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ΑΜΡΥΊ 20" WINGSPAN
CONVERTIBLE SPORTPLANE
which may be flown with the 
ccJetex ”  50 unit or as a Rubber 

and Glider model

To appeal to the sports flying enthusi

ast we have produced 44 ANDY ”  . .  . 

the one and only design that can be 

converted in a matter of minutes'to 

fly with a “  JETEX ”  50 unit, or as a 

rubber powered sportplane, tow or 

hand launch glider. Just think of the 

possibilities such a combination can 

o ffe r. . . and the fun ! ! ! Ask your 

retailer now to show you this attrac

tive k it and judge for yourself.

:d' KITS

A L L  T H E  L A T E S T  

A C C E S S O R I E S

Lightweight Black Modelspan
e. 20" x 30 4d.

Handispray "  for water spray
ing and fo r use w ith thinned dope. 
Adaptable to  all ”  TITANINE '
screw cap jars .................  2 <
“  Durex "  Cellulose Tape 
(transparent) | v x 100" > 
D is p e n s e r...........................

Albatross Plan Pack ... 
Rapier Plan Pack 
The above contain plan, building 
instructions and Full set 
printed sheets.

ROMA 9t -

A slick new-style contest glider designed 

w ith  correct disposition of side areas to give 

maximum stability and performance, both 

on the tow-line and under* hand launch 

conditions. Offset tow  hooks make trimming 

for thermal flights an easy job.

PRICE 716 COMPLETE

NEW!
— « JUNIOR»»—
By introducing jig-profiled 
units in this k it the construc
tion has been so simplified 
that a full-size plan is not 
necessary. In this way we are 
able to give you the added 
advantage of a larger model 
with no increase in price.

Ι4 Γ  WINGSPAN SOLID 
BALSA CHUCK GLIDER 

PRICE IF3 COMPLETE

(WITH FULLY DETAILED BUILDING 
INSTRUCTIONS)

G R K N  MOUNT WORKS

M A N U F A C T U R E R S
'Grams: "A ER O M O D EL," HALIFAX.

IMPORTERS EXPORTERS
’ Phone: HALIFAX 2729



MODELS THAT

F lY f
BUY

EVERY KEILKRAFT KIT 
IS A TESTED DESIGN

The prototypes are all flown 
and tested by Eddie Keil 

himself before kitting.

M any N ational and Club 
contests have fa llen  to 
K.K. m odels . .  . p ro o f o f 
their design superiority

Coming soon .
ACE 30" Span Rubber Duration Model 
S E N A T O R  32" Span Rubber Duration Model 
S T U N T  Q U E E N  1950 Nationals W inner 
C U M U L U S  Carl Goldberg’s latest F/F design 
TE A M  RACER S C O U T  20" Span Biplane

See them  all at the  .  . .

1950 M O D E L E N G IN E E R  EXH IB IT IO N
NEW  ROYAL HORTICULTURAL HALL, WESTMINSTER. AUG. 9-19

S TAN D S  25 and 26

FEATURING :

Tip-up  tail D T  
A uto-R udder  
Plug-in w ings

Keilkraft’s graceful new CHIEF is going to be a big hit with 
glider fans this season. Built in towline stability ensures 
an arrow straight tow up every time and the glide is some
thing to make even the experts get excited about. Designed 
to the upper limits of the Nordic A-2 specifications, this is 
one of the most advanced sailplane designs ever kitted. 
Construction is standard "  slabsider,” with formers added 
top and bottom. Exclusive Keilkraft features are the knock
off wings. D/T tailplane and automatic rudder. The kit 
contains two large plans, “ Quick-building Schedule ” and 
all the parts you need to build up an exact replica.

PRICE I8'e DRY KIT

SPECIFICATIONS— Constant chord wing— St>an 6-4* in. Length 39 , 
Wing area 407j sq. in. Tailplane orea IH J  sq. in. Weight M i  c 
Wing section NACA 6412.

liL K R A FT
KITS A N D  ACCESSORIES

Manufactured by E. KEIL & CO. LTD., L O N D O N . E.2
Distributors for E.D.. ELFIN. YULON. AMCO and NORDEC 
engines. JETEX motors and kits, ELMIC & BAT Accessories, 

SOLARBO, E.C.C. Radio Control Equipment.
Export enquiries to:—

Butler Roberts *  Co., Ltd. 4, Drapers Gardens, E.C.I

M



True-scale control-line model giving outstanding performance a 
exceeding 60 m.p.h. The flap and elevator control ensures 
capabilities which are phenomenal.
Span 33]". Ideally simple to build. For Frog 500, E.D. 
Mk. IV and all motors from 3 to 8 c.c. 

ributors: Scientific Hobby D istributors. 350 Queen Street, Brisbane. Australia. Indian D istributors: K. L. Roy, 8 Lee Road, Calcutta, India.

(ftournemc If, Norwood Place.
'Phone : S O U T H B O U R N E  2783
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P O W E R  P LU S  , . .

T R A N S M IT T E R S
This illustration shows one of the 
four new “  951 ”  series of trans
mitters to be added to our now 
famous “  950 ”  range. These 
transmitters w ill be introduced at 
this year’s “  Model Engineer ”  Ex
hibition on E. Keil and Co. Ltd. 
Stands No. 25 and 26, when the 
prices and technical specifications w ill 
be announced.

E S C A P E M E N T  t
W ell made and robustly con- ©  

structed, this escapement is very 
light, weighing only f  oz. It is self
centring, rubber powered and 
supplied complete w ith coupling.
Its overall size is IJ x  I x i  in.
Price 25s. (T he  f i r s t  c o m m e rc ia l e scap em e nt to  in c o rp o ra te  a c u r re n t  
saving device.)

R ECEIVER
The “  950 ”  receiver represents all that the discriminating radio control 
enthusiast could desire. It has already proved itself a contest winner. 
Its latest successes being 1st p lace, British Nationals, and 1st and 2nd  
places, West Essex Gala.
The receiver is o f light and robust construction, the case affording complete 
protection to the delicate components. It includes plugs, sockets, insulation 
material, flexible wire, potentiometer, aerial trim m er and tuning key. 
Price complete, £3 10s. Od.

Sole Trade distributor in the United Kingdom E. Keil and Co. Ltd., I9S Hackney Road, London, E.2.

(ELECTRONIC CONTROL COMPONENTS) 48, S w inb rook Rd., LONDON, W .IO

V
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WWVu Chafed AM Mu Κ*έ/

E.D. I c.c. M a rk  I (BEE)
A very compact little  motor w ith  an 
overall height of 2£ in., i t  weighs only 
2$ oz. Features a disc inlet valve w ith 
induction pipe going through centre of 
fuel tank. Bore -437 in., static thrust 
12 oz., stroke *400, R.P.M. 7,000 plus.

PRICE £2* 5* 0

E.D. 2.49 c.c. M a rk  111
Holder of British speed record fo r “  C ”  
class cars at 50*5 m.p.h.. this diesel has 
extended prop, shaft to simplify stream
lining. Height in., width I t  in., length 
5 in., weight 6 oz. Complete with 
conversion head for “  Glo-plug **

PRICE £3· 5* 0

Designed by a picked staff of highly 
skilled aircraft engineers, many of whom 
are engaged solely on research and 
development work, these remarkable 
diesel engines are the achievement of an 
exceptional co-ordination of first-class 
technical ability, experienced workman
ship and highest grade materials. Their 
performance and popularity are proved 
for all time.

Oieie&i.
E.D. 3.46 c.c. M a rk IV

Developing 10,000 R.P.M., the three- 
forty-six is one of the finest engines for 
control-line and stunt flying. Its power is 
equal to  any 5 c.c. on the market. Bore 
•656 in., stroke *625 in., height 3 in., 
width 11 in., length 4$ in., weight 5 f oz.

price £3* 12* 6

E.D. 2 c.c. M a rk II
Capable of developing £ h.p., the total 
weight of this engine including airscrew 
is only oz. Produces static thrust 
of 16 to  18 oz. Bore £ in., stroke $ in., 
width I f  in., length 4 in., height 3 in. 
Efficient working R.P.M. 6.500. Suitable 
for planes 3 ft. 6 in. to  5 ft. span.

p r i c e  £ 2 *  1 5 * 0

E.D.2C.C. C O M P E T IT IO N  SPECIAL
Holder of British speed record for 
control-line flight at 89·95 m.p.h. Ideal 
for control-line, stunt and speed com
petitions. Gives 23 oz. static thrust and 
incorporates vernier compression adjust
ment. Height 3 in., width IJ in., length 
4 in., weight 5£ oz.

p r i c e  £ 2 * 1 7 * 6

ORDER FROM YOUR MODEL SHOP

ELECTRONIC DEVELOPMENTS (SURREY) LTD
D E V E L O P M E N T  E N G I N E E R S

1223 18,VILLIERS ROAD. KINGSTON-ON-THAMES. SURREY, EN G LAN D.
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F or brtier Hying

KEEP T H IS  

REFERENCE LIST OF

MERCU RY PO W ER  ACCESSORIES

Pressure-feed Fuel 
Tanks —  A muse fo r 
G.P. motors 4!6
Team Racing Tanks 
— Accurately made 4 6 
Fuel Funnel, w ith 
flexible lead and two 
nozzles 3'3
Fuel Filter 2/-
Balsa Cutting Tool

2.'-
Blades. each, 6d. 
Universal Plug and 
Prop Spanner I/- 
Cement 7d.
Cement Tube 
Nozzle lOd.
Aerolac non - screak 
clear lacquer, in seven 
glowing shades.

4 oz. ja r 2. 6
2 oz. ja r I 6

Rubber Lubricant I 3 
Fuel Tubing, per ft.

6d. and 9d.

Bellcranks :
Large Plastic Stunt 6d. 
Small ,. .. 4d.
Speed „  ,, 4d.

Elevator Horn 4jd. 
C L w ire— 200 f t .  2/- 
Cockpits, clear I / ·  
Needle Valve Assembly

3 9
Plug Protector 2 -  
Trimstrip— 12 in. 60. 
(Three * in . bands, 

coloured)
C hequers 8 in . X

4 in. 6d.
in. coloured squares)

ALWAYS ASK FOR MERCURY

★  E ig h t G rades b len ded  to  s u it  a ll m o to rs .

★  F ie ld -te s ts  and la b o ra to ry  research  a re  c o n tin u o u s ly  
being m ade to  o b ta in  s t i l l  b e t te r  p e rfo rm a n c e .

★  M e rc u ry  Fuels a re  b len ded  to  th e  m o s t e x a c tin g  
s tandards  f ro m  fa m o u s  Esso p ro d u c ts , t o  e nsu re  
a b so lu te  u n ifo rm ity .

★  M e rc u ry  Fuels a re  clean fue ls , and k in d e r  to  y o u r  
va lu a b le  m o to r .

★  M e rc u ry  Fuels a re  g u a ra n te e d .

★  Y o u r  D e a le r sells M e rc u ry  Fuels— ask fo r  th e  la te s t  
Le a fle t and Fuel S e le c tio n  G uide.

When using Mercury Fuels requiring added ether, it is sofer~to 
use only Mercury Ether. Other ethers are liable to contain a percent
age of water, which can result in serious damage to your motor.

N.B. SEE FOR 
YO U R S ELF H O W  MER
C U R Y  KITS ARE B U IL T  
UP A T  «« M.E. ”  E X H IB I
T IO N ,  O N  
S T A N D  N O . 28
W H ER E  T H E  ENTIRE  
MERCU RY R AN G E W IL L  
BE O N  V IE W . MERCURY

MERCURY MODEL AIRCRAFT SUPPLIES LTD., LONDON, N.7
FUELS D IV IS IO N

40A, PARSONS MEAD, WEST CROYDON, SURREY.

vii



on/TWits ‘fov/ RĈM" !i

SOLE DISTRIBUTORS (TRADE ONLY)

M I L L S  B R O S .  (M odel Engineers) L T D .
143, G O L D S W O R T H  RD., · W O K IN G  SURREY

j4o m u ch -
The most economical of all engines, the Mills 0-75 
equals the famous “  Mark I ”  for power and performance. 
It is also available with fuel cut-out at 55/-.

The improved 1949-50 version of the Mills 1*3 Mk. II is 
a real competition model, ideal also for C/L work demand
ing a fast revving engine. Peak power (exceeding 0.10 h.p.) 
is given over the very wide range of 9,000 to 12,000 r.p.m. 
Like all Mills diesels, it  is an extremely easy starter.
The 1*3 and even the 0*75 have been used widely and 
most successfully in radio controlled models. However, 
fo r heavier planes and boats, etc., we recommend the 
2*4, the biggest engine of the famous Mills range.

•75 c.c.
50/ -

RELIABILITY!

1*3 C.C

Your engine w ill run best on M s B 
Label Fuel. This fuel is deal fo r easy 
starting and smooth running, i t  is also 
the most economical.

SPE



IT  is with considerable pleasure that we are able 
to report that the negotiations between the Royal 

A ir Force Model Aircraft -Association and the Society 
of Model Aeronautical Engineers have now been 
completed. The former body and its ninety-five con
stituent clubs have now become affiliated to the 
S.M .A.E.

The close co-operation thus brought about will 
undoubtedly benefit both bodies and provide better 
sport and facilities for all aeroinodellers. The S.M .A.E. 
members and modellers in the R .A .F . will now be able 
to compete together in all of the society’s contests 
on an equal footing.

The association will have a representative on the 
S.M .A.E.council to assist in co-ordinating the activities of 
the two bodies and each R .A .F . Command will func
tion as an S.M .A.E. Area for the purpose of organisation.

We are quite sure that the clubs will welcome the 
R .A .F . modellers to their open events and support 
equally enthusiastically any similar events organised 
by the Royal Air Force M .A.A.

This step is an important one for model aviation as 
it links together the efforts of the two largest organisations 
operating in this country concerned with the flying and 
construction of model aircraft.

The R .A .F. Model Aircraft Association now receives 
the support and encouragement of the Air Alinistry, 
and the immense value of aeromodelling to young 
airmen, both as an instructional hobby and a healthy 
sport, seems at last to have been realised by the Air 
Council. We are certain that the Association will 
continue to prosper and we wish it a very successful 
future.

i e m ·  S t & z y
Johnny Knight, of the 
Kentish Nomads Club, is 
one of the most con
sistent contest fliers in 
the country and his suc
cess in the Wakefield 
Finals was well des
erved. The Knights 
are a real aeromodel
ling family —  Father, 
who is also shown in 
the photograph, has 
won many contests 
and Sister Daphne 
won the Women’s 
Cup Contest at 
the Nationals.

MODEL AERONAUTICAL ENGINEERS
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T H E  1950 F.A.I. This year’s F.A .I. conference 
C O N FE R E N C E  was held in Stockholm from 

M ay 27th to June 2nd and 
coincided with the celebration of the Swedish Royal 
Aero Club’s 50th anniversary. Apart from the fact 
that it was held in a very beautiful city, the celebra
tions to mark this occasion singled it out from the usual 
conference and made the event quite outstanding.

The United Kingdom wras represented on the 
Model Commission by the chairman of the S.M .A.E. 
in the capacity of president o f this commission and 
a number of matters of importance to aeromodellers 
the world over were discussed and some important 
decisions made.

The work carried out at Cleveland last year in 
formulating rules for the conduct of international 
contests wras rounded off and amplified where found 
necessary as the result of subsequent experience and 
a comprehensive set of rules for the control of interna
tional contests has resulted with a view to unifying 
the conditions under which such contests are run. 
All aeromodellers will thus know' beforehand the 
exact conditions to which they wall have to comply 
and much argument and disappointment wrill be 
avoided.

The rules include a standard flight pattern sche
dule for C/L aerobatic contests using the American 
schedule as a basis.

It was agreed to recognise only four international 
championship meetings, one for each of the following 
types of model : 1 Rubber, (2) Power, (3) Glider,
(4) C/L. It was unanimously agreed that the 
Wakefield contest should be the championship event 
for rubber models and Sweden applied for the 
Nordic Contest, to be held this year near Gothenburg, 
to be considered as the championship meeting for 
gliders. This was agreed to. The power and C/L 
events have still to be allocated.

All other international meetings will be considered 
as friendly international events without champion
ship status, irrespective of the title given to them by 
their sponsors. This is expected to relieve the travel
ling problem, and it is further suggested that a rota 
of the countries to run the championship events be 
established, so that none stay in one country, and 
so that all countries interested may have the oppor

tunity of running them irrespective of whether they 
win the event or not. A proviso that the winning 
country should be given the opportunity of running 
the event, if it was not the previous year’s winner, 
was made.

It wras also decided to recommend to the S.M .A.E. 
that the Wakefield specification should be amended 
to make it fall into line with the F .A .I. methods of 
mcasuration, to standardise the methods of measure
ment, and avoid some of the ambiguities and 
difficulties which exist at present.

In brief it is suggested that the total area should be 
specified and not the wing area plus one third tail. 
That the F.A .I. method of including the wing pro
jection through the fuselage in the area be adopted, 
and that the fuselage cross section be a function of the 
total area instead of the overall length, as at present. 
It is not suggested however, that the specification should be 
altered in any way which will effect the main characteristics 
o f the Wakefield type o f model and all but a few border
line models will still fit in with the proposed new 
formula which is briefly as follows :—

Total area of horizontal surfaces, 17dm2 to 19 dm2 
(263J to 294^ sq. in.)

Minimum cross section of fuselage, 0.65 dmz (10 sq. 
in.)

Minimum weight ... ... 230 gr. (8 .113  oz.)
Among the new rules introduced for international 

contests is one permitting the use of two models by 
each contestant, the parts of which «dll be controlled 
by the organisers, but the competitor may use the 
parts in any combination he desires.

Manufactured propellers and wing ribs may be 
used.

A  false start will be a flight of less than 10 sec. 
duration for models using power, and 20 sec. in the 
case of gliders.

The new' rules are designed to give aeromodellers 
more design scope and to avoid undue disappoint
ment through an early breakage during a contest 
after travelling many miles to attend it.

The officers elected for the next season are :—
President, A. F. Houlbcrg (United Kingdom). 

Vice-President, G. Derantz (Sweden). Secretary, 
J .  Van Hattum (Holland).
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1950 The fourth British National
N A T IO N A L S  Meeting held at York was no

better—or worse—than its pre
decessors. This was not the fault of the Northern 
Area officials and their willing helpers, who provided 
good ground facilities and worked hard to make the 
meeting a success. The plain fact is that whilst 
the Nationals continue to be organised on no better 
lines than the average Area Rally  they will never 
be looked upon as the event of the year. What is 
urgently needed is a change of outlook on the part 
o f those responsible for the organisation. A tent, 
some ropes and stakes, p.a. equipment and a few 
contests seem to be considered all that is necessary 
to make aeromodellers flock from all parts of the 
country in their hundreds to attend this meeting. 
This fallacy has now been exploded.

Since the war there has been a great increase in 
the popularity of contest flying, and the number of 
entries has increased accordingly. On the other 
hand the standard o f contest organisation has. if 
anything, deteriorated, and is. in my opinion, not 
up to that of the best of the pre-war meetings.

Next year the Nationals are due to be held in the 
Western Area and unless the arrangements are tackled 
enthusiastically at once, there is no doubt in my 
mind that it will be a flop—supported only by the 
Western Area Clubs and a handful of fliers from 
other parts of the country.

N A T IO N A L S  OR Apart from the suggested altera- 
C H A M P IO N - tion 0f  the date of the Nationals 
SHIPS ? t0 the August Holiday period—
which seems to me to be a sound idea, the main 
talking point amongst contestants at this year’s 
event was whether participation ir. future Nationals 
should be restricted to holders o f Class 44 A  ”  
Merit Certificates or to a percentage of fliers wbo 
have qualified by flying in events held earlier ir. the 
year. The view seems to be strongly held by 
Northern fliers in particular, that the 44 rabbits”  
should be eliminated from the Nationals contests.

Would this be a wise move ? As Dr. Joad  would 
s a y :c< It all depends on what you mean by a National 
Meeting.”  I f  it is intended to be a National 
Championships Meeting— O .K., go ahead and make 
it an 44 experts o n ly”  event. I f  on the other hand 
it is to be the largest, and most popular meeting 
of the season organised by the S.M .A .E . then it 
should remain a free-for-all as in other countries.

I cannot help feeling that the restriction o f the 
number of entries would be a defeatist move. It 
seems to me to be illogical to cope with the problem 
o f large entries by limiting their number instead of 
completely revising our present out-of-date ideas on 
contest organisation.

By all means let us have British championships if 
there is a real demand for them, but we should not 
delude ourselves into thinking that such an event, 
limited to a hundred or so entrants, will appeal to 
the general public any more than the Wakefield 
44 too ”  does, or that it will benefit the movement as 
a whole to any great extent.

A M E R IC A N  As reported in these columns
W A K E F IE LD  in the M ay issue, the A.M .A.
TE A M  decided to select this year’s
American Wakefield Team by means of trials held 
in five areas, viz. : West Coast, Chicago, Cleveland, 
New York, and Hampton, V .A . The team consists 
of the contestants who placed top in each Area 
Trial, except the West Coast where the top two 
qualified.

These trials have now been held and the following 
fliers have been selected to represent the United 
States in Finland : Ed. Naudzius, Highland Park, 
Michigan ; Lo. Salisbury, Huntingdon Park, Cali
fornia; Fudo Takagi, San Diego, California; John 
Erwing, Staten Island, New York; Austin W. 
Leftwich, Richmond, Virginia; Ed. Lidgard, South 
Bend, Indiana.

W A K E F IE L D  One cannot help but feel sorry
TR IA LS  for p. Royle of Sale who was
IN C ID E N T  disqualified after gaining second
place in the W akefield Trials, but he was undoubtedly 
very foolish to take the risk of modifying a standard 
Wakefield design in such a way that the S.M .A .E . 
officials had to decide that it did not conform to the 
rules.

We all know the chaps who constantly try to 
wangle round the rules, and if it had been one of 
these who had tripped up, 1  for one would not have 
been very sorry. But Royle is obviously not one 
of these; he made a genuine, but unfortunate, 
mistake, and has had to take the consequences.

Without entering into the argument as to whether 
the present rules defining the wing area of \\rakefield 
models are clear or not, it is obvious that aero- 
modellers throughout the world know quite well 
what the rule in question intends to convey, and they 
have had no trouble in designing their models 
accxHndingH·.

One important point does, however, arise out of 
this unfortunate affair, and that is : W as Royle’s 
model processed before each of the Area Elimination 
Trials, and if so, how was it passed ?

Miss Pat Mayo, S.M.A.E. Secretarial Assistant, drawing 
the winning tickets in the Wakefield Sweepstake from the 
drum. Also in the photograph are Val Turner, Henry J. 

Nicholls and R. F. L. Gosling.
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B y  B o n  W a r r in g

F .A .I.
Rubber-driven
L ig h t w e ig h t s

D E SIG N IN G  a rubber model for F .A .I. contest 
work presents a particularly interesting prob

lem. Basically, the modeller is faced with just this. 
Am I to build a rubber model specifically to F.A .I. 
rules, taking advantage of small fuselage cross 
section, etc., or shall I rely on a Wakefield to cover 
both Wakefield and F.A .I. contests ?

Now it is very doubtful that this argument can 
be solved on the basis of performance alone. A  top 
rate Wakefield flier will insist that a good Wakefield 
will beat a model designed down to the lower 
F .A .I. loading. Another modeller with a tendency 
to favour the lightweight layout will be equally 
emphatic that the F .A .I. rules are far more open than 
those of the Wakefield specification and a better 
duration design can be built to F.A .I. rules.

Possibly the greatest single factor affecting indivi
dual choice is the amount of time available. For the 
modeller with only limited spare time, obviously the 
Wakefield is the logical choice, for he can then cover 
all rubber contests with the same model. As one 
grows older and acquires more responsibilities, spare 
time dwindles— and so on this score it appears that 
F.A .I. rubber models are more likely to appeal to the 
younger enthusiasts ! This in itself is quite a good 
tiling for, being younger, and therefore less conserva
tive, they will be more ready to experiment with less 
orthodox layouts and so from the point of view of 
scope in design the F.A .I. model has a lot to recom
mend it.

Unfortunately, there are not enough important 
F.A .I. rubber contests to justify specialisation in this 
type to the possible exclusion erf-others (e.g. Wakefield 
and lightweight' , unless the designer feels that he 
can produce an F .A .I. model superior in performance 
to all other types. And this is a point where it is 
difficult, or even impossible, to establish any definite 
data. It depends, to a large extent, on the type of 
design layout favoured by the individual modeller.

Direct comparison between the loading of a Wake
field and an F .A .I. rubber model shows that the 
Wakefield cannot have a loading of less than 2.86 oz. 
per too sq. in. total area (8 oz. total weight with full 
210  sq. in. wing and full 70 sq. in tailplane). This 
figure, indeed, is generally considerably higher. 
Average Wakefield weight is nearer 9 oz. than 8 oz., 
and few modellers work right up to the limits on 
areas.

Minimum loading on F.A .I. rubber models is not 
very much different at 2.73 oz. per 100 sq. in total 
area but it should be readily possible to work right 
down to this figure, building the airframe somewhat

on lightweight lines and making up the total weight 
by increasing the motor weight, as necessary.

Keeping the airframe weight low on a model of 
Wakefield size, and still retaining sufficient strength 
is something of a problem for most builders. Hence 
building an F.A .I. rubber model of Wakefield size, 
but F.A .I. loading and cross section may lead to 
similar difficulties. You may very well end up with 
a 9 oz. model after all, with a slim fuselage not 
conforming to Wakefield specification ! It would 
appear, therefore, that in specifically designing a 
rubber model to F .A .I. rules a smaller size than that 
of a Wakefield is very desirable.

This seems to be confirmed in practice in another 
way. A  lightweight “  Wakefield,”  that is, a model of 
Wakefield size but weighing only, say 6 oz., does 
not appear to fly so well as a normal 8 oz. or 9 oz. 
Wakefield. It is impossible to get an adequate 
proportion of rubber weight without sacrificing 
strength, and vice-versa. 8 oz. total weight, in fact, 
seems to be about the optimum weight for a model of 
this size, although, in practice, it is noticeable that 
there is very little difference between the performance 
of a good design whether built to 8 oz. or 9 oz.

The point now remains as to whether the smaller 
model built to F .A .I. loading can be made equal to, 
or superior to a lightweight model o f the same size.

Around a wing area size of about 150 sq. in. it 
does appear that weight is more critical, this being 
reflected in glide performance. That is to say, the 
lighter model o f this size will have a noticeably lower 
sinking speed. Hence it would appear that the only 
way in which this disadvantage can be overcome is 
to take advantage of the increased total weight by 
boosting the proportion of rubber carried and aim 
for greater height under power. In still air conditions 
the overall result (i.e. total duration of flight) will 
probably not be as good as that of the conventional 
lightweight. But conditions are so seldom “ s t i ll”  
and, where there is any possibility of lift around, 
the greater height of the heavier model may well 
give it the advantage.

Increasing the proportion of power will bring 
with it further difficulties, mainly as regards stabilising 
the model under the initial climb. It will be necessary 
to use the most stable layout possible and, to control 
the power, a propeller diameter of something like 
half the wing span. In such a case a folding propeller 
is an absolute necessity. In fact, the type of model 
resulting from these desirable characteristics will 
have a very similar appearance to that of the usual 
trend of lightweights or “  open ”  contest models.
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Structural weight will still be at a premium, so 
as to incorporate the maximum possible amount of 
rubber. At the same time the wings, in particular, 
must be made stronger than orthodox lightweight 
practice. But any departure from the purely slab- 
sided type of fuselage seems to be ruled out.

Thus we seem to have arrived at the conclusion 
that the best F.A .I. contest design will be smaller 
than a Wakefield and in appearance somewhat 
similar to a normal lightweight, but with a propor
tionately more powerful motor. To accommodate 
this larger motor the fuselage will have to be longer, 
with the cross section kept down to the minimum 
required by F .A .I. rules. Optimum wing area would 
appear to be about 180 sq. in. Above this we come 
into the region of critical structural weight. Below 
150 sq. in. the efficiency of the model is beginning to 
drop off badly at the loading required. The line of 
demarcation is not sharply defined, o f course, but 
we must have some arbitrary standard for design 
and a figure of 150-180 sq. in. appears to fit the bill.

We are now faced with the problem o f stabilising 
a high-powered model, fitted with a  propeller about 
half the tying span in diameter. Especially as the 
latter is of the folding type, a parasol layout appears 
to be far and away the best—or at least, the easiest—  
solution. It is usual, too, to employ polyhedral 
rather than straight dihedral in controlling high 
power—so hence we require a parasol-mounted, 
polyhedral wing.

Now once having decided on a parasol wing layout 
we can take advantage of the flexibility of the F.A .I. 
rules to use a tailplane of as large a size as we require 
for optimum stability. A  large tailplane will be 
helpful in giving adequate longitudinal stability 
both under power (high 
thrust) and thus enabling 
us to use the motor 
run more efficiently, and 
on the glide with the 
propeller folded. A  tail- 
plane limited to 33 per 
cent, of the wing area, 
as in the Wakefield speci
fication, is not really large 
enough for optimum stability 
on a parasol wing model 
o f this type, so that as a 
duration model, all other 
conditions being equal, 
the F.A .I. parasol de
sign should be slightly 
superior to the Wake
field parasol o f similar 
layout. This advantage 
will offset to a large 
extent the reduced aero
dynamic efficiency due to 
smaller size of model.

Up to 50 per cent, 
tailplane area can be 
used to advantage on 
a parasol type powered 
model (both rubber and

motor powered), but there is no point in increasing 
tailplane area beyond the satisfactory size. Total 
weight of the model is calculated on the combined 
wing and tailplane area. However rigged, the 
tailplane is never as effective a lift producer as the 
wings and so an unduly large tailplane means simply 
a virtual increase of wing loading, although the total 
loading remains the same (F.A .I. minimum). Tail- 
plane area should be limited to 40 per cent, maximum, 
therefore, and can indeed be made slightly smaller, 
i f  desired. But it should never be less than 35 per 
cent, of the wing area.

Our 150 sq. in. F.A .I. model, therefore, requires a 
tailplane area of between 52.2 and 60 sq. in. Choos
ing the higher figure, total area then becomes 
150 -j- 60 =  210  sq. in. Minimum weight of the 
model must therefore be 5 !  oz. to conform to F.A .I. 
rules. From this total area is also derived the mini
mum fuselage cross section required (total area 80), 
which in this case is 2.625 scl· ‘n-

Dealing with the question of weight first we want, 
roughly, the motor weight to account for 50 per cent, 
of the total weight. It has been shown theoretically 
that a rubber weight of 66 2/3 per cent, of the total 
weight can be expected to give the best possible 
results with any rubber driven model, but it is 
doubtful whether this higher figure is practicable 
whilst still preserving a sufficiently rigid and robust 
airframe. It would certainly not be worth obtaining 
this rubber percentage at the expense of extra weight 
added over and above the minimum F .A .I. loading, 
as the glide would then suffer.

Breaking down these weight figures into component 
weights, the following desirable design weights arc 
obtained : 150 sq. in. model ; 60 sq. in. tail. Total
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weight required 5 J  oz.

Wings

approx.
50 per cent, 

motor
{Airframe 3 oz.)

approx.
66 2/3 per ecu 

motor
{Airframe 2 oz.

1 §2 ft
Fuselage ... 4-a l - l
Fin X is~-3/32
Tailplane £■ & 3/32-έ
Undcrcart tV ife
Propeller assembly H H
Motor weight 2 f 3Ϊ

Total ... 5 t 5 i

It will not be good practice to increase the total 
weight above the minimum figure required and so 
motor weight can become the final deciding factor. 
A model which comes out overweight will have to 
have motor weight reduced accordingly, even if this 
means reducing the length of motor (and thus the 
duration of the power run) ; or the pitch or diameter 
of the propeller.

A  regards the design layout itself, we can now 
consider this in more detail. The wings as one of the 
most important individual components we will con
sider first. For an economic structure, an aspect ratio 
of about 6 will be best which, with a purely rectangu
lar planform, means a minimum span of 30 in. and a 
chord of 5 in. Purely rectangular tips are poor, 
having high drag at moderate and high angles of 
attack, detrimental to both power and glide flight, 
and so the tip should be made at least semi-circular, 
so that the actual span of this wing becomes 32 in. 
An elliptic tip would be slightly better still.

Actually this is the minimum size of model for 
good results and the builder who can build accurately 
down to low' structural weights may well consider a 
larger model half way between this size and the 
Wakefield—say, just over 180 sq. in. area—with 
corresponding rectangular wing dimensions of 34 in. 
span and 5 1 in. chord.

Since a polyhedral wing layout is to be used, the 
wing will be roughly quartered for the dihedral 
breaks. Tip  rise should be generous, but it does not 
really matter whether the inboard panels are left 
flat or given a moderate dihedral. The latter looks 
better, and probably is better, aerodynatnically. 
Tip rise should be roughly span/8 and certainly not 
less than span 6.

An alternative wing planform, used by Norman 
Marcus and other n.embers o f the Croydon club, 
tapers the outer wing panels to get a smaller tip 
chord.

For the wing section, a variety of types in the 
moderate thickness range can be used. Excessive 
thickness or excessive camber for example, R A F  32 
on the one hand, and Marquardt on the other) are 
not advisable on account of their higher drag which 
will tend to spoil the climb. However, a section 
which is too thin, or has little camber may give a fast 
climb all right, but an equally fast glide. Hence, 
N A CA 6409, Davis (A =  .93 ; B =  . 17), and so on, 
should fit the bill.

Tailplane planform is not critical— neither is the 
section. For the latter, a simple flat plate will suffice. 
I f  a cambered section is used in order to get sufficient 
spar depth, it should be kept as thin as possible with a 
flat undersurface.

The fuselage needs only to be a simple square box, 
where fairly generous wood sizes can be used for 
adequate strength ( J in. sq. being satisfactory). The 
small cross section of the fuselage will result in a 
lighter structure, proportionately, than that of a 
Wakefield. However, fuselage length will be longer 
in proportion, a rough figure being to make overall 
length of the model the same as the wing span. Rear 
motor anchorage will have to be located approxi
mately tw'O-thirds of the fuselage length aft, which 
will then give a reasonably long tail moment arm.

Centre of gravity of the complete model will come 
out approximately at the mid point o f the rubber 
motor, and so wing position can be located according
ly. Best c.g. position would appear to be 75 per cent, 
chord, with the parasol height between one half and 
three-quarters of the wing chord. Corresponding 
rigging angles should then be plus 3 degrees on the 
wings and plus 1 degree on the tailplane, although the 
actual tail setting can only be finalised by test flying.

The minimum F .A .I. fuselage cross section will be 
rather too small for adequate rubber clearance. A 
section of less than in. square should not be con
sidered, in view of the pow'erful motor to be used. 
This section can be maintained straight from nose to 
tail, or curved outwards very slighdy to give a better 
shape and slightly more clearance at the centre o f the 
motor to allow for possible vibration.

High powered models can be very critical to slight 
movements of the rudder or trim tab, often with 
disastrous results. And as no one, as yet, has been 
able to evolve an exact method for determining the 
size and location of fin required, this is the one 
part of the design where a considerable amount of 
“  guesstimation ”  is necessary. In conformity with 
current practice, a fin area of about 12 1 per cent, of 
the wing area would appear to be sufficient, the whole 
of the fin being located above the fuselage datum 
line.

Most models of tills particular layout which have 
appeared at present also retain much o f the elemen
tary undercarriage idea of the ultra-lightweight 
machines, although the single-leg unit is usually made 
retractable. Whether retracting a thin leg of this 
form and laying it alongside, or underneath, the 
fuselage does result in any drag reduction is ques
tionable. It would, in fact, appear just as good to 
have a fixed single leg. No take-off troubles should be 
experienced, as with the high initial thrust the model 
should leap straight off the ground.

Finally, the propeller, which, we have already 
noted, should be about half the span in diameter. 
It is also to be of the folding type, and so a moderate 
or fine pitch can be used for maximum rate of climb. 
Typical block dimensions would be i f -2 in. wide 
and 1 J - i f  in. thick for any two-bladed propeller 
of between 15 and 18 in. diameter ; and 2-2J by 
i f - i f  in. for a corresponding single blader. A  
reasonably robust type o f hinge will be necessary.
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T H E  W A K E F IE L D  TEAM S
Flight Averages

1. J. B. Knight
2. J. L. Pitcher
3. R. H. W arring
4. E. W . Evans
5. H. R. Stevens
6. F. Adams ...

T hree Contests
228.1 ! 
222.7The

Wakefield 
Trials A n a ly s e d

There appear to be two main aspects of the Wake
field Trials system to analyse. One is the relative 
performances in the various Area Trials. The 
other, comparative results by team selection as at 
present— taking the top six in the final (centralised) 
trials — and selection by overall aggregate on all 
three trials. The former affects the latter to a 
considerable extent, so will be dealt with first.

A study of the figures determining the “  Wake
field ioo ”  qualifiers shows an amazing difference 
between the minimum qualifying times required 
in the various areas. In the London area, for 
example, a total of 820 seconds was necessary to qualify 
for the “  100,”  whereas a single five minute flight 
would have been good enough to get through in 
the Southern area (262 sec. minimum).

These variations do not follow any clearly defined 
rule but, as a generalisation, the larger the area 
concerned, i.e. the greater the number of entries, 
the higher the standard of the flying, and therefore 
the higher the qualifying times required.

It may well be that different weather conditions 
in different areas are the cause of a certain amount 
of variation. But in the light o f experience it would 
seem that weather is a minor, not a major, factor, 
and far more likely to affect top times rather than 
bottom times.

Speaking for the London area ; of the two first trials 
— the Gutteridge and the Weston— one was flown 
in good weather and one in very windy weather. 
Yet times were reasonably similar in each, although 
the percentage of lost models was far higher on the 
windy day.

One thing is clear. There is no equitable way of 
choosing a Wakefield team by competitive selection. 
Results at the end o f the first, second and third trials 
were different in each case. In fact, the ultimate 
team members as a whole did pretty badly on these 
first triaLs. But those who did particularly badly 
on this first trial pulled up well on the second, and, 
of course, did very well in the Wakefield Trials 
proper.

Arranging the results of all three trials on an 
aggregate basis we arrive at the interesting fact 
that only three of the 1950 team come in the first six 
but in exactly the same positions—Knight, Pitcher 
and Warring. These are the only three members, 
in other words, who have put up consistently high 
times through all the trials, their average flights being 
in the region of three and a half minutes. The other

three team members place loth, 18th and 19th on 
this basis.

Aggregate resu lts o f a ll th re e  T ria ls
1. J. B. K n ight ... 2053.1 sec.
2. R. Copland ............... ... 2026.4 „
3. J. L. P itc h e r ............... ... 2004.1 „
4. R. H . W a rr in g ... 1875.3 „
5. R. B. Chesterton ... ... 1783.1 „
6. C. Mayes ............... ... 1703.0 „
7. F. Holland ............... ... 1683.85,,
8. R. Cole ............... ... 1664.8 „
9. J. North ............... ... 1661.2

10. E. W . E vans............... ... 1627.4 „
I I . P. Montgomery ... 1598.2 „
12. L. Ryde ............... ... 1587.8 „
13. A. G. Russell ... 1573.2 ,.
14. P. Buskell ............... ... 1559.0 „
15. R. Parham ............... ... 1532.4 „
16. R. A. C o llin s ............... ... 1522.2 „
17. D. Elmes ............... ... 1518.4 „
18. H . R. Stevens ... 1500.9 „
19. F. Adams ............... ... 1499.3 „

The point is, now, which of the two is the better 
team ? In other words, which is the better method, 
c f selection ? Both have their failings, but the overall 

(Continued on page 254)

E. W. Evans, o f Northampton, designer o f the “  Jaguar ”  
and “  Clipper ”  Wakefields, winds up for one of the flights 
which gave him a well deserved place in the British team.
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WAKEFIELD and  
NORDIC TRIALS 

a t FA/RLOP
1. Peter Hewitt, o f Halstead, demonstrates a clean launch 
w ithout any suspicion of a push.

2. J. B. Knight, of the Kentish Nomads, an experienced 
and competent contest flier, who placed first in the Trials.

3. H. R. Stevens, of Hatfield, a '* dark horse "  who 
finished in fifth place w ith  his original design.

4. J. L. Pitcher, of Croydon, culminated a long run of 
successes in rubber-duration contests by gaining a well 
deserved place in the Team.

5. P. Royle, o f Sale, w ith his modified "  Contestor ”  
which was adjudged after the contest to  be outside the 
formulae.

6. Johnny Knight gets his model away well on one of its 
flights in the elim inators.



7. The British 1950 Wakefield Team w ith the Mayor and Mayoress 
of Ilford.

8. Don Brockman ducks smartly as Ron W arring’s model gets away 
fo r its first flight.

9. E. W . Evans's “ C lipper "  taking o^. This weil-koowr. designer 
and flie r should be a big asset to  the team.

10. T. Bootland, of Scunthorpe, who placed fourth * the Nordic A-2 
Trials and gained a place in the British Team which is to  go to  Sweden.

11. The Technical Secretary, H. J. Nichols, checks Stevens’s modei 
after the contest w hilst Evans and Roylc await the ir turn.

12. The wind was quite strong at times and most of the Wakefield 
entries leapt off che ground like the one shown in the photograph.

13. Ron Hinks, o f Luton, placed second in the Nordic A-2 Trials w ith 
his “  Norseman.”  The only modifications from standard arc sheeted 
“ windscreen ”  and an underfin.



SM O O TH IE may not be as hot as a Benny 
Goodman record but if  you build and trim it 

correctly you’ll have a model that can hold its own 
with any Wakefield.

You may wonder why the model is called 
“  Smoothie ”  ; this is because it is fitted with two 
anti-vibration formers which you can see on the 
plan marked “  A  ”  and “  B.”  These stop the motor 
from hitting the sides of the fuselage. This, together 
with the “  S ”  type hook makes the transmission from 
rubber to propeller almost free from vibration.

Using a 16-strand motor combined with a fine 
pitch propeller the model has a terrific climb followed 
by a tight circling glide, This is obtained by making 
the model balance at 75 per cent, of the chord back 
from the leading edge ; although this is only advised 
for high pylon models, no trouble was encountered 
in trimming under this set-up.

The model was developed from my previous 
experience on a streamlined Wakefield, where it was 
found that locking all the components (wing, tail 
and fin, etc.) into position was a definite advantage. 
The model if trimmed could be taken straight from 
the box and flown in a contest without any previous 
trimming. This eliminates the risky test flight before 
a contest.

The idea was to produce a model with these points 
combined with the usual lightweight principles 
(polyhedral, thin wing section, S.B. folder, retractable 
undercarriage, etc.). As you can see, wing, tail, 
and fin all lock in position.

The fuselage has very little drag and the usual 
large amount of structure needed to bring the fuselage 
up to formula is put to a more useful purpose, i.e. 
wing fairing and D .T. box. As you will notice, the 
model is very angular and therefore easy to build 
and repair in the case of a pile in. I have come to the 
conclusion that elaborate streamlined fuselages and 
tapered wings take too much time and trouble to 
construct and offer very little advantage over the 
slabside even chord layout, provided everything is 
locked in position as I have previously mentioned.

Well, there is a brief description of how the model 
was developed, so, if you like it, grab yourself some 
wood and here are the building instructions :—

Fu sela ge
The two sides are laid down in the normal manner, 

not forgetting that some o f the space s are J  in. X
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,V in. The sides are easy to join as the fuselage has a 
flat undersurface, and two anti-vibration formers 
make it almost impossible to build the fuselage out 
of alignment. After the main framework has been 
finished the two j  in. sheet wing mounts are cemented 
in the appropriate position, the upper part of the 
fairing is cut from in. sheet joined by a soft block 
carved to shape at the front and sheet at the rear, the 
top of the fairing is covered with celluloid, as this 
was the lightest material (1/32 in. sheet would have 
had to be covered and doped). The fairing is 
hinged at the back by tape hinges and held down 
at the front by a press stud sewn into the wood. 
The D .T. box is held to the fuselage by a rubber 
band ; the box is kept in position on the fuselage 
by two pieces of y in. square cemented to the under
side of the fuselage. The D .T. box comes away 
completely when the fuse operates. The box is 
attached to the model by a piece of thread to the 
tail.

The parachute is of rag tissue, 10 in. in diameter, 
with eight shroud lines. A  small celluloid spacer 
is used to stop the lines tangling. A small piece of 
rubber is used in the parachute line so that parachute 
and box are pulled clean away. The undercarriage 
leg is bent from 16-gauge wire hinged by a small 
piece of brass tutting bound to the spacer. The leg 
is retracted by a strip of -jV in. square rubber and is 
held in the down position by a loop o f cotton. The 
fuse that operates the D .T. burns through the cotton 
loop holding the undercarriage down, first, and then 
goes on to the band holding the D .T. box in position. 
The length o f the fuse will have to be adjusted 
according to the speed your fuse burns. The leg 
should retract about five seconds after take-off 
so when your model is fully wound and the fuse is 
lit and pulled in position you have got to be quick 
and get the model away. The length of fuse after 
burning through the loop to the D .T. can be adjusted 
according to how long you want it.

The fuselage is covered in lightweight rag tissue, 
30 per cent, black leather dye added to the dope and 
the structure given three coats. Paint the dope on 
with pieces of cotton wool as this makes the black 
come out smoother and it is also quicker.

W ing
The trailing edge is pinned in position and propped 

up at the front. The ribs are then slotted in position





MODEL AIRCRAFT August 1950

except the three at the dihedral brakes. Slot 
in the -fy in. square main spar and then add the 
leading edge. The wing is then taken from the plan, 
the spars cut at the dihedral brakes and the three ribs 
inserted ; the dihedral keepers can then be cemented 
in place. The top of the leading edge is sanded to 
shape and the 1/32 in. sheet cemented in place. 
When the sheet is dry the leading edge can be com
pletely sanded to shape. The wing tip blocks can then 
be added and carved to shape. The wing is covered 
with Ja p  tissue and given two coats of dope.

T a ilp lan e
This is very similar to the wing, the trailing edge 

and spar are pinned in position and the ribs slotted 
in place. Leading edge and sheeting are same as for 
the wing. Do not forget to add the end fins ; tips 
are carved from soft block : tail is covered with Ja p  
tissue and given one coat of dope.

F in
Cut the spar from £ in. sheet and pin in position. 

Place in position the leading and trailing edges, then 
cement in place the $  in. X in. cross pieces and 
the -jV in. sheet base. Remove from the plan and fix 
the cross pieces on the other side. Cover the fin with 
Ja p  tissue and give one coat of dope. A  small trim 
tab of tinfoil can be cemented on.

P ro p elle r an d  N ose Block
Propeller is carved from block as shown on the plan.

Develop the blade carefully giving it about 3/32 in. 
undercamber. Give the blade section a good airfoil 
shape, just round the corners to leave as much blade 
area as possible. The propeller hub and counter
balance shown on the plan should be self-explanatory. 
Bend the shaft as shown on the plan. The motor is 
wound by the s< S hook'which is then hooked on in 
the centre of the shaft. This type of hook never slips 
out of position (credit for this idea goes to Jack  North, 
of the Croydon club). Nose block is three layers of 
hard £ in. sheet, faced at front and rear by 1/32 in. ply. 
Put in as big a wood screw as possible, a small one 
will only bend.

The motor is made up of 16 strands of J  X 1/24 
Dunlop 44 in. long.

T r im m in g
The model should be tested for glide. First hand- 

glide to see that nothing is radically wrong, then wind 
on 50 turns and make all gliding tests from there. The 
model should glide in a semi-stalled condition ; then 
the trim tab should be bent so that the model turns 
out of the stall. Due to the c.g. being so far back a 
very tight turn will be needed.

Now’ for the power flying ; put about 70 turns on 
and work up from there. ^  in. down and side thrust 
was used on the original but this wrill probably differ 
on your model. The model is dynamite under full 
turns so do not overdo any of your adjustments. 
On a thousand turns it should go up in an 80 deg. 
climb, so when you take off make sure everything is 
O .K ., then get out of the way pronto.

T h e W a k efield  T r ia ls  A n a ly s e d
(Continued from page 249)

aggregate method would appear to be the best.
The one main objection to the overall aggregate 

method is weather variation in different areas in 
the preliminary trials. But this is probably over
rated. Flight limes in any one area are more likely 
to be decided by the class of competition in that area 
rather than weather. And the weather is most 
unlikely to stay static in any one area, so there may 
be more variation in weather during the day at 
any one area than between two different areas.

The big objection to the present method of 
selecting the team by choosing the top six of the 
final trials is that it still resolves itself into a matter 
of luck on that particular day. It w'ould have been 
possible this year, for example, for someone to have 
made six flights of around 50 sec. each in the first 
two trials and qualified for the “  100 ”  in some 
areas— and then have had a very lucky day at the 
finals with two five minute fly-aways and a seventy 
second flight and got into the team. Do we want 
the selection of an international team to be as open 
as that ? Or do we want to make it a measure of 
consistency, where to get in the team means that 
each member must pull out his best in each of three 
competitions ?

T o get consistent high performance with a Wake

field demands a considerable amount of time and 
effort. It is as hard to get in the British Wakefield 
team as it is to win the Wakefield itself. The Wakefield 
proper is, after all, a single event and even tlie best 
flier in the contest could, not win it unless the breaks 
were with him. In no other country, with the poss
ible exception of America, is competition so keen 
for those top six places in the trials and the enthu
siastic, consistent flier should be given every encourage
ment.

Not that the 1950 team is not a good one. It is. 
It contains four particularly well-known contest 
fliers, the other two possibly not so widely known. 
Any one o f them is quite capable o f bringing the 
cup back to this country. But at the same time wre 
cannot help sympathising with Copland and 
Chesterton— the former in particular, who on overall 
merit also deserved places.

Wakefield team selection is still a controversial 
subject. The first post-war trials in 1948 produced 
similar arguments and was largely instrumental in 
introducing the “  replacement model ”  rule. The 
*49 system introduced two trials ; and 1950 has 
seen three trials, with the first two grouped as 
qualifiers. Perhaps aggregate results may be tried 
out in 19 51. Or what do you think ?
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PO SSIB L Y  in no branch of the movement has 
greater progress been made, in Britain, than in 

stunt flying. This becomes apparent when one 
considers that today’s average club flier can put on 
a show that would probably have won him a national 
competition in 1948.

In fairness to the pioneers, however, it must be 
mentioned that the same average club flier might 
do a good deal worse given the sort of equipment 
that was in use a couple of years ago. The main 
reason for improvement in flying standards can be 
traced to development in model design and to more 
powerful engines. Our ideas about stunt model 
design have undergone a considerable change since 
1947-8.

Two or three years ago, manoeuvres were being 
attempted with relatively heavily loaded models 
equipped with the then available engines. Typical 
2 c.c. engines developing about ι /to h.p. would be 
found in models weighing upwards of a  pound with 
around 150 sq. in. wing area. Thus both wing and 
power-loadings tended to be high, i.e., approaching 
16 oz. per sq. ft. and 10 lb. per h.p. respectively. 
With many present day models, the former figure 
has been almost halved, while power-loadings have 

been brought down 
to 3-5 lb. per h.p.

Two schools of 
thought now ap
pear to have de
veloped in regard 
to stunt model de
sign. In the first 
is found the purely 
functional model 
of asymmetrical 
layout designed for 
maximum stability 
and safety on the 

The new Yuton 29 engine. lines. In the second

is the fast, streamlined model, generally of semi
scale appearance and depending more on its speed 
to maintain line tension. Possibly the two most 
well known, as well as two of the most outstanding, 
examples o f the respective schools are the Stunt 
King and the Monitor.

O f the two, the first type should be the more 
foolproof to fly and this does appear to be the case. 
The Stunt King, which incorporates practically 
every known safety feature, is, undoubtedly, a 
remarkably safe machine. In the event of the motor 
cutting out at quite steep line angles, the model can 
be pulled out and brought down for a landing 
without any necessity on the part o f the pilot to 
move from the centre o f the circle. Further, it has 
been found, in the case of a Frog “  500 ”  powered

Stunt King, that, with the engine running 
excessively rich and “  four-stroking ”  in the air, 
flying speed can be brought right down to less than 
30 m.p.h., without loss of control.

This ability to maintain line tension under extreme 
conditions is, of course, due to the wholesale adoption 
o f “  safety devices ”  as already remarked. For the 
benefit of those unfamiliar with the “  Stunt King ”  
layout, it may be mentioned that these include a 
total o f approximately 15 deg. fin and engine offset, 
a  pivot point well back from the centre of gravity 
location, an asymmetrical wing (the outer wing 
panel being 1 in. less span), raked lead-out wires 
and a weighted outer w'ing tip. Although the use of 
so many safety features may seem excessive, they 
appear to be justified by the performance.

The Stunt King, of course, makes no pretences 
to realistic appearance nor, being of very light 
construction, is it especially robust. It is, however, 
no trouble to repair when one does make the inevi
table “  pilot error.”

For the more recently developed high-speed 
stunter an entirely different set-up is employed.

In the first place, the aerodynamic layout is
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completely symmetrical, no motor or fin offset being 
used. Secondly, the c.g. is located close to the 
pivot point and little or no line rake is employed. 
These combine to make the model fly less “  crab- 
wise ”  to the circle, resulting in less drag, and thus 
higher speed, which is further augmented by a more 
streamlined shape, and, usually by the absence of 
an undercarriage.

Thus it is mainly on account of increased centri- 
fugual force, generated by extra flying speed, that 
line tension is maintained. Normally, the only 
emergency feature is the use of an outer wing-tip 
ballast weight.

The relative flying speeds of the two extreme types 
may differ widely—very much more so than might 
at first seem probable. It has been the writer’s 
experience that the flying speeds claimed for certain 
stunt models are usually somewhat exaggerated, 
but speeds 25-30 per cent, above those attained 
by strictly non-streamlined functional models are 
definitely possible with the modern high-speed 
streamliner. Admittedly, rather too much emphasis 
is liable to be laid on speed as a criterion of stunt 
model performance whereas, as has been mentioned 
earlier, excessive speed can be a disadvantage for 
accurate aerobatics. However, a well-designed 
high-speed stunter will take a considerable line 
length with fair safety and may still come within 
the “  line length plus 10 ”  limit.

As a matter of interest, the writer has made a 
habit, with the aid of a stopwatch and measuring 
tape, of collecting figures on stunt model speeds. 
The models checked have, in the main, been built 
from kits or published designs by average modellers, 
and have been powered with perfectly standard 
“ off the shelf”  engines (see accompanying table).

Undoubtedly, the most remarkable of these 
speeds is that shown by the Elfin 2.49 powered 
Junior-Monitor, and this gives a good idea of the 
high speeds possible with the streamlined sym
metrical model. As might be expected, however, 
the 45 ft. line length employed was found to be far 
too short and an increase of at least 10  ft. on this 
would be better. Fifty-eight ft. lines were, in fact, 
later used quite successfully. It was also noticed 
that the model lost speed considerably in manoeuvres, 
causing gradual loss of height in consecutive loops 
and it was thought that a finer pitch airscrew, such

as a 9 X 6 would 
be better and would 
make greater en
gine power and 
thrust available for 
s tu n tin g . T h is  
proved to be the 
case and, with a 
9 x 6  Slant, and 
on the 58 ft. lines, 
the model proved 
quite capable of 
any manoeuvre, 
with the speed still 
above the 70 mark.

The new 8.2 Yulon 49 which 
weighs only 6 i oz.

Engine and Model General Data Speed

W t. Line Prop. Fuel level
oz. ft. flight

Eta 29 Supcr-Looper 21 60 9 x 8 · A 68
Frog 500 Stunt-King 20 58 9 x 8 * E 60
Yulon 30 Super-Looper 23 A 55
Yulon 30 Super-Looper 23 58 10x8* G 61
Yulon 30 Super-Looper 58 9x8 + 63
Yulon 30 Stunt-King 55 9 x 8 * A 55
Various Amco 3.5 Babets and 18-

24
4<M
5 5 /

various various 50-60

Elfin 2.49 Junior-Monitor ... 14 45 9 x 8t F 72
Elfin 2.49 Millsbomb II 35 9 x 8 * C 57
Arden 099 Skystreak-26 ... 8 40 7 x 6 * E 45
E.D. Comp. Spl. Kandoo ... 16 40 9 x 8 * D 36
M.Us Mk.il Small-Fry 81 38
Frog 100 Smail-Fry 61 26 8 x 6 * B 34

Props : * =  Flexible plastic types. *  =  hardwood types.
Fuels : A =  5/2 methanol/castor, B f / l / l  Ether/oil/diesel, 

C =  Mercury No. 6, D =  Mercury No. 3, E =  Mercury 
N o.5G .P .,F  =  Record Comp. Diesel.G =  Record-Powcrplus 
G.P.

Needless to say, the speed attained by this model 
is in no small way due to the excellent performance 
of the Elfin 2.49 c.c. engine and confirms the ex
ceptionally high b.h.p. output which the writer has 
obtained from these engines on test.

N e w  En gin es
Mention was made last month of the new Yulon 

0.29 and 0.49 engines. The writer has now had 
examples of these two engines running and while it 
is not intended to anticipate results to be given later 
in a full test report, it may be mentioned that initial 
tests of these new models give promise of a perfor
mance fully up to that expected of direct descendants 
of the original and highly successful “  30 ”  type.

A  feature which one is pleased to see retained by 
the new engines is that of the very easy starting for 
which the old “  30 ”  is noted. Yulon enthusiasts 
and new owners alike should favour the new cylinder 
shape and reduced fin diameter of the “  29 ”  and the 
extremely compact dimensions of the 8.2 c.c. “  49 ”  
model are such that the unit will comfortably fit 
into the same space as occupied by the 5 c.c. “  30 ”  
and with only an ounce increase in weight.

Although many improvements, both in manu
facturing processes and structural design, have been 
made to the Yulon since its introduction, these new 
engines retain the distinctive and original layout 
in which full 360 deg. porting is used for bothAn Allbon-Javelin powered Class I speed model by John Chinn.
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exhaust and transfer. Structural differences evident 
on the “  29 ”  and “  49 ”  are found in the new 
replaceable propeller stud, which is separate from 
the crankshaft, the method of securing the cylinder 
liner to the crankcase and the revised piston design. 
Photographs of the new engines anpear on pages 255-6.

Another engine briefly described last month was 
the new Elfin 1.49. This remarkable little motor 
shows every indication of being one of the most 
successful engines for small racing models. On test, 
it has actually given the highest all-round perfor
mance, relative to its capacity, of any diesel yet tried 
out. Also due to appear shortly will be a revised 
version of the Elfin 2.49.

A  welcome appearance in a class which, up to the 
present, has not been very well represented by 

British engines, is 
the new 10 c.c. 
Series II Nordec 
for Class V I  racing 
models- This new 
engine should be 
on the market in 
Ju ly  and will re
place the existing 
Nordec-Special. As 
readers o f last 
month’s Engine 
Test will have seen, 
a prototype Series 
II has shown a 
power output of 
more than 60 per 

cent, greater than the Series I engine, a per
formance which now places the Nordec in

High power and revs, arc featured 
by the new Class I Elfin.

The Nordec's— Series I and II (right). The new carburettor 
intake and transfer passage can be seen in this illustration.

direct competition with leading transatlantic racing 
engines.

Some details regarding the essentials in which the 
prototype Series II unit differed from previous 
designs were given in the test article. Production 
models, however, will not have integrally-cast fins, 
but will revert to the separate assembly with long 
holding-down bolts as used on present models. 
Another modification will be that ihc crankshaft will 
be produced from the solid, instead of being built 
up as at present.

The main points of identification of the new 
Series I I  unit arc the enlarged transfer passage and 
the large bore carburettor. These can be seen in the 
accompanying photograph showing the prototype 
engine with one on the earlier Series I models.

T h e C a rl G o ld b e rg  W ing Section
Power modellers have still to dig deep to find a 

better wing section than that developed by Carl 
Goldberg for his Z^PPer- This section is actualh an

endea\ ur to combine the excellent glide character
istics of certain bird sections with reasonably 
conventional section lines and adequate spar depth, 
etc.

Ordinates are given in the table below', and the 
drawing shows a typical spar layout favoured by 
Goldberg. Really a multi-spar wing, but note that 

all the spars arc taken through the centre of the 
section. Reasonably close rib spacing, and 

nose riblcts, are advised to preserve a true 
section throughout the wing. Goldberg 

has since tried several other types of 
section, including several with 
flat undersurfaces, but none has 
proved superior to this original.

l /-2S

Station 0 i -25 2-5 5 10 20 3° 40 ->o 60 70 80 go too

Upper <•5 3.8 4-9 6-5 8.4 10.6 I 1.4 ” •35 10.6 9 ·’ 7-3 5-3 3-05 0

Lower ■-5 0.3 0.0 0.0 .06 •! 5 2.12 2.28 2-3 '■ 9 '•45 .76 .03 0
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•  t h e  w e a t h e r  condilions at the Nationals seem 
to become windier every year—ever since the first 
meeting at Gravesend in 1947. This year ihc wind 
never slackened appreciably during the whole of 
the three day programme at York. Least affected 
by the wind, was the stunt event, which was held on 
the first day M ay 27th), at York Rugby Ground. 
The standard of flying was high and after the eli
minations in the morning, nine competitors were left 
in the finals. Models were judged for appearance 
and finish (20 points) before flying—a wise pre
caution in view of the hazardous conditions.

First to fly in the final was “  Stoo ”  Steward of 
West Essex, who entered a Frog “  500 ”  powered 
Musketeer. As usual, “  Stoo ”  put on a calm polished 
performance— finishing with a special manoeuvre of 
an “  8 ”  from inverted. Total time to complete 
the flight pattern was only 2 : 26. Many spectators 
(including us) were surprised at this flight only 
obtaining 7th place in the final results.

Next to fly was Brian Hewitt of South Birmingham 
—using an original semi-scale design powered with 
a Yulon “  29.”  This model was quite large (40 in. 
span) but flew at about 65-70 m.p.h. The flying 
brought, cheers from the crowd, when Brian brought 
his model in to a perfect landing after completing 
a 3-leaf clover as his special manoeuvre. The judges 
awarded a total of 332.7 points out of a possible 
maximum of 355. This was 51.2  points ahead of 
what Eifflander was later to score and as a result. 
Brian was able to keep the “  Gold ”  Trophy (which he 
won with his Stunt King) for another year. Details 
of this new model appear farther on.

“  Funf ”  Taylor (of West Essex) did well with his 
Elfin 1.8 powered lightweight, in spite of an erratic 
running motor. His special manoeuvre was two 
consecutive vertical eights from inverted. Taylor 
was forced to land under power to keep inside the 
eight minute flying limit and finally placed third.

Next on the list was J .  Swift of Sheffield, who was

doing well until his motor cut during a figure eight. 
His recovery and landing were perfect, but as his 
pattern had not been completed, this unfortunately 
put him right out of the running (9th place). Swift 
is left-handed— but surprisingly enough flics in the 
usual anticlockwise direction. His mid-wing model 
featured full span flaps. Spectators were impressed 
by this competitor’s clear cut loops and bunts— 
which were executed very close to the ground.

R . Gookc of Rotherham flew a fast Elfin powered 
Firebrand to fourth place. His flying was very pretty 
to watch and the landing was made just within the 
eight minute time limit. Special manoeuvre was a 
four-leaf clover, starting from a vertical “  8.”

Norman Butcher flew an enlarged Happy Harold 
design (Elfin 2.4) and was piling up the points nicely 
until he hit a sudden gust of wind at the bottom of 
a vertical eight and crashed.

A. R . Buck of Five Towns placed fifth with some 
good flying—his level flight in particular being very 
steady and close to the ground. His brother Gerry 
is quite a name in the minature race car world and 
holds most of the British records for this type of model.

Northern modellers had already given us glowing 
accounts of J .  G. Eifflander’s flying—so we expected 
a really hot performance when his name was called 
out over the loudspeakers. We were hot disappointed 
— his flying is so good, it was obvious that cither he 
or Hewitt would take first place. Eifflander uses 
one of his own design diesels—the P.A.W .* 2.49 — 
which pulls his model round at a tremendous speed. 
This performance was one of the smoothest (and 
easily the fastest) of the day—and we have never 
seen better overhead eights. Incidentally, Eifflander 
flies clockwise.

Pete Russell (remember his Profile design of ’48) 
flew an Amco 3.5 powered Monitor in the contest 
and gained enough points to place sixth before his 
motor cut out.

* Progress Aero Works, of Macclesfield.

★  ★  ★

•  now for something about those modellers who 
didn't get through into the finals. Many promising 
entries were eliminated by unlucky gusts of wind. 
Take Roland Scott for instance— the wind blew' his 
model straight into inverted from take off, but he 
managed to recover and get a reasonable score. A  
swept back wing original design (Madewell “  49 ” ) 
was flown by Mr. Jones, but like many others it was 
written ofF before the schedule had been completed. 
Ken Ward o f Birmingham arrived late in the morn
ing and wras the last to fly in the eliminations. In 
spite of a poor running engine, he started on his 
pattern—only to crash on the last bunt. K en ’s 
loops and bunts w'crc really slow— try to imagine a 
helicopter looping near the ground in a gale and 
you have a good idea of what it looked like.

Pete Westbrooke of the Zombies flew a good look
ing Curtis Swift. His Frog “  500 ”  took a long time 
to lean out, but when it finally began to howl, 
Pete started to stunt well, only to hit a gust near the 
ground and crash in a shallow dive. Fifteen year
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old Don Bowles of Hastings did remarkably well 
considering his rather “  sick ”  motor— even if he did 
fall over a couple of times ! Brian Hewitt’s brother 
Jo h n  had bad luck when his engine cut after only a 
few circuits. Ken Muskett of West Essex had a 
promising model— but he too w'as eliminated by his 
engine packing up.

Other highlights of the “  C/L day ”  were : 
“  Stoo ”  Steward and Brian Hewitt flying in adjoining 
circles (and at times, intermeshing !) in the elimina
tions. We nearly went cross-eyed in an attempt to 
watch both. . . . Norman Butcher and another 
modeller (we forget who) flying two models each in the 
same circle (after the contest), and we must give 
credit to Henry J .  for his sparkling commentary on 
the flying, the Derby result, clothing styles, and 
anything else that came into his head !

■ ¥ ■ · ¥ · · ¥ ·

•  NOW fo r  details o f Brian Hewitt’s w inning model 
— the Stunt Queen. The sidemour.ted Yulon “  so ”  
is fed from a balloon tank as last year’s model—but 
this time the balloon is placed in a  balsa box before 
installing it in the fuselage. Main specifications 
are span 40 in., length 28 in., wing area 280 sq. in. 
The moment arm is equal to the root wing chord 
(8J in.). The flying surfaces (mid-wing) and power 
plant are all on the same line—so handling qualities 
are identical in both the upright and the inverted 
attitudes. The balance point is 1 in. behind the 
leading edge— on the front line. The lead-out 
wires are raked forward and weight is added to the 
outer wing tip. Elevator movement is 35 deg. up 
and 40 deg. down.

Structurally, the Stunt Queer, is very simple— the 
“  team racer ”  style fuselage consisting o f sheet 
sides with a planked upper decking. Tad surfaces 
are all sheet and the w'ing leading edge is sheet 
covered. A  one piece cowl completely encloses 
the engine and the undercarriage is faired with 
balsa. This design will certainly be remembered 
as the first really good looking stunt mode! to win 
the Nationals. Fuel used on the winning flight was 
Powerplus ; the airscrew, a  9 in. X 6 in. Tru-fic and 
the glow-plug, one of the new Champions.

★  ★  ★
•  THE NATIONALS frcc-flight and R/C  contests 
were run simultaneously on Whit Monday at Clifton 
Aerodrome, just outside York— many o f the models 
in both events being wrecked by the wind.

J .  A. Gorham o f Ipswich put up a good score of 
356.9 points to win the Sir John Shelley (free-flight) 
contest. The main trend in free-flight appeared 
to be towards more generous wing areas —  as in 
America. As usual, the kit designs predominated— 
included the Banshee, Powerhouse, Slicker, Jersey 
Javelin, Sail-plane, Zipper, “  8 ”  Ball, Super Phoenix 
and many others. The contest was run on a ratio 
basis (max. o f 15  sec. motor run)— the aggregate of 
two flights counting for points. Hand-launching 
was allowed, much to the relief of the majority of 
modellers.

We particularly like the Elfin 1.8 powered Yerba

Buena original design—by C liff Davey of Blackpool. 
The layout is on the lines of the Jersey Javelin, with 
a  high thrust line and single leg undercarriage. This 
model was very stable in flight and finally placed 
third in the contest. Mrs. Gunter flew a Clubman 
(designed by husband Gussie) powered with a glow- 
plugged Amco 3.5. Until ready for launching, the 
motor was fed from a neat little “  bowser.”

★  ★  ★

•  in  t h e  R/C  contests, it was depressing to sec 
model after model crash or fly away downwind until 
they were almost out of sight. Chuck Doughty 
won for the second year running with 60 points 
(last time he got 150 points). Chuck looped (50 
points) and went on looping until the w'ing dowels 
gave out under the strain. His model was a Sten
torian with extra wing area—powered by a  Forster 
“  29.”  Syd Sutherland placed next with 40 points, 
and he probably kept his model level with the take
off position longer than any other competitor. 
Syd's model was powered with an Amco 3.5 and for 
sheer control in the prevailing 30 m.p.h. wind, we 
think that his was the best flight of the day. J .  A. 
Gorham also gained 40 points and tied for second 
place, quite an achievement after winning the 
free-flight event. Honnest-Redlich of Bushy 
Park came 3rd with 25 points. Three modellers 
tied for 4th (with 10 points) and 5th place was gained 
with a 5 points score. Nobody else scored and 6th 
place went unclaimed.

M any of the entrants had trouble in getting their 
engines started and quite often the crashes were 
caused, not by radio failure, but by' insufficient 
control surface for quick recovery. A fairly heavily 
loaded, fast and manoeuvrable model would have 
stood the best chance in these weather conditions.

Among the models entered in the contest, were 
several Rudderbugs, Falcons, tricycle U /C  equipped 
Junior “  6o’s”  and even a 40 in. Envoy. Ted Martin 
o f Anchor Motors flew an Amco 3.5 design. Den 
Allen was controlling his model well, but was 
steadily beaten down wind. Eric Hook entered a neat 
E.D . powered low wing, fitted with “ Rudevator”  
but engine trouble kept him on the ground. Holding 
an R /C  contest under such conditions is useless as 
long as the present trend of lightly loaded, medium 
powered models continues. A  move is afoot to push 
the next Nationals forward to August, when the 
chances of good weather are more favourable—or 
are they ! Anyway, after the experience of the last 
four Nationals, few modellers will have fault to find 
with this proposal.

In B r ie f . . .
Brightest splash of colour at the Nationals was 

H .J.N .’s yellow shirt. To test its visibility range, we 
had a flight over York in an Auster and found that 
we could still pinpoint Henry at the airfield— two 
miles away. . . . Life at the H alf Moon Hotel must 
seem very peaceful again since the Nationals visitors 
from the South left. . . . Business up North must be 
good because Len Stott is still smoking those big fat 
cigars.
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(A ) Quite a large percentage of modellers who have 
tried laminated construction have failed simply 
because they have not used the right cut of balsa 
originally. Most laminations are made from 1/32 in. 
thick strips, best cut from a single sheet. The 
quality of sheet required should be flexible, not stiff 
and brittle . It should be possible to take a 36 in. 
sheet and bend it round in a loop and bring the ends 
together w ithout it  splitting. This type of wood can 
then be laminated around almost any former shape 
without further treatment.

If the only strip available is on the brittle  side, best 
plan is to  cut the strips and then soak them for 
several hours in water. Then wind round the former, 
pin in place and leave to  dry. Take off the former, 
cement, and pin back in place again. Alternatively, 
if  you prefer to  work with the wood wet, use a type of 
glue like Casco which, properly made, has excellent 
strength properties.

A good “  dry ”  method of pre-forming lamination 
strips is to  lay them on a flat board and “  roll ”  them 
with a round ruler or length of broomstick. This w ill 
compress the wood fibres on one side of the strip 
and give it  a natural upward bend. Effective and 
simple, and especially useful if you are in a hurry.

(B) The old method of making laminated formers was 
to  cement three pieces of I 32 sheet together, three- 
ply fashion-with the grains running at right angles, and 
then cut the former shape out from this. Such 
formers are very strong and reasonably light, but in 
a rubber model fuselage are liable to  damage should 
a motor break. Wound, laminated formers have a 
similar strength, with considerably more motor 
clearance and less than half the weight. The old type 
of laminated former is not used very much nowadays, 
except in special cases where the builder does not 
want to  make up a form for a laminated unit.

(C) In laminated construction, the same method is 
used for tips and formers. The aqtual shape required, 
less the width of the required number of laminations, 
is cut out from balsa sheet or thick cardboard. Make 
sure that this form has a perfectly smooth outline 
and rub over w ith a candle to prevent the laminations 
sticking to it. The required number of lamination 
strips are then well coated w ith cement, bent round 
the form, pinned in place and left to set. The finished 
outline should not be removed for several hours, 
otherwise it may “ spring.”  Note how the form is 
somewhat longer than the actual tip  shape required, 
so that the strips may be pinned through at a part 
which is later cut off.

(D) If you use deep enough strips— and three times 
the required tip  depth is a good average— you can 
make both tips at once, saving a considerable amount 
of time and making for greater accuracy. Mark on a 
centre line w ith a pencil and then saw or cut round the 
outline to  separate the two tips. The sawn faces 
should then be sanded down perfectly smooth and 
used as the bottom faces when laid out over the 
building board.

(E) A  laminated tip  or former which is faulty will 
always be a source of trouble. The two most common 
faults are kinked laminations, due to  the fact that the 
strips -vere originally too brittle— or not soaked 
long enough : o r separated laminations where the 
cement ioirvt is poor o r non-existent. Best practice 
is to  scrap such faulty laminations and start again with 
a new one.

Kinks can be avoided by proper initial treatment of 
the strips. To get a good cement }oint, coat each 
strip w ith cement and pile on top of one another 
flat. Then pin one end of the set of strips to  the 
form, bend round to shape with light finger pressure 
to exclude air and pin down at the other end.

(F) Laminated construction is not confined to tips and 
formers. Curved leading and trailing edges on wings 
are best built up from laminations. Vertical lamina
tions fo r leading edges can be pinned out directly 
over the plan and ribs and tips cemented in place, 
but never notch the ribs into the first lamination.

A  rather more tedious, but equally effective, method 
is to  use horizontal laminations, with each strip cut 
to outline shape from thin sheet and cemented on top 
of one another to  build up the correct depth of 
section. This type of leading edge can be notched 
fo r ribs.

Laminated trailing edges can be built directly over 
the plan again, but use square section laminations of 
wood which w ill bend readily. Cement all joints well, 
but do not notch for ribs.

(G) Elliptic shaped wing and tailplane tips are aero- 
dynamically good, but rather difficult to  construct 
from sheet parts. Laminated tips are about the ideal 
answer here. The same applies to fin shapes. There 
is no reason why the whole of the fin outline cannot 
be formed from laminations. This w ill be much 
stronger and far less liable to warp than the normal 
built-up sheet and strip outline, and you can get 
more pleasing shapes.

J
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RITISH

J. Gorham, of Ipswich, winner of the Sir 
John Shelley Cup Contest, who also gained 

second place in the R C event.

13 years old David Rumley (Kentish Nomads ) 
came third in the “ Model Aircraft ’* Trophy 

Contest.

•evae Hewxtt. o f the South Birmingham 
Chib, who wen the Gold "  Trophy for the

ItM Wakefield Team member J. D. Knight 
helps hi* sister, Daphne, prepare for one of 
the flights which won her the Women's Cup.

Retrieving any model was difficult enough 
in the high wind, but E. Rogers’s “ Sizzling 

Shadow ”  proved a real problem child.

Robert Duncan’s modified Korda Wakefield 
was one of the first models away in the contest 

for rubber-driven models.



N a t i o n a l s
—  A T  Y O I IK

Although hand launching was permitted in 
the Power Contest, Mr*. D. A. Gunter 

(Bushy Park) preferred r.o.g.

The Lord Mayor of York, being introduced 
by E. F. H. Cosh. Bob Cosling, Val Turner, 
and the Sheriff of York are also in the picture.

Mbchael Griffiths, of Southport, has plenty 
mt assistance im holding his power contest 

entry down in the strong wind.



NATIONALS IN  RETROSPECT

9  Editorial Note,—Whilst we do not necessarily agree with 
all the points dealt with in this article we feel that this comment 
written by a journalist who is himself interested in model 
aircraft should prove of considerable interest. As an observer, 
with a good knowledge of the subject, he feels that the York

PO SSIB LY  more than anything else the 1950 
Nationals emphasised the fact that competitions, 

where the winner is decided by a system of points- 
scoring marked up by a panel of judges, can be 
highly unsatisfactory. Frcc-flight contest, where 
luck can enter the game to such a large extent is 
bad enough, but let a scoring schedule run amok 
and you produce a state of affairs bordering on the 
fantastic! Nor is it necessarily the fault of the 
judges concerned. They must have their individual 
interpretation of, and idea behind, the fixed flight 
schedule—even, it appears, up to some one hundred 
points difference in marking the same flier in the 
“ Gold ”  Trophy C/L line stunt event. Any dozen 
modellers who watched the stunt finals would have 
produced a dozen different arrangements for the 
top placings. But few would dispute Brian Hewitt 
his top place and deserved congratulations here 
for repeating his last year's success.

It was in the R C event, however, that the state 
of affairs reached the ridiculous. Being wise after 
the event, it can safely be said that this contest 
should never have been flown. The wind strength 
was such that it was impossible even to make head-

Accidents like this were oil too frequent in the strong wind 
which prevailed throughojt the Sir John Shelley Cup Power 

Contest

way against it, and, below about one hundred feet, 
the air was so turbulent that any really stable model 
flying in this region was simply tossed around. The 
prevailing wind direction appeared to be downwards 
and not one entrant could climb above this turbulent 
area. As it was a large number o f good models, 
with expensive radio gear, were simply wrecked 
through no fault of their own. Even controls were 
ineffective for, starting a turn, as soon as one wing 
dropped, the model was forced right down, often 
into the ground.

But by far the most distressing fact was, that as 
far as I can judge, the winner's machine was never 
under R!C at all from the moment it was launched. I 
suspect that the receiver trouble which delayed his 
start showed up again as soon as the model took off 
and from then on the model was just another over
elevated free-flight job. Points gained for a turn 
and a loop— less the fifty deducted for loss of R/G, 
sull placed him higher than the next man. Yet I 
Jem rHat the rudevator was spinning all the
time those series o f loops, even if we do give
him the benefit o f the doubt as regards “  control ”  
on that f.rst turn. Even there I suspect that this 
turn was accidental—for every other entrant did 
his best to  keep his model into wind— not turn out 
o f it right away.

One thing I must make quite clear. I am not 
criticising Chuck Doughty the winner. He un
doubtedly did all he could under the circumstances. 
Furthermore, I was very much impressed with the 
potentialities of his model and under more reasonable 
conditions (with no radio failure) would have put him 
amongst the short lists of potential winners. It was 
just the fact that the system, whereby the judges 
were bound to the letter of the specified flight 
schedule was quite unsatisfactory under the pre
vailing conditions.

In fact, I would go further, and say that at least 
two other entrants “  scored ”  higher points by r.o.g. 
take-off and then crashing immediately. They 
spot landed— after a fashion—within 25 yd. of the
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prescribed spot, with no loss of R/C  ! Ten plus 
one hundred equals one hundred and ten points ?

On merit I would have no hesitation in placing 
Syd Sutherland of West Essex first. Flying towards 
the end of the contest when the wind was at its 
strongest, he undoubtedly made the most valiant 
effort of the lot to beat against the wind and complete 
the first leg of the triangular course. After a 
tremendous struggle he nearly made it. but had to 
give up in the end, so completed turns in either 
direction and a short spin. He at least demon
strated that his model was under complete R/C  
all the time and flew most intelligently under near
impossible conditions. Near impossible ? They were 
quile impossible for radio work, at its present stag.· 
of development.

Second, I would place G. Honnest-Redlitch, one 
of the first competitors to fly. Fie made turns and 
spins in either direction, losing headway downwind 
all the time, but nevertheless under control all the 
while. Finally he deliberately spun the model into 
the ground to prevent it flying away. Den Allen 
deserved to take third place for another valiant 
demonstration of controlled flying. No doubt ihesc 
three received some consolation from the fact that 
their efforts were appreciated by the spectators.

The freeflight ex er.:> emphasised just how much 
a competition place depends upon an individual's 
luck. In fact, this opens up an interesting discussion 
point regarding all duration contests. I have nothing 
but admiration for the top class duration fliers who, 
time and time again, place high in the competition 
results. They, too, may be lucky in their turn—even 
appearing to have more than their fair share of this 
elusive element at times—but consistent success is 
basically the result of a tremendous amount of 
ability, skill and plenty of flying practice. Flow 
unfortunate that these three qualities alone are no 
guarantee of success.

Would that there were some way of dcscriminating 
between a deserved thermal flight, and a lucky long 
flight. By the latter I mean a model which is out 
of trim or otherwise performing badly, and may be 
turning in a very modest flight of less than sixty 
seconds. Then from a very low height it wallows 
slap into a ground thermal and up it goes, to finally 
clock many minutes o.o.s. !

Flying at just the right time makes a very great 
difference to competition chances. Sometimes con
ditions are just right for thermals and almost any 
model in reasonable trim capable of climbing to a 
hundred feet or so will turn in a long flight. At 
other times the air is dead, or even descending. 
Models with a potentially good performance can 
fly into a patch o f bad air and record very modest 
times, even if  perfectly trimmed.

This w'as fairly obvious watching some of the 
glider flights. One particularly large model I saw, 
wliich wras most certainly in trim and recorded an 
excellent first flight time, had a sinking speed of 
approaching ten feet per second or so on its second 
flight. It was not the model’s fault. The air in 
which it wras flying was definitely descending. A 
few minutes later the sun came out, conditions

This modified “  Stentorian "  by A. T. Blackshaw of Blackburn 
M.F.C. was one of the number of fine models which were 
completely wrecked during the R C event. The strength of 
the wind can be judged by the fact that although only held 
by the wing-tip and propeller the model is clear of the ground.

improved, and, for a while, long flights were the 
order of the day.

To some people this very chancy business of flying 
just a: the right time may be all right. It is possible, 
with practice, to gauge the best time to fly. But 
both up and down currents arc usually quite in
visible and your “  guesstimation ”  is just as likely 
to be wrong as right ! Nor can this state of affairs 
be defended on the score that it gives everyone a 
break. All you need is the luck and a major 
National contest is yours !

I incline to the view· that the time is right and 
proper to put model flying on a better competition 
basis. Consistency should be the keynote to success—  
not chance. Then an enthusiast will be able to get 
down to the job, happy in the knowledge that success 
can result from his efforts and not from the whims 
o f Lady Luck.

Several methods towards this end have been 
introduced o f recent years. The first step—and 
in rr.y opinion at least, about the most significant 
single feature improving contest conditions— wras 
the introduction of the five minute maximum flight 
rule. This has been followed this year by the intro
duction o f two Wakefield Trials and aggregating the 
results—another excellent method of bringing the 
consistent modellers up to the top.

In other w'ords, you can reduce the chance 
element in major contest wrork by increasing the 
number of flights required. This, w’e feel, would be 
an important innovation at any really important 
event. Yet the Nationals does just the opposite—  
restricting the number of competition events to 
tuo flights only. One piece of bad luck, and a 
first rate flier can eliminate himself in no time. And 
it may not be his fa u lt!

I f  modellers are to be asked to travel hundreds 
of miles to a Nationals then they should be given 
every consideration in the running and scope of 
the competitioas. In this respect I wras particularly 
pleased to see that in the power event, hand launch
ing was permitted instead of r.o.g., in view of the 

(Continued on page 276)
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Northern Notes

This giant 12 ft. span canard by 
R. J. Poadt of the Darlington Club 
was one of the outstanding entries 
in the Thurston Cup Contest at 

the Nationals,

w e l l , the Nats, have been and j  r - - and I 
know one official at least in the X.A . who heaved a 
large sigh of relief at 8 p.m. on Whit Monday. A 
pity the weather was what it was, but at least it has 
confirmed the remarks previously made in these 
columns anent our lovely northern weather. But 
where were the chaps from the North ? For what 
few there were there it might have been Sunday 
afternoon at Fairlop rather than the loudly-demanded 
and long-awaited Nationals in the North. After 
the ioo per cent, demand for them, to see a 30 per 
cent, turnout was at least a bit of a shaker, but there’s 
nowt so funny as folk is there ?

some of the antics of the gliders on the tow-line 
were most amusing and bore out the fact that launch
ing in calm weather is a far far different thing to 
launching in a good stiff breeze. I saw three 
models finish up as matchwood, because the launcher 
could not, or would not, remember the old tag “  when 
in doubt throw the bobbin away.”  One effort was 
remarkable ; went up on the line like a lift but on 
release went into a  vertical spiral. -Vh well, 
perhaps the bod prefers buikiing :: z _ · 7 - r i  
bands, or were they the strongest 1: be goclxz
borrow ?

•Jc t h e  best crack of the day on the Monday was 
that of a southerner who remarked, “  What a 
smashing place.”  It was enough to make anyone 
dispirited (except the dealers) to see model after 
model hit the concrete, and I can only compliment 
the lads who flew for turning out and having a go. 
I should certainly have thought twice about chancing 
a valuable R/G  model in the conditions prevailing ; 
it was really heartbreaking to see model after model 
fighting a losing battle against the strong wind. 
Honnest-Redlich made a praiseworthy effort to get 
round the first pylon, but his beating against the wind 
was all in vain, and he had to spin his model in to 
keep it inside the drome. Chuck Doughty (who was, 
I understand, the only competitor to gain marks for 
an r.o.g.) soon realised the impossibility of com
pleting the course and went on to do five loops.

★  q u ite  frankly, the first lime I have ever watched 
serious C/L flying was on Whit Saturday, and I 
thoroughly enjoyed it. A  pity the heavy rain came 
on just as the finalists were to do their stuff, “  Stoo ”  
looked disgusted at having to face the elements, 
but at least the spectators thoroughly enjoyed 
themselves. I noticed that one or two of the N.A. 
“  experts ”  preferred to give their exhibitions where 
there was less competition and not so critical a 
crowd, at least, I saw one flier whose name is not 
unconnected with chocolates, showing off not 200 yd. 
from the take-off area on the Sunday. Someone 
should have told him he’d mistaken the day.

i t  -ong awaited Northern Nationals
an end. No doubt everyone connected 

wBtfc 'i w s  was extremely disappointed with the 
very poor weather conditions, but at least the 
XortJfaera Area showed they were capable of laying 
00 first-class facilities and an efficient ground organi- 

cl Special commendation is due to the members 
f  :fir Leeds Club, for their efforts in erecting en- 

closures, and to their “  special squad ”  who under
took one or two unpleasant tasks ; and to the 
members of the Darlington Club, who, complete 
with -piked sticks and waste baskets acted as “  cleaner 
uppers.”  Individual mentions to MacCleod of Hull 
Pegasus who coped with stewards and timekeepers 
for the whole three days ; to Pettingall o f Leeds 
for his sledge-hammer gang ; Chas. Exiey who 
was one of the last away on Monday ; Andy 
Anderton, who was willing to cope with the odd job 
that kept arising (including a good effort in cleaning 
up) ; to all the lads who helped out with the steward- 
ing, timekeeping, and message running, and of 
course to the mercurial Sam, who was here, there, 
and cverwherc.
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i  th o u gh t  the conditions at Fairlop on Wake
field Finals day were tailor-made for the Northern 
Area lads ; a nice bright day with plenty of thermal 
activity, but with a stiffish breeze which I thought 
would make our lads feel quite at home and yet 
might cause trouble to some of the other contestants. 
In fact I was looking forward to the N.A. chaps 
giving a  really good account of themselves. However, 
ί came away a very disappointed man. I had to 
leave fairly early, and it may be that the picture 
improved after I had left, but up to that time I had 
seen nothing but a chapter o f accidents and not one 
outstanding flight from them. V ic Duberry was 
let down very badly by his free-wheel clutch on 
both his first line and reserve models, and I was 
present on both occasions when the clutch went 
with full turns on the rubber, with the usual disas- 
terous result. On the first occasion he did manage 
to repair the nose of the machine but, as usually is 
the case, the whole setting of the noseblock became 
altered and the resultant flight was a complete 
write off. Then, to see the whole nose of his reserve 
model torn out by a similar happening thoroughly 
discouraged Vic, and he wisely decided that it 
wasn’ t his day. Ted Muxlow was right out of luck, 
too ; his best machine became somewhat bent after a 
hefty crash into the runway, which improved 
neither the runway, the model nor Ted ’s morale. 
The same run of bad luck seemed to be affecting 
Stan Eckersley too, a  bad motor bunch caught up 
inside the fuselage and the resultant heavy landing 
and displaced noseblock took quite a slice out of 
the front of his machine.

f t  a  l it t l e  dispirited, I turned to the A j 2 event,
thinking we should be making a  better showing 
there since the Sheffield contingent were present in 
force and they had already shown their superiority 
over the rest of the Area. Here again, it seemed 
that everything that could go wrong, was going 
wrong, and none of the flights was anything near 
the best our lads could do. I  watched Chas. Exley 
make the best tow-up of the day, the model went 
up straight and as steady as a rock, and the line 
was dropped precisely at the correct moment, yet 
because of a  sticking auto-rudder the model went 
into a series o f bad stalls instead of its usual soaring 
circular flight. None o f the other Sheffield lads 
seemed to be doing much better ; Jim m y Walker 
of Darlington got in three fair to middling flights, 
but not high enough to do any good and Tubbs and 
Cameron of Leeds also seemed to have picked an 
off day. All in all, the Northern Area did not give 
a very good account of themselves. Ah well, next 
year ?

why this drome has so much glamour in the eyes of 
the London fliers ; the whole place was littered with 
cars, bikes, tea stalls, racing motor cyclists, spin 
dizzies, R/C  fiends, picnic parties, football games, 
handball, rounders, in fact everything in the book 
but snakes and ladders : quite frankly I fail to see 
why it is considered a suitable venue for an important 
competition like the Wakefield and A T  Finals. 
When a chap travels three to four hundred miles at 
considerable expense in an endeavour to make a 
good showing in the premier event o f the year, he 
surely can expect to find conditions a little better 
than spectators breathing down his neck whilst he 
piles on the turns, and a solid wall of bikes and small 
boys about five yards downwind o f the take-off 
area. I saw several machines smashed up which 
with a  clear run would have got away, and one 
“  gentleman ”  threatened violence and mayhem to 
all and sundry because he was asked to remove his 
car from the A/2 take-ofT area 1 They might not 
like our Weather in the north, but brother, our 
spectators are submissive angels compared with the 
Fairlop specimens.

-ft m r . no bo dy  wants to know. . . .
What did the waitress say when H .J.N . asked for 

his Yorkshire Pud—and wfiat did Henry say when 
she told him what he’d done with it ? . . . Who was 
Betty— and why was she barred ? . . . How did 
Sam Messom get reduced from fiddling engines to 
flogging programmes— and what did he say to the 
bods who wouldn't buy ? . . . Did they ever get 
“  Stoo ”  to the museum— and if they did, how did he 
get out again ? . . . Did Henry like his present 
from the Northern Area ? . . . What did the Lord 
M ayor say when he had to come back later to present 
the prizes and the Whitefield bod had still not turned 
up to fly ? . . .  Is it true that the said bod was 
hiding along with all his club’s timekeepers ? . . . 
Finally, isn’ t it about time we heard who won the 
Gamagc Cup this year and the “  Flight ”  and the 
Gutteridge ? . . .  Is it true that the Wakefield 
Finalists arc to receive a Christmas card to inform 
them that they qualified ?

•fc a p a r t  from the chapter o f  accidents to our 
chaps, I thoroughly enjoyed my day out at Fairlop. 
There was some pretty flying to see ; I noticed some 
very beautiful flights from Evans and Chesterton 
in particular. One thing I cannot understand is
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Ron aid Firth, o f York, came 7th in the Thurston Cup contest 
with his “  Thunder King "  glider. The model is standard 

except for an Elmic timed parachute dethermaliser.
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FULL SIZE DRAW INGS ARE OBTAINABLE FROM YO UR  
LOCAL DEALER, OR BY POST FROM THE "M O D E L  
AIRCRAFT" PLANS DEPARTMENT, 23, GREAT QUEEN  
ST.. L O N D O N , W.C.2. 4s. 6d„ POST FREE

SCALE C O N T R O L -L IN E  M O D E L

Ί “Ή Ι8  completely scale model of the P47N 
Thunderbolt fighter of the late war will prove a 

worthwhile piece of work for the modeller who 
requires a C  L model which will provide a realistic 
appearance in flight and also one on which he can 
exercise his skill in finishing and construction.

Fuselage— Construction of the fuselage is com
menced by building a crutch of square hard 
balsa directly on the plan view. Former F i  is 
next cut from in. thick plywood, and the two o in. 
square hardwood motor bearers are cut to length and 
glued and screwed to the former. Former F i 
is now cemented in place between the crutch side 
members. Formers F i  to F8 are cut from  ̂ in
sheet. and an opening made in F3-F8 to accemm.odn:·' 
the 16 s.w.g. push rod. These formers are now also 
cemented in their respective positions, above and 
below the crutch.

The l  in. ply undercarriage spar should next be 
cut as shown, and the 12 s.w.g. wire undercarriage 
shaped in one piece as indicated. The wire is bound 
to the spar with thick thread and the whole well 
coated with glue. This assembly is then fitted 
across the fuselage, and the undercarriage wire 
bolted in place with two small metal straps to former 
F 1. The ply spar is well cemented to former F q.

The entire fuselage is now planked with strips of 
3/32 in. x l  in. balsa from the top downwards. 
When the area around the wing root rib is reached 
the control plate should be installed after mounting 
it on the 1 in. X J  in. hardw?ood beam with 6 S.B.A.

— -
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nut and bolt. The 16 s.w.g. push rod is threaded 
through the formers and fitted to the control plate. 
The rest of the planking can now be carried out. 
Planking is continued up to the front of the engine 
cowling on the lower half. The front ring is lami
nated from -j3̂ in. sheet. .V i. jV2 and Λ'3 being cut as

shown. The top half of the cowling is next built up 
in the same way as the lower half. The rear ply 
former o f the top half of the cowling has an extension 
piece to slot between the motor bearers and behind 

in. square hardwood strip to keep cowling in 
place. .After cutting the opening for the cockpit the
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fuselage is sanded down to the smoothest possible 
finish. Make an opening in cowling to take motor.

Tailplane—The tailplane is cut to plan from in. 
sheet, and is cemented on to the in. sheet saddles 
which are in their turn cemented to the top of the 
crutch. The space above the tailplane is filled with 
a block cut to shape from soft balsa. The elevators 
of J-in. sheet are glued to the t8-s.w.g. wire bar 
after the control horn has been soldered to it. The 
ends o f the bar are bent at right-angles to press 
inside the elevators. The elevators are attached 
to the tailplane by cementing them with tape 
hinges. The whole unit is sanded to section as 
shown and a smooth finish.

Fin—The fin and the rudder are cut to shape as 
plan from -j^-in. sheet and the dorsal fin from 4-in. 
sheet. After sanding to section they are cemented 
to the fuselage. The fin is given of&et to starboard, 
and care should be taken to see that it is not fouled 
by the elevators in their movement up and down.

Wing—-The wing is made in two halves and is 
built directly on the plan. The leading edge is 
tapered from J  in. square to 4 in. square, and the 
trailing edge is cut from i in X 4-in. sheet. The 
leading and trailing edges are pinned to the plan, and 
the wing ribs Wi to IT5 are now cut from 4-in. sheet. 
Holes are cut to allow the passage o f the control 
wires of 20-s.w.g. wire in the port wing. The ribs 
are butt jointed to the leading edge and are slotted 
to take the trailing edge. The wing' tips are shaped 
from J-in. sheet. Ribs W 1 and W2 are cut to slot 
onto the 4"in. ply w'ing spar on which the under
carriage wire is mounted. J-in. sheet gussets are 
glued to the wing root ribs for strengthening.

The starboard wing tip is fitted with a  lead 
counter weight to balance the weight of the control 
wires and lines. This should not be left out on 
any account as it helps materially in keeping the 
lines taught. The exact amount of lead can be 
found by experiment in balancing the model.

The two wing halves are slotted and glued to the 
wing spar and the fuselage. Dihedral angle tor the 
wing is set at the tips a: t j  in. on drawing.

Undercarriage—The 12-s.w.g. wire undercarriage -

already in place and 2 in. diameter wheels should 
now be fitted to the axles. The excess wire is cut 
o ff and the wheels secured in place with small 
washers which are soldered to the axles. The i-in. 
celluloid tailwheel is fitted to its 22-s.w.g. axle 
which is then bent to shape and bound and 
glued to its place on the underside o f the fuselage. 
A  drop of oil on each wheel bearing helps a great 
deal towards smooth take offs.

Details—The eight guns are cut to length from 
bamboo and placed in position in the leading edge 
of the wing. The cooling gills are cut from stiff 
card and glued to the top and lower halves of the 
engine cowling. The aerial mast is shaped from a 
strip of bamboo, and inserted in the top of the 
fuselage. The radiator and oil cooling vents are 
shaped as shown on the plan from small blocks of 
soft balsa. Undercarriage fairings are cut to shape 
from hard 3 32-in. sheet and bound and glued to 
the undercarriage legs. They arc prevented from 
twisting by 20 s.w.g. wire supports which arc soldered 
to the legs.

Covering—The whole model is covered with bamboo 
paper, and is given two coats o f clear dope, and 
then two coats of silver or grey dope are sprayed 
on. The forward top deck of the fuselage painted 
black as an anti-dazzle patch. The U .S. insignia 
is placed on each side of the fuselage and on the 
top of the port wing and the underside o f the 
starboard wing. The ailerons and flaps are marked 
in outline with Indian ink.

Motor—Any motor from 1.3  c.c. to 3.5 c.c. is 
suitable and this covers such types as Mills 1.3 and 
2.4, Elfin 1.8 and 2.49, E.D . Mk. II , Competition 
Special and Mk. I l l ,  etc. An extension to the 
needle valve through the cowling can be used if 
necessary. A  choke hole for starting can be cut 
in the side of the cowling or, if desired, the cowling 
can be replaced when the motor is running.

Firing—A smooth grass surface is advisable for 
take off and the tail should be allowed to rise when 
sufficient speed Ls reached. The model has been 
flying very successfully on 30 ft. and 40 ft. lines and 
looks exceedingly realistic in flight.

R E A L IS (T )IC  F L IG H T ! By H a r r y  S t il



Ή & Ζ έ όύ
Team ,
B y  H a r r y  W itn e y  

P e te  W r ig h t  
T e d  B u x to n

FO R  thrills, team racing is it. In 20 minutes of 
flying at the South-East Control-line Champion

ships we had more of them than for as far back as we 
can remember in aeromodelling, and that goes back 
quite some. We will not hazard a guess that it will stay 
that way, but it does seem to oficr more scope than any 
other branch of C/L flying. Just consider who can 
participate : the stunt man, the speed merchant, 
the ordinary' chap who cannot do the book nor handle 
a speed job, and the junior who cannot afford c re
start replacement of model airplanes as he ’ earns : 
stunt or afford a  racing engine for speed- Consider 
being on the outside o f  the circle watetonr 
tator, perhaps inveigled. alcng to the local annual 
big meet by junior, by the advertisement in the local 
paper, or by just pure interest, and seeing two or more 
life-like model planes racing against each other from 
a massed start over a distance sufficiently long to 
involve pit stops for refuelling and when it is all 
finished to know who the winner is straight away.

But rooting for team racing is not the sole or even 
the main purpose of this article. We have some ideas, 
picked up others, have done some trouble-shooting,

and thought up some new ideas that we think might 
benefit the next chap. But first, however, let us 
introduce the team/authors who, incidentally, are 
presumptuous enough to think that they had a very 
good airplane at Brighton and would have shown up 
better had the wind not been throwing the jobs 
around so much. There is the chief man, the pilot, 
H arry Witney', who built the airplane ; Pete Wright, 
his cousin, who cranks up the engine ; and oldie, 
Ted Buxton.

For sheer durability, sheet balsa construction is 
the bc-st : that Is, sheet covered fuselage and wings 
With this type of construction, the weight of a 5 c.c. 
powered jo b  should not exceed i6oz. and could 
probably come out even less. It has the additional 
advantage, as we found from contest experience, of 
being easily repairable, or at least repairable, in the 
event o f a  major crack-up. And it does, of course, 
give a good base for the paint job. Nevertheless, 
weight is not much good anywhere except in a steam
roller, so that if tissue covered wings work out durable 
enough in practice, we will use them by virtue of 
the saving in weight. This saving in weight will 
certainly give us better acceleration and probably 
more speed and better consumption. Streamlining 
will not be affected. Be sure to have the engine 
mounts firmly fixed as they have to take a tousing 
from engine vibration over long periods and distances. 
Both the undercarriage and fin should be strong ; 
the undercarriage comes in for real usage in team 
racing, whilst some time you will maybe get a nose- 
over and that is when the fin will receive some 
stressing. Our opponent in the eliminations at 
Brighton used a bent aluminium sheet undercarriage 
as on an American kit team-racer and seemed to be 
having considerable trouble with it. Ultimately, we 
noticed, the thing completely retracted sideways on 
landing, which we believe was unintentional. Make 
sure to have the tank filler accessible for rapid refuel
ling. A  word on tank filler tubes later. Harry built 
in a polarised plug and wired the glow-plug and earth 
up to it. That is a good idea, for it means that only 
a plug has to be pushed in for starting instead of 
wrestling with two crocodile clips, probably with 
oily fingers. It can be a mixed blessing, though, for
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if there comes a  time when there is no glow on plug
ging in, as happened to us, it might mean the wiring 
has quit, in addition to the other two possibilities 
o f low batteries or burnt-out plugs. And if it is 
a burnt-out plug, it means the wiring has to be 
unclipped before a change can be made.

Harry used an American K . & B. Glo Torp “  29 51 
in his team-racer, but that does not mean it is the 
best engine available for team racing, although it is 
very good. Requirements of a good engine for team 
racing arc : reasonably high power output and revs., 
nominal port timing (not grotesque racing porting), 
friction-free moving parts, flexibility so as to be able 
to run through a tank without performance dropping 
off too much, and easy starting. To our mind we 
would say a front rotary engine, preferably with 
ball-bearing crankshaft, would be most likely to 
fill the bill. We like a front rotary on another count, 
in that it keeps the motor mounts short. Below is some 
information on speed and consumption in team 
racing of various American engines from a friend's 
correspondent, and this can be readily  related to 
engines available in this country.

Engine

McCoy “  29 ”
K . & . B. Glo Torp “  29 ** 
Ohlsson “  29 ”
Ohlsson “  23 ”

Laps Speed
(60 ft. lines'

31 80 to 93 m.p.h.
44 75 to 90 „
53 70 to 80 „
57 65 to 70 „

Right now we think we should discuss the speed 
versus consumption angle. Assumptions have to be 
made, but from experience we feel they are quite 
accurate. We believe a well-organised pit stop can 
be carrier! through in a minute or less, and that to 
save one pit stop in a race, cither by special fuels or a 
smaller engine, will mean a sacrifice of 10 m.p.h. 
in flying speed. On those assumptions we plotted 
out some graphs, from the outcome of which we will 
settle for speed, thank you very much. You can work 
it out for yourself. For a 10-mile race at 80 m.p.h. 
and three 1 -minute pit stops, the total time taken 
would be 10 min. 30 sec. At 70 m.p.h. and only two

i-minute stops, the total time is 10 min. 36 sec. 
Xot much difference, you say ; but there is a 
difference and an agile pit crew can make it look 
even better. For the records, our Glo Torp was 
ticking off 42 laps (just over 2^ miles) on a 30 c.c. 
tank using a methanol-base fuel at 73 m.p.h. 
on a 9 in./8 in. TruFlex propeller during practice, 
and was turning better at the contest with a regular 
Stant 9 in./8 in. wood propeller. Incidentally, that 
73 m.p.h. was over a whole flight which therefore 
includes the slightly rich first few laps, the laps when 
the motor is really “  in ," and the lean last laps. It 
can be seen that a 40-45 lap tank will give three pit 
stops about equally spaced in a lo-miie race, and 
not the lightest advantage will accrue until 54 laps 
per tank has been attained, when only two pit stops 
are required.

Now for that important item, the tank. Desirable 
features arc that it gives a motor run that is “  on the 
step ”  right the way through, that it uses all the fuel, 
and that it is easy to refuel. In any tank there is a 
variation of head of fuel throughout the flight, and 
it is this that gives the rich take-off and lean end. 
Some engines seem capable of accepting this change 
of head better than others, but it should be the aim 
to reduce this change to a minimum. To that end, 
the tank should be kept as narrow as possible (recol
lect. the change of head is substantially in a horizontal 
direction during flight). On the other hand, the tank 
should not be too deep, or there may be difficulty 
in running the engine on the ground and during 
take-off where the head changes from a vertical to 
horizontal load. So it seems that length is the means 
to attain the maximum dimensions. For optimum 
conditions, we feel a tank of dimensions A in. wide 
X 1 in. deep X 3.6 in. long would be satisfactory. 
To be sure to use all the fuel in the tank, the position 
of the fuel tube is important. The placing of the end 
inside the tank depends upon the flying characteris-

Speed against total time for 10 miles. Note how flying 
speed of 75-80 m.p.h. appears to be optimum. -At 70 m.p.h. 
and two I min. stops, 10 miles takes 10 min. 35 sec.: 80 
m.p.h. and three stops 10 min. 30 sec. ; 90 m.p.h. and four 

stops 10 min. 40 sec.
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tics of the model. For instance, it would be no use- 
putting the pick-up at the back of the tank if the model 
flew in a nose-out attitude (looking from the top), 
for the fuel would naturally surge to the front of the 
tank. The filler tubes have to be accessible for refuel
ling, yet not permit any syphoning of fuel due to the 
airflow over them. Harry had a smart idea for refuel
ling : instead of having to wrestle the plastic tube 
from the fuel squirt gun over the filler tube, Harry 
litted the plastic tube on to a short length o f brass 
tubing. Tin· plastic tubing covered only half the 
brass tube, and the other half slipped into the tank 
filler tube when refuelling. This was or is a small 
but practical time-saver. For even easier insertion of 
the brass tube, the filler tube could be belled out 
slightly.

Pit work is just a matter of getting a routine 
entailing the least amount of movement and which 
is reasonably foolproof, polished up. We have not 
yet decided whether large-bore filler tubes with 
gravity-feed fuel from the can arc best, or whether the 
pressurised method of the squirt gun is the solution. 
In either case, it is necessary to prevent the fuel 
from flowing from the tank during refuelling or the 
engine will be flooded. At our first meet, we forgot to 
(or, rather, did not realise we should close the needle. 
O f course, with a fuel shut-off in the f i d  
as is required at the All Herts Rally, ibis trouble wiD 
not arise. In contests where no shut-off is required 
and the pilot flies his ship until the fuel is finished, 
the airplane may land anywhere round the circle, 
and, as the S.M .A .E . rules stand at present, the 
team has to run around the circle to the model. 
Also it means that the pilot may have to lake off 
again up-wind. These two disadvantages arc elimi
nated by using a fuel shut-off. To speed up the 
refuelling and restarting routine, we are considering 
doing the two tilings at once, if  we can restart the 
motor just after commencing the refuelling, the 
flooding difficulty should not occur. But as we said 
at the beginning, this is one of the new and as yet 
untried ideas. Incidentally, or rather, not so inciden
tally, a well laid-out toolbox with everything easily 
accessible is a must.

As for flying, Harry, who had only flown alone

1

before the contest, says flying two to three in a circle 
is not as difficult as he had been led to imagine. The 
biggest bugaboo at Brighton was the wind 'gale 
which kicked his airplane about and which made the 
other boys fly their models somewhat above the 
required 6 ft. altitude. Overtaking was therefore a 
precarious business. It was during such an operation 
that a gust of wind threw his plane downwards, and 
another upwards ; lines became entangled, and he 
came the cropper.

As far as designs went at Brighton one or tivo 
interesting variations were seen. Phil Smith, the 
winner, flew an Amco “ 3 5 ”  diesel scale Long 
Midget. Scale jobs usually come out rather bulky 
by the time the engine has been fitted in. Having 
selected to build a scale model, however, one has 
to accept the limitations in choice and scope that 
that decision imposes. One airplane there, wc believe, 
was flying on spark ignition until the rain got at tin- 
works ; whilst we gather that another using tissue- 
covered wings fell apart as the rain soaked through. 
Norman Marcus had a boxy semi-scale airplane 
as reminiscent of Steve Witt man’s pre-war boxcar 
racer, Oshkosh Chief, as anything we could think of.

Well, that is team racing as is. How the team- 
racer will progress and develop wc do not know, 
but if it keeps on as it has started, then it means a 
load of fun for the fliers and thrills for the spectators.

Dfie. SditoA Lrw-LteJ) ym i . . .

to submit articles, pians. photo
graphs o r other suitable material, 
for his consideration. Send MSS. 
etc., to The Editor, “  Model 
A ircra ft.”  23. Great Queen Street. 
London. W.C.2.
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r I "Ή Ε introduction of the original 1.8 c.c. Elfin 
A engine towards the close o f the 1948 season, 

came at a time when the popularity of the com
pression-ignition engine was being seriously threatened 
by the then new glow-plug type of ignition. Diesels, 
at this period, were suffering from lack of rot's, and 
excessive weight for competition use, and were 
mostly of orthodox and somewhat stereotyped 
design. The Elfin, by contrast, broke away com
pletely from previous diesel practice in employing 
an annular porting system—similar to that so 
successfully used on the American Arden engines—- 
to give substantially higher peak revolutions and 
output, and in reducing weight to a figure where the 
power/weight ratio obtained was comparable with 
the best in other types.

Thus did the Elfin become the forerunner of the 
modern school o f high perfOTmar.ee diesels. Prac
tically all current Ught-.veight competition diesels 
follow the same basic layout as the original 1 .8.

The 1.8 was followed, last year, by the Elfin 2.49. 
built to the Class I I  limit capacity, which, with 
modified porting and the addi
tion of sub-piston induction, 
gave a greater specific output 
and improved power/weight 
ratio. F. G. Buck, one of 
Britain’s leading model racing 
car exponents, later used one 
of these engines to raise 
British Class “  C  ”  model car 
records.

That the new Elfin 1.49 
subject of this month’s test, is 
a worthy addition to these two 
models is evident from the 
performance figures obtained.
Under test, this new engine has 
actually shown a higher per
formance than any other of 
similar capacity, and the high
est powcr/displacemcnt ratio 
and highest peak r.p.m. yet 
reached with a model diesel.

Alt hough well suited to other 
C/L types and to power/ 
duration models, the t.49 is, 
of course, primarily intended 
for S.M .A .E . Class I speed 
C/L work. Speeds of 90 m.p.h. 
ltave been mentioned in this

connection which, at the time of writing, are some 
20 per cent, up on the best “  unofficial ”  performances 
obtained in Class I. It is interesting to note that 
such an increase would call for more than 70 per 
cent, extra b.h.p., assuming similar airscrew effi
ciency and an identical model. Allowing for 
some improvement in the latter, therefore, the 
b.h.p. shown by the test 1.49, which is some 30-40 
per cent, up on that obtained with other Class I 
engines tested, suggests that substantial increases in 
Class I speeds may, in fact, be expected with suitable 
models powered by this engine.

Due to its moderate stroke/borc ratio, the new 
engine is of compact dimensions, while its weight is 
only a  little over 2 J  oz. The power/weight and 
power/displacement ratios are well above those we 
have hitherto associated with small diesels.

Specifications
T yp e: Single cylinder, air-cooled, two-cycle, com

pression-ignition. Rotary-valve induction through 
hollow crankshaft. Annular exhaust^and’ transfer
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porting with sub-piston supplementary induction. 
Conical piston crown.

Swept volume: 1.49 c.c. Bore: 0.503 in. Stroke: 
0.466 in. Compression: Variable. Stroke/Borc ratio: 
0.926 : 1. Weight: 2.6 oz.

General Structural data: Aluminium pressure- 
die-cast crankcase and main bearing housing with 
detachable rear cover. Nickel-chrome steel cylinder- 
liner. Cast-iron piston. Unbushed duralumin con
necting-rod. Nickel-chrome steel crankshaft running 
in cast-iron main bearing. Dural cylinder head 
barrel threaded on to liner. Spray-bar type needle- 
valve assembly. Beam type mounting lugs.

T e s t  En gin e D a ta
Total limed logged prior to test: 2 hours.
Fuel Used: i4 Record ”  racing diesel blend, 

(castor base—nitrated).

P e rfo rm a n c e
As noted above, the Elfin was first run-in for two 

hours before tests were undertaken. Running-in 
was carried out in short runs of about two minutes' 
duration and was spread over a period o f 2-3 weeks. 
Power loss with warming up from cold was, as usual, 
reduced but not entirely eliminated after this time, 
but since it would appear, from recent observations, 
that, in the air, this loss is often partially, if not 
entirely, restored, it was decided to take a series of 
quick readings, restarting the engine from cold each 
time, to secure favourable results.

On the dynamometer, readings were taken from 
3,500 r.p.m. up to a shade over 15,000 r.p.m. and, 
although loading dowfn to much less than 7-8,000 
r.p.m. would not, o f course, be normally encountered

in practice and produces fluctuations in power output, 
it is intercsing to note that, at low speeds, the 1.49 
was actually below' average output. This is probably 
due to the port timing which, intended for high 
revolutions, results in an excessive charge loss at low- 
speeds.

As speed was pushed up, however, readings 
evened out and, once above 10,000 r.p.m., the 1.49 
was delivering well in excess of the power obtained 
with other Class I engines. Torque values, which 

w-ere at their highest around 9,500 
r.p.m. were good without being 
exceptional. The 1.49 gains its high 
power output by the manner in 
which an almost constant torque 
is maintained. Not until the 13,000 
mark was passed, did torque begin 
to decline at an appreciable rate with 
the result that, at the peak of the 
curve, a full 0 .15  b.h.p. was indicated 
at 13,500 r.p.m.— a truly exceptional 
performance.

Actually, to the average user, this 
very high output might not become 
apparent in anything except a speed 
model, where these high revolutions 
can be used. Compared with other 
good Class I engines, at normal free- 
flight and stunt models speeds— 
say 8,000-10,000 r.p.m.— there is not 
any great difference to be noted. On 
the test rig, however, the extra power 
of the Elfin at high revs, soon becomes 
evident.

Despite its high performance, the 
1.49 starts easily. Procedure found 
effective with the test engine, using 
small high-speed propellers, was to
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start on i f  turns of the needle-valve, afterwards 
reducing this to i f  with a corresponding increase 
in compression to give maximum revolutions. Any 
slight slowing down (due to the ignition point being 
advanced as the engine warmed up) was then 
compensated in the usual way with a slight reduction 
in compression. Starting from cold is assisted by a 
prime through the exhaust ports, but restarting a 
warm engine is performed quickly and easily by 
choking in the normal manner. A  castor base fuel 
is recommended by the manufacturers and a fuel 
of this type was used throughout the tests and for 
running-in.

Apart from an occasional 
tendency for the cylinder 
liner to slacken when run
ning under test at high 
speeds (a common occur
rence with engines o f this 
type which, happily, is 
less evident under flying 
conditions), the 1.49 gave 
no trouble at all. Despite 
its light weight, the engine 
appears to be of amply 
robust construction and well 
able to stand the knocks 
of model aircraft use.
Power/Weight Ratio : (As 

tested), 0.92 b.h.p./lb.
Power/Displacement Ratio:

100 b.h.p./litre.

MODEL AIRCRAFT

Nationals in R etrospect —

conditions. Most contest B ias  wtII ennf a s to a 
feeling o f tension during an γ λ ^ .  tannrh, even with a
tried and tested model. When conditions are poor, 
anything can happen and often docs! So any 
move to consider the competitor is particularly welcome.

Finally, attendance. This again was poor. In 
fact it seems that modellers, as a breed, are not 
prepared to travel long distances to take part even 
in important events, i f  they are largely left to fend for 
themselves. In other words, they do not like the 
bother and fuss of fixing hotel accommodation and the 
like and, in many cases, frankly cannot afford it. 
What do we do ? Say, “  i f  they cannot be bothered, 
leave them to it ”  ? Also it seems all too obvious 
that Whitsun is too early in the year for the Nationals. 
Modellers are largely unprepared and have not had 
the time to develop and trim their new models. 
The August Bank Holiday week-end would seem a 
much better choice.

Frankly, again we consider it is worthwhile to 
make things easier for the competitors. It would 
mean more and more work for the officials again—- 
and they have enough at present, with few thanks

-------------------------------------------- (Continued from page 265)

for vriiat they do achieve— but we think it could be 
worked out.

As tar as successful model meetings are concerned, 
probably' nothing in this country has ever equalled 
the Wakefield week-end at Cranfield last Ju ly . All 
the modellers and everyone else associated with 
then: lived in an acromodclling village for the period 
of their stay. They slept, ate and spent the whole 
time on the edge of the flying field. It was a 
modelling week-end, with a model (lying atmosphere.

Ju st suppose it were possible to get a place like 
Cranfield every year for the Nationals, where every 
entrant registered himself for board and lodging at 
the same time as he sent in his entry form. And 
with other accommodation to go round for the non
fliers who cared to come. No enthusiast worthy of 
the name would possibly want to miss such a chance !

Such a possibility could become a probability— 
and it would certainly seem to be worth a trial. 
People who attended that last Wakefield still talk 
of their experiences. It is time that each Nationals 
achieved a similar distinction.

F. L . S T R E E T
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© The Editor does net hold himself responsible for 
the views expressed by correspondents. The names 
and addresses of the writers, not necessarily for 
publication, must in all cases accompany letters

B O R D E R LIN E  W A K EFIELD S

D e a r  S i r . One always hesitates to offer advice, 
however well-meaning, to experts about activities in 
their own particular field.

In view of my experiences, however, as Technical 
Secretary of the S.M.A.E., in checking Wakefield models 
during the past year, I fed that some such advice should 
be offered.

Some of the models at present being flown by our 
experts are so near the margin that they can only be 
regarded as borderline cases. To quote a case in point : 
a model recently checked by me required a fuselage 
cross-sectional area of exactly 13 sq. in. and on being 
accurately computed was found to be 12.96. The margin 
of error in measuring and calculating the cross-sectional 
area of any fuselage is such that that particular model 
was allowed to pass as I feel certain it should have been, 
but the point I wish to make, is this. No system of check
ing models can be 100 per cent, accurate and for that 
reason alone every competitor should allow himself 2 
reasonable margin within which to work.

It must be remembered. :»:*>. when models are checked 
at the actual Wakefield contest overseas k  is going to he 
even more difficult if models are (baod to be borderline 
cases. First of all there is the language difficulty, and 
secondly it is quite likely that models will be checked in 
the metric system and there is again a possibility of 
introduction of error in converting the calculated areas of 
the models from metric to inches and/or vice versa.

In these circumstances it would surely be wise for all 
fuselage cross-sections to have that extra £ sq. in. which 
would ensure their being well within formula arid would 
hardly affect the performance of the model to any extent, 
and the same applies of course to wing and tail areas under 
the present ruling.

Nothing would be more unfortunate than to find a 
first-class competing flier put out of a contest through 
some disagreement over a model whose dimensions were 
a borderline case, and this must surely be avoided at all 
costs.

Yours faithfully,
London, N . 4 . H e n r y  J .  N ic h o l l s .

FROM B ILL  D E A N

D e a r  S ir . -In the recent Wakefield Trials a t Fairlop, 
Mr. P. Royle who placed 2nd) was disqualified as his 
model failed to pass the judges’ examination after the 
contest. The model flown by Mr. Royie was a Con
ies tor, with a slightly modified wing.

As the designer of this model, I should like to make it 
quite clear that the standard kit plans do comply with the 
Wakefield rules. Owing to a printer’s error, the tailplanc

area is stated on the kit leaflet as 69.25. In actual fact, 
the area is 6 7 .2 5 , which complies with the 33 per cent, 
tailplanc area rule. With the 208 sq. in wing, a tail- 
plane area of 68.64 would be permissible. I have rc- 
checked the plans and confirmed the original calculations 
made in 1947.

In the June issue of M o d e l  A ir c r a f t  “  Over the 
Counter,”  it was incorrectly stated that the Skyslreak 
started out as a tailless design. Actually, all versions 
have featured conventional tailplanes. On the earlier 
models, the flying surfaces were swept back, but the two 
final kit designs featured straight trailing edges.

j. R. Vanderbeek is apparently also under the im
pression that the first Skyslreak was of the tailless type and 
that it bore a striking resemblance to one of his own 
models. As I have never built a tailless stunt model, 
obviously someone has his facts mixed 1 Or perhaps 
a mystery man is building some quite original Skyslreaks ! 
None of the ones I have designed are like Mr. Vander- 
beek's model, unless he is referring to the fact that wc 
both followed the present trends of full size fighter design 
and decided to use swept back wings.

Yours faithfully
Tbonseo Heath, Surrey. B i l l  D e a n .

“  M O V IN G  FINGER ”  C O R N Y  ?

D e a r  S i r ,—Possibly the best suggestion regarding a 
nom de plume for the author of “  Northern Notes ”  is not 
to have one at all. If a chap has the courage of his 
convictions then he will not be loth to use his own name.

Λ nom de plume serves no useful purpose and gives the 
impression that the writer wishes to hide behind another 
name for some ulterior reason.

For the same reason I hope the "  Moving Finger ”  
does not return. For another reason I feel that while I 
might have been slightly amused at that column way back 
in the ’thirties, it would seem no end ‘ ‘ corny’* nowadays. 
Whilst for another reason, and one which I believe to 
be the most important, the column only meant anything 
to a relatively small circle. I, as a then untravelled 
modeller, could only appreciate one or two of the so- 
called cracks. I should think then, that with the ex
panding ! I sincerely hope) circulation of M o d e l  A ir c r a f t  
anything like the “  Moving Finger ”  would have too 
limited in appeal, if not a retarding influence. Generally, 
the place for a scandal column is in club magazines and 
news-sheets.

Yours faithfully.
Si. Albans, Herts. K . J .  B u x t o n .

M any readers have suggested “  N o rth e rn  L ig h t ”  
as a nom -de-plum e fo r  th e  w r i te r  o f  N o rth e rn  
notes, b u t we should lik e  to  hear fro m  o th e r  readers 
be fore m aking  a fina l decision.— The E d ito r.
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TH IS month’s survey covers rubber model kits 
and these have undoubtedly proved more 

prolific than any other single type. In other words, 
over the past two or three years when power modelling 
has enjoyed such a vogue, and C/L stunt and free- 
flight power have topped the popularity poll, the 
number of rubber kit models has exceeded both these 
types.

One of the reasons for this will be seen on examin
ing the second diagram, which shows the relative 
popularity of different sizes of rubber models. Over 
one half of the kit models produced do not exceed 
30 in. in span, hence use only the minimum of mat
erials and can be produced quite cheaply. Competition 
interest is not catered for in these sizes, and so the 
bulk of rubber mcdcl kit safes has been to the 
younger aero modeller who likes to build and fly 
a “  powered "  model, and the small rubber job is 
well within his means.

Not that the competition flier is ignored in the kit 
field. Two Wakefield winners and a world’s record 
holder are included in the lists, and several other kits 
are of contest winning prototypes, or have subse
quently gained top honours in various events. The 
kit of K orda’s 1939 Wakefield winner is no longer in 
production, but that o f the Jaguar (1948 winner) 
proved particularly popular during the past season. 
Two Jaguars were included in the 1949 Wakefield 
team, and are still in evidence this year, although in 
the London area, at least, they' are not so frequently 
seen.

The Jaguar, of course, was designed by E. W. 
Evans, of Northampton, a leading Midlands 
Wakefield flier, and so his later design, the Clipper. 
is sure to prove of considerable interest to Wakefield 
enthusiasts. Several leading fliers arc, in fact, flying 
Clippers this year, where hitherto they' have been 
Jaguar fans.

As yet, the Clipper is not available in complete 
kit form— only plan and printed sheet (propeller 
blank also available), but there is every chance that, 
with a successful contest season behind it, it will be 
kitted later in the yrear.

Amongst the products of the larger manufacturers 
may be mentioned the Keilkraft Gypsy and Contes tor, 
both to Wakefield specification and designed by 
W. A. Doan ; and Phil Smith’s 1948 Queen’s Cup 
winner which is a larger version of the Hi-Climber, 
a Vcron Wakefield kit. All have proved good 
contest models, New Zealand and South African 
’49 Wakefield teams both including Contestors. 
Out c f  production, but still available, is another 
ou*standing Wakefield kit model—the Flying Min- 
*tes tfesig Stott and Norman Lees—
77 du Λ by Halfax. A relatively difficult model to 
build, being a streamliner, a number of modellers have, 
nevertheless, achieved considerable success with this 
kit design.

As is only to be expected, streamliners arc in the 
minority in the kit field. Grouping both full stream
liners circular or ovoid fuselage, with former and 
stringers) with semi-streamliners (basic slabsided 
fuselages with fairings), these account for only 14 
per cent, of the total. The simple slabsidcr with high 
wing is the most popular (44 per cent.), followed very 
closely by the cabin type slabsider (42 per cent.). 
Simplicity of construction makes these two types 
ideally suited to commercial designs. They arc 
virtually the only suitable for the popular small 
class of rubber model which forms such a high 
percentage of the total production.

Whilst on the subject of size, it is interesting to 
compare prices in the various ranges. Production 
costs increase relatively as the size of the model 
increases. I f  you build a model of twice the size, you 
need not twice, but six times the material, so that
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whilst some production costs are down on larger 
sizes (such as proportionate costs of printing, boxes, 
labels, etc.), overall costs are very much higher. For 
an “  attractive ”  price, therefore, the small models 
are the best proposition.

Comparative prices of various group sizes work 
out roughly as follow's, w'cll illustrating this point.

Span Average price
Price “  per in. 

span ”
Under 20 in. 3/9 2d.-2 id .

20-24 in. 4/3 2d.-2id.
25-30 in. 7/6 3d.-3id .
30-36 in. 10/6 3»d.-4d.
36-40 in. 15/- 4 Id.-5d.
40-50 in. 21/- 5d.-6d.

As regards other major design features, the high 
wing layout is not unnaturally top favourite (59 per 
cent, total), followed by parasol-and shoulder-wing 
layout, respectively. Low wings are rather more 
popular than one would suppose, coming fourth on 
the list, whilst the rather attractive biplane layout is 
a poor last. With but one or two exceptions all 
models are o f the orthodox tractor layout, with span 
sizes ranging from 15 in. to 52 in.

Larger rubber models are not considered practical 
— a Wakefield being about the biggest rubber model 
most builders would contemplate. I f  you make rubber 
models much above this size their use is relatively 
restricted and it may w'ell work out that to replace 
rubber motors and keep them flying the cost is higher 
than that of maintaining a power m odel! But the 
complete list of rubber model kits produced during 
the past two or three years does offer a  sufficient 
variety to suit all tastes. A  fair proportion are now-

out of production, but may still be in stock on 
retailers’ shelves.

There arc also a considerable number of flying 
scale rubber model kits on the market, but these are 
not included in this survey as they will be the subject 
of a further article in this series.

* * *
The “  rubber myth ”  concerning the respective 

merits of American brown and British grey rubber 
is still as confused as ever. Various writers comment
ing on the subject have only added to the general 
misunderstand ing.

The facts, briefly, arc these. Following the war 
and up to the beginning of 1948 it was very difficult 
indeed to obtain good rubber. There w'as quite a 
bit o f rubber strip available but it had, as a general 
rule, poor characteristics. With the reintroduction of 
American brown (T-56), therefore, many modellers 
went out of their way to get hold of this and found it 
better than most of the material on hand. This 
T-56, however, was different from prewar American 
brown, and definitely not as good.

The Dunlop Rubber Company then started manu
facturing aero strip in this country and appear to 
have experimented with different mixes, or different 
curing methods. Whilst on the average the rubber 
they produced was good, quality varied with different 
batches— and still does at the present time.

One particular batch of Dunlop, however, pro
duced in the early part of 1948 w as particularly good. 
It was some of this rubber that the ’48 Wakefield 
team took to America and started all the fuss. It 
was definitely superior to T-56. How'ever, few sub
sequent batches of Dunlop appear to have reached 
even similar standards, although the manufacturers 
have produced to the same formula.
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R U B B E R -D R IV E N  M O D E L  K IT S

This table has been compiled to  include all rubber model kits produced between 1948 and the present date, June, 1950, but restricted to  sport 
and concest types only. Flying scale models are not included. W hils t every effort has been made to  make these data as complete as 

possible we can accept no responsibility fo r errors or omissions.

Span
Model

W eight
Designer Manufacturer Type Specification Price

15 PICKANINNY Acromodels Siabsider High W ing ... 6 '3
C. A. Shaw Shaws Model A ircraft... C a b in ............. 3 9

Elite Model Airplane Supplies Siabsider High Wing 2/6
D. Jackson J’s Model Centre ............... B iplane............. Stick Fuselage ... 5/-

British Model A ircraft High Wing ... 1 6
Premier Siabsider 2 6
Aeromodcls Solid ............. Flying Wing ... 4;-

A. H. Lee Model A irporc (Bristol) Siabsider High Wing 4 II
SKAT Don Models ... ............... Siabsider High Wing 3/6
E L F ........................... Elite Model Airplane Supplies Siabsider High W ing 4/3

20 B E E ........................... 4/3
C. H . Saunders Cabin ............... 3/6

PLAYBOY ............... W . A. Dear. L· Ke. A Co C a b in ............. High Wing 3 3
— Hxlfax Siabsider 3 3

14 P. H. Smith Moc e A  -craf: Bo- im e c c c  th i Diamond 3 3
u P. H. Smith Mode. Aj -craft i Bc«memouth C a b in ............. High Wing 5/-
2 T. R. Kennedy Model Shop (Newcastle) Cabin ............... High W ing ... 4 6

A. H. Lee Model A irp o rt (Bristol) Siabsider High Wing 5'9
Paramount ........................... Cabin ............... High Wing ... 6/6

1 P. H. Smith Model Aircraft (Bournemouth) C a b in .............. High Wing 4,6
A to  Model Crafts ............... High Wing 5 6

22 GREYHOUND M.S.S. ... ...............
22 FALCON ............... British Model Aircraft C a b in ............. High Wing 3/6

FANTAIL ............... 11 P. H. Smith Model Aircraft (Bournemouth) Shoulder W ing 5 -
ORION ............... A. Hatful 1 . E. Keil & Co..............................
ACHILLES L. Heath . E. Keil & C o . ........................... C a b in ............. 4 -

24 W . A. Dean . E. Keil & Co.............................. Cabin ............... 4,6
C. T. Buffery International Model Aircraft... C a b in ............. 4'9

24 P. H. Smith Model Aircraft (Bournemouth) Siabsider High Wing 6 9
u P. H. Smith Model Aircraft (Bournemouth) C a b in ............. High Wing 4 6

2 i F. R. Kennedy Model Shop (Newcastle) Low Wing Semi-scale 5 6
E. A. Ross International Model A ircraft... Siabsider High Wing

24 COMMANDO Halfax Siabsider High Wing 5/-
24 L. Heath Southern Junior Aircraft Parasol Diamond Fuselage 4 -

Elite Model Airplane Supplies Cabin ............... High Wing 6;-
British Model Aircraft Siabsider High W ing ... 5 6
British Model Aircraft Cabin ........... 4 6

ROVA ............... W orcraft .......................... Cabin ... Hign Wing 4 II
Don Models ........................... Cabin ............... High Wing ... 4 6

— Chingford Model Aerodrome Cabin ........... High Wing 10 6
3 T. R. Kennedy Model Shop (Newcastle) C a b in ............. High Wing 6 6
IS Model Shop (Newcastle) Parasol 10 6

SKYROCKET C. H. Saunders Elite Model Airplane Supplies Parasol 7,'-
30 AJAX ........... L. Heath . E. Keil & Co........................ C a b in ............. High Wing 6 -
30 MAJOR ........... Halfax ........................... Siabsider High Wing 5/6
30 KE E LB ILD ........... 34 Modei Shop (Newcastle» Paraso i Streamliner 14 6
30 DRAGONFLY 11 r x t  Stoe .N ewoK-'e Cab*n ............... High Wing 10 6
30 CABIN COUPE ... 3 Moee 5r.ee Ve-ercasrei Cabin ............ 12 6
30 CRUISER PUP C  A. R -cc« Cabin ... Low Wing 9 II
30 SATURN .. r  . wenraaoea.' A,-craft... Cabin Semi-scale 10 6
30 CAVALIER SmcrSTT A -ertrz Parasol 5 6
30 EAGER BEAVER .. ·!. Lewis Shaw s Mope· A  .-craft . . Paraso; Siabsider 10 6
30 BABY DURATION C. A. Bowdcr Worcj-af* ............... Cabin ........... High Wing 10 6
30 LYNX CUB — M.S.S............... —
30 WIDGET ........... Don Mcd-e-j* Parasol 6 9
30 PHANTOM ........... Avion ...
31 LINNET ........... A. H. Lee Mocei A -p o r t -.-see: Siabsider High Wing 9 6
32 PHANTOM Elite Mooe A rp iane Supplies Flying Wing ... 5 6
32 PYM ........... Don Models ..................... Siabsider 6 -
32 COMPETITOR W. A. Dean .. E. Ke.I & C o - ..................... Cabin ........... High Wing 7 -
33 JUNIOR CONTEST Elite Mode. Airplane Supplies Siabsider 10 -
34 S E N T IN E L ........... 21 P. H. Smith Mode. A B o u r n e m o u t h ) Cabin ............ High Wing ... 10 -
34 PARATROUPER ... Masco .. ..................... High Wing 12 .6
34 M O N IT O R ........... Airyda . ..................... Siabsider 8/6
35 MAJOR PUP C. A . Rippon Premier ..................... Low Wing 13/4
36 WITCH ........... C. T. Buffery Internationa: Model Aircraft Hex. Fuselage ... High Wing ...
36 JAKE ........... Power Models ........... 13 6
36 CLUB CONTEST ... Model Aerodrome Siabsider High Wing 12  -
36 SETTER ........... A. H. Lee Model A irp ort (Bristol) Siabsider Low Wing IJ  9
36 THERMAL KING ... A. H. Dadd A. F. Peters ..................... Siabsider 12  6
36 JUPITER ........... C. T. Buffery International Model A ircraft... Cabin ........... Low Wing 15 -
36 LANCER ........... Halfax ..................... Siabsider High Wing 15 -
36 QUESTER ........... Southern Junior Aircraft — 10 6
37 STARDUST........... J. R. Vandcrbcck International Model Aircraft... Parasol ........... Siabsider 10 6
37 ST. GEORGE C. A. Rippon Premier Parasol Diamond Fuselage 21,'-
J7| AIR CADET C. A. Rippon .. Premier ........................... Siabsider High Wing 15 4
37i NORTHERN STAR R. Copland Siabsider High Wing 19 4
38 HI-CLIMBER 81 P. H. Smith Model Aircraft (Bournemouth) Cabin-pylon Siabsider 25 -
38 PANDA ............... M.S.S...........................................
38 VENUS ............... A. A.Judge International Model Aircraft... Shoulder W ing Streamliner 15/-
40 GIPSY ............... 8 W . A . Dean .. E. Keil & Co.............................. C a b in .............. High Wing ... 10  6*
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sr Model
W eight

Designer Manufacturer Type Specification Price

40 DURACADET ............. 5 C. A. Rippon ... Premier Slabsider High W ing 2 1 /-
NORTHERN ARROW .. 5 1. H a l l ............... 19 4

5 C. A. Rippon ... 19 4
40 SENIOR ......................... 9 6

DROME ......................... Model Aerodrome ............... Cabin ............... High W ing 12.6
Chingford Model Aerodrome Slabsider 17/6

401 M .S .S .......................................
8 ». G. W . W . Harris Cartwrights High Wing 12  6

STRATOSPHERE ............... 6 A. E. Ross International Model A ircraft... 17 6
44 8 R. Korda British Model Aircraft Cabin ............... High W ing 17/6

8 A E. W . Evans ... Halfax Mid-wing Diamond Fuselage 211-
8 * R. H. W arring Astral .......................... 2 1 /-
9 R. Copland Premier Streamliner Shoulder Wing 33 6
6 R. Copland Premier Stream-slabsider 32/-

22 6
WARRING'S WAKEFIELD 8 * R. H. W arring Paramount ........................... 29/6

45* 8 W . A. Dean ... E. Keil & Co.............................. High Wing 23/6
3 E. W . Evans ... Super Model A ircraft Supplies 8 6t

FLYING MINUTES 8 L .S to tt & N. Lees Halfax ........................... 2 1 /-
50 SUPER C R UISER............... 12 C. A. Rippon ... Cabin ............... 29 3

12 P. H. Smith 
* Dry K it.

Model A ircraft (Bournemouth) 
f Plan and printed sheet only.

Cabin-pylon High W ing 10 /-t

In the light o f the ’48 Wakefield experience, 
meanwhile, the American Rubber Company have 
amended their production o f T-56 and produced a 
new range in 1/24 sizes rather than their standard 
1/30 thickness. Again quality was very variable. 
Some was good, and about the equivalent of the 
best Dunlop or Caton strip then on the British market. 
Other batches were poor, but so also was some of the 
British grey rubber.

That is still the position. It is only possible to 
assess the respective merits of different brands of 
rubber by comparing actual skeins and most mis
leading to generalise on the subject as the result 
o f isolated tests. For normal sport flying the 
average British grey rubber is usually more than 
satisfactory, but for contest work the necessity of 
obtaining the best rubber available is obvious. 
Unfortunately there is no simple answer.

Now another brand o f rubber has entered the 
field and is being endorsed by several o f the leading 
contest flyers. This is Pirelli, made in Italy. Pre
war, Pirelli aero strip gave better torque charac
teristics than any other aero strip and the same 
desirable characteristics seem to have been retained 
in their post-war production. It has its faults,

however, for it breaks up very readily. It is a fairly 
common experience for a new Pirelli motor to break 
up completely, so it needs the most careful treatment. 
It is therefore not recommended for purely sport 
flying. But for competition flying it is certainly 
capable of giving that extra performance.

Italian production o f Pirelli has been very limited 
and spasmodic until recently. Now there docs 
appear the possibility that supplies may be available 
in this country in the near future. But it is interesting 
to note that Italians do not all favour their “  home- 
produced ”  rubber (largely on account of its property 
of breaking up) and several of their leading Wake
field fliers have gone out o f their way to obtain 
British Dunlop ! Which brings us back to the start 
o f the argument again 1

* * * *

Incidentally, one o f the few firms producing a 
satisfactory soft soap lubricant for rubber these days 
is Mercury Model Aircraft Supplies. Mercury 
lubricant is compounded from pure soft soap and 
glycerine only and is supplied in handy size jars 
It is definitely on the thick side and has a certain 
tendency to dry out, but appears to maintain ade
quate lubrication even in this state.
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Prototypes Worth Modelling
N o . 3. T H E  “  A N T O IN E T T E  ”  M O N O P L A N E  B>' C. SI. M»yCO©k

r T THE Antoinette monoplane of 1909 was noted 
1  for three things, good looks, superb work

manship, and being in advance of its time. 
It lends itself well as a subject for a flying scale model 
and owing to the general layout should appeal to 
the rubber-motor fraternity; any necessary alterations 
to the tail unit would be quite legitimate because it 
is true to say of all these early machines that no two 
were exactly alike, they had some variation some
where, particularly in the tail.

The wings were perhaps the finest of any pioneer 
machine and were built up of two main spars and a 
multiplicity of profile strips which ran spanwise and 
chordwise. These when covered with rubberised 
fabric (this was before the days of dope) formed as 
near a perfectly contoured lifting service as was 
humanly possible, and those Antoinette joiners 
mostly recruited from the best of the piano and 
showcase-making trades certainly knew their stuff. 
Lateral control was by warping, except in the 
Antoinette TV (Latham's first Channel crossing 
attempt) where trailing flap aileron* were tried.

The fuselage was o f plain triangular section, 
cross braced with piano w et and fabric covered a- 
far as the cockpit and from then on covered each 
side with thin planks o f polished cedar.

The tail surfaces were rigged in the manner of 
yacht sails, the fabric being laced to the spars of 
tailplane and rudders.

The undercarriage was interesting; a vertical steel 
tube combining the main undercarriage strut and 
centre section king-post, housed a spring plunger 
connected by a sliding collar to the diagonal struts 
to the axle.

Antoinettes had their own method of control 
which needed energetic handling, lateral control 
was by a handwheel on the port side of the cockpit 
and the elevator cables were connected in a similar 
manner to the starboard hand wheel, the rudders 
were connected to a foot bar in the normal way.

The power plant was usually a 50 or 80 h.p. vee- 
eight, steam cooled motor with petrol injection and 
coil ignition. Air was drawn into the cylinders 
through valves, w'hich in a carburettor type of motor 
would be the inlet valves. The exhaust was expelled 
through separate pipes from each cylinder and 
grouped on the centre line fore and aft. Each 
cylinder was copper jacketed and the water carried 
was the minimum. The resulting steam was 
condensed in two radiators one each side composed 
of 22 aluminium tubes each radiator. To facilitate 
the air-flow the cedar planking was not extended 
behind these radiators. A  small handwheel con
trolled the throttle or rather the stroke of the fuel 
pump and another the ignition. The crankcase 
of aluminium was extended to house the mainbearing 
for the airscrew shaft. The metal airscrew was 
adjustable for pitch but not in flight.
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PH O T O G R A PH S for “  Photonews ”  have been 
rolling in this month from readers in all parts of 

the world. No. i was sent by D. R. Hughes, of 
Birkenhead, and shows A 1 Molyneux, of Wallasey 
M .A .C ., holding fellow dub member Calkin’s 
Nordic glider in the anti-wind launching position 
used by many of the competitors in the N.W. Area 
K . & M .A .A . cup contest, at Bury.

The “  Photonews ”  star model of the month is 
shown in No. 2, with its owner, S/Ldr. E. D. Cable, 
secretary of the R .A .F . Model Aircraft Association. 
This beautifully constructed and finished R/C 
model is fitted with Good Bros, equipment and 
weighs y i  lb. all up. The power unit is an 
Ohlsson 29.

R ay Moodie is the subject of our next photograph 
which shows him with the E.D . Comp. Special 
powered Slicker “  50,”  with which he won the under 
?-5 c.c. class power duration event at the 1950 
.Australian National Championships, held at Mel
bourne. in April. Ray  says that the fuselage was 
damaged on an early Bight but the rough splicing 
repair which can be seen in the photograph enabled 
him to complete his flights.

On Epsom Downs recently, K . J .  Miller, of South 
Croydon caught one of P. E. Norman’s circus of 
scale 19 14-18  planes, a Sopwith Camel, in flight and 
the result is shown in No. 4.

K . J .  Griescr, a correspondent in Iserhagcn, in 
the American Zone of Germany, sent us the next 
photograph, which shows a typical German be
ginner’s glider which has won many contests.

D. Robertson, who lives in Heliopolis, Cairo, 
sent us photograph No. 6 of his American Buccaneer, 
which he has modified from the kit model by fitting 
a trike undercart. The Baby Cyclone engine has
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been inverted and cowled-in. In his letter he says: 
“  I don’ t know an ohm from a watt and so I am 
not interested in radio control, but I should think 
that this aircraft would be just the job for it.”  We 
quite agree.

No. 7 comes from a member of the Exeter Club, 
Η. A. Stillings. The model was made from a popular 
Model Shop (Newcastle) Wasp semi-scale kit and is 
powered by an E.D. Bee engine. In addition to its 
good looks it has, so we are told, an excellent flight 
performance.

A Belfast reader, X. Osborn, took photograph 
No. 8. The modeller is Howard 4< Stevie ”  Stephen
son, who specialises in gliders and takes a keen 
interest in the activities of the L .S .A .R .A . With the 
photograph came very complete details o f the 
model— an example which we wish other readers 
would follow. Main features are:—Span, 72 in.; 
wing section, laminar flow type; weight, 2 lb.

Another winner at the Australian Nationals is 
shown in the next photograph, which is of John 
Lamont, of Victoria, who won the Junior stunt 
event in the C/L section of the championships with 
his Frog “  500 ”  powered model.

The Fairey Junior frcc-flight scale model shown in 
No. ro was made by Les S teele, o f Cardiff, from a 
standard Powakit design by Howard Boys. The 
photograph was taken by P. J .  Banks, who tells us 
that this attractive little plane, which is fitted with a 
Kalper 0.32 c.c. engine, flies very well indeed.

Geoff Wcale, of Penarth, took the last photograph 
and describes it as showing two members of the 
Swansea club, who set themselves up in business as 
firewood merchants at a recent S. Wales Area rally. 
They look quite cheerful about it anyway.

Cheerio chaps— keep those shutters clicking !



GALA DAY
T H E  only thing that marred the W est Essex Gala, held at Fairlop, 
* on June 18th, wa* the high wind which the Clerk of the Weather 

seems to  have ordained shall ruin most o f the meetings this year.
The organisation was excellent and, as the West Essex Club did 

not allow their own members to  compete, they were all available to  do 
the many jobs which have to be done to  get a show of this kind going.

Tremendous enthusiasm was aroused amongst the competitors 
and spectators by the team racing event, which was defin itely the 
highlight of the day. Controversy raged over the insistence o f the 
St. Albans team on using a mechanical starcer throughout the contest 
and several cars were red at the "  Bronx cheer ”  that went up when 
they broke a prop, half way through the final. There is, w ithout doubt, 
a big future fo r events of this kind and w ith  greater experience, the 
discipline in the flying circle w ill be improved.

Congratulations to  Allan Allbon, of Bushy Park, fo r winning the 
free flight power event, particularly as i t  was the first contest o f this 
kind which he had entered. By the way, a little dicky bird whispers 
tha t Gussie Gunter has been giving Aiian some coach-.ng cc t — "  
free flight models— the old maestro saoc, ; re a -o u i =<*' - i 

We were all pleased to  see 3«ne R-isse has : —  · ;  t ;  j
way from Worksop, w in the Stunt e>-e*t w th  sis 

There was a good tu rnout fo r t.-e R C Cortes- a t h e  -tges. i  
o f whom were experienced R C c:ers did t-e  - rest to  sraot 
competition to  the windy conditions b» setting t~e or.s -ea*en
able distances from the take-off and marking a fa irly  large area fo r the 
spot landing attempts. Despite the ir efforts, however, the wind was 
s til l too much fo r the competitors, none o f whom succeeded in com
pleting the course satisfactorily.

A ll in all a very enjoyable day was had by everybody present and the 
W est Essex boys are to  be congratulated on having put in a lo t of hard 
w ork  to  give the ir visitors a fine day’s flying.

Results
Rubber Duration. Agg. 2 flights.
1. R. J. N orth
2. L. Brown
3. D. Bushell

... Solihull 

... Surbiton

577.2 se< 
460.1 „  
■402.2

Power Ratio. Agg. ratio 2
1. A. L. Allbon
2. V. Jays ...............
3. A. G. Russell

flights.
... Bushy Park ...............
... Manor House ...............

Kentish Nomads

43.7 „ 
31.77 „ 
31.6 „

Team Race. 10 miles.
1. D. W . Rowe

2. N. Butcher
3. J. N u n n ...............

Country
Croydon
Barking

member.

C L Stunt
1. P. Russell
2. R. Prentice
3. N. Butcher

—  W orksop
—  O**egfons
—  Croydort

4  ..

Radio Control
1. S. Allen ...............
2. P. Wallis
3. E. H iglctc

... Battersea 

... Barnes ... 

... Eastleigh

125 pcs. 
105 „  
70 „

C/L Speed
Class 1.

„  II.
C. Shaw 
J. Clarke

Zombies
Ruislip

75.4 ifn.p.h. *£\

„  IV. 1. L. W rig h t ... St. Albans 103.2 nn.p.h. (Eta 29 ·
2. D. Powell ... E. London 92.9
3. D. Chincry ... Surbiton 82.9

„  VI. 1. F. Guest Country mem. 121.5 „  (Dooling).
2. N. G. Taylor Wimbledon ... 115.2 (McCoy).
3. — . Billingcon Brixton 109.0 „  (Nordec).

Handicap 1. C. Shaw ... 83.8 per cent.
2. J. Clarke ... Ruislip ... 82
3. F. Guest ............. Country mem. ... 81

Photographs
1. The team racing event in progress.
2. The Mayor of Ilford, Alderman J. Barker, w ith  Doug Gordon 

and tw o o f the contestants at the control.
3. Pete W allis (Surbiton) flow his Junior 60 in to second place in the 

R;'C contest, using E.C.C. equipment.
4. N. G. Taylor o f the Wimbledon Power Club, and^British Class V! 

speed record holder changes a propeller on his McCoy 60 powered 
Lazybones III.
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REPO RT OF S .M .A .E . C O U N C IL  M E E T IN G  H E LD  AT 
LO ND O N D ER R Y H O USE, PARK LA N E , LO N D O N , W .I. ,  ON 
SATURDAY, JU N E 10th, 1950 AT  2.30 p.m.

The fo llow ing were present : Messrs. A . F. Houlberg (Chairman),
R. F. L. Gosling, D . A . Gordon, H . W . Barker, H . R. Turner, C. S .'  
Rushbrookc. H . J. N icholls, F. E. W ilson, E. F. H . Cosh (London), 
G. Foden (E. Anglia), R . C. F. D ay (Southern), H. G. Hundleby 
(S. M idland), W . \V. Lowery (S. Wales), J. S. Bishop (Western), 
B. A . Mcssom (N onhem ), D . Sallowav (N o rth  Western).

M atters Arising Out o f  the Minutes
Further correspondence from  the organisers o f  the International 

C /L  Meeting to  be held at Knocke, Ostcnd on July 8th and 9th, was 
considered and it  was decided to invite the first and second place 
winners in  the “  G o ld ”  T rophy contest, and two speed record 
holders to  constitute the British team fo r this event.

Participation in the Irish Nationals was again discussed, and it 
was decided not to  send an officia l team. Messrs. R. H. Wrarring, 
D . Brockman, R. Copland and D . Dudley who had intim ated their 
in tention o f  attending this meeting were authorised to act as official 
representatives and were granted £2 10s. each towards their expenses.

S. M .A .E . Diplomas
M r. E. F. H . Cosh submitted designs fo r a new S.M.A.E. diploma 

to the Council and was authorised to go ahead w ith  the preparation 
o f  the design which was selected.

Correspondence
A  le tter was read from  the secretary o f  the U pton M .F.C . in  which 

it  was pointed out that no badges had been aw ardec to the 2nd and 3rd 
place winners in  last season’s contests. M r. Cosh was asked :c obtain 
quotations fo r suitable badges in tr -s ilt .  xr.-i bronze, a rc  to
place an order fo r 100 o f  each.

Messrs. E. Law &  Son’s le tter offering a trophy fo r  a seea-eas·* 
contest was read and i t  was agreed that although s o ±  as russccoa&d 
not be included in  this year’s programme, this arsenzus offer m orid 
bo borne in m ind fo r next year.

Correspondence fron t the Eaton Bray Model Sportsdboere regard
ing their In ternational Week was read. Two o f f ic i i  British entries 
were invited fo r each contest and it  was agreed to rectsest chibs to  
advise the S.M .A .E, o f  the names o f any o f  tbe ir members_ * ho 
intended entering the events at this meeting in  order that c inda l 
entrants m ight be selected from  these.

A  letter from  M r. D . Salloway o f  the N orth  Western Area wts read 
in  which it was pointed out that the acceptance o f  J « e t-p o *e e d  
entries in the Sir John Shelley Cup at the Nationals no t f -  
accordance w ith a resolution passed at a previous council rr.eeimg. 
The resolution mentioned confined entry in all S.M.A.E. pcwer 
contests to  models fitted w ith  mechanical motors as defined :r. the 
F .A .I. rules, viz. : M otors in  which the motive force is obtained by 
combustion or by the expansion acting on one or more pistons 
having a reciprocating motion. The resolution in  question was 
inadvertantly omitted from  the 1950 S.M.A.E. Handbook and the 
Council decided that in the circumstances i t  could not be enforced 
this year.

Fair lop Aerodrome
The chairman and M r. E. F. H . Cosh, who had attended a recent 

meeting w ith representatives o f  the A ir  M in istry. M in istry o f C ivil 
Aviation, and other interested parties, concerning the future o f 
Fairlop Aerodrome, reported on the present position and stated that 
the negotiations were proceeding.

Area Correspondence
A  letter from  the S. M idland Area was read in which i t  was com

plained that the prizes awarded at the Nationals were inadequate.
The M idland Area suggested in a letter that the P.R.O. should make 

an effort to counteract adverse publicity in the daily press, including 
the publication o f  photographs o f  modeller’s wearing fancy headgear.

The secretary o f  the London Area wrote to the council com

plaining o f  the action o f  the South Eastern Area in  holding their 
Spring R ally on Epsom Downs. I t  was pointed ou t that the London 
Area had purposely avoided holding any organised meetings on this 
ground, because o f  difficulties which had been experienced with the 
local council, and in order not to  jeopardise the interests o f  the 
members o f  affiliated clubs who normally fly there. M r. D . A . G ordon 
was instructed to  write to the secretary o f  the S.E. Area and advise 
him that the council would not agree to the use o f  this venue fo r the 
Area Autum n Rally.

A  letter from  the Western Area was read in  which a complaint 
was made concerning the non-publication o f  the results o f  this 
season’s contests. I t  transpired that this had been due to a mis
understanding between the P.R.O. and the comp, secretary and it  was 
decided that in future, the publication o f  contest results shall be the 
responsibility o f  the secretary.

Finance
The treasurer, M r. H . W. Barker, presented his report which showed 

a balance in  hand o f  £1,313 7s. 4d. and was accepted.

Wakefield and Nordic A2 Contests 
The arrangements fo r these two meetings were discussed. M r. 

A . F. Houlberg was elected as Team Manager o f  the Wakefield Team 
and M r. R. F. I.. Gosling as manager o f  the N ordic Team.

1951 Contest Programme
I t  was decided to hold a special council meeting to deal w ith  this 

m atter on July 8th, 1950.

Radio-Control Sub-Committee
M r. E. F. H .C osh reported to  the council on the negotiations which 

had taken place between the members o f  the R C sub-committee, the 
Radio Szcier. o f  Great B rita in and the R C  Models Society regarding 
riur posscbtLriy of* ar. approach being made to the G.P.O. fo r some 
ccocssicr. regarding the wave-band allocation. Further consulta
t io n  are to  be held.

1951 Festival o f  Brita in
The arrangements fo r the proposed demonstrations o f  models 

o f  all kinds in connection with the Exhib ition were explained by M r. 
Cosh, who suggested that th is matter should now be dealt w ith by the 
secretary.

Records
The fo llowing records were ratified : Outdoor— Class “  C  ”  Power, 

D . S. Lund (Wakefield M .F.C.), 6 min. 46 sec. ; Class V I C /L  Speed, 
N . G. Taylor (Wim bledon Power), 132.4 m .p.h.; A /2  Glider (T .L .), 
J. Truscott (Bclfairs M .A.C .), 6 m in. 25 sec.

The fo llowing record applications were recorded : Outdoor—  
A /2  G lider (T .L.), R. C. F. Day (Portsmouth &  D .M .A .C .), 7 m in. 
50.8 see., d itto  D . W illm ott, (Belfairs M .A.C .), 10 m in. 52 sec. ; 
A  -2 G lider (H .L .). D . W illm ott (Belfairs M .A.C .), 1 m in. 12.9 sec. 
G lider (H .L .) (F .A .I.), P. E. Field (Bclfairs M .A.C .). 7 min. 5.2 sec.; 
Glider (T .L.) (L ’ wt.), J. A. Mace (Upton M .F .C .) 28 m in. 17.2 see.

Details o f models used fo r the above mentioned flights : Cla imant, 
R . C. F. Day, Class A /2  (T .L.), Span 56 in, to tal area 520 sq. in., 
loading 4.54 oz., length 41 in., weight 16.4 oz. D. W illm ott, A /2 
(T L), 72 in. 515 sq. in., 4.3. oz, 37 in. 14.5 oz. D . W illm ott, A /2 (H .L .) 
72 in.. 515 sq. in.. 4.3 oz., 37 in., 15 oz. P. E. Fie ld, (H .L .) G lider 
(F .A .I.). 75 in., 810 sq. in.. 4.3 oz., 45 in., 24.2 oz. J. A. Mace, 
(T .L.) G lider (L ’wt.), 96 in. 966 sq. in. 4.75 oz. 50* in. 24* oz. D . S. 
Lund, “  C ”  Power (10 c.c. Ohlsson). 88 in.. 1,429 sq. in .. 8.8 oz„ 
54 in., 5 lb. 7 oz. N . G. Taylor. Speed V I (10.9 c.c. McCoy). 20 in. 
84 sq. in., 64 oz., 20* in.. 34 oz. J. Truscott, A /2 (T .L.), 72 in., 
505 sq. in., 4.55 oz„ 37 in., 14* oz.

M erit Certificates
These were awarded to the fo llow ing : Class “  A ,”  N o. 360 

Rockwell W . (Gainsboro) ; 361 W yatt, P. B. (Ipswich) : 362 H olt, 
J. R. (Upton ; 363 Humphrey, E. (West Yorks) ; 364 Poole. T .
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(Sheffield) ; 365 Hodgson, R. (Y ork) ; 366 Gorham, J. Λ . (Ipswich) ; 
367 Fie ld, W. R. (Southampton) ; 368 Cartwright. G. (Sheffield) ; 
369 Cochrane, J. (Aintree) ; 370 Parmcnter, D. E. (Knutsford) ; 
371 W ilson. P. (Knutsford) ; 372 Paxman, G. A . (Huddersfield) ; 
373 Green, J. K . (Oldham) ; 374 Holland, F. (Swansea) : 375 Wrebb, 
L .A .R . (Swansea) ; 376 Cole, R. E. (Swansea) ; 377 O Nions, L. E. 
(Tipton).

Applications fo r  A ffilia tion
Applications from  the fo llowing clubs were accepted : 
Brightlingsea Power F light A.C., Seniors 4. Juniors 14. fee 24s. 

Seaford &  D istrict M .A .C ., Seniors 9. Juniors 6, fee 28s. 6d. Kings
bury M .F.C ., Seniors 10. Fee 25s. Four-onc-Four A .T.C. M .A .C ., 
Seniors I, Juniors 15, fee 21s. Acton Technical College A.C., 
Seniors 10, fee 25s. Dc Havilland Gypsies M .A .C ., Seniors 9. 
fee 22s. 6d. Bccston A .T.C . (1359 Sqdn.) M .F.C ., Seniors 16, Juniors 
1, fee 41s. Rugby M.A.S., Seniors 8 , Juniors 8, fee 28s. Chesterfield 
&  D is tric t M.E.S., Seniors 9, fee 22s. 6d. Woodlands M .F .C ., Seniors 
6 , Juniors 14. fee 29s. Creswell & D istrict M .F.C .. Seniors 9, 
Juniors 5, fee 27s. 6d. Eston Area M .A .C ., Seniors 15, Juniors 10, 
fee 47s. 6d. Bolton Woods M .A .C .. Seniors 9. Juniors 2, fee 22s. 
Forest Cottage M .A .C ., Seniors 14. fee 35s. Strctton Modelling 
C lub Humphrey Park M .A .C ., Seniors 5. Juniors 12, fee 24s. 6d. 
“  Solent Heights ”  M .F.C .. Seniors 6, Juniors 4. fee 21s. Hungerford 
&  D is tric t M .A.C .. Seniors 14, Juniors 2, fee 37s. Banbury M.E.S. 
Seniors 7, fee 21s. Sunningdalc M .A.S.. Seniors 4, Juniors 4, fee 21s. 
C ard iff Contro. Fliers, Seniors 10, fee 25s. Cynon Valley M .A.C ., 
Seniors 8, fee 21s. Rushden M .A.C ., Seniors 8, Juniors 4. fee 24s.

R .A .F. M odel A ircraft Association
The affiliation o f  the 95 clubs in the above association was confirmed 

by the council. These arc divided in to 9 command groups which w ill 
operate as areas.

International R iC  Trophy
On behalf o f  the Aeromodeller, M r. C. S. Rushbrooke offered the 

society a trophy fo r an International R /C  contest to be held in  1951. 
Tfie council expressed their thanks fo r this offer, which w ill be borne 
in  m ind when preparing next season's contest programme.

Wakefield Draw
M r. B. A. Messom informed the council that the to ta l amount 

received from  the Draw so far was £684 2s. Fifty-seven prizes had 
been donated by the trade and the council decided to purchase the 
balance o f  prizes required to bring the r.amber up to iOO. A  vote 
o f  thanks was recorded to Messrs. Messom and Rushbrooke fo r their 
work in  connection w ith  the draw.

Annual Dinner and Prize Giving
Miss P. Mayo, the secretarial assistant, stated that some difficu lty 

was being experienced in obtaining a suitable venue in London fo r 
this function, which is to  be held on Saturday. November 4th, 1950, 
but further efforts arc to  be made to find suitable accommodation.

F.A.I. Annual Conference
The chairman reported on the above conference which was held in 

Stockholm  in  June. (See “  Here and There ”  fo r details.) A  vote o f 
thanks was accorded to M r. Houlberg fo r attending the conference 
on the society’s behalf.

The meeting terminated at 7.30 p.m. w ith a vote o f  thanks to the 
chair and the draw fo r the Wakefield Fund prize winners was 
proceeded w ith.

C O N TE S T C A L E N D A R
July 22nd· W akefie ld  T ro p h y — Finland 

„  23rd 3 All-Herts Rally, Radlet, Herts.
,, 30th A '2  G lid e r  C on test— Sweden.

Aug. 6th  Bolton M.A.S. Rally, Affetside.
,, 6th Bowden T roph y. Power Precision.

& T ap lin  T roph y . Radio C ontro l.
7th C o n tro l- lin e  Speed. Centralised— venue to  be 

announced.
,, 13ch South Coast Gala, Brighton. (Power duration
,, I5th-25th Eaton Bray Rally. classes only.)
„  27th Huddersfield A ir League M.A.C. Rally.
„  27ch Merseyside M.A.C. Slope Soaring Meeting, 

Clwyd Hills. N. Wales.

AR EA A U T U M N  R A LLY  
F a rrow  Shie ld. Unres. Team Rubber.
“  M odel Engineer ”  Cup. Unres. Team Glider. 
A s tra l T rophy. Power Ratio.
S.M.A.E. Cup. Open Glider. D C.
“  F lig h t ”  Cup. Open Rubber. D C.
Frog Ju n io r Cup. Open Rubber. D C. 
Portsmouth and D is tric t M.A.C.. Southern 

Counties Rally. Thorney Island. Hants. 

S.M.A.E. C O N TESTS IN  B O LD  TYPE

17th
17th
17th
17th

C O N T E S T  R E S U LT S

W E S T O N  C U P
1 . Holland. F. ... Swansea 753.4
2 . Smith, E. ... Icarians 742
3. Taylor. P. T ... Thames Valley 673.5
4. W arring, R. H. Zombies 667
5. Mckenna, J. ... P.M.A.L. 656.2
6 . Cole, R. ... ... Swansea 652
7. Ryde,L. ... N orthern Heights 647.2
S. Montgomery, P ... Kirkcaldy 629.5
9. Dubery, V. ... Leeds ... 615

10 . Copland, R. ... Northern Heights 609.2
I I . Yale, A . A. ... Bournemouth 608.8
12 . Knight, J. B. Kentish Nomads 596.5
13. Rutter, K. ... Harrogate 594.6
14. Glennie, A. ... Streatham 592.8
15. Howard, J. A. Kentish Nomads 566.5
16. Stuart, L. ... P.M.A.L. 550.8
17. Fraser, R. ... Kirkcaldy 546.5
18. Evans, E.W. Northampton 529.5
19. H o lt, J. ... 527.5
20. Pitcher, J. ... Croydon 518.5

290 entries— 58 o score

K. & M .A .A . C U P
1. Yeabsley. R. ... Croydon 736.6
2 . Teasell, R. ... Northern Heights 698.3
3. Brain, J. ... ... P.M.A.L. 631.2
4. Barr. L. ... ... Pharos 614.1
5. Moore, M. ... West Coventry 598.1
6 . King, M. A. ... Belfairs 592.7
7. Geesing, T. ... Croydon 583.2
8 . Marshall, J. ... Hayes ... 577.6
9. Smith, D. C. ... Loughborough College 572.4

10 . W heeler, B. Birmingham 568.6
I I . W ard, R. A. ... Croydon 557.8
12 . Exley. R. ... Sheffield 549.6
13. W alker. F. W. 549.4
14. Cartwright, 547.3
IS. Bainbridge, R. Ί . Seaham 532.7
16. G ilbert. P. ... Pharos 514
17. Robins. J. .. Bushy 507.5
18. Young. M. ... N orthern Heights 497.5
19. Bootland, T. ... Scunthorpe 489.7
20. H ill, D. ... ... Wolves 488.1

253 entries

N O R D IC  A2 T R IALS
1 . Hanson, M. L ... So lihull . 287.5 202.0 276.0 765.5
2 . H in ks , R. . 359.6 253 98.2 651.2
3. Bennett, J. ... Yeov il . 238 138 269 645
4. B ootland, T. ... Scunthorpe . . 234 194.5 207 635.5
5. Richmond. J. S. ... Wolves 557.8
6 . Robins, J. ... Bushy ... 518
7. Barr, L. ... Pharos 512
8 . Knight, J. B. Kentish Nomads 507
9. Marshall, J. ... Hayes ... 501.1

10 . Taig ... Bristol & West 496
1 1 . Poole, T. ... Sheffield 492.2
12 . Nelson. W . 466.1
13. Noel. T. ... ... Wayfarers 451.8
14. Bi-ov·-?. L. ... Solihull 422.5
IS. Yeabsfcey, R. 400
16. Ebdev, C. ... Sheffield 392.8
17. He-eritt. A. J. ... S. Birmingham 391.8
18. ^oiyoeux. A. ... Wallasey 383
19. Υο-α-ng, M. Northern Heights 382
20. Barker. J. ... Grantham 372.6

74 entrie

W A K E FIE LD 100 ’ ·
L K n ig h t, J. B. Kent. Nom ads 306.1 205.6 271.3 776.9
2 . Evans. E. W . N o rth a m p to 323.6 263.5 166.5 730
3. P itche r. J. L. C roydon . 191 250 282 723
4. W a rrin g , R. F Z om bies . 329.9 233.6 151.1 684.7
5. Stevens, H . R. H a tfie ld . 350.1 231.2 140.6 671.8
6. Adam s, F. N o rth a m p to 243.5 312.6 125.1 668.6
7. Ryde. L. Northern Heights 652.9
8 . Copland. R. 649.4
9. Chesterton, R. 3. Loughborough College 646.7

10 . N orth , R. J. .. Croydon 593.3
II . Montgomery, P. .. Kirkcaldy 565.8
12 . Collins, R. .. W . Essex 547.8
13. Cickery, P. M. Port Talbot 545.4
14. Mayes, C. W . Essex 528.5
15. Elmes, D. Ilford ... 526.9
16. Buskell, P. Surbiton 520.6
17. Smith, E. .. Icarians 509.8
18. N orton. R. Plymouth 505.6
19. Harris, J. 502.1
20. Russell, A. G. Kentish Nomads 485.5
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W A K E F IE L D  D R A W  RESULTS

M ODEL A IR C R AFT

^O. Name Club T icke t
No.

1 F. W alker ... K e n d a l............... .. S.803
2 S. Magson ... Halifax ............... .. T.829
3 Mrs. Riley ... Blackpool .. M.7I9
4 E. Coates .. U.I00
5 J. B. Stewart ... ... Salisbury .. T.493
6 Upton M.F.C. ... .. K.93
7 C. P. Standlcy ... Country Member .. A. 1505
8 Dorothy Sullivan ... Q.630
9 Liverpool M.A.S. ... N.386

10 B. C. Gunter ... ... Bushy Park ... Q.I99
II J. Turner ... Icarians ... ... F.566
12 J. G. Burch ... Kentish Nomads ... J.977
13 K. Hammond ... ... C h e s te r ............... ... H.I55
14 G. A. Slater ... ... Halifax ............... ... A .1317
IS P. Conway ... Brent Vale ... Q. 105 |
16 Margaret Lolli ... W arrington ... N.944 j
17 K. Prentice ... Q.205
18 S. M. Brown ... ... 1.395
19 H. Steele ... Regent's Park ... ... A .333
20 E. Linge ... B.D.M.S. ... J.472
21 C. Glover Blackheath ... 0.629
22 Joyce Statham ... B.I494
23 G. M. Rolfe ... ... A .1517
24 B. G. Guise ... ... Country Member ... Y.I47
25 T. P. Earl ... Torquay............... ... F.474
26 J. M. Barnes ... ... H.528
27 A. S. Duff !!! W irra l " !  ! ! ’. ... M.236
28 A. Griffiths ...  Ebbw Vale ... V.656
29 W . King ... W hitefield ... N.993
30 E. Keil ... W est Essex ... P.966
31 G. H olt ... D.695
32 N. G. Bryce ... ... D.769
33 W . H. Jones ... ... B.I832
34 R. Ab le tt ... Spalding............... ... B. 1785
35 Joyce May ... G.97
36 R. G. Crawley ... Salop ............... ... E.S78
37 W . L. T ro tte r ... Scunthorpe ... CA79
38 J. Pickles ... Lancaster ... NS26
39 C. P. W illiams ... Eraington ... C.823
40 J. Langan Rugby ... D.58
41 R. W . Hughes ... Kentish Nomads ... B.I977
42 S. W . Squire ... ... E.762
-43 J. Stubley ... Spalding............... ... B.I79I
44 Peterborough M.A.C. ... Peterborough ... ... C.IO II
45 D. J. Taylor ... ... Bredbury ... H.54
46 J. L. Cawdell ... ... A .1905
47 Bray ............... ... Q.I93
48 J. G. Joyce ... Leeds ............... ... U.I72
49 J. Page ... Staines ... ... Q.722
5G F. W alker ... Kendal ... ... S.804
51 G. Neorrs ... Y.566
52 J. F. Huxley ... !!! k.LVg. "! ” ! ... P. 195
53 L. F. W yne ... ... Maidenhead ... G.529
54 W . E. Lillyman ... H a tf ie ld ............... ... L.42I
55 H. Boyd ... Kentish Nomads ... J.967
56 L. W . H. Barratt ... Andover R.A.F. ... K.9S0
57 A. C. Davidson ... A. 1590
58 G. M. Chogwin ... F.583
59 R. H. Dach ... G.545
50 J. Dodd ... V.793
61 R. Butcher ... Blackheath ... 0.627
62 Mrs. L. Bartlett ... E.599
63 R. B. Lord ... Z.677
64 J. Cooke ... Congleton ... H.203
65 G. A. Knight ... ... Y.563
66 E. Marsden SkyYiners!!! ... A.899
67 Mrs. V. Akenfield ... B.I839
63 E. C. W . Clark ... F.826
69 J. Lodge ... B laydon............... ... 1.770
70 J. Green ... O ld ha m ............... ... N.555
71 G. D. C ourt ... ... B. 1287
72 M. Phillips ... Y.457
73 W . M. David ... ... W allasey'" ... H.63I
74 C. E. Dennis ... ... X.560
75 N. H. Turner ... ... E.859
76 P. Brown ... O .l II
77 P. Runner ... Southport ... Y.983
78 E. L. Mason By-Pass ... ... R.583
79 Mrs. Reid ... Kirkcaldy ... T.320
80 Secretary ... Hunts ............... ... L.646
81 R. A. Reffell ... ... Guildford ... V.I79
82 L. Stancer ... Spalding............... ... B.I794
83 R. Knaggs ... Torquay............... ... F.459
84 R. W . Bennett ... Leicester ... B.43
85 S. Leighton ... Zoomers ... 0.205
86 R. A. Geeves ... ... C.857
87 A. Servaes ... Chorley W ood ... ... L.380
88 J. W . Dowding ... St. Paul’s ... P.649
89 R. Harper ... Country Member ... Y.3I2
90 Betty Dutson ... ... D.53I

93 Η. E. Hall
94 R. Adamson
95 M r. W h.tton
96 H. W ells
97 R. Lyon
98 A. Hopkins

Matlock ...

Stourbridge 
Derby 
Wakefield 
Boston ... 
Mansfield 
Icarians ...

B .II7
X.908
D.772
A. 903 
U.656 
0.75
B. 409 
F.779 
J.77
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C R O YDO N A N D  D1ST. M .A .C .
The de-rationing o f  petrol on Nationals week-end enabled a few 

members to make'the journey up to Y o rk  and in spite o f  the gusty 
weather Jack N orth, T . A . Gccsing and Roy Ycabslcy placed 3rd, 
5th and 6th in the Thurston Cup, Norman Butcher was one o f the 
finalists in  the G old Trophy, but was prevented from  completing his 
schedule when his Happy H arold  Literally fe ll ou t o f  the sky on 
one o f  :he downdrafts. This d idn 't prevent him  from  putting on a 
she* o f  “  two model flying ”  afterwards— the first time since last 
year's “  G o ld ." Having more sense than models, we did not parti
cipate in  the Sir John Shelley, due to  the howling gale which was 
blowing, but instead headed fo r home and the better weather. T ha i’s 
what we like about the south !

A  week or so previous to  this the m otor cycling section were 
able to visit the South W ilts Rally at O ld Sarum, w ith quite a measure 
o f  success. Apart from  1st. 2nd and 3rd in  the glider ; 1st and 3rd 
in the power ; and 2 nd in  the rubber event, wc also topped the stunt 
list. That man Butcher again 1 On the whole quite a satisfactory 
day.

Our first club comp, the President’s Cup fo r  rubber o r gliders, 
has been run off, and Jack N orth proved a w orthy winner in the 
Senior and M ike Street in the Junior.

Wc had several representatives in  the Wakefield and N ordic Trials 
at Fairlop, and heartiest congratulations are due to M r. J. L. Pitcher 
fo r his place on the 1950 Wakefield team. As one o f  the most con
sistent exponents o f  this type o f  model in  the country today we are 
sure no one deserves this honour more.

W A LS A L L M .A .C .
Due to the great success at our last two Annua! C /L  Rallies, wc 

shall be holding another on August 7th (Bank Holiday Monday) 
in  w hich there w ill be Open Stunt, Team Racing ( i f  there are enough 
entries i and speed in  ail classes except jet.

Recently the club field a display o f  models in one o f the town’s 
cirsrrrai. * The manager gave prizes fo r  the three best models in the 
display. The winners were :—

!. M r. H . Michell w ith a rubber-powered Mosquito XV I. 
2. M r. J. H a”  w ith an Attwood-powered Go-Devil. 3. M r. J. Shelley, 
w ith  an A  iron-powered Cirrus.

Also in this display was the club model M iss America JI. which 
as a fr r  e-flight model proved to be exceptionally good. I t  is powered 
by a Clansman 5 c.c. diesel, ar.d is now being tested w ith a pay-load, 
as i:  w ill shortly be having the club’s R /C  un it installed.

BLA C K H E A T H  M .F .C .
Three interesting models made their appearance recently. The 

first, by M r. Moore, is a scale model o f  the Auster Autocar. The 
model is to  the scale o f  2 in. to I f t . ,  is 6 ft. span and weighs 3 lb. 
Power is supplied by an A llbon 2.8, and R/C  is contemplated after 
testing.

From  M r. Churchill, one o f  our new members wc have a 372 sq. 
in ., 14 oz. pylon model powered by a M ills  M k. I.  This model has 
a very good glide.

The th ird  is a 50 in. cabin model powered by another M ills  M k  I. 
Designed and built by D. Butcher, the model weighs 16 oz. and is 
intended fo r the “  M .E .”  Exhibition.
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WHITEFIELD M.A.C.
The d u b  had a very good attendance at the Nationals and although 

times were not too high, some good flying was done. Best du b  times 
in  the glider contest were J. O ’Donnell and B. J. W illiams w ith  totals 
o f  about 200 sec. In  the power event J. O 'Donnell placed about 15th 
w ith  an aggregate o f  173. The du b  returned minus tw o models, 
one being M . O ’D onne ll’s Coffin Ship 6 which disappeared going 
up fo r 2 : 11.5.

Some good times were done in  the week after the Nationals. Best 
flight was R . Faulkner’s 5 : 59.5 o.o.s. w ith a G ili Chopper 
fitted w ith  Jaguar wings ; J. O ’Donnell lost a lightweight glider fo r 
5 : 30 and later made the glider flights fo r his “  C  ”  Cert., doing 
3 : 25, 3:15, 3 : 59.8. Three other members made flights over 
3 min., A . Cropper having a 600 aggregate fo r his “  A  ”  Cert, flights.

An afternoon’s slope soaring by J. O ’Donnell and A . Cropper has 
resulted in  a claim fo r the British A 2 glider (H .L .) record. A . 
Cropper managed 2 :0 5 , only to  have i t  beaten by 2.5 secs by J. 
O ’Donnell. The models were widely different being respectively, a 
slabside, low aspect ratio model w ith a “  Marquard't-type ”  section, 
and a streamline pylon jo b  o f  higher aspect ratio and considerably 
heavier weight.

A  build ing contest held at Lewis’s recently resulted in  M . O ’Donr.ell 
winning first place in  the Junior Contest, and a very substantial cash 
prize. Model was a Veron Rascal.

L .b .A .K .A . INfcWS
The L.S.A .R .A. espects to  have experts on the various aspects o f  

its work in attendance at the Association Stand curing the “  Model 
Engineer ”  Exhib ition, fo r the purpose o f  answering visitors' queries. 
For questions which cannot be answered immediately, a fo rm  w ill 
be available on which questions can be entered. A  charge o f  6d. 
w ill be made fo r this in  order to  cover the cost o f  postage to and from  
the expert concerned.

The fo llow ing is a provisional timetable fo r the stand :—
Subjects In  A t tendance

Stability and Control \  N  K  w a lle r  
Aerofoils and Airscrews /  v%alKer
Radio C ontro l D. W. Allen

T . D orricott
Structures and Aerodynamics J. C. Gibbings 
Structures and Aerodynamics J. C. Gibbings 
H igh Clim b Models R. H. W. Annenberg
Propellers P. R. Payne

N o t yet decided

Radio C ontro l D . W . Allen
Stability and C ontro l \  v  K  W a1t. r  
Aerofo ils and Airscrews /  NVaIker
Structures and Aerodynamics J. C. Gibbings

C O VENTRY A N D  D IS T . M .A .C .
Our club membership h^s mcreased in rise tw o seasons from  

around 30, to  its present scgcgsii o f  ove r 60. m  pa rarii f i r  tfee in crease
in the number o f  juniors been rurficu ia riy  gruuffing . 3V* .ire 
fortunate in  having at oca- disposal an excellent naval aerodroarT jeat 
outside Coventry, and also d u b  rooms at a local community centre.

We have a very comprehensive outdoor programme this season 
w ith  trophies fo r juniors (rubber and glider), seniors— Wakefield, 
sailplane and power ratio, and wc have also a team trophy in which 
four teams selected from  all the club members, compete against each 
other once a month fo r points, the team having the highest aggregate 
o f  points holds the trophy fo r that year. I t  is so arranged that C /L, 
rubber, sailplane and power modellers all fly o ff on competitive basis, 
and that no team amasses too high a points lead. It  certainly causes 
keen r iva lry  and develops a keen “  team spirit ”  amongst members.

Two o f  our club records have been lowered this year by Messrs. 
Clarke and Haywood and i f  the present standard o f  flying continues, 
many more w ill be broken by the end o f  the season.

Club records are as fo llows :—
Open Rubber, (H .L .). R. J. Cooke, 1,106.0 sec., o.o.s. (R.O.G.), 

A . J. Barr, 737.5 sec., o.o.s.
Wakefield, (R.O.G.), T. B. C larke, 276.2 see.
Sailplane, (T .L.), L . Sclga. 647.2 sec., o.o.s. (H .L .), 930.0 sec.,

Power, (Ratio), R. Haywood, (5 sec. E.R.), 15.4. Duration, 
G. H . Ginns, (21 sec. E.RA, 574 sec.

10 th 
1 1 th 
12 th

14th „  
15th „  
16th „  
17th .. 
18th „  
19th ., 
Closing c

SUNDERLAND AND DIST. M.A.C.
Better weather has persuaded some o f  the hangar fliers to  drop 

their handles and crawl ou t in to the sunshine. I t ’s hard to believe 
that the Potts Cup contest (F .A .I. gliders) had to be cancelled because 
o f models getting lost in the fog, in  spite o f  two cars and a m otor
cycle doing high-speed retrieving down the main runway ! One o f 
the steadiest fliers was a Sunnanvind whose owner scorned the 
300 it. line and used one nearer 150 ft .— which at least kept his model 
visible all the time.

A  G ili Chopper bu ilt by P. M cA lroy, spent three days birds- 
ncsting before a friendly farmer retrieved i t  and sent him a post
card to come and collect it. Those three days did strange things to 
the tailplanc but on its next outing i t  showed that all was forgiven 
by turn ing in a flight o f  2 : 20. Recent meetings have been well 
attended, both at the flying field and the club's rendezvous, Beach 
Cafe, Roker. Sunderland, where a meeting is due on June 30th, 1950, 
and every fif th  Friday after that. Am ong the interesting models 
seen at the R .A.F. station, Usworth, during the recent good weather, 
was a detailed scale model o f an A.B.C. Wren fitted w ith a M ills  
0.75. This job was bu ilt by the chairman, M r. J. Robson, and is one 
o f  the most :rue-:o-life seen on the field, right down to individually 
glazed instrument dials. Having access to a hangar fo r C /L  flying—  
;r. ary *eather— brings out some varied efforts. The photograph 
sheas Ken Chapman’s M ills  1.3 powered Spitfire  from  the 
wefl-imewn Veron k it. The team racing bug has bitten a few, 
but up to now no actual racing has been done. Promised shortly 
are a M idge: Mustang, a modified M agnette and a Lockheed 
Sirius scale job, while a 24 in. Inspiration  biplane (M ills  
2.4) (Model Aircraft, August, 1949), is waiting to  provide some 
variety in the ring.

Forthcom ing attractions include an Open Power Free-Flight 
contest on July 23rd, 1950 ; followed by C /L  stunt on August 13th, 
1950, w ith cash prizes fo r seniors and juniors. A ll contests being 
held on R .A.F. Usworth, open on ly to  club members under the 
S.M .A .E. scheme.

SOUTH WILTS RALLY, R.A.F. OLD SARUM
Thunderstorms interrupted the first South W ilts Model A ircra ft 

Rally, organised by the A ircra ft Section o f  the Salisbury and Disc. 
Model Engineer Society on Sunday, M ay 21st, and the uncertain 
weather probably kept many local aeromodellcrs away. There were 
a number o f  visiting clubs, however, among them being Croydon 
(who were compensated fo r their long journey by taking home most 
o f  the prizes), Odiham, Basingstoke, Eastleigh, Winchester. Headley, 
Bristol Accs. A lton , New M ilton , Southern Heights and West Essex.

Between the storms, flying conditions were very good and two or 
three models were lost, including a Forster engined model belonging 
to R. A. Ward o f Croydon on which the timer stuck and T. A . Geesing’s 
sailplane which the timekeepers gave up tim ing after seven minutes. 
This model has since been found at D urring ton , ten miles away.

A t the prize-giving ceremony, four year old Ann Read, daughter o f 
the secretary, presented a bouquet to Mrs. M orris, wife o f  the Com
manding Officer, R .A.F. O ld Sarum, who presented the prizes.

The secretary, on behalf o f  the society, thanked W ing Commander 
H M orris. D.S.O.. D .F .C . fo r judging the Concours d'Elegance and 
alien ing the use o f  the airfield (the convenient and open situation o f 
w’rbch a-.:ruc:ed favourable comment from  the visitors), W arrant 
O ff cer Street, u -d  Staff Sgt- W crra ll fo r  their help in  organising the 
rally ; Magnet Stores and all others who had generously given prizes, 
and the visiting clubs who had come long distances to  attend. Special 
thanks arc due to the Headley Club, who were the first to  arrive and 
sportingly volunteered timekeepers, and who, though unsuccessful 
in the contests, gave a donation towards the expenses o f  the rally.

Results :
Rubber Duration Contest (aggregate o f  3 flights) : 1. P. Norton, 

(Basingstoke), 384 sec. 2. N . Standing (Croydon), 283 sec.
Sailplane Contest (aggregate o f  3 flights) : l .  T. A . Geesing 

(Croydon), 691 see.,, (5 min. rule on last flight). 2. R. J. N orth 
(Croydon), 434 sec. 3. N. J. Butcher (Croydon), 348 sec.

Power Ratio Contest (engine run to total flight) : 1. N. G. Marcus 
(Croydon), 17.5. 2. M . Campbell (Eastleigh), 13.3. 3. R. J.
N orth (Croydon), 12.3.

C /L  Stunt Contest (max. points 355) : 1. N . J. Butcher (Croydon), 
299. 2. A . Piacentini (Salisbury), 290. 3. D . Palmer (Basingstoke),

Concours d'Elegance (max. points 100) : 1. E. H ig lett (Eastleigh), 
Junior 60, 100. 2. J. Ross (Winchester), Seafire, 80.

N O R THE R N  H EIG H T S M .F .C .
More than a dozen N .H . members attended the S.M.A.E. Nationals 

at Y o rk , where Bob Copland, flying a new semi-streamlined Wake
field won the “  Model A ircra ft ”  Trophy. The remaining members 
found the elements more than they couid successfully overcome, al
though several made good individual flights.

The evenings, however, made up fo r any disappointments at the 
rather poor weather which Y o rk  provided fo r the meeting, and it 
was a great pleasure to once again be able to meet so many o f  our 
old friends from  the north.

A t a recent club power contest G. Moss emerged the winner 
w ith flights o f  2-2$ min. on 15 sec. engine run, the contest being 
remarkable fo r complete absence o f  any signs o f  thermals despite 
otherwise perfect conditions.

LEEDS M.F.C.
Follow ing a request by the West R id ing Police, a C /L  display was 

given at a local “  Road Safety Week.”  The highlight o f  a two hour 
display was a “  Crazy ”  act, given by G. Butler, flying his Frog “  500 ”  
powered M ad Carevt. W hile giving a stunt performance w ith his 
model, he persisted in ly ing down eating a meal, drinking cups o f  tea, 
and (intentionally) ? ? ? shedding the outer part o f  his wing in mid-air.

A  very good running commentary was given by M r. Joyce, and as 
a result, the club has been “  booked ”  fo r three further displays, at 
various galas, etc., in  the next few weeks.

Incidentally, our speed expert R. Foster, has unofficially lapped at 
speeds o f 115 and 124 m.p.b. w ith F rog “  500,”  and Eta “  29 "  powered 
Speedwagons.
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WIN THE

I.C.I. CHALLENGE 
TROPHY

AND £20 CASH

2nd £15 3 rd  £10

i . L  J fC  A lso  £5 fo r  th e  best flig h t by 
ΊΠ any c o m p e tito r  under 16

E n te r  fo r  the

I N T E R N A T I O N A L

JETEX
DURATION CONTEST

The organisers are pleased to announce that this 
popular contest will again be held this year. It is a 
decentralised competition, the finals being held at 
Fairlop Aerodrome, Essex, on September 30th, 1950. 
Fares in the U.K. and 10s. expenses will be paid to all 
finalists competing at Fairlop.

You can obta in  p a rticu la rs  and e n try  fo rm s a t yo u r  
m odel shop, club secretary, o r  d ire c t fro m —  
W ilm o t,  M ansour & Co. L td .

We are expecting entries from various countries 
including, America, South Africa, France, Sweden, 
etc., giving this event a truly international flavour.
The winner will hold the I.C.I. Challenge Trophy 
(presented by Imperial Chemical Industries Ltd.) for 
one year, and will also win £20 in cash. However 
small your Jetex motor, you can still win! Last year a 

“200” took first prize, 
but it was a Jetex 50 
that won for its lucky 
owner the second 
prize of £15.

J e t e x
‘ D O R A - j e j · , ,

SOUTH1 AT TH£ ~
i . : t m  m ° pen 'ja m a ? 4 t , ° n a l s !

L  M H t l h · * · .  E.A c „  Mp,° n sh ,p
««. e . ■ * * ·  ·

297.7

JETEX KITS AND MOTORS ARE MADE BY

WILMOT, MANSOUR & Co. Ltd.
SALISBURY ROAD, TOTTON, HANTS. Totton 3356

THE

D U R A - J E T
Competition Model for JETEX 350 MOTOR. 
Kit contains : 12 printed balsa panels, balsa cement, 
tissue, paste, ply, strip, wheels, wire, sandpaper, etc., 
and a SPECIAL 350 JET. I A Iz

Complete kit |  T /  O

Fly with JETEX and win
contests against all comers!
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. . . w i t h  t h e s e  k e e n  s p a r e - t i m e  a i r m e n *
Did you wear pilot’s, navi

gator’s or signaller’s wings? I f  

so you may spend your week

ends and other spare time in the air—by- 

joining the R .A .F . Auxiliaries or Reserves. 

You are paid and receive allowances at 

current R .A .F . rates. You get an annual

training bounty of £35. You have the 

additional satisfaction of knowing you are 

“ doing your bit—and a bit more.”  “ Fly

ing”  week-ends and Annual Summer Camp 

are also shared by the part-time ground 

staff who hav e the fine and responsible job 

of keeping the Squadrons in the sky.

* Royal Auxiliary Air Force
*R.A.F. Volunteer Reserve

R O Y A L  A U X IL IA R Y  A IR  FO RC E. Flying ami Regiment Squadrons (men) : Air Observation Post Units ( men) : 
Fighter Control Units (men and women). These (rain as complete units at their local R.A.F. stations.

R O Y A L  A IR  FO RC E V O L U N T E E R  R E S E R V E . Aircrew and ground staff ( men and women) who train at the 
Reserve Centre nearest their homes.

'k  I f  jcu  are between 14 and 1  γ—and keen—-join the AIR TRAINING CORPS ★

T O :  A IR  M IN IS T R Y , (D E P T . M .O .6 2 ) ,  A D A S T R A L  H O U S E , L O N D O N , W .C .2
Please send details of R~AS. Auxiliaries and Reserves. ( I f  ex-R.A.F. give Rank, Trade, Number.)

NAME.......

ADDRESS.

X
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M odel A e ro p la n e  C o rn er

. E .D . M k. I ll
, D l O  C O N T R O L  

U N I T
rtpW baby

C ontrol U n it p r « j « £  
after very cxtensi

Sii2 ';s? .is  
i £ : n s y ' . ; n
OI. Complete £ /  19 6 

Post Free.

T R A N S M IT T E R  . 5 tv(i„  triede valve.
Maximum radiation w ith  d « ^ rd y  se,(.contained 

case' U|cc0t l " r | i t  aena. £ 4 . | 2 ,6

frequency stabilit^andoutput.

E SC A P E M E N T

efal'current savins device. | g  6 
W eight 3 or.

foO»>Ep e rto rm » n c ,:to  to  a w fu l ^ « h' " v . r i
components » *  ~

inductance tum n f or

onPoff»witch and potenti
ometer included. £ ,$
Weight It

Pioneers in selling and serv ic 
ing m odel a irc ra ft , G am ages 
com bine unrivalled  exp erien ce  
w ith a progressive  up-to-the- 
m in u teo u tlo o k atM o d el A e r o 
plane C orn er.
T h ere  is a lw ays som ething 
new and w orth w h ile . W h eth er 
you buy personally o r by post 
you a re  assured o f com plete 
satisfaction .

Less th a n  
C O S T  P R I C E

M E G O W  T Y R O
Highly manoeuvrable semi-scale 
trainer— ideal fo r most 2.5 c.c. 
engines. Good tupply of specially 
selecced balsa, streamlined sorbo 
wheels, photo clear plans. The 
number is lim ited, so please 
order N O W . SPECIAL | Q  ^
Post free. PRICE

•  Three handles for
work, buifc on the “  rh m^ . ,.Uni and heavy 
easy changing and firm  i r i ?  pr,nc'P'® for

•  Blade replacement ;« a
»"d a new blade makes *5 “ ,'r '*F '"d in f

as SUrg*cal scalpels. P * Curves and angles

Smaller K,t No. 82. 2 1 .. f j u
W ood  C arv ing Sets .

Pott t t/ 78·27* No.761 ..
Post 6</.

Sets

Kn ife Sets
Nos. 51 & 52 .. 
No. 62 ... ; '

Post 6d.
Nos. I & 2 *
No. 5 ... ;;

Post 4d.

G A M A G E S ,  H O L B O R N ,  L O N D O N .  E . C .

on.

L O N D O N ’S HEADQUARTERS for MODELS

T H E ID E A L TISSUE 
FOR M O D EL AIRCRAFT

•  LIGHTWEIGHT FOR RUBBER DRIVEN MODELS
Yellow, Mid-Blue, Dark-Blue, Red, Black and W hite. 20" X 30" - 500’s

•  HEAVYWEIGHT FOR POWER DRIVEN MODELS
Yellow, Mid-Blue, Dark-Blue, Red and W hite. 20" X  30" - 500’s

“  MODELSPAN ”  is included in all the well-known kits 
and is available from your dealer



MODEL AIRCRAFT August 1950

AUGUST 9-19 
1 9 5 0

THE MODEL ENGINEER'

EXHIBITION
Display of some of the finest model aircraft in the country organised 
by the Society of Model Aeronautical Engineers.

Demonstrations of model aircraft construction by expert modellers.

Also on show, “  Models for Research ”  by the Dept, of Scientific 
and Industrial Research.

Trade exhibits of kits, engines, accessories, and radio control 
equipment by leading model aircraft firms.

Adm ission  2s. 3d. C h ildren  (u nd er 14) Is . A v o id  qu eu eing  b y  
purchasing tickets in advance at full rates o r p arty  tickets at Is . 9d. 
and 6d. (ch ild ren ) fo r parties o f 20 and o v e r .
W rite  to the Exhibition M anager, 23, G reat Q ueen  Street, W .C .2 . 
stating date requ ired , and enclos ing rem ittance and a stam ped 
addressed  en ve lo o e .

T H E N E W  H O R TIC U LTU R A L H A L L  S .W .I
xii



SIEYLEADA’S LATEST 
EXCEPTIONAL VALUE

Now available from your Local Retailer and 
proving the most popular kit of 1950

27 in. WINGSPAN CONTROL LINE

AUSTER

Designed for the E.D. Bee and other 7 / C
small engines. Complete K it Price i  0  only
E A S Y  T O  B U I L D  —  D E L I G H T F U L  T O  F L Y

SK Y LE A D A  F L Y IN G  SCALE
SKYLEADA 16 in. Wingspan (12 models) at 2/-
Hurricane. Spitfire, Tempest, Mustang, Helldiver, Thunderbolt,
Miles M 18, Hellcat, Ascender, C urtis  O w l, Typhoon, Boomerang.

SKYROVA JUNIOR SERIES ( II  Models) at 1/6
Auster, Tiger Moth. Messenger, Typhoon, Tempest, Barracuda,
Firefly, Grasshopper, Mustang, Duration, 20 in. G lider.

SKYLEADA ...................................... at 3/-
26 in. wingspan Auster, 26 in. wingspan Grasshopper, and 20 in.
Tiger Moth.

G LID E R S
MIDGE, all Balsa ...................................... 1/3
SWIFT, 20 in. Wingspan ..........................  2/6
WIZARD, all Balsa ...................................... 3/-
JEEP, 24 in. Wingspan ..........................  3/6
THREE FOOTER ...................................... 5/-

ASK YOUR RETAILER TO SHOW YOU

The Complete Skyleada Range
(THERE IS A  S K Y LE A D A  T O  S U IT  EVERYBOD Y)
Try your retailer first. If there is no Skyleada agent near you 
w rite  direct to  British Model Aircraft Mfg. Co. Ltd. Orders 
over iOs. sent post free, under I Os. add 6d. to  cover postage 

and packing.

RETAILERS : W r ite  to  us fo r  co m ple te  lists o f K its , Balsa, Accessories, etc- PRO M PT SERVICE G U A R A N T E E D .

BRITISH MODEL AIRCRAFT MFG. CO. LTD.,
iso, royitoy road,

Radio C ontrol o f Models
T h e  H IV A C  X F G I is a gas-filled  T r io d e  
va lve  in  a f la t  sub
m i n i a t u r e  b u l b ,  
e s p e c ia lly  d e s ig n e d  
f o r  use in  m o d e l ra d io  
c o n tro l c irc u its .
F i la m e n t  V o lt a g e  1.5 V .

F i la m e n t  C u r r e n t  50 m A .

A n o d e  V o lta g e  45 V.

N o r m a l A n o d e  
C u r r e n t  1.5 m A .

W e ig h t  4 g r a m s

O b t a in a b le  f ro m  y o u r  
lo c a l  M o d e l S h o p

RETAIL PRICE

17/6

YU V4c
VHE » c I t M i r u  

V A L V E

BRITISH ^  MAOE

GREENHILL CRESCENT, HARROW -ON-THE-HILL
MIDDX.

Telephone : HARrow 2655

Trade Enquiries to
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T E L E P H O N E  · L A N C IN G  2090-2099 C O M M E R C E  W A Y ,  L A N C IN G ,  SUSSEX

RIGHT CONTROL gets NATIONAL ACCLAIM!
FLIGHT CONTROL Mk. Ill equipment, besides acquitting 

itse lf w ith  outstanding success in the Ripmax and at the York 
Nationals, has received nation-wide approval fo r its simplicity, 
low cost, re liability , faithful service, ligh t weight and low running

The fo llowing are typical passages from letters we are constantly 
receiving :

“  . . . your equipment is highly successful . . - results are 
amazing . . . ”  G.W.P., Bury Sc. Edmunds.

“  I must say how very simple i t  was to  construct . . . the range, 
(checked) is 2 i  miles.”  R.M., Blackpool.

” . . .  thanks again fo r ycur very fair service . . . the w inner’s 
equipment w ill be ‘ Flight C on tro l,’ and I ’ ll le t ’em know it, 
too ! ”  J.K.W.. Dunblane.

“ Since changing to  'F ligh t C ontrol ' equipment all the old 
troubles have disappeared. I get bags of range, and although I 
give a routine check the receiver never needs tuning fo r weeks on 
end." Dennis Allen, W est Essex.

"  I have never known so much joy. I get at least a dozen flights 
in to  one evening, and i t  makes such a change to  go home w ith  a 
WHOLE MODEL ! "  Sid Sutherland. W est Essex.

Plans and Instructions ...
Receiver K it (w ith  XFGI valve, and relay)
Transm itter K it (w ith  valves)...............
Hivac XFGI valves ...........................
Siemens type 73 r e l a y ...........................
New type E.D. Actuator ...............
I ft .  aerial rods, each ...........................
Muliard DCC90 valve (3A5) including P.T. ..

...4s. post free 

...39s. 9d.

. . .37s. 7d. 

...17s. 6d. 

...15s.

...18s. 6d.
6d.

... 30s. 5d.

Send s.a.e. for all price lists 

Call. Write, or Phone >LF 2066 
FLIGHT C O NTR O L

783, Romford Road, Manor Park, London, E.I2

The College of 
Aeronautical and 

Automobile Engineering
(The Chelsea College)

Complete oractical and technical train
ing fo r entry to  Civil and Commercial 

Aviation or the Automobile Industry. 

Entry from School-leaving age. 

Syllabus from Recorder

S Y D N E Y  ST R EE T, C H E L S E A ,

S .W .3 . Telephone : Flaxman 0021

X IV



August 1950 M ODEL A IR C R APTt/ewf. “ AUTOCAR’ 
“ FURY ”

“  LYSANDER 1
C O M PLETE RAN G E :

F lying Scale (Rubber) 
Autocar ............... 18 in. 5/6
Lysander ............... 25 in. 7/6
Fury ........................... 15 in. 5/6
Tiger Moth ............... 16 in. 5 /-
Leopard Moth 19 in. 5 /-
Magister ............... 17 in. S i 
W icko ........................... t e  in. 3/6
Messenger ............... 36 in. 16/9
P ro c to r ........................... 40 in. 17/-
A u s t e r ........................... 36 in. 15/3
F lying Scale (Power) 
Autocrat ............... 40 in. 35/-
Proctor ... 43 in. 35/-
D u ra tio n  and Sailplane
Don ........................... 27 in. 71-
Pickaninny ............... tS  in. 5 /-
Baby Gull ............... 31 in. 61-
N E W  C A T A L O G U E !
Send 3d. in stamps for o u r new fu lly
illustrated catalogue giving detc-.s a f our
full range o f kits and accessories.

IT  is with pleasure that we introduce three new additions to  our 
I well-known range of FLYING SCALE KITS.
These kits are moderately priced, attractively boxed and complete 
to  the last detail.
The “ AUTOCAR. ’ ’ is an attractive looking model with excellent 
flying performance. We have introduced the “  LYSANDER ”  and 
“  FURY ”  because we feel, that apart from the historical interest, 
these types are perfect for Flying Scale Modelling.

O

AEROMODELS LIMITED
AIGBURTH VALE - LIVERPOOL. 17

Y, YOU CAN DO A GOOD DEAL-BETTER

R. S. RECOMMENDS !

If you want to  cover your model “  for 
keeps ” — Jap Silk is s till available at 3/9 
per panel. N.B. A panel contains I \sq.yds.

guaranteed at bargain prices

If you live nearby, why not call on Satur
day and meet the "  Gang ” — between us 
we can “ iron  ou t ’ ’ all your modelling 

problems

H IR E PU R C H A SE TERMS ava ilab le  on any 
Engine, K i t  o r  R C E q u ipm en t valued £2 o r  over

Cash or 20 weekly
ENGINES C.O.D. Deposit Payments

Mills .75 c.c. Diesel ... 50/- 10- 1,3
E.D. Bee I c.c. Diesel ... 45'- 9!· 2 -
Elfm 1.49 c.c. Diesel ... 59/4 12- 2 7
Allbon A rrow  o r Javelin 55/- 12/6 2 4
Elfin 2.49 c.c. Diesel ... 69 6 14 6 3 -
“  K "T o rnado 1.9 c.c. glow 49 6 10 - 2 2
Super Hurricane 2 c.c. dies. 34 6 8 - 16
E.D. Comp. Special 2 c.c. .. 57 6 I I  - 2 6
Mills 2.48 c.c. Diese 8 4 -  14- 3 9
E.D. 3.46 c.c. Diesel . 7 2  6 15 -  3 2
Amco 3.5 c.c. Diesel or Glow 97 6 : 3 - 4 3
Yulon 29 or 30 Glow-p .g  79 6 14 6 3 6
Frog 500 Glow-plug 7 5 -  IS -  3 3
W ildcat 5 c.c. Diese! 77 6 >4 6 3 5
Yulon 49 Glow-plug 99 6 IS -  4 4
Nordec Mk II RIO o r RGI0 252 - 7 0 -  9 9

KITS A N D  RADIO EQUIPM ENT
Falcon 108' span...............  117 6 22 6 5/-
Radio Queen 84" span ... 9S 6 19 - 4:3
E.D.M k. Ill compI.R C un it 159 6 40 - 6 3

„  transm itter only 92 6 17 6 4 /-
.. receiver only... 60 - 12 6 2/7

E.C.C. 950 compl. R/C unit 199 - 60 - 7/3
transmitter only 109 - 20 - 4/9

„  receiver on ly... 70 - 14/- 3/-
Choose your own time to pay— 5, 10 or 20 weeks

ROLAND SCOTT
THE MODEL SPECIALIST

185, CAMBRIDGE RD., ST. HELENS, LANCS.

ACCESSORIES
;— Paw Trucut
17 9 ' 4- 10'. 1/9

A lton Valvespout Fuel Can ... 3 -
S r it f x  Cement ... ... 4-Jd. and 7d.
Dekko Rev. Counter ... ... 10/-
Engine Test Stand ............... I2.'6
Elfin Jet Assembly ... Now 3 6
Kwikglo Glow-plug Connector ... I 6

“ BAFFLO ” TANKS
Small Stunt Tank 
Medium ..
Small Speed „
Medium

MODELLING BOOKS
C ontrol Line Flying 
Speed C ontrol Line Flyin 
Miniature Aero Engi 
Model Sailplanes ...
Stunt C ontrol Line Flyin 
Model Diesels 
Semi Scale Models
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Better even than the ‘30’ which 
won the 1949 C/L Nationals. This 
fine Glow-plug Engine is a te rrific  
performer, and is ideal for the 
kits that take 5 <
Capacity 4.89 c.c.
Weight ozs. 7 ! > ! 0

42 0 ’
5 c.c. G. PLUG
RETAINS LEAD W ON 

BY YULON IN 1949

There's no doubt now when i t  comes 
to choosing a 5 c.c. Glow-Plug Motor. 
The second Gold Trophy Contest secs 
Yulon come first again, w ith Brian 
H ew itt flying his Yulon - powered 
model. W ith  so much interest in the 
5 c.c. class, you cannot do better than 
choose a Yulon. Leaflet on request 
from the makers o r distributors.

Trade Distribution by—
E. KE IL & C O ., LT D ., & M ER C U R Y M O D ELS

Export Enquiries to—
J. R. B IS H O P , 15, Ascot Rd., B ’ H A M , 13

Use Se llo taoe fo r  re p a ir  

jobs on th e  fie ld . I t ’s 

neat, econom ical and 
lig h t in w e ig h t— w o n 't 
cock le  o r  crease— and 
easy to  use.

Use Sellotape for hold
ing struts and ribs in 
position while gluing. It's 
so much quicker than 
string and just as strong. 

♦

S E LLOTAP E
Sellotape is a 
Self-adhesive

Id e a l f o r  e m e rg e n c y  
repairs . G e t som e today

R O Y L E S ’ M O D E L  D E V E L O P M E N T S
87 L IT T L E  EA LIN G  L A N E , LONDON, W .5

48 ' Scale - 45'- 
D.H. TIGER  
M OTH  KIT

For engines Γ3 c c 
<o 3'4« c.c. 

(Less Wheels)

4 2 ' Scale - 27/6 
D.H.HORNKT  

M OTH K IT *
For engines ‘75 c.c.

From your Model 
Shop or post free 

return o f post.
Two fly in g  scale models fo r  the E .D . M K  I I I  miniature radio 

control equipment.

THEY ARE ALL AT
H A D I O C K A F T S

I VERON, KEIL, MERCURY, I  
HALFAX KITS.

ALLBON, FROG, MILLS AMCO, I 
K. ENGINES, for

M A IL  A N D  I’E H SO X A L
SH O PPERS AT

10 , G O O D M A Y E S  RO.AD, IL F O R D , E S S E X
S.A.E. FO R  LISTSW O R L D  W ID E  M A IL  ORDER SERVICE

W herever you live if you are not served by a model shop π your
district, order w ith confidence from  my Mail O rder Dept.
postage guaranteed. A ll orders over £1 post free.

Allbon Javelin ... 35/- Mills .75 ............. 50/-
K. Kestrel ... 45/- Mills 1.3 .............. 75/-
Frog. 500 G.P. ... 75/- Elfin 1.49 ............. 59 6

PO W ER M O D ELS
FREE-FUCHT CONTROL-UNE

... 15/- Skystrcak 40 ' ... 10/6
Vixen 36' ... 12/6 Musketeer 40' 19,6
Outlaw ... 27/6 F.W. 190 19 6
Southerner 60' ... 47,6 Bee Bug 116
Hermes ... 15,6 A u s to r ........................ 7/6

SPECIAL ! ! ! Jetex 50 U nit 9I t . Vampiro K it, 5/-. Send S.A.E.
fo r complete lis t o f kits and engines.

ARTHUR MULLETT, ’«· Mg i& i

CONDITIONS OF SALE

This periodical is sold subject to  the fo llow ing con
ditions :— T ha t i t  shall not, w ithout the written consent 
o f  the publishers, be lent, resold, hired-out, o r otherwise 
disposed o f  by way o f  Trade except at the fu ll retail 
price o f  l / 6d.. and that i t  shall not be lent, resold, hired- 
out, or otherwise disposed o f  in mutilated condition or 
in  any unauthorised cover by way o f  Trade : or affixed 
to o r as part o f  any publication o r advertising, literary 

or pictoria l matter whatsoever.
Stocked by all Rood Static



August 1950 M ODEL A IR C R AFT

1950 LEFIN
2-49 c.c. D IE S E L

Many NEW  features 
but price reduced

Descriptive leaflets available 
from your retailer

μ
P R I C E

69/6
Improved in
DESIGN  ·  PERFORMANCE  ·  FINISH
Trade Distribution by
Mercury Model Aircraft Supplies Ltd., London, N.7 

E. Keil & Co. Ltd., London, E.2

MANUFACTURED BY AEROL ENGINEERING, LIVERPOOL. 13

THE

M O DEL STADIU M
H I R E  P U R C H A S E  S P E C I A L I S T S

'WLAEEKLY Terms on Engines,
T T  Kits and Radio Control 

Units. Low deposits, simple H.P. 
Form, no guarantors. N o  d e p o s it  
required after first purchase com
pleted in satisfactory manner.

Engines run for personal callers.

5 V illage W a y  East, Rayners Lane

H A R R O W , M ID D LE S EX .

Stamped addressed envelope for enquiries 
please. (2 mins. Rayners Lane Station)

Tel. : Pinner 6459.



MODEL AIRCRAFT August 1950

Sup&cpxuv&i

S.E. AREA C /L  C H A M P IO N S H IP S .
A L L  HERTS RALLY.
L O N D O N  AREA C /L  C H A M P IO N S H IP S . 
V IC T O R IA . A U S T R A L IA  C H A M P IO N S H IP S  

112-28 m .p.h. N E W  Z E A L A N D  I9S0 N A T IO N A L S .
(B ritis h  5 c.c. C ar Record H o ld e r  —  80*36 m .p.h.)

1st — 97-84 m.p.h.
1st — 100 m.p.h.
1st — 95-5 m.p.h.
1st — 90-6 m.p.h.
1st — 112-28 m.p.h.

Literature from ETA IN S T R U M E N T S  LTD. —  5. HEM PSTEAD  RD. --  W A T F O R D  —  HERTS

C
Printed in  Great B rita in  fo r the Proprietors by Electrical Press L td., Cordwallis Works, Maidenhead, Berks, 

and published by Percival Marshall &  Co. Ltd ., 23, Great Queen Street,'London, W.C.2.



The technical s ta ff o f E.D.’s p ro ud ly  present the  "  Baby ’ ’ o f Radio C o n tro l 
U n its  a fte r ve ry  extensive e xperim ents, and o u r M r. Honnest-Redlich can 
r ig h tly  cla im  th a t the  w orld-fam ous p rincip les o f E.D.’s o f “  p ro v in g  before  
pro du c tio n  ”  have been w e ll and t ru ly  ca rried  o u t re su lting  in th is  Gem of 
Radio C o n tro l. W e forecast th a t even ru b be r d riven  jobs w il l  be under E.D. 
M k . l l l  " M in ia tu r e ”  Radio C o n tro l.
M in ia tu re  in  size, w e igh t and price. 101 per cent, re liab le . RAN G E IS SO  
G REAT W E  W IL L  LET C U STO M ERS M AKE T H E  C L A IM .

T H E  RECEIVER
Carefully matched components to  obtain 100 percent, 
performance from the new gas-filled R.C. valve. 
Tuning by variable inductance eliminating difficult 
adjustments.

Small volumetric size achieved by tubular case. 
Special feature : Crash-proof.
Receiver weight only l |  oz. H.T. Two B122 22$ 
vo lt batteries 2 2 3 az. L T . One half pen cell 
i  oz. Price only £3 Os. Od.

T H E  TR A N S M ITTE R
The Tram m itter 3A5 tw in triode valve giving greater radiation than

any o ther commercial transmitter. Up to  four watts 
input. Entirely self-contained. Sectional 8 foot aerial. 

This transmitter w ill double the range of any known carrier operated receiver 
Prototype satisfactorily checked by G.P.O. for frequency stability and output withiri 
$ per cent, limits.
B atteries. 120 volt Ever Ready Winner.

1.5 volt Ever Ready All-dry No. I. 
Price only £4 12s. 6d.

Price complete w ith Transmitter and Aerial. Receiver Unit, Escapement Unit. Meter 
Socket and Plug, Battery Socket, and Plug, on and off Switch. Potentiometer, S strands 
o f thin covered coloured wiring, cored solder (less batteries). £7 19s. 6d.

T H E  ESC APEM ENT
100 per cent, reliability due to robust 
and accurate construction of claw 
and ro tor. Fitted w ith double 
winding and current saving device, 
a feature first developed by the E.D. 
technical staff. W eight Joz. 

Escapement Battery :
3 half pen cells, weight I $ oz. 
Price only 18/6.
Total weight of receiver, escape

ment and all batteries only 7 } oz.

2-pin phone socket 4-pin battery socket 
and plug. and plug.

O R D E R  T H R O U G H  Y O U R  M O D E L  S H O P
Potentiometer On and off switch.

«ELECTR O N IC  DEVELOPMENTS (SURREY) LTD
iwjiMwNum D E V E L O P M E N T  E N G I N E E R S

• 2 2 3  18, VILLI.ERS ROAD, KINGSTON-ON-THAMES, SURREY, E N G L A N D .
S & U



TRADE \ / MARK

SUPER CONTEST 
MODELS!

The models shown on th is  page are ju s t a few o f the  FROG  
“  perform ance-plus ”  k its  now in yo ur local m odel shops. O th e r new  
designs by A . A. Judge, C. T. Buffery and J. R. Vanderbeek are  now being 

prepared— they w il l  be announced sh o rtly , so look fo r  the  
FROG a dve rts !

FROG “ P O W A V A N  ”
T H E  L A S T  W O R D  IN  P O W E R  
M O D E L  E F F IC IE N C Y !

SPAN48

37 in. STARDUST

24 in. GOBLIN

This new FROG “  Van ”  design is just 
what you’ve been waiting for— a power 
duration model that climbs like a 
home-sick angel and glides like a bird ! ! 

The layout is new— not just a re-hash— and specially developed to be perfectly 
stable in rough weather.

As usual the FROG super k it is absolutely complete, w ith all parts cut to shape, 
all accessories, full scale drawings and easy-to-read building and flying instructions.

The “  Powavan M is THE power model of 1950— so order yours today !!

26 in. VANDIVER

FROG “ 500”
HOT COIL ENGINE

B R IT A IN ’S FIN EST M O T O R  I I
We made this claim when we first announced 
the “  500 ”  and comp, results have proved 
us right— again! ! Capacity is 4.92 c.c.—  
revs from 4,000 to 15,000 and 
power is plentiful for all team 
racing, stunt or free flight.

International Model A ircraft lt* ♦ merton · London · /w 19


