u ilder and qu ite a veteran  
ai the hobby. G e rry  has the d is tinction  o f  
having once flo w n  in  a w o rld  cham pionsh ip  
at A m sterdam .

Sunday, M a rc h  Nth. a b eautifu l day , saw  
the c lub  o u t in  force a t  W alsa ll A irp o rt, 
thanks to  the k in d  perm ission o f  Messrs, 
i lc ll iw e ll’s L td . I t  was a d a y  o f  records. 
E a rly  in  the day young T o n y  H a ll  established  
a cnuck-g lider record o f  1 m in . 50.9 sec 
w ith  his th e rm al-h u n tin g  m odel. Y o u  could  
actually  sec th a t wee jo b  h ooking  therm als.

T h e  c lub  experim enter. F ra n k  Bishop, 
pushed the Jctcx record up  to  3 m in . 57.4 sec. 
w ith  a ”  200 '*  pow ered, m odified  K c ilk ra ft  
A ce. T h e  |  com placency o f  o ther Jctcx 
tiends in the club was smashed by this effort 
but. as F ra n k  u nfortunate ly  smashed his 
jo b  la te r in  the day . there is still hope.

T h e  best flight o f  the day cam e fro m  A la n  
H a ze lw o o d  w h o  is one o f  those fellow s w ho  
never likes to  tic  an  engine run dow n. T h is  
tim e, how ever, he brought o ff  an exact 
20  sec. engine ru n  w hich was fo llow ed  by a 
flight o f  13 m in . 0  sec. o.o .s. A la n  has now- 
been notified  by the finder w ho lives at 
G re a t B arr, some five m iles fro m  the flying  
field.

O n e  o f  the most satisfying flights o f  the 
day was a m em ber’s K .K .  (Jen n a  170 
circling against the evening sky. lo o k in g  
fo r a ll the w o rld  lik e  the re a l thing.

D R O G H E D A  M .P .C .
F ix tures fo r  the com ing year include C /L  

contest on A p r il 18th (S a tu rd ay ) s tarting  
at 2 .30 p .m ., and w ill include O pen Stunt 
and Class * A ”  team  racing.

O n  Sunday. June 21st, a  C /L  contest w ill 
be held in  B utlin 's  H o lid ay  C a m p  at M ovney, 
which w ill include O p en  S tu n t. C lass "  A  "  
and "  B ”  team  racing and  F ly in g  Scale. 
V alu ab le  prizes o f  engine» and  k its  as well 
as the R u tlin  T ro p h y  (p e rp e tu a l) w ill be 
aw arded  to  the co m p etito r w ith  the most 
points w h ich  w ill be aw arded as follow s : 
1st in  any οΓ the fo u r events w ill be aw arded  
10 points : 2nd  d itto . 5 p oints ; 3rd , 2 points. 
W in n e r o f  the tro p h y  w ill receive a replica  
o f  it  ; it  is a silver g 'obc w ith  a four-engined  
’p lane attached to  the to p  o f  it . m ounted  on  
a base and standing about 1 ft. h igh ; last 
year’s w inner was M r .  J. C a rro ll, o l D u b lin .

M em bers  o f  o u r  c lub  w i l l  be g iving d em o n ­
strations o f  C /L  and frcc-flight every M o n d a y  
nig h t in  th e  cam p o n  the sports field, and  
any English visitors should b ring  the ir m odels  
when com ing o n  holidays to  the cam p. 
I f  they w ill get in  touch w ith  the secretary  
o f  o u r c lu b  a contest w ill  be arranged w ith  
them .

As o u r m em bers have gone in  fo r  free- 
flight and gliders as w ell as the C /L  we hope  
to  hold  a frcc-flight contest la te r  in  the year.

B R IS T O L  A N D  W E S T  M .A .C .
T h e  c lu b ’s contest fix tu re  list has been 

com piled and  includes a “  one design ”  
contest, a  chuck glider event, and, w hat 
should be m ost interesting, a ru b b e r cargo  
contest. T lic  m odel curry ing  the greatest 
am o u n t o f  w eight fo r  30  sec. w ith  m ax. 
m o to r w eight o f  |  oz. w ill be the w inner. A 
c o m m o n  fo rm  o f  weight is p lanned, probab ly  
coins, to  enable loads to  be checked w ithout 
resorting to  scales.

O n  M a y  U t h  the c lub  is rc-institu ting  the

W est o f  E ngland C ham pionsh ip  C u p  fo r  
com p etitio n  by the W est o f  E ngland and  
S . W ales c lubs. E n tran ts  a re  to  fly  in  any tw o  
o f  the three frec-fligh t classes. H ;ghest to ta l 
aggregate to  w in . Prizes fo r leaders in  each 
class.

B oth m em bership and  the tu rnout on 
contest days are increasing, and the club  
seems to  be defin ite ly  on  the upgrade.

Λ .  H .  Lee has at least tw o  W akefie lds  
ready fo r  the 1954 E lim in ato rs . A  p a ir o f  
ra d io  sailplanes arc under construction by  
Messrs. Pavey and Coles and wc hope that 
these m ay  soon be seen fly ing on D u rd h a m  
D ow ns.

S A L F O R D  M .A .C .
T h e  c lub  was w ell represented a t the N A V . 

A rea  *' W in try  "  R a lly  though success d id  n o t 
com e o u r  w ay. Lcs H atty was fly ing his high  
aspect ra tio  Λ /2  O din  w ith  w hich he w on  
second prize a t W o o d fo rd . I t  again  p er­
fo rm ed w ell b u t w eather conditions were 
against Les, fo r  o n  tw o  o f  his flights his m odel 
must have been a irb o rn e  long enough to  
record 3 m in . m axim um s b u t a l f o f  his flights  
were tim ed  o.o.s in  the fa llin g  snow when well 
short o f  this tim e and his offic ia l aggregate 
was o n ly  4  m in . 31 sec. A r th u r  C ran e  d id  well 
to  place th ird  in  ru b b er b ut the most interest­
ing fly ing  was p rovided  by A lan  H ard in g 's  
R o -E if  w hich provided  a most entertain ing  
frcc-flight stunt e xh ib itio n  ! A la n  seems to  be 
concentrating  on the unusual. H is  latest, a  
fly ing  w ing , still loops w ith  about 4 5  deg. 
dow nthrust !

B rian  B ow er had bad lu ck  w ith  his brand  
new  frcc-fligh t Javelin  powered jo b — he 
pranged it firs t tim e  o u t w h i'c  o n  his w ay to  
the tlv ing  fie ld— he fell o f f  his b ike , a n d  his 
m odel bore the brunt o f  i t  ! H o w ever, he has 
had better lu ck  w ith  his new  A /2  p u ttin g  up  
tw o  m axim um s an d  a flight o f  1 m in . 24  sec. 
in  the P ilcher C u p  a t T ils to ck .

R E A D IN G  A N D  D IS T R IC T  M .A .C .
T w o  very  successful socials m ark e d  the 

beginning and end o f  the w in te r season, help­
in g  to  keep the c lu b  together a t the usual 
“  slack ”  tim es, as w ell as re liev ing  the hard- 
pressed finances.

T h e  r .t.p . contest this year to o k  the fo rm  o f

tw o  rounds fo r  stick m odels to  a sim ple  
fo rm u la  and  tw o  fo r  scale m odels ; the la tte r  
often  having  very unscalc speeds and  an  
insatiable desire to  a lternate  v io len tly  
between floor and  ceiling ! Several jun iors  
flew  consistently, but the o ld  ’uns ev idently  
thought it was a ll k id ’s s tu ff so wc haven’t 
seen m uch o f  them . T h e  w in te r p rogram m e  
ended w ith  the Concours d 'E legance  at w hich  
both seniors and  jun iors  were w ell repre­
sented. Scale and  semi-sealo m odels pre­
do m in ated , the m ore in teresting being a 
F /F  M ile s  IJb e liu la  M .3 5  and  a D a r t -  
pow ered exam ple o f  Phil S m ith ’s L .A . I7 .

Innovations fo r  the com ing season include  
a “  scram ble "  type contest, a  J A  team  race, 
and  a chuck-g lider sweepstake w hich w ill run  
th ro u g h o u t the season. C e rta in  m uscle-m en  
can be seen w e ig h t-tra in in g  a lready fo r  this 
la tte r event w hile  others do  three m iles road  
w o rk  each m o rn in g  in  p rep ara tio n  fo r  the 
·* scram ble ”  contest !

CHEADI.E A- DIST. M .A.S.
T h e  C hcad lc  A  D is t. M  A  S. w o u ld  like  

to  th a n k  the S .M .A .E .  fo r  the “  D am age  
D a y  *’ w eather. I t  was w onderfu l ! T o p  
scorer in  the Pilcher was W a lt N ic ld  w ith  tw o  
m axs. and  I m in . 55 sec., second A . A n d crto n  
w ith  2  sec. 23 sec., a m a x ., a n d  2  m in . 27  see.. 
each scoring h igher than  they ever got o il' 
328 f t  lines ! B oth  were fly ing  new  O .D .  
N ord ics .

T o p  in  the C arnage was A n d crto n  again , 
3 m in ., 2 m in . 4 7  sec.. 3  m in ., and  the none  
to o  o rig in a l excuse o f  a  d o w n -d rau g h t. 
Second, B rian F a u lk n e r w ith  3 m in ., 2 m in . 
11 sec., 3 m in ., and  a second flig h t D .T .—  
even less excuse I H e  repeated this “  special 
m anoeuvre ”  in  g lid e r w ith  c 1 m in . 55 sec. 
d /r  in  the P ilcher.

Bad luck aw ards go to  G a r th  Evans, fo r  
D .T .- in g  his Conquest fo r  a  test flight m ax. 
a t 10 ft. o ver concrete, rep a irin g  it . and  
lan d in g  it  o n  a m a in  ro a d  u n d er a car. He  
then succeeded in  losing a ligh t-w eight 
ru b b er jo b  on hand turns. . . .

O vera ll result o f  the d ay fo r h im — tw o  
jobs less, n o  score. .  . .

C u rre n t craze sweeping the c lu b  ru b b er  
B ilg ri-em u la to rs  (a ll B ill A rc h e r o f  th e m ) is 
condenser tissue o f  .0003 in. thickness im ­
p o rted  fro m  the States. H o w e v e r, a ll that 
glitters, etc. . . . B ill ’s first w ing  so covered  
was th ro w n  o u t, lo o k in g  lik e  a Junkers 52 ’s 
— corrugated  !

T w o  new  m em bers. A ld c ro ft and H o o lcy , 
fly ing in  the P ilcher, started th e ir career fo r  
this c lu b  a t least, b y  losing th e ir lig h t-w e ig h t 
gliders fo r  6  m in . 31 sec., and  15 m in . 15 sec. 
o.o .s. respectively.

O rig in a l (? ) lines o f  research in  the d u b  
co ntinue o n  ru b b er jobs in  p a rtic u la r, w ith  
tw o  36 in . designs by A n d crto n  and F a u lkn er  
(the  M a ra th o n  and  I'herm aller  respectively) 
being g rafted  on  to  each o th e r, w ith  qu ite  
outstand ing  results so fa r; the result giving  
(a p p a re n tly ) nearly 400  f t .  e ftc r  21 m in . on  
c lim b .

E ric  T a y lo r , Io n -  w o lf  as usual, is toying  
a ro u n d  w ith  th a t baby o f  u ltra -co m p lica ted  
props, the “  h a lf-rad iu s  fo ld e r ."  w here h a lf  
o f  each blade fo lds th rough  ISO deg .— then  
the rest feather* !

S ro t* P ress— W e now find  th .it he actually  
cam c top  in  o u r G axnag- re s u lts -  f ly ing  in  
the N o r th  M anchester reg ion  to  score three  
m axs. an d  a 7 m in . 47  sec. fly -o ff

W H IT E F IE L D  M .A .C .
W ith  three contests in  the last m o n th  the  

c lub  is n o w  w ell started o n  the 1953 season. 
A  local in te r-c lu b  event was held  a t Edge- 
w o rth  o n  tlic  H o lton  C lu b ’s g ro u n d  o n  Feb. 
2 2n d . using a  3 m in . m ax. and  ru les to  suit.
J. O ’ D o n n e ll w o n  the g lider contest fo r  the 
L a w to n  T ro p h y  fo r  the fo u rth  successive 
year. T h is  9 -fo o tc r  d id  tw o  th erm al 
m axim um s o f f  the 2 0 0  f t .  to w lin e  a llo w e d . 
A . D .  Bennet w o n  the ru b b er contest fo r  
the E lite  T ro p h y — m o to r 33 1 /3  per cen t, 
o f  to ta l liv in g  w eight— d o in g  2 m in . an d  3 
m in . w ith  a ba llasted W akefie ld .

F o llo w in g  week saw m uch better w eather  
fo r  the Fresh m an ’s T ro p h y — lim ited  to  
m em bers w h o  had  n o t placed to p  in  the
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c lub  in  a S .M .A .E . contest last season. 
T h is  was rubber o r g lider to  '52  rules. John  
Potts was w inner, fly ing a d iam ond nylon  
free-w heel W akefie ld  to  a to ta l o f  10 sec. 
17 s e c .- a ll flights being over 3 m in .

F in a lly  the c lu b  had  qu ite  a  reasonable  
en try  in the decentralised C arnage and  Pilcher 
contests. M o s t o f  the c lub  trave lled  to  
T ils to ck  A ero d ro m e, w h ich  the N .W .  A rea  
had  m ade availab le  fo r  the day . T o p  in  the  
C arnage was J. O ’D o n n e ll w ith  three maxs. 
and  a 4 m in  12 sec. fly-ofl-—  m odel was a 
geodetic W akefie ld  com plete w ith  24 in. 
fealherer.

T im es in  the P ilcher were r.o l to o  good—  
best being F.. H o rw ic h 's  6 m in . 43 sec. w ith  
an “  O d cnm an ”  N o rd ic --  the m odel being 
tinted on  the last flight fo r  14 m in . 40 see. 
o.o.s. fro m  launch (a n d  fo llow ed  by car. etc. 
fo r  4  miles and  45  m in. before being lost).

H ig h  spot o f  the m o n th  is, how ever, the 
news that A la n  W rig lcy  has got the first 
" C ”  and  In te rn a tio n a l C e rt, in the club—  
he recently  m anaged his pow er flights just 
51 weeks a fte r the glider flights biggest 
difficu lty  being the r.o .g . requirem ent fo r  
pow er, coupled w ith  ra th er rough field  
surface. T h e  *’ C  ”  C ert. *s qu ite  an achieve­
m ent— the rest o f  the c lu b  have being try ing  
fo r  m onths !

NORWICH MODEL AERO CLUB
W ith  the beginning o f  the fly ing  season 

here the c lub  has suffered a serious set-back  
in  the loss o f  its  fly ing  field. T h is  w ill be 
availab le  next year and  in  the m eantim e  
every endeavour is being m ade to find a 
tem porary  field.

A t  present c lub meetings are being held at

least once a m o n th  a t  B igno ld  School, but 
i t  is hoped th a t a  perm anent clu b -ro o m  w ill 
be avatlab lo  shortly.

M a in  interest in  the c lub  a t present is in  
frec-flight p ow er and g lider. Several m em ­
bers a re  also bu ild ing  ra d io  jobs in  an  effort 
to  p ro v id e  o u r chairm an  M r .  G . D a v ie  w ith  
Λ little  com petition . M r .  D a v ie  has at least 
fo u r  R /C  jobs fly ing: tw o  Super Brigadiers, 
a Junior 00 and nine fo o t g lider. H e  also  
has an  outsize in  stunt jobs, λ StuM w agon  
pow ered b y  A ttw o o d  '* G Io -d e v il.”  A n o th e r  
outsize stunt jo b  is an Icarus, M c C o y  "  60  ”  
flow n by R . A p p lin , m odel perform s w ell 
a n d  is certa in ly  impressive on  hundred fo o t 
lines.

M o st interesting bod  and m od in  tho d u b  
is T o n y  Coe. H e sports a rea lly  b rillia n t  
cap festooned w ith  the rem npnts o f  a  m uch  
bashed E lfin  laved o u t lik e  an ** Engine T esl "  
display. M o d  is a  scarlet Dccajet jo b  called  
B uzz Bom b  w hich having had n ine inches 
lopped  o ff  the business end refuses to  do  
anyth ing , but m ake rude noises and im ita te  
a w orn o u t b lo w lam p . Said  bod looks as 
bad  as his cap a fte r h a lf-h o u r’s fran tic  
pum ping  I

FORESTERS (NOTTINGHAM) M .F.C.
T o m  W o o d w a rd  recently broke the club  

ru b b er record w ith  an F .A . I .  m odel on a pre- 
G a rm c c  ja u n t. T h e  day was b itte rly  cold  
and  c louded o ver, b u t the m odel clim bed  
lik e  a rocket. A fte r  f ire  o r  six m inutes, it 
cam e d ow n to  about 50 f t . ,  and an  expectant 
T o m , b u t the frisky  elem ents h a d n 't finished. 
T h e y  whisked the m odel up and aw ay  in to  
the en fo ld in g  clouds qu icker than when it 
was under p ow er fo r  a to ta l o f  13 m in . o.o.s.

N o  G am age cup fo r T o m  this year !

s e c r e t a r i a l  c h a n g e s
Edinburgh M .F .C .  U . A . W a n n o p , I I .  

C ra ig lo ckh art D r iv e  S outh , E d in b u rg h , 11.
Southport M .  &  E .C .  T .  N&LSON, 41. 

H aw kshead S treet, S o u th p o rt, Lancs.
Knur·, lord k  D is tric t M .F .C .  G . Pa r k » .  

H ig h  M a r la n d  Lodge, L cg li R o a d , K n u ts -  
lo rd . Cheshire.

F lying Saddlers M .A .C .  R . H . B f d a U ,  
16. R eservoir S treet. .W alsall. Staffs.

W allasey M .A .C .  J. B . N a n n a y . 67, 
St. A ndrew s R o a d , Bchington, Cheshire.

Rcdcar M .A .C .  C . Skinner. 16, France 
Street. R cdcar. Y orks .

Boston D is tric t A  C . S. C . M a r s h a l l , 
F old  H il l .  O ld  Leake, n r. B oston , Lines.

N .W .  M iddlesex M .F . C .  J. Bo w e r m a n . 
4 0 . C rundale  A venue. K ingsbury . L o n d o n , 
N .W .9 .

Stockton D .M .F .C .  A . W .  S p u r r , 9 , 
M oxm on T errace . N o rth  O rm csby, M id d lcs - 
hrough. Y o rks .

M en  o f Kent M .F .C .  M . R . B aSSETT. 
7, Sclbnum c R o ad , Sidcup. K e n t.

Southern A re a . A . C . W em yss . "  G lc n iffe r” , 
W y n tc r R o a d , BUternc. S outham pton.

N E W  C L U B S
Lenham  M .F .C .  F . W it t a k t , 2. C o le  

T errace . L en h am . nr. M aid s to n e . K ent.
Sidcup A .S . M . R . B a s s l t i,  7 . Selboum e  

R o a d . Sidcup. K ent.
Hornchurch M .A .C .  L .  R anso m . 155, 

G orscw ay, Rush G reen . R o m fo rd . Essex.
S.F .. London R ad io-C ontro l Society. H . C . 

F ra w pTOn . 34. S tapleton R o a d . Bexley 
H e a th . K ent.

CONTEST CALENDAR
A p ril 26th  C  L S P E E D  T R IA L S .

C R O Y D O N  G A L A . Chobham Com m on.Surrey. 
May 3rd  C entralised. K id lington, near O x fo rd .

I N T .  A 2  T R IA L S .
• A E R O M O D E L L E R  ”  R .'C  T R O P H Y .

10th Decentralised.
L A D Y  S H E L L E Y  C U P .  Tailless Models. 
J E T E X  C U P .

.. 23 rd - BRITISH N A T IO N A L S . W aterbeach . near 
24th  Cam bridge.

T H U R S T O N  C U P .  G lider.
M O D E L  A IR C R A F T ”  T R O P H Y .  U n r. 
Rubber.
G O L D ”  T R O P H Y .  C /L  Stunt.

S P E E D  T R O P H Y .  C ,L  Speed.
S .M .A .E . T R O P H Y .  Radio C o n tro l.
S IR  J O H N  S H E L L E Y  C U P .  U n r . Power. 
T E A M  R A C E  T R O P H Y .  Class A  and B. 
P A A - L O A D  T R O P H Y .

June 6-7th  W O R L D  C  L  C H A M P IO N S H IP S .  M ilan. 
Ita ly

., 7 th  Centralised. D igby, lin e *
W A K E F IE L D  T R IA L S .
P O W E R  T R IA L S .

,, 21st Decentralised
K E IL  T R O P H Y .  U n r. Pow er.
F R O G  J U N I O R  C U P . U n r. R ubb er/G lid er. 

,,  28th  S lo p e  S o a rin g  C o n te s t. C lw yd H ills , N o r th  
W ales.

July 3rd -
6 th  In t .  C  L S tunc and  S p e e d . K nokke, Belgium. 
5th  Centralised.

S U P E R  S C A L E  T R O P H Y .  Scale Power. 
B O W D E N  T R O P H Y .  Precision Power.

.. 12th N o r t h e r n  H e ig h ts  G a la  D a y . Langley.

.. 19th D ecentralised.
C .M .A .  C U P .  U n r. G lider
F R O G  S E N IO R  C U P . I.S  c.c. Power.
In t .  T a ille s s  G l id e r  C o n te s t . Brem en, 

G erm any.
., 26th  In t .  R a d io  C o n tro l C o n te s t . Southend.

Aug. 2nd W O R L D  C H A M P IO N S H IP S . C ranfie ld . Beds.
., 3rd  W A K E F IE L D  C U P .

F .N .A .  C U P .
P O W E R  C H A M P IO N S H IP S .

Aug. 15th In te r n a t io n a l  S lo p e -s o a rin g  C o n te s t. T re n to . 
Italy.

16th S e a to n  M .F .C . A n n u a l R a lly . Seaton, Devon. 
.,  21st-

23rd  W O R L D  A 2 G L ID E R  C H A M P S . Yugoslavia. 
,,  23rd  R ad lc tt, H erts.

A l l  B r ita in  M o d e l A i r c r a f t  R a lly .
In t .  J c te x  C o n te s t.

30 th  C entralised.
A R E A  C H A M P I O N S H I P S .  R u b b e r/G lid e r/

Power.
T A P L IN  T R O P H Y .  Radio C o n tro l.

Sept. 5 th -
6 th  Ir is h  N a t io n a ls ,  D ublin .

..  6th  YORKSHIRE EVENING  NEW S R a lly . Shcrburn.
In t .  R /C  C o n te s t . G lid e r Pow er. Brussels 

„  13th A rea.
G U T T E R ID G E  T R O P H Y .  1954 W akefie ld  

Elim inator.
· ”  M O D E L  E N G IN E E R  ”  C U P .  Team  G lid e r. 

,,  20 th  In te r n a t io n a l  T e a m  R ace . H olland.
..  27th  Area.

• K .  &  M .A .A .  C u p . 1954 A 2 E lim inator. 
H A L F A X  T R O P H Y .  I9S4 Pow er E lim inator. 

O c t. I l t h  Ireland.
U .K .  C H A L L E N G E  M A T C H .  R ubber P o w er' 

G lid e r .
17th- M adrid , Spain.
20th In te r n a t io n a l M e e t in g . G lid e r, P ow er. C /L  

,,  18th C entralised.
D A V IE S  T R O P H IE S .  Team Raco A and B. 
R IP M A X  T R O P H Y .  Radio C o n tro l.
C /L  S P E E D .

S .M .A .E . C O N T E S T S  I N  C A P IT A L S
in d ic a te s  Pluggc Cup Events.

T H E  · M O D E L  A IR C R A F T  ”  C O N T E S T  C A L E N D A R
w ill again be featured in o u r C lub  New s section during the  
coming season. N o w  th a t the S.M.A.E. C ontest Programme 
has been announced w e strongly advise dubs w h o  intend to  
organise rallies to  d etide  upon th e  dates o f these w ith o u t 
delay. Early publication of tho dates o f these events in  the  
Contest C ilc n d a r w ill avoid them  clashing w ith  o th e r  fixtures.

253



MODEL AIRCRAFT MAY 1953

WE DO NOT O FFE R  “ T-

CHAMBERS 
RECOVERING that WANDERING' FIOATTVANE

BUT W E D O  OFFER Y O U  . . .
THE BEST HIRE-PURCHASE TERMS

on Engines, Kits, Hobbies Fret machines, Trix 
and Gaiety Locos., and X-acto Tool Chests. 

N O  D EPO SIT SC HEM E for all customers who 
have completed a purchase in a satisfactory manner.

T O  --------------------

THE MODEL STADIUM
H I R E  P U R C H A S E  S P E C I A L I S T S

S, Village Way East, Rayner's Lane, Harrow, Middlesex
(2  m ini. R a/ner't Lane Stotion) Tel. PINner 6459
S.A.E. fo r enquiries please. Engine» run fo r Personal Caller».

RADIO

FANS !

GRAND

NEW
‘ M.S.*

AIRWHEEL

d ia AIRWHEELS N O W
R E A D Y

J U S T  T H E  J O B  F O R  R A D IO  C O N T R O L  A N D  A L L  
-----------------------------------  L A R G E  P L A N E S  -----------------------------------

8  Gauge hub» 
Fully pneumatic 61/3 P«r P*ir

Lists etc., 3d. from

Inc. tax  
Pose extra

T H E  M ODEL SHOP
(N E W C A S T L E -U P O N -T Y N E ) LTD .

3, R idley Place, N o rth u m b e rla n d  S tree t,
N E W C A S T L E - O N - T Y N E .  T e le p h o n e :  22016

Private. 3d. per w o rd  prepaid. Trade. 6d. per w ord  prepaid. M in im um  
18 words. Box N o . 2s. 6d

A M E R IC A 'S  fam ous magazines. O ne year's supply. “  M o d e l 
A irp lan e  N ew s.”  25s. "  F ly in g .”  35s. Free booklet listing a ll
others sent on request. W i i .i f n  L t d . (D e p t. 2 2 ) . 10!. F leet S treet, 
L ondon. E .C .4 .

CORONATION
Flag  wavers n o  doubt o b ta in  th e ir excitem ent in  this m anner. 

M a k e  yours a practical and  enjoyable C o ro n a tio n  Season b y  selecting 
reliab le kits , engines, and  a ll M o d e l A irc ra ft  accessories fro m  these 
advertisem ent pages.

FOR SALE
M A R IN E  E N G IN E S . S tuart T u rn e r tw o-cylinder ( I  in . x  j i n . )  

set o f  castings. Cylinders, bed. con. rods, chests m achined. C o m ­
plete d raw ings. G if t  £4. T r ip le  expansion. 20  in . overa ll, a ll difficult 
w o rk  done. S im ple jobs to  com plete a pow erfu l engine. £30 .—  
B ox N o . T .C .P . 6805, M o d e l  A ik c k a k i Offices.

W O R K S H O P  C L E A R A N C E . T w o  sets 1-60 d rills . B .A . taps. 
H .S .S . too! bits, new s.c. chuck, etc. S .A .E . fo r p articu lars .— Box- 
N o . T .C .P . 6808, M o d el  A ir c r a ft  Offices.

PERSONAL
F L Y IN G  S A U C E R  C L U B . Join now  ! 3s. 6 d . includes

distinctive badge, certificate and  subscription to  Flylnf.; Saucer News, 
w ith  details o f  the c lu b ’s activities, com petitions, pen-pals, etc. W rite  
— Se c r e t a r y , 4 2 , R o th b u ry  R o ad , H o ve , 3, Sussex.

H an d  P ic k e d  . . . .

The
T E L E C O M M A N D E R
1 Λ C 1 M I N I A T U R I S E D  
1 U 0 I  T R A N S M I T T E R

Check these features

φ  ENTIRELY SELF CONTAINED 
φ  PUSH BUTTON CONTROL 
φ  LIGHT IN WEIGHT 
φ  SIZE 1 0 x 6 x 2  ins. 
φ  SUPER FINISHED 
φ  MAXIMUM POWER

E .C .C . T E L E C O M M A N D E R  L T D .
Telecommander House, Bury W arf, Bury Road, Ruislip,

M I D D X .
U .K . O ist.: E K E IL  &  C o . L td .,  195, Hackney Road. London, E.2. 
Export : T E L A S C O  L td .,  20 Grosvenor Place, London, S .W .I .

7 0 /-
PLUS T A X

O rd e r  from  
your local 
m odel shop

254



MAY 1933 MODEL AIRCRAFT

H ave you read 

th e  new “  M .E .”  ? 

A cc la im ed  by 50,000 

enthusiasts a ll ove r 

th e  w o r ld  as “  O U R S ,"  

th e  “  M .E .”  lin ks  a ll 

branches o f m ode lling . 

Th is  com panion jo u rn a l 

to  “  M odel A ir c ra f t  ”  

was founded in 1898. 

W ith  i t  has g row n 

th e  m ovem en t i t  fosters. 

For fu ll know ledge o f 

m ode l eng ineering 

you m ust read

“  THE MODEL ENGINEER” .

For a larger view of Aircraft Modelling

Make “ Ours” 

YOURS 

order your 

copy today

Each week articles of importance to “ Model Aircraft” 
readers are published . . . features on radio control, 
construction of miniature engines and workshop practice. 
That is why you must read The Model Engineer too, for 
complete knowledge of aircraft modelling. For a weekly 
outlay o f 9d. you receive over 1,600 pages o f information 
a year, that will help you to build miniature aircraft 
as perfect as the I Γ  scale Burrell single crank compound 
“ Devonshire ” engine shown above. Λ free specimen 
copy will be sent against a 6d. stamp. Write to. The 
Circulation Manager (Dept. 17), 19/20 Noel Street, 
London, W .l.

A PERCIVAL MARSHALL P U B L IC A T IO N
It pays to say  you saw it in M ODEL AIRCRAFT IX



MODEL AIRCRAFT MAY 1953

BOROUGH OR CHELMSi- OKI)

C o r o n a t i o n  Shorn P A R A M O U N T
Central Park : Chelmsford M O D E L  A V I A T I O N

JUNE 6th and 7th, 1953 6 9 S , L O N D O N  R O A D .  W E S T C L I F F

£650 IN PRIZES HIGHEST QUALITY
OPEN MODEL CLASSES SPRUCE, M A H O G A N Y , O BEC H I,

£ n tr / Formi and fu ll details from  R. A . G A M M O N S , A .I.M .E .M .,
C IV IC  SU ITE . PUBLIC LIBRARY. C H ELM SFO R D BALSA

(2 )d . stamp please)
S T O C K E D  I N  S H E E T  A N D  S T R I P

SPECIAL PRIZES FOR MODEL AIRCRAFT OFFERED BY STRIP W OOD CUT TO
The C he lm sford  M ode l Co., 14 Baddow Road. YOUR SIZE

Stockists o f  Keilkra ft— Mercury— V e ro n  and Frog.

Manufactured TH E  HUM BER O IL  CO. LTD . M A R F L E E T  ·  H U L L

A TOUGH PLASTIC SUPER ‘ 5 Γ  KNIFE CHOICE OF COLOURS

also ava ilable boxed s ing ly  w ith  1 b lade at 2 /- 
TRADE AND EXPO RT ENQUIRIES INVITED

WOODSEDE MODEL AIRCRAFT SUPPLIES, 22 SHIRLEY ROAD, CROYDON

X Say you  saw  it in M ODEL AIRCRAFT
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YOU 
W ILL  SEE 

THIS SIGN ON 
MODEL AIRCRAFT 
WHOSE OWNERS
U

FLY WITH CARE
a n d  h a v e  e f f e c t e d

£ 10,000
t h i r d - p a r t y  i n s u r a n c e "

! EVERY READER of this
o MAGAZINE SHOULD JOIN!
O S L B SC ltIl*T I0\ :  Includes Registration, Membership 
< Card, one Year's Third Party Insurance premium: and 
η Tree samples ot each one of the three sizes of black and 
D gold transfers, and address label. and
°  THIRD PARTY INSURANCE up to £10.000 any one 

claim is afforded to any Member of the National Guild 
of Modellers whilst operating in any part of Great 
Britain. Is effective from date premium received. 
ENROL ME for Public Liability Cover, i.e. covering 
in the terms of the block policy held by the Guild (N.G.A. 
Ltd.) legal liability for injury or damage to members 
of the public or their property arising out of the use 
by me of— MODEL A IR CRAFT powered by either 
rubber motors, internal combustion engines of petrol 
or diesel type, “  Jetex ** power units, steam, or electric 
propulsion; but excluding any kind of model powered 
by any kind of rocket or jet propulsion.

NATIONAL GUILD OF MODELLERS
Fifteen  years continuous service to tens o f  thousands o f 
aerom odellrr*. U nderw ritten  by one o f  London*· largest 
insurance com pan ies·

EN R O L N O W  ! SEND SUBSCRIPTIO N 3/-
P LU S  C O S T  O F  IT E M S  R E Q U IR E D  . - .
......................sm all transfers I in . d ia . a t Id . each · · ·
......................m edium  transfers I t i n .  dia. a t  l j d .  caco
......................large transfers 2? in . dia. a t  2d. each . . ·
......................address labels 2 )  in . dia. a t Id .  each . ·
......................g ilt and black lapel badge 5 in. d ia . a t * / -

TOTAL

SU R N AM E..................................  INITIALS.

ADDRESS ............................................................

SEND THIS FORM, REMITTANCE, ^ g v ^ ^ U O K S  
N.G.A. LTD., HARLEYFOKD, ΜΑΚΙΛζ

You get immense satisfaction from X-acto, accurate 
cutting is so easy. You select one of the inter­
changeable X-acto blades to suit the work in hand, 
quickly lock it to the appropriate handle and you 
have a firm, rigid knife with the sharpest blade you 
can buy.
T h e r e  is a n  X - a c t o  b la d e  f o r  e v e r y  c u t t in g  jo b
Sec the full series at your X-acto Stockists (who 
will also show you the range of X-acto knives and 
tool kits) or write for illustrated folder.

B la d e * f ro m  2 /6  fo r  fiv e . K n iv e *  f ro m  3 /6  each  
T o o l k i t *  f r o m  2 3 /-  to  8 4 /-

T R I X  L td .,  D e p t . L ,  t :  O ld  B u rlin g to n  Street,
L o n d o n , W . i



MODEL
AIRCRAFT GUI

YOUR
AOVERT4SB O N  THESE PAGES 
T O  REACH T H E  LIVE M O D - 
ELLERS IN  Y O U R  T O W N

Y O U  C A N  D IA L  W IT H  
TH £S E  M O D E L-S H O P S  W IT H  
C O M PLETE C O N F I D E N C E

BIRMINGHAM

MoA&iea £ td .
14. BULL RING

A branch of the firm which is known to Modellers through­
out the world. All M.A. requirements stocked

BIRMINGHAM Tel. Central 1223

M odel U&coxUome £td .
43. TEMPLE ROW,

Ships, Railways, Aircraft, etc.

BIRMINGHAM
Tel. : Northern 5569

JA e M odel M ecca
204-206. W ITTON ROAD, 6.

A 100% Modelling Shop. A irc ra ft Kits, etc.
Trig H 0 0  "  LM .5. Co. *· 0  M goure. 5 and 5A buses pass door. 

W RITE, PHONE or CALL

BIRMINGHAM Tel. : Sell, Oak 1645

fjxvm&io M edelcU atne
734, PERSHORE ROAD. SELLY PARK 

Model aircraft supplies, Keilkraft, Veron and Jetex kits. 
Personal attention of D. J. Turner

r n r a n

S lolan d Scott
The Model Specialist 
147, DERBY STREET

The best shop for miles around

BRIGHTON Tel. : Brighton 26790

M odel Clexodxomc £td.
37, WEST STREET,

Ships, Railways, Aircraft, etc.

3Jhe M odel (Ivtpatt
51, COLSTON STREET

Get your supplies from the leading M.A. shop in the
town

CANTifttumr Tel. : 48212

M t t X A  ( £ n # i n e & i i n p )  £ i d .
22, SUN STREET 

(Under the Shadow of the Cathedral)
Agents and stockists for leading Model Manufacturers. 

Personal and Postal Service

ra-rarn Tel. : 29065

3iud Μαχψχη
THE MODEL AIRCRAFT SPECIALIST 

22/22a CASTLE ARCADE
largest model a irc ra ft stock in the country, P L U S  firs t class mail 

order service. Send for my 1953 price-lis t, No. 2.*— FREE

COVENTRY Tel. : 6316

J i e e & l e y ’ A
89. SPON END 

For all your Model Aircraft requirements. Personal 
attention. Mail order

T e l.:  43317COVENTRY

Q/wenJbuf?o M odel SAop&
21, HALES STREET & 62. LOWER FORD STREET

YOU WANT IT .............................
.........................W E’VE GOT IT

Phone or Postcard for C.O.D. Orders

DARTFORD

M odexn A lodeh
12. THE MARKET. LOWFIELD STREET, DARTFORD.

KENT
Whether you call or whether you post, wc claim we've got more stock

than most

XU P lease m ention M ODEL AIRCRAFT in your reply to Advertisers



Y O U R  B E S T  M O D E L  S H O P S  C o m o

H T . i m i i ’M ’ n  T*, : 3 M 5  

5 A e  S c a t i a  M a d e l  C o .
40, CHAMBERS STREET 

Let M r. Wade advise you. Leading stockists fo r K its , 
K eilkraft, Balsa and Model Aero Supplies, etc.

I
η π Τ  Γ - Ύ Β  Te/. : P inner 6459

J J i e  A l o d e C  S t a d i u m
5. VILLAGE W AY EAST. RAYNERS LANE 

HARROW, MIDDX.
The only hire purchase specialists offering no deposit 

terms to established customers

T . I . :  GER 8811

M o d e l  O v t a t a f t
19-20 NOEL STREET, LONDON, W .l 

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

( p i e a t  W e A t  A l o d e C  S u p p l i e r s
474, GREAT WEST ROAD, HOUNSLOW. MIDDX. 
Hire Purchase facilities also M a il Order Service available 
on Model A ircra ft kits, engines, rodio control & model rlys.

UL : Hoo" s,owtA>41

M a d d a c a f L ·
112, HIGH STREET

M r. Gibb offers you expert attention. Stockists o f a ll 
leading kits ond accessories

S l o u l t o n ’ s  M o d e l  S A o p
79. HIGH STREET,

HOUNSLOW. MIDDX.
Model a ircraft, boots ond trams. No charge for technical adnce 

engine runs or rodio checks

C a l e d o n i a  M o d e l  C a .
5. PITT STREET, C.2

THE engine repair specialists. EVERYTHING for the 
ent/iusiost, with personal attention from GEORGE LEASK, 

A.M.I.B.E.

l i i M M f

C a s t  ( h u ) t i a n  A l o d e C  S u p p l i e s

37, UPPER ORWELL STREET. IPSWICH
W okefield geors : 3*. each, post 2 \d . Contest "  Avenger ”  sailplane 
Nordic A ‘2 design. Plans and cut ribs. 10*. Kit. 2 3 *. 6 d ., both post free

Tel. : Douglas 3986 Tel. Rattersea 4890

J .  Q l a s A f o x d
89, CAMBRIDGE STREET

Full representative range o f a ll leading M.A. k its and 
accessories

G .  if. i l J y n e  £ t d .

178. FALCON RD.. CLAPHAM JUNCTION, S .W .II 
The local modellers' Mecca. Service and Courtesy from  

an EXPERT

1 ί · ] Ι Ι · Ι · ] . 3  T«/. : London W o// 4375

M o l U U e a  £ t d .
326, ARGYLE STREET

A branch o f the firm  which is known to Modellers through­
out the world. A ll M.A. requirements stocked

M o M i e a  £ t d .
89. OLD BROAD STREET. E.C.2.

A branch o f the firm  which is known to Modellers through­
out the world. A ll M.A. requirements stocked

i V V i V - M Ϊ ! l b ™ · ; C rM  4127 Tel. : Chiswick 08S8

17. MARKET ROW
Everything for the Aeromodellist. Beginner or Expert. 
Advice gladly given. Solarbo supplied to the Trade. 

Record Fuels

J o n e s  3 1 ί ο λ .  o f .  C h i s u i i c i i
56. TURNHAM GREEN TERRACE. W.4 

1 min. Turnham Green Station (Dist. Line) 
THE SHOP W ITH THE STOCK

, OPEN SATURDAY 9 o.m .-6-30 p.m.

r m U ’A  H e n /· ,  25747 Ρ Μ 3 Ϊ Τ Ϊ »

%  C a a f i e

MODEL AERO SHOP.
396, WATERLOO RD., HANLEY, STOKE-ON-TRENT 
North Staffs leading model aero centre. M a il orders.

A t e d e l  ( Z v i a i a f t  S u p p l i e r  £ t d .

171, NEW  KENT ROAD, S.E.I 
The oldest established model a irc ra ft shop in London 

Service w ith  satisfaction from  H a r r y  Y o rk

Say you  saw  it in M OD EL AIRCRAFT xiii



Y O U R  B E S T  M O D E L  S H O P S  --Co«r«o.·

•I·] T tl. : North 4272

3lewcy J .  Afichaila £td.
308, HOLLOW AY ROAD. N.7 

The M.A. enthusiasts' complete stockist. Britain’s No. I 
Mail Order house. H.J.N. w ill be pleased to see you

[ • i :  ·
Tel. : Sloane 4914

fReplica £td.
159, SLOANE STREET, S.W.I

The exclusive model show rooms combining a large range
of the latest toys

ΤΤ7ΓΓ TeJ. : Gull,vet 1818

tRipmcvx, £td.
39. PARKWAY, CAMDEN TOW N. N .W .I 

Everyman’s Model Shop 
The post service with the personal touch

MANCHESTER Tel. : Central 1787

Mo&frieo £td.
10. PICCADILLY

A branch of the firm  which is known to Modellers through­
out the world. All M.A. requirements stocked

MANCHESTER Tel. : Blackfriars 1922

5Ae Aladel Shop
13. BOOTLE STREET. DEANSGATE 

We have E V E R Y T H I N G  in stock for the aeromodeller 
Kits. Engines and Accessories ____

MANCHESTER Tel. * Blackfriars 6159

Aladel Supply, Staves
17, BRAZENNOSE STREET

or absolute satisfaction come to us for your model a irc ra ft requirements 
N o rth e rn  factors fo r SKYLEADA k its

m z t t Tel. : M itcham  1514

Alitcham Aladels Co.
243/5 LONDON ROAD. MITCHAM 

Model Aircraft kits and accessories specialists 
Model engineering tools etc. Yachts and trains

ORPINGTON 'Λ. Tel. : Orp. 7903

Cnay Aladel Cxaft
155, HIGH STREET, ORPINGTON, KENT 

The on ly  model shop in Orpington

Τ ' IT

Alays, Aladel Staves.
157, INFIRMARY RD.,

The Model Aircraft Specialists 
All leading M.A. Agencies. Prompt postal service

S.A.E. fp r  i/St

SOUTH AFRICA

(l. W,. Mcvidley ( 9ity) £td.
33, KERK STREET. JOHANNESBURG 

Model plane, model ship and model railway supplies from 
the leading British and American factories

Γ Τ ι . - π 1: ! Tel. : V igilant 8292

£. £.. S. Aladel Supplies
272, HIGH STREET. SUTTON. SURREY

S u r re y 's  H o b b y  C e n tre . By r e tu r n  P os ta l S e rv ice
Complete stock o f o il M.A. requirements. Personal attention from

Norman Butcher

W ISTCUFF-ON-SIA Tel : Southend 2896

ffxvuunount Aladel (luiation
695. LONDON RD.. WESTCLIFF

Your Best Model Shop 
Wc stock only the best 
A l l  O rd e rs  by R e tu rn

T R U C U T
AIRSCREWS

T H E  C H O I C E  O F  W I N N E R S :

ifio
r

F O L L O W  T H E IR  LEAD  -------
4* 7 & 8* F 4 10* I I * 12 -

FLY T R U C U T
I r  14* DIA.

Ι|Ι0 Ι Ί Ι  2|l£ 214 219 3j0£ 317 ,η~ ίτ.
r .4 .1 2 *  4-12' 4 - i r  4-12* 4-8' 4-8' 4 ' EVEN NUM BERS O N L YPITCHES

OBTAIN PROM YOUR MODEL SHOP I PROGRESS A E R O  W O R K S , C H E S TE R  RD.. MACCLESFIELD

Printed in Great Britain for the Proprietors by Ε ι.κγτκιολϊ. Pres*  Ltd ., Cordwalli* Works. Maidenhead, Berks, 
and published by Pkkcival M ar shalc. & Co. L td ., 19-2u, Noel Street, London, W .l.

Sole Canadian distributor»—Messrs. Gordon &  Gotch Ltd., 43, Victoria Street, Toronto I, Canada. 
Registered lor transmission by Magazine Post to Canada including Newfoundland.



P opular demand asked fo r i t ,  and, as usual, E.D. produces i t—the “  Boom erang ”  
Radio C o n tro l U n it—C O M P LE TE LY  W IR ED  A N D  READY FOR USE IN  Y O U R  
M O D E L P LA N E  OR B O A T , supplied w ith  e ith e r so ft o r hard valves. This re vo lu ­
tio n a ry  set provides five d iffe re n t aeria l tappings which enable the aeria l load to  
be m atched to  the  valve. A  new valve is w orked on the A l tapp ing fo r m a x im um  
sens itiv ity . W hen the  re qu ire d  1.5 M .A. cu rre n t becomes unobta inable the A2 
tapp ing w ill g ive a fu r th e r  pe riod  o f sens itiv ity . This procedure is used progressively 
th rough a ll five  stages, thus leng th­
ening the life  o f the  valve by five 
tim es.
See you r m odel shop about th is  
rem arkab le  set, s im p lic ity  its e lf to  
insta l and the m ost econom ica l in 
use.

Price : Transmitter Receiver and 
Escapement (soft o r h 
valves) completely wired

B O O M E R A N G
Prices separately : 
Transmitter ... £5 14
Receiver & Escapement £6 13

All prices include 
Purchase Tax.

ORDER THROUGH 
YOUR MODEL SHOP.

I l n l l l

ELECTRONIC DEVELOPMENTS (SURREY) L T D i ^
fm s m w ts  D E V E L O P M E N T  E N G I N E E R S  El·* J3
1113 18.VILLUBS ROAD, KINGSTON-ON -THAMES, SURREY, ENGLAND



TRADE \ / MASK

Simple In build, a pleasure to fly ! 
FROG Junior* are completely 
prefabricated—so vidt your nmdrl 
shop and 'tart your “ circus”  today. 
Latest adilition is the “ Speedy”  
—the fastest y e t ! Each Junior 
cost* .'{ fed., and i* 12 in. spun.

“  (iohlin “ —Λ 
in. span rrtbii 
Rubber potcere

“  Witch "  highly efficient .16 in. 
5/ui/i rubber powered contest model,
12 9J.

“ Minx" —30 in. span, 
cabin type model. 
'Rubber powered 8 *.FROG

“ 150”
DIESEL

TH E PERFECT 
START TO 

MODELLING

in .  sp an
2 lid .

Vandiver ”  / / —27 in. span super CfL 
Hunt model for tAe “ ISO " —ns rtfieued in 

“ Model A ircraft” for April. 15/-

“  Wasp "  Hand or 
launched glider.

The amazing F R O G  “ 1 3 0 ”  diesel has everything! 
Ease of starting, controllability, absolute reliability and 
power p lus! ! There is no equal to a “  150 ”  in its class. 
Γι-ice. loo, cannot be bettered— for only 19 fed. the 
FROG “ 150“  is y ou r» !!

And why not complete the outfit with a FROG super 
kit, a FROG NYLON prop and the new FROG “  SH E LL  
blended" (plusether) diesel fuel ? Your local FROG stockist 
will be happy to show you this contest winning combination!“  Cirrus in. spun semi-

pylon model which climbs like 
n rocket with a “ 150." 17/M.

INTERNATIONAL MOBIL AIRCRAFT. LTD.. MERTON. I0\D0\. S.tt.B ENGLAND


