
•  M.A. B E G IN N E R ’S C O U R S E  P A R T  I ·  P IC T U R E S  
A N D  R E P O R T  O N  T H E  T R IA L S  ·  W E S T  E S S E X  G A L A
•  T H R E E  P L A N S  ·  B U T L IN ’S  C O N T E S T S  ·  T H E  
F R O G  50 O N  T EST  '  ·  P R O T O T Y P E S  W O R T H  M O D E L L IN G



Digital Edition 
Magazines. 
 

This issue magazine after the initial 
original scanning, has been digitally 
processing for better results and 
lower capacity Pdf file from me. 

 

The plans and the articles that exist 
within, you can find published at 
full dimensions to build a model at 
the following websites. 

All Plans and Articles can be found 
here: 

 

Hlsat Blog Free Plans and Articles. 

http://www.rcgroups.com/forums/
member.php?u=107085 

http://www.rcgroups.com/forums/member.php?u=107085
http://www.rcgroups.com/forums/member.php?u=107085


Digital Edition 
Magazines. 
 

AeroFred Gallery Free Plans. 

http://aerofred.com/index.php 

Hip Pocket Aeronautics Gallery 
Free Plans. 

http://www.hippocketaeronautics.
com/hpa_plans/index.php 

 

Diligence Work by Hlsat. 

 

 

http://aerofred.com/index.php
http://www.hippocketaeronautics.com/hpa_plans/index.php
http://www.hippocketaeronautics.com/hpa_plans/index.php


SKYLEADA
INTRODUCES

P O I N T  F I V E
31 in. Span, H igh  Performance Sem i- 

Scale Free Flight Power Model

F L E D G L I N G
26 in. Span Rubber Driven 

Duration Model

A beauty to watch in flight— just like the real thing.

Designed for ail Point Five Engines, E.D. Baby. Elfin -5. Allbon 
Dart, Frog 50.

The construction is very simple which makes this the ideal 
model for the beginner.

Kit contains all the materials required to build the finished 
model.

P R IC E  9s. 6d. I N C L U D IN G  P.T.

For  inexpen s ive  a e ro m o d e l l in g  insist on 

S k y le ad a  Q u a l i t y  K i t s  and save money.

If you are a Beginner this is the kit to start on—  
anybody can build it without previous experience.

If you are an experienced aeromodeller but want 
an easy-to-build model which will give you a good 
performance and stand up to plenty of knocks this is 
the kit.

Special features:
Complete kit contains all materials required to build the finished 
model, including cement, rubbar and a Skyleada fully shaped 
balsa propeller.
Step by step instruction leaflet included with plan. 
Exceptional performance. Sturdy construction.

P R IC E  5s. 3d. IN C L U D IN G  P.T.

Manfd. by BRITISH MODEL AIRCRAFT MFG. CO. LTD.
180, LONDON ROAD, MITCHAM, SURREY



THE MODEL OF THE YEAR

MOTH

A Superb range o f Gliders
Tfcere i t 'a  M E R C U R Y  Glider for everyone 

,+mr from beginner to Nordic competitor. 
γ τ Φ  Thetr design and quality ore such that 

ti:ey are enabling more and more modellers 
to reach contest standards. Mercury 
gliders spell economical modelling plus 
longer flying life.

M A G P IE .
24' beginners ... 4 I I  

G N O M E .
32" elementary ... 7 4

M A R T IN .
40 ' junior contest 9 2 

GREBE.
49 ' intermediate
contest ...........IS -

N O R S E M A N .
58' Nordic A-2 ... 29,3 

M A R A U D E R .
65 ' A2;general 
contest ........... 17/9

Aeronca —  Monocoupe —  Skyjeep — 
Stinson lOS—these are names that, thanks to 
Mercury, have a permanent place in the 
realms of quality scale-modelling. Now 
comes what many regard as the greatest 
of them all—the world-famous De Havilland 

Tiger Moth.”  Mercury's true-scale, 
accurately detailed version, is without 
doubt, the model of the year and modellers 
everywhere are bent on being first in the 
air with it. This 33 in. span biplane is for 
0.46 to 0.75 c.c. diesels with which it gives 
scale performance as well. This Mercury 
kit is superb, and contains finest graded 
Solarbo, printed and pre-shaped, tissue, 
wire, full-si2e plans and step-by-step 
instructions for building and flying. (No 
cement or airwheels.) Price inc. P. Tax

On sale at your
M ercury  Dealer's JSOW

M ono cou pe  6 4 '.  A e ron ca  6 5 1 ' .............
C h ru le a  Skyjeep , St in so n  "  I0 S  "  ...
M ono cou pe  4 0 ' ... .......................
M e n to r  36* R u b b e r C on te st  ............

... 4 t 4
3 4 7  

... 27/10

... I I/ -
Mallard 48* sem i-pylon ... 22  4
Jun io r Mallard 36* .............................. ... 18/4
M k. 1 Team  Racer ................................. 21/1
M k  II Team  Racer ................................. . 23/3
N e w  Jun ior M o n ito r ... 23 4
M idge  C la ss ’* A  "  Speedster ............ ... 6 5
Adjuscalync Handle ... ....................... ... 6  1
Slant Prop s all pitches, to  1 0 ' diam. . . ... 2/tft
T r im str ip  transfers, includ ing pennants and chequers to
match. M e rcu ry  C l  L  accessories. M .S. A irw heels. 
E.D. Engines. E.O. Radio -contro l. M ivac Valves. So larbo 
Balsa. D u n lo p  Rubber. Dow e l. Acetate. Fuel Tanks,

YOU CAN DEPEND ON IT
Improved methods of production, which 
means the elimination of "  bottle-necks ”

MERCURY
F o r M odern M odellers

Trade enquiries or all lines mentioned in this advertisement to:—

and delay, are enabling us to keep well 
ahead with our programme, so that when 
MERCURY ANNOUNCES A NEW MODEL, YOU 
CAN DEPEND ON IT BEING THERE IN YOUR 
LOCAL MODEL SHOP ON THE DATE ADVER
TISED. You can, of course, also depend on the 
quality of Mercury kits, as well. There’s some
thing for everybody in the MERCURY range.

H. J. NICHOLLS, LTD., (WHOLESALE), 308, HOLLOWAY RD., N.2. ’Phone: NORTH 4272-3



POST IT TO 308
FOR SPEEDIEST D E L IV E R Y  ON HOME 
AND OVERSEAS ORDERS

( M M  75/-
( IT / · )  21/4

RADIO-CONTROL
E Q U IP M E N T

E.D. M k. Ill U n it (£7 I»  6) £9 17 11
E.D. M k. IV

3 Channel! U n it (£20) £25 0 0
E .D .M k  III Receiver* (60/·) 74/5
F/C U n it complete —  £7 1 0
E C C  951A Receiver (70/·) 87/6
N e w  Ivy Receiver (70/-) 87/4
N ew  Super Relay —  30/·
E.D. Reed Unit 
HivacfValve X F G I

ACCESSORIES
F/CJPotentiometers —  4/4
F/C-.Frequency M eter* —  21/4
E.D. Com pact Escapements (18/6) 22/11
E.D. M k  II I  Escapement* (18/6· 22/11
E C C  950A Receiver (70/-) 87/4
2· and 3-pin plugs

and sockets ... —  1/4
F/C  Manual»— R /C  Rx. T x  2/6 and 3/4
X F G I Valve Base —  1/3
Ever Reedy Retteries, Multicore Solder, etc. 
always in stock

O V E R S E A S  O R D E R S
We hove a specially organised dept, to deal 
with orders from abroad. Postage can be quoted 
on receipt o f order or send sufficient to cover. 
Excess will be credited. Prices for oversea* 
shewn in brackets.

KITS FOR R/C
M e rc u ry  
Aeronca Sedan (57/-) 49/4
Monocoupe 64 
K.K .
Junior 60

(57/-) 69/4

(39/4)
(40/-)

48/3
i Southerner ... 48/11

E .D .
| Radio Queen (78/4) 85/-

( M )  10/7

MERCURY
D.H.

TIGER MOTH
True-to-scale (1} in. 
to  I f t.), 33 in. w in* 
span for 0.46 to  
0.75 c.c. diesels. 
W i t h  a c c u r a t e ly  
printed and pre
s h a p e d  g r a d e d  
Solarbo, full-size 
plan, sta*e by stage 
instructions, tissue, 
wire, acetate, etc.

W  28/6)
Price
Inc. PJTax 34'Z

S E C O N D H A N D
M O TO R S

All tested and reconditioned 
E lfin  1.49 ... f r o m  45/-
E lfin  2.49 v ... "  SO/·
E .D . Bee ... »  35/-
E .D .2 .4 4 ............. *· SS/·
M i l l s  .75 ... ”  40/-

J E T E X
Zyra  Spaceship (5/9) 7/-
Z y r a  w ith

m otor ... (10/11) 13/4
Jeticopter 100 (8 8) 10/7
Flying W in g  (S /t) 7/-
200 Contest 

Model

A C C E S S O R IE S
Fuel Cutout

Valves ... —  4/3
E D  C lockw ork  

Tim ers (7/-) 8,7
Elmic Diesel 

Timers «<> <N/-) 13/5
A j u s t a l y n e

Handles ... (5/4) 4/8
T/R Pilots

Class A  ... Λ / ·) 2/5
Class B ... (2 /·) 3/1

K L G  G lo w -  
Plugs ... (4/4) 7/11*

K L G  Spark  
Plugs ... (5/4) 4/3

Solarbo. Balsa, Dunlop Rubber, 
Modelspan Tissue, Cellon, 
Mercury Fuels, etc.

M O T O R S
A llbon  D a r t ... —
E.D. .46 ... (41/-)

2.46 ... (72/4)
Com p. Spec. (57/7) 

M ills S7S ... (55/-)
M ills P75 
Elfin 1.49 

2.49 
Frog 150 

500
D C  350 
Allbon 2.8

(50/-) 
(47/4) 
(54/-) 
140 4)

... (60/4)

... (r53/4)

65/2
55/-
nib
bSI-
44/9
40/9
59/5
70/-
49/4
75/-
64/·
50/-

K IT S
W e  stock K.K.. F R O G .V E R O N ,  
M E R C U R Y , and JET E X  as 
advertised. Space prevents 
detailed lists being given here—  
but remember— as the makers 
produce them, W E  D EL IV ER .

D E L IV E R Y  B Y  R E T U R N
We guorontee that ALL lines shown here can be despatched' by 
us immediately on receipt o f order, os well as lines as made avail
able by the manufacturers. Add I/ -  postage and packing on 
orders up to 10/-; 1/4 up te 40/-; over, post free.

308, HOLLOWAY RD., 
H.7HENRY J.NICHOLLS

Manufactured by - TH E HUMBER O IL  CO. LTD. m a r  f l e e t

Say you saw it in MODEL AIRCRAFT

H U L L

IV



The plane with 

the new and amazing 

“IM P ” propulsion .. .
The appearance of this new model has received 
enthusiastic approval. It is something REALLY new. 
Phil Smith, Veron’s designer, spent over eighteen months 
perfecting “ IMP ”— a ducted impeller. The Lavochkin 
La 17 is an exact replica of one of the world’s most up- 
to-date fighters. This famous Russian plane has been 
chosen because its form allows for ease and lightness of 
construction, coupled with inherent stability of a high 
order. It’s a sheer joy to watch it fly !

D A T A :
Span 37 in., length 34 in. D esigned  fo r  use w ith  D ie se  'o r  
G lo w  Plug m oto rs from  .5 c.c. up t o  .87 c.c., su ch  as th e  A llb o n  
“  D a rt  ”  .5 c.c.. Frog 50, Elfin .5, M ills  .75 and the  A m c o  .87. 
The  com plete  k it  contains stage by stage plan, R E A D Y  M A D E  
IM P E L LE R  and S T A R T IN G  P U LLE Y . G raded  str ip  and sheet, 
quality p rinted w oods, and all the  m aterials includ ing m oulded 
cockpit cover, at well at a w onderfu l photographica lly illustrated 
in struction  leaflet sh ow ing  eve ry  scage o f construction  also 
h in ts and t ip s on  sta rt in g  and flying.

KIT PRICE

30'6
Inc. P.T.

V I C K E R S  508

S I X  M O R E

SOLI DS !
1/72 S C A L E

18*7—  H U N T E R

H e re 's  the  latest add itions to  the range :—  
S u p e r m a r in e  S08, "  Butte rfly ”  tailed Naval 
prototyp e. H a w k e r  H u n t e r  (fo rm erly kn ow n 
as 1067), latest fighter o rde re d  fo r  the  R.A.F. and 
V e n o m ,  one  o f  B rita in ’s "a ll -w e a th e r  " f ig h t e r s  ; 
a lso  B . P . I I I  D e l »  2/6, C u t la s s  F 7 U - I  A m erica 's  
40,000 ft. in  4  min. sh ipboard interceptor, and the 
Ru ssian  escort fighter L A  17. Every k it  contains 
com plete ly detailed plan, a masterpiece o f 
authenticity by Phil Sm ith . Ready-cut parts, 
ready-shaped cockp it covers, plastic wheels, 
transfers o f  insignia— all are  included— everything 
t o  m ako a realistic model. V E N O M  N .F .  M k . 2

S O L ID
H aw ke r P I0 8 I ... 2/* 
V icke rs 510 ... 2/4
Sabre F-86 ... 2/6
Superrfiarine 508 2/6
Venom  .............2/6
H aw k e r H u n te r

(1 0 6 7 ) ............. 2/6

Photographs by ce

R A N G E
C utla ss F 7 U -I ... 2/6
Boulton-Paul P I I IJ 2 / 4
M IG  I S ...............J/4
L A  17  2/4
M e te o r 8 ...;4/3
C anb e rra  B .l ... 6/8

irtesy of ** flight.”

MODEL AIRCRAFT (Bournemouth) Ltd. Norwood Place, Bournemouth
..................... Tel. : SOU TH BOU RNE 2783

When replying to Advertisers be suro to mention MODEL AIRCRAFT V



MODEL AIRCRAFT AUCUST 1952

R.S. FOR RELIABLE SERVICE
N E W  E N G I N E S
E.O. .46 c.c. B » b y ............. 55/-
Elfin “  SO "  .5 c.c. 4 ie*.l ... 67 6 
D art .5 c.c. diesel ... 65 2
M ills P .75 c.c. diesel ... 60 *  
M ills S .75 c.c diesel ... 66 9 
Am co .67 c.c. Mk. II diesel ... 72/6 
E.O. Bee I c.c. diesel ... 57'4  
Elfin ·* 149 ” 1.49 c.c. diesel 59 4 
E.O. Com p. Special 2 c.c. ... 45/·
Elfin "  249 "  2.49 c.c. diesel 70/- 
E.D. M k. Ill Racer 2.46 c.e. §2/6
A llbon Javelin 1.49 c.c. diesel 68/6
E. D. Mk. IV  3.46 c.c. diesel *2/6  
D .C . -  350 ·* Mk. II 3.5 c.c.

diesel ......................  66/8
Eca ** 19 "  3.2 c.c. «low ... 124 5
Fro j 500 Petrol ............  85/·
F ro f 500 G low -plug ... 75/-

x x x x x x x x x x x x x x
C O N T R O L  L IN E  K IT S
Elf Κίηχ 1.5 c.c. stunt ... 12/6
Ranger Class “  A  ” T.R. ... 12,' 10 
Mk. II Team Racer Class "  A  ”  17/6 
Min.buster Class "  A  ”  T.R. 18/4 
Pacer C lass "  B ”  T.R. ... 18/4
Mk. I Team Racer Class " B "  22/4 
Philibuster C lass M B ”  T.R. 28.8
F. W . "  1 9 0 " Scale Stunt ... 25 8
N ew  Junior M on ito r ... 23/6

X X X X X X X X X X X X X X

R A D I O  C O N T R O L  K IT S
Skyscooter 1.5-2.5 c.c. ... 30/6
Junior "  60 ” 3.5-5 c.c. ... 46;3
Southerner "  60 ” 2.5-5 c.e. 48/I I  
Aeronca Sedan 2.5-3.S c.c 69 6
Monocoupe "  66 "  I.5-3.5 c.c. 69,6 
Radio Queen 3.5-7.5 c.c. ... 85/6

F R E E F L IG H T  K IT S
Veron Cardinal .5-1 c.c. ... 17/8
Piper Super Cruiser .5-.7S c.c 22'8 
Luscombe Silvaire .S-.75 c.c. 22 8 
Cessna "  170 "  .5 .75 c.c. ... 22 8 
Monocoupe " 4 0 "  .5-1 c.c. 27/10 
Stinson *r  105 "  .5-1 c.c. ...
Chrisiea Sky jeep .5-1 c.c. 
Ladybird .5-1.5 c.c.

34 7 
34 7 
22 8 
22 6 
30 6 

X  X

jFirefly .75-1Λ  c.c.
|Veron L A  17 (Imp)
x x x x x x x x x x x x
G L ID E R  K IT S
Mercury Marauder A2 ... 17/9
Veron Vortex A 2 ............  22/7
Invader 4 0 ' ......................  7/11

[Soarer M in or 48 ' ... 9 9
Cadet 30 '   4(11
[Chief A2 ....................... 22 8
Prince 6 0 ' ......................  25'
Diana 36 ' ....................... 9/
Fortune 4 8 ' ......................  15/-
X X X X X X X X X X X X X X  
J E T E X
Jetex "  50 "  13/5, Jetex "  100 "j 
27/5, Jetex "2 0 0  "  38/9, Jetex 
"  350 ”  52,9, Fuel charges "  50 " I  
unit 2/2. "  100 "  unit 2/10, "  200 " I  
unit 3 2, "  350 ” unit 3.5- W icks  
all units 7 Id . Gauzes “ 5 0 "  unit 
2/1», " 1 0 0 "  unit 2/4, "2 0 0  "  
unit 3/2, "  350 "  unit 3/9.

A ll Jetex K its as advertised. 
X X X X X X X X X X X X X X  
R A D I O  C O N T R O L  
E.D. Mk. Ill R /C  Unit 197/11 
E.D. Mk. II M iniature U n it 370/· 
E.C.C. 951A Hard Valve Rx 87 6 
E.C.C. 950A X F G I Rx ... 87 6

S E C O N D - H A N D  E N G I N E S
A ll in perfect condition money 

back if not satisfactory.
Elfin 149 1.5 c.c. ...
O .K .C u b  "0 9 9  "  (1.6 c.c.
Arden "  199 "  (3.2 c.c.)
M cC o y  "  19 "  (3.2 c.c.)
Cannon 300 Petrol ...
Forster "  99 ” (16 C.C.)
E.D. Bee I cc.
Allbon A rrow  1.5 c.c.
E.D. Mk. IV  3.46 c.c.
Elfin "  249 "  radial ...
E.D. 2.46 Racer 
E.D. Com p. Specia l...

;Frog "  160 "  1.6 c.c. glow  
Frog "  500 ”  5 c.c. glow  
Am co 3.5 c.c. diesel 
D oo ling  29 5 c.c. G.P.
Yulon Eagle 5 c.c. glow

Full List on Request

X X X X X X X X X X X X X X

E N G I N E  S P A R E S
I have a very large selection of 

new and second-hand spares in 
stock. Send S.A.E. for quotation. 
N ew  or S/H  for your damaged parts.

T O  O R D E R
List your requirements and 

forward cheque o r  P.O.— -I w ill do 
40,'-1 the rest.
50 - C .O .D . service available. Add  
65 - postage for orders under 20 -. 
70'· X X X X X X X X X X X X X X  
40 - N E C E S S A R Y  A C C E S S O R IE S  

200 · Bafflo free-flighc tanks ... 19
35'· Anka G rip  C ’L handles ... 2 6
30> 15 c c  T.R. t a n k s ............  3 4
50/-: 30 c c . T.R. u n k s ............. 3,8
4 5 '- f K.L.G. M in iglow  plugs ... 7/4
55 -, X F G - I valves ............. 21/4
35;-: Elfin jet assemblies ... 4/4
25/.' Universal jet assemblies ... 4 4
52/6 Britfix cement ... 7d., I/ ·  1.9 
57/6 Brass tubing ... I f .  per ft.
170/- i* rubber bands ... 6d. per pkt. 
47/6 K.K. Steel control lines ... 2/6

Pilots Class "  A  "  ... 2/5
Pilots Class "  B " ............. 3/1
Kaylee Cuties, pinups ... 7Jd.
P.A.W . props, as advertised 
Trufiex props, as advertised.
“ Solarbo "  (m inimum order) 5/« 
Valvespout fuel cans I / ·
Light Lay Strata 70' 3/4, 100' 4 9

ROLAND SCOTT
THE M ODEL SPECIALIST

147, DERBY STREET,
B O L T O N , LANCS.

model  fuels
and finishes

MERCURY 
TIGER 
MOTH

Model Fuels and Finishes Ltd., is an organisation which 
h is been developed specially to market two very famous 
products for aero-modelling, namely, C E L L O N  finishes 
and M E R C U R Y  fuels. This specialisation has enabled 
considerable progress to  be made both in the quality 
and variety of the products handled, whilst prices are 
kept as low  as possible. Tw o other lines. Mercury Aerotac 
and Mercury Rubber Lubricant complete the programme 
so far. All these products are available to  modellers 
through regular Mercury Stockists.

for all who take pride 
in their modelling

CELLON
2*oz. jar 4-oz. jar |-pt. tin

C lear Model Dope 1/3 2/. 4/· No. 1. Com p. Petrol
G lider D o p e ............ 1/3 V - 41- No. 2. Racing Methanol
G lossy Coloured N o . 3. Com p. Diesel

Dope (12 colours) 1/6 2/6 SI· N o. 4. Com p G. Plug
Alum inium  Dope ... 1/6 2/6 SI- N o. 5. Racing G . Plug
Fuel Proof Lacquer ... 1/9 3/- SI- No. 6. All-in-one Diesel
Sanding Sealer 1/3 2/- 41- No. 7. Racing Special
Banana O il ............. 1/6 2/6 51- N o. 8. Castor Diesel
Model Dope Mercury Ether

Thinncrs ............. 1/· 1/9 31-
Anti-Blush Thinner* »/- 1/9 31- M o re  M e rc u ry  Fue ls a re
Fuel-Proof Thinner* ... l/ - l / t 31- o th e r  m o d e l fuel*

MERCURY FUELS
In  8 ox. B o tt le s

2/3

fί
A E R O L A C

CLEAR LA C Q U E R
Non-streak, fast drying, high 
grade. In seven glow ing hues 
4 oz. jar 2/4. 2 oz. jar 1/4.
Aerolae Thinners

2 oz. bade I/ ·

MERCURY RUBBER  
L U B R IC A N T

A  genuine blend of 
glycerine and soft soap.
T oz. bottle.

pure

1 / 6

MODEL FUELS AND FINISHES LTD., 40A, PARSON’S MEAD, WEST CROYDON, SURREY

It is to your advantage to mention MODEL AIRCRAFT when replying



T H E  m o to r  f o r  young m odellers !

J E T E X  50
O U T F I T

C o n t a in in g  M o t o r ,  
F u e l  . W i c k *  . 
M o u n t i n g  C l i p ,  
S p a r e  P a r t s .  
A c c e s s o r ie s  a n d  
fu ll in s t ru c t io n s .

SPEC IF ICAT ION — Thrust )  02. Motor run opprox. 15 sec. 
Weight 31 drams. Length l | '.  Diameter f t '.  W eight 1 ^ 4

Price inc. tax 1 J  “o f  fuel charge 3 {  drams.

led pow er  
unit

f ° r  a l‘  (Iv inJtytng

35-SK?
scale Jet Plan,

Ask your dealer to show
1

--wncino 
*r· Par,?

r „ „ „ „  TH " V / »
T" £ n.£ ? U t With ** A ? Z  A ° GM EN t e  ilncludi-
>ο*'1  ^ r ^ o ttc r  ,7 cTk TER TUBE
it 7 L ^ f o r  sea !  Krfixt & * ·

When f i t r - f *  TH *U S T  λ ,
Power .7 JCi/T)°ster it , r * ,n*nte/

%  f t p  -">'/* r'0L ' °nl>world

***.U'-e/oped *°°** the thAerZr from 11
“· Prfc.

(inc/ud

Dura-Jet
Mi-Jet ...........
Jet-Ho Hydroplane 
Vampire “ 50 ” 
Vampire “ 100 "  
Race Car 
Jet Craft 
Flying Wing 
Meteor “ 50 "  ...

ex QUALITY kits
Hot Dog .......... A
Jcticopter “ 50 ” 7
Jcticopter 100 ”
Avro 707B ...........

107
200 Contest Model 10
Zyra Space Ship

with motor ... 13
Zyra Space Ship

Less motor ... 7

Ready-to-Run Jetex jet 
propelled models in Plastic
Plastic Racecar (with motor, fuel, 

etc.), fastest car for its size in
the world ...........

Plastic Speedboat (with motor,
fuel, etc.).............................

Plastic Helicopter (with two Jetex 
50 motors, fuel, instructions, etc.)

18/11

15/3

33/·

All trade enquiries for JETEX GOODS should be addressed to the Maker

W IL M O T ,  M A N S O U R  A CO. LTD.
S A L I S S U H Y  R O A D .  Τ Ο Υ Τ Ο Ν .  H A N T S

Sole U.S.A. D istributors—  M E S S R S .  A M E R I C A N  T E L A S C O  L I M I T E D .  55. W E S T  4 2n d  S T R E E T .  N E W  Y O R K  Ιβ. N E W  Y O R K .
Canadian Distributor — M E S S R S .  M O D E L  C R A F T  H O B B I E S  L I M I T E D .  64, W E L L I N G T O N  S T R E E T .  W E S T .  T O R O N T O  I.  C A N A D A .  

All other export anquirita to B U T L E R  R O B E R T S  *  C O .  L T D . ,  4. D R A P E R S  G A R D E N S .  L O N D O N .  E.C.2.



FOR THE BEST DURATION MODELS
If you w ant the finest designs, clearest plans, and best 
quality  m ateria ls— insist on a K e ilk ra ft kit. The  
K.K. rubber pow ered duration  range is second to

none, and any o f these m odels  
are guaranteed to satisfy.

The 23 span PIXIE
semi-scale model

The 30 span ACE
A  cab in  m o d e l o f s leek  lines and  excellen t 
p e rfo rm an ce . S p e c ia lly  designed  fo r ease  
o f b u ild in g  and go o d  a ll round  fly ing w ith  
the m in im u m  o f tro u b le . A lth o u g h  a ligh t
w e igh t, the A ce  is ru gged  enough  to  stand  
up to  a lo t  o f ro u g h  tre a tm en t. Inc. T>*

ie  40 span GYPSY
T w o  o f  these m o d e ls  can  be b u ilt  in the t im e  
it take s to  fin ish  m o s t  o f  the o the r W a k e fie ld  
k its  now  o n  the m a rk e t .  If  you  w ant to  w in  
con te sts o r  fly  ju st fo r  tho fun o f it, the  
G IP S Y  is Y O U R  m o d e l fo r  1952. W in g  area  
is 200 squ are  inches and the  w e igh t on ly  8 
ounces. In  sp ite  o f  the a m a z in g ly  low  price , 
th is  k it  is w e ll up to  the  usua l K e ilk ra ft  
s ta n d a rd — w ith  p len ty  o f  s tr ip  and sheet, 
a irscrew , w heels, bushes, 
tissue, w ire, b u ild in g  B * 1
leafle t and  a h igh ly  de- B A  B W
ta iled  plan. Inc. Tax

32
SENATOR
Esse n tia lly  a  b e g in n e r 's  
m ode l. A n  e xcep tio n 
a lly  stab le  f ly e r  th a t w ill 
en cou rage  the  
by its fine  perform ance. 
M a k e  S e n a to r  
your f irs t  — ,
choice. lnc. T ix

6 9

30 AJAX
L ite ra lly  hundreds o f  thou sands  
o f th is  p o p u la r  k it  have been  
so ld  to  date. A  m o s t  re liab le  
and stab le  m o d e l 
w hich  w ill m ake  
f ligh ts  o f lon g  d u ra 
tion.

7 4
Inc. Tax

H e re  is a g ran d  litt le  p lane th a t every youn g m o d e lle r  w ill 
enjoy b u ild in g  and  fly ing. I t ’s re a lis t ic  appearance  and  o u t 
stan d in g  f ly in g  ca p ab ilit ie s  have m a d e  it  a f irm  favou rite . vB, *1 
S im p le , rugged  con structio n , sheeted cow l, and k n o c k -o ff  *
W ings m a k e  the P ix ie  a rea lly  to u gh  cu s to m e r  ! Inc. Tax

20 PLAYBOY
A  sm a ll,  inexpensive  
m o d e l th a t p resen ts no  
d ifficu lty  to  the new 
c o m e r  to  the hobby. T h e  
clean  lines m a k e  for 
go o d  fly in g , and  the  
p lane  is ro b u st enough  
to  g ive  m a n y  h ou rs o f  
p le asu re  on  the /
fly ing field.

Inc. Tax

KITS AND ACCESSORIES

M an u fac tu re d  by E. K E IL  & C O .  L T D .,  L O N D O N  E.2
(W h o le sa le  on ly )

Distributers for £.0 . ELHN ond AMCO  enures J £ I£ X  motors or.d kits : 
Et.VJC ond 8A7 accessory  : SOiARBO £ C C. Radio Control Equipment
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The''controversy aroused by the imposition of the levy 
on all affiliated clubs, has ended at last. W e now know that 
the resolution dealing with this matter which was passed at 
the A.G.M., was out of order. A t the resumed A.G.M., held 
recently, the proposition was again put to the meeting, and 
this time was decisively defeated.

This classic example of hurried— one might almost say 
panic— legislation, has undoubtedly aroused a good deal of 
strong feeling in the affiliated clubs, and conclusively proves 
the point which we have stressed on many occasions : that 
vitally important matters of this nature should not be 
finally decided upon before they have been referred to the 
Clubs and Area Committees for consideration and discussion.

W e feel that it would be unfair to criticise too harshly 
those who were responsible for putting the original proposi
tion forward at the A.G.M.— at least they showed some 
appreciation of the Society's present financial position and 
their intentions were good. It must be remembered that 
the Society has lost over £450 on the year's working, and 
£1 from each affiliated club would have recouped the Society 
for this loss. In actual fact only 170 clubs paid the levy, and 
many of these did so under protest, exception mainly being 
taken to the manner in which the payment of the levy was 
demanded.

This unfortunate affair is now over, but the serious financial 
problem remains. In our Editorial on this subject in the 
February. 1952 issue of “ M.A.,” wc stated : “ W e hope 
that the side issues which have been introduced into this 
controversial matter will not be allowed to obscure the main 
fact, which is, that the clubs will have to contribute more to 
the S.M.A.E. funds in the future if the Society's work is to 
continue unimpaired."

At the A.G.M. of the Society which is to be held in 
November next, it is inevitable that the Council will re
commend an increase in the present affiliation fees. The 
clubs will now have had ample warning of this, and should, 
therefore, see that it is given very careful consideration before 
the A.G.M. takes place.

J. Owen, who has been well 
known in the North as a 
member of the Blackpool 
& Fylde M.F.C.. is now 
living in the South of 
England and has joined 
the Thames Valley 
club. He is seen in our 
cover picture launch
ing his Wakefield in 
the G u ttc r id g c  
Trophy contest 
this year.

T H E  J O U R N A L  O F  T H E  S O C IE T Y  O F  M O D E L  A E R O N A U T I C A L  E N G IN E E R S
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T H E  The Rovle family o f Derby,
L O N G  ARM certainly seem to get more than

their fair share of excitement out 
of the Wakefield and A ;2 events.

It will lx* remembered that in 1950 P. Royle 
gained and place in the Wakefield Trials but, due 
to an unfortunate interpretation of the rules, lost 
his place in the British Team which went to Finland.

Last year his father, J .  Royle, won the first prize 
of a free trip to Finland in the Wakefield Draw and 
travelled to the contest with the British and American 
Teams.

This year they arc both “  in the news ”  as Royle 
senior gained top place in the Wakefield too with 
three maximum flights and his son is a member of 
the A ;2 team which will he going to Austria in 
August.

W OR DS OF  
W IS D O M

IT C O U L D  
NEVER  
HAPPEN .

Ripley’s “  Believe it or Not ”  
features have nothing on model 
aircraft. Some of the incidents 
wr witnessed at the Digby 

Trials just should not have happened. For instance, 
on the extreme downwind side ol the aerodrome, 
nearly a mile from the take-off area, a glider had 
just landed. Just as we were wondering whether 
or not to pick it up a Wakefield glided down and 
landed smark on top of the glider. Both models 
were damaged and we are still sure that the owners 
never really believed the true explanation we 
offered !. . . Two flick rolls bv a Wakefield im
mediately after take-off and after we had argued 
that out on the journey home we still had no proper 
explanation of what could cause such a manoeuvre. . . 
Fuselages collapsing /ifter the motor had Ικ-rn wound

and the nose block in position. Usually the strain 
is less then than during the last stages o f winding. 
We can only assume that in w orking down to extremely 
light structural weights, modellers are approac hing 
the lower limit o f safe tv.

H O W  M U C H  
DOES 
W E IG H T  
MATTER ?

Some remarks bv Frank Zaic.
4

in a recent letter appeared such 
sound reasoning that they are 

worth passing on. Frank maintained that in these 
days o f specialisation many people engaged on full 
size aircraft design had their ambitions frustrated 
in that they spent their lives designing parts of 
aeroplanes, not whole aeroplanes. Aero-modelling, 
then, would seem a natural outlet. There must 
be hundreds o f such potential “  recruits ”  in this 
country.

Incidentally, the 1952 edition o f the Frank Zaic 
“  Year Book ”  lias recently been published in the 
United States. Besides numerous plans this book ‘ 
also includes a complete description o f many new 
theories of model design anti performance.

It has become a common com
plaint that the junior or less 
experienced modeller is at a 
disadvantage in specialised con

test Hying since he finds it impossible to work down 
to the low airframe weights achieved by the experts.

But just how much does this matter ? We know of 
two Aa gliders o f identical design, one 2 oz. over
weight and the other “  down to the limit”  It is the 
heavier model which consistently outperforms its 
lighter counterpart. Then in the London Area 
Wakefield preliminaries we would take a bet that 
both o f the top two models weigh over 9 oz. One 
o f them, we know, tipped the scales at the 8 oz. 
mark without the wings.

Rather than take extreme views about lightweight 
construction let us say that it is nice to be able to 
work right down to a minimum weight and produce 
a model which is strong enough. But a certain amount 
o f overweight, provided it is not excessive, is not 
necessarily a severe handicap. In the long run it will 
be how the model is trimmed that counts.

RESERVE The difference between a con-
MODELS test won and a contest lost is

often a lost model. Most serious 
fliers would rate as the two main advancements in 

contest rules, first the introduction ol the five minute 
limit and, second, permission to use reserve models, 
if necessary.

There have been several criticisms levelled against 
the rules permitting only one reserve to be used You 
can lose or damage three models in completing three 
long ilighls, so why introduce a rule to minimise the 
effect of bad luck in this respect, and then partly 
retract it again ?

The main argument in favour of using only one 
reserve is that this is more fair to people with limited 
building time. This is something o f a fallacy, i f
a  modeller is energetic or enthusiastic enough to
build several reserves he deserves any advantage
accruing. In favour of not limiting the number of
reserves is the fact that fliers might be· more willing 
to abandon, as lost, a model landing in the middle 
of a wheatfield, for example.

Any advantage gained by a flier using two or more
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models is earned the hard '  way—and is partly 
nullified by the fact that he has the respoasibility 
of trimming them all—and trying to remember 
their individual characteristics.

R E -D ISC O V E R - So our American friends arc 
IN G  T H E  at last re-discovering the diesel.
D IE SE L  A number of prominent fliers in
the United States are now using British-made diesels 
in preference to their own £-A and Class “  A  ”  glow 
plug motors. In fact it now seems generally agreed 
that in the smaller capacities the diesel is superior 
to the glow motor in performance.

However, there must be a reason why American 
manufacturers have persisted with small glow 
motors. After all, American designers have set a 
world standard in miniature acrornotor layout. 
What we are getting at is—how about one of our 
own manufacturers trying a small glow motor ? 
We have a sneaking suspicion that small glow motors 
might prove easier starting for “  sport ”  flying, 
although outperformed by their diesel counterparts.

T H E R E ’S Only one man can come out
A L W A Y S  on top in a contest and, in the
N E X T  Y E A R  case of trials, only a strictly 

limited number are lucky enough 
to win places. To the others the traditional thought 
is “  There’s always next year.”  There is no finality 
in model aircraft and bad luck one year is more often 
than not balanced by good luck the next.

W’e recommend this thought to some of the 
disappointed Trials entrants. So many contests 
are won by the other fellow making mistakes and 
this is one thing you can try to eliminate from your 
own flying. Luck of the weather, you can do little 
about. But no regular flier has persistent bad 
luck in this respect. It is amazing how “  luck ”  
does average out over a period.

U.S.A.F.E. In company with Henry J .
C H A M P IO N -  Nicholls, Harry Hundlcby and
SHIPS q  Honnest-Rcdlich, we re

cently flew to Wiesbaden in
the American Zone of Germany to act as judges 
at the U.S.A.F.E. Model Aircraft Championships. 
This turned out to be a very interesting and well 
organised meeting, attended by some sixty competi
tors who had travelled from almost every U.S. 
Command in Europe and Africa to compete.

The contest winners will be sent to the U.S.A.F. 
Championships which arc to be held at Amarillo, 
Texas, being specially “  posted ”  there for ten days 
for tliis purpose.

The meeting was sponsored by the Wiesbaden 
Wing and Wheel Club and the Contest Director, 
Captain J .  A. Hauser and his band of helpers did 
a fine job, as a result the four British judges had an 
extremely easy task.

W A T C H  T H E  When travelling around the 
B IR D IE  ! contests taking photographs for

the picture pages in M o d e l  
A i r c r a f t , it has been interesting—and often 
amusing—to sec the various reactions of model fliers 
when faced with the editorial camera.

Many well-known competition fliers—Copland, 
Knight and Marcus among them—have a “  thing ”  
about having their models photographed before a 
contest flight. Naturally wc respect their wishes— 
and take the picture when they arc not looking ! 
But modellers generally are most co-operative 
when a picture is suggested, and are only too pleased 
to do anything to help the photographer. They will 
gladly take any model to piece?—-even their own— 
or assemble it in a howling gale.

The other week-end, however, wc met an excep
tion to the rule. We were at Fairlop, looking around 
for a picture with which to finish off a roll of film, 
when wc saw a model standing beside a club motor- 
coach. There was nothing very remancable about 
the model, but it seemed worth this last picture, 
so wc approached the owner for permission to photo
graph it. He eyed us suspiciously.

“  Is it for yourself or for publication in one of the 
magazines ? ”  he demanded, moving protectively 
in front of his creation.

“  It’s for possible publication ”  we cheerfully 
assured him, expecting the usual immediate co-opera
tion. But ** No blooming fear ! ”  was the reaction 
and he grabbed the model, hustled it into the coach 
and sat glaring at us through the window.

Wc finished off the film with a picture of some 
clouds. No-one raised any objection.

G. Honnest-Rcdlich, one of the judges, talking with two of the 
competitors at the U.S.A.F.E. Championships at Wiesboden.
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F IR S T  check all surfaces for warps, then examine 
wing line up and wing tail fixings. Any faults 

must be eliminated before attempting to fly. With 
the wing at the central position in the main spar 
slot, modify the tail packing until the model just 
stalls. Bend the wing tab down slightly ; the model 
should then glide slightly to the right with the rudder 
tab central. Do not overdo the wing tab setting 
(30 deg. down is maximum). The preliminary 
short power-on flights over long, thick grass should 
be done with the engine adjusted to run smoothly. 
Experience has shown that it is very unwise to make 
short power-on flights with low or irregular engine 
revs. The first power-on flight should be with a 
3 sec. motor run; this will usually consist of fuel in 
the connecting lube only. /

(1) Using an 8 in. X 5 in. prop, launch into wind 
(if ahy) at about 30 deg. nose up with 3 see. fuel. 
I f  model turns or rolls viciously to the right or left, 
increase or reduce respectively the left sidethrust. 
Repeat this with 3 sec. fuel until the model climbs 
straight or slightly right from a hand launch.

(2) Note the manner in which the model behaves 
towards the end of the engine run. I f  the model 
appears to be turning rapidly to the right, reduce 
the wing tab angle. If the model appears to begin 
to loop, slightly increase the wing tab angle— if 
this does not cure the loop, increase the angle of 
downthrust or move the wing forward and increase 
the tailplanc incidence until the model again just 
stalls on the glide.

(3) When absolutely satisfied that nothing danger
ous is incipient, the power run can be increased to 
5 sec. The aim is now to get the model to go into a 
mild right-hand turn with the inside wing rising in 
the turn so that the model begins a very steep spiral. 
This is done by varying the wing tab setting, remem
bering at the same time that more down tab angle 
increases its climb drag as well as its lift, resulting in a 
tighter turn. A  small amount of left rudder must 
therefore be used to counteract this (the rudder is 
very, very sensitive, so go carefully !). When this 
treatment results in the model beginning the vertical 
spiral, die engine run can be gradually increased.

(4) The glide turn can now be obtained by suitable

combination of sidethrust and rudder tab, i.e., if 
more right turn is desired, increase left sidethrust and 
move the rudder tab over to the right (remembering 
that it is very sensitive). Repeat the procedure of 
( 1) , (2) and (3)to make sure the climb trim is un
changed.

With the above trim and a glide turn to the right, 
the transition from power to glide is rapid and free 
from oscillations, because the model swings sharply 
into a right hand turn when the motor cuts due to 
loss o f sidethrust effect on the fin, thus bringing the 
model nicely into the glide circle.

Safer Method
Using a fine pitch prop (say 3 in. pitch) of the 

same diameter 8 in. the above instructions can be 
followed until the time comes to increase the motor 
run to 5 sec. . . (1) and (2). The prop is then 
changed to 8 in. X j i n .  and the procedure (1)  to 
(4) carried out.

Competition Flying
Determine needle setting and compression for 

position for maximum power by any convenient 
method. It is preferable to fix the needle j>osition 
permanently and mark the compression bar position 
if it is necessary to change the compression for starting. 
Mark and check the fuel tank graduations for to, 
15  and 20 sec. running with these needle and com
pression settings.

Test fly preferably on the day before the competi
tion with a sufficiently long engine run to show the 
first part of the spiral (5 to 10 sec.). Dismantle the 
model after fixing the tab positions and carefully 
marking the wing and tail positions. Make sure the 
tail packing is securely glued in place. Place the 
wing undersurfaces together and note any relative 
warps. Fix these by placing packing between the 
wings and clamp the wings together with rubber 
bands.

Note
This type o f model is designed to excel by its 

climb. With reasonable trim an average ratio o f 15  
should be achieved.
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131 T.W. SMITH 3 ^

SP A N  3 0 *  LENGTH 2 9 ^ *
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23 GT. Q U EEN  ST  LON DON  WC.2

F U L L  S I Z E ^ W O R K I N C  D R A W I N G S  A R E  O B T A I N A B L E  F R O M  Y O U R  L O C A L  D E A L E R ,  O R  B Y  P O S T  F R O M  T H E  " M O D E L  A I R C R A F T ' *  P L A N S  D E P A R T M E N T .
23, G R E A T  Q U E E N  S T R E E T ,  L O N D O N .  W .C .2 ,  3·. 6d., P O S T  F R E E .



A *

o r s

1. P. J. R >yle (L it t le o v e r ) juggled  
successfu lly  w ith  a to w h n e  to  
q u a lify  fo r  the f l id e r  team .

2. Q u e  je in g  to  d ra w  fo r  f ly in go rd e r .

3. S i lv io  Lan franch i to o k  office ai 
tim ekeeper.

4. Jack  N o r t h  (C ro y d o n )  la u n ch in g  
fo r  h is first R ight.

• 5. R o n  W a r r in g  lau n ch in g  fo r  a 
m ax. in th e Asccond  round.

6. H e n ry  T u b b s  w atches an x io u sly  
as a r iva l m o d e l c lim bs.

7. J. G o r h a m  launch ing  h is W a k e 
field.

8. A la n  H e w it t  b r in g s  in ’h is g lid e r  
fo r  processing.

9. G e o rg e  Fu lle r (St. A lb a n s )  used  
w in g  on d -p la tcs on  h is A-2.

10. W .  Farrance  topped  the g lid e r  
re su lts  w ith  th ree  m a x im u m s,  
and 3 m in . in the flyoff.

11. P. Fox  (P re stw ick ) launch ing  B. 
H a r r is 's  g lider.

12. G . M .  B y rd  (L o u gh b o ro u g h  C o ll. )  
qualified  fo r  b o th  g lid e r  and  
p o w e r  team s.

*
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SINCE the last issue of M odel A ircraft appeared 
history has been made in that, for the first time, 

British team trials have been held in all three free 
flight classes, these three teams destined for Sweden 
{for the Wakefield), Austria (Aa glider) and Switzer
land (power). We hope that none of them is unduly 
superstitious for it is on thirteen individuals that the 
responsibility of bringing these world championship 
trophies back to this country will rest—thirteen fliers 
because one, G. Byrd, has won a place in both the 
Power and A.2 teams. There is almost another 
“  double.”  The Roylc family, father and son, 
win places in the Wakefield and A.a teams respect
ively. It was P. J* Roylc, the junior member of this 
aeromodclling family, who so nearly went to Finland 
with the 1950 Wakefield team. He placed in the 
top six in the Trials that year but unfortunately 
on cheeking his model was found to be not up to 
specification. The following year Roylc senior 
proved that good luck often follows bad luck and 
won the Wakefield draw for a free trip to Finland ! 
Let us hope that the Royle luck holds good in Sweden 
and Austria.

1952 seems to have been a year for all-rounders. 
Ray Monks, who so nearly won the A.2 event in 
Yugoslavia last year, finds a place in the 1952 
Power team. Jack North, who had several successes 
in the early S.M.A.E. contests also made the grade 
in the power trials. He also qualified and flew in 
both the Wakefield and Nordic “  too,”  but perhaps 
this was too much to attempt on one day. G. N. 
Byrd is the first man to qualify for two full inter-

Highest and lowest Wakefield qualifying times are converging, 
although weather conditions influence the results.

national teams in the same season and joins Monks 
(1951-52) and R. Hinks, of Luton (1949-50), in the 
unique distinction of achieving double international 
honours.

Leading man in experience of International contest 
flying is Ron Warring, who is in the Wakefield team 
again for the third time in the past four years. This 
incidentally, will be Ron’s ninth British “  cap,”  
all in post-war flying. W’hilst the remaining team 
members are first-time internationals, most arc 
already known for their achievements on the flying 
field—just reward for persistent effort. There arc, 
of course, the disappointments—the acknowledged 
glider experts like Roy Ycabslcy, Butler, etc.,

Nordic team qualifying times show a marked increase 
in the standard required.

Wakefield fliers Evans, Gorham, Chesterton. J .  B. 
Knight, Monkhouse, Copland, etc. ; all-rounder 
Marcus, and a good many others for whom it just 
was not a lucky day. Model flying is like that. 
The honours go round year by year. Any attempt 
to guess a team before the Trials is usually as far 
out as the average punter’s forecast of the Derby 
placing». Capt. Taylor, the S.M.A.E. competition 
secretary, had his own list of ten, from whom he was 
confident that a majority would fill the top six 
Wakefield places. Only one turned up !

On paper the Potter team appears strongest. Wc 
personally have little experience of Byrd’s capabilities 
in tliis field, but undoubtedly he is‘ a very fine flier, 
right on peak form this season. The other three arc 
all real experts in power duration and, given an 
even break, we see great hopes of the 1953 Power 
International being held in this country. Any 
one of the four is capable of doing the trick.

The A.2 team Is also well experienced. Farrance 
is a Northern flier who has already done well this 
season and Mike King U also far from unknown in 
this sphere. Roylc wc still think of as a Wakefield 
man, but anyone who can achieve three rnaximums
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1. The 1952 British power team : (L. to R.) P. Buskell 
(Surbiton), G. Byrd (Loughboro Coll.). Ray Monks (Birming

ham), R. J. North (Croydon),
2. G. Byrd also won a place in the glider team.
3. The Wakefield team once more includes R. H. Warring.
4. At. A. King was another “ triple max.” glider man.
5. R. Sandy’s unusual pod-and-boom Wakefield performed

well in the ” 100.”

in a Trials is good enough for our money. All four 
A.2 team members did just that !

The Wakefield team ? Well, we have a nice 
diversity of models. Rovle as top man with three 
maxi mums had a beautifully trimmed “  orthodox ”  
model in the modern trend (diamond fuselage, 
cabin-type parasol, longish fuselage with a single 
skein motor). Warring’s model was a shoulder 
wing diamond with return gears and a two-and-a-half 
minute power run, which normally has to be' in a 
down-draught to come down in less than 4$ min. 
O ’Donncl, o f Whitefield, has been a persistent 
Wakefield flier for a good many years now and his 
name is not unknown in previous competition lists. 
Albone, o f Croydon, is a flier of some experience 
who is, perhaps, relatively unknown outside the 
London area, but certainly Hew his shoulder-wing 
machine extremely well. Dunklcy carries on the 
tradition o f one Northampton club member, at least, 
getting into every post-war Wakefield team and for 
those who think first o f Evans when they think of 
“  Northampton Wakefields ”  remember that Dunklcy 
placed higher in last season’s overall results. That 
in itself is something o f an achievement, for Ted 
Evans had, probably, the most outstanding model 
at the Trials and was unlucky not to have placed 
in the lop six. The one relatively “  unknown ”  
in the team is Nicole, of West Middlesex, but as 
previous Wakefields have shown us it is often the 
dark horse who comes out best.

As to the Trials themselves, the Power Trials were 
flown off on Whit-Sunday, at Fairlop. The weather 
was far from ideal, with a strong south-west wind, 
cold, with intermittent heavy showers and bright 
periods. Visibility at times was down to around 
the two minute mark and flights in excess of this 
were usually carried well out of the airfield. Hence 
the top aggregate of nearly twelve minutes w(as a 
remarkable achievement under such conditions. 
As the results show, times drop by nearly five minutes 
to the fourth place.

Chief impression o f this meeting was the out
standing rate of climb achieved by the modern power 
duration model. After a full power run some models 
were mere specks in the sky. The wind did nothing 
to improve take-off conditions and it was during the 
initial seconds of flight that the danger o f a crack-up 
was greatest.

Not all models followed the same pattern, but 
most, it appeared, took oil fitst and fairly fiat, nosing 
up into a rapid climb. A  gust of wind pushing one 
wing down at this stage sometimes produced a low 
altitude turn at high speed, taxing the model’s spiral 
stability to the limit. Trimming must, undoubtedly, 
be carried to very fine limits for consistent power 
duration flying under all conditions.

Design has far from stagnated around the medium- 
pylon layout. This is still the most popular, 
but there were high tlirusl-linc models performing 
almost equally as well. \Vc say “  almost ”  for the 
general impression was tliat the normal pylon design 
still had the edge on climb. Actual rate of climb 
was then more or less a matter o f how much power 
was available from the motor used.
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The Wakefield and Nordic Trials were held one 
week later at Digby. The original intention had 
been to make this a two-day meeting, starting on the 
Saturday evening and completing the Wakefield 
before starting on the Λ.2 flights. As things turned 
out it was impossible to arrange the necessary local 
accommodation and so both Trials had to be flown 
concurrently on the Sunday. A  considerable number 
of fliers camped out in tents and cars on the airfield 
on the Saturday night, others put up at Sleaford or 
Lincoln, whilst the remainder journeyed up through 
the night to arrive early on the Sunday morning, 
contest flying being scheduled to start at io.o a.m.

Saturday night gave promise of at least a reason
able day to follow. A gusty wind died eventually 
to next to nothing as the sun set, although the air 
was quite cold. Much last minute testing and trim
ming was going on all over the airfield, to be con
tinued as wordy argument until the early hours 
of the morning by the camping contingent when 
darkness made further flying impossible.

Sunday produced a dull, overcast day with a 
continually changing sky. The wind was light, if 
gusty at times, but the air was certainly not “  still ”  
in a vertical direction. Over the first period of flying 
the air appeared to be in two ** layers.”  . Lower 
down there w'as an area of general sink, and above 
it another deeper layer where the air was ascending 
gently. There was, in other words, both “  lift ”  
and ** downdraughts ”  and similar conditions per
sisted throughout the day. There were brighter 
periods when lift predominated, and others when the 
prevailing air direction was “  down.”  Both “  lift ”  
and “  down,”  on the other hand, were comparatively 
mild—no vicious thermals whisking a model to a 
great height in a matter of a minute or so. Models 
in lift, however, did reach a considerable height 
in five minutes’ flying time and took another three 
or four to descend with dethermaliser operated. 
Hence, even with a comparatively low drift, quite a 
number of models were lost and reserves had to be 
brought out.

Contrary to opinions expressed previously by 
many people on hearing of a “  one-day trials ”  the 
organisation functioned extremely well. First 
round of the Wakefield was finished in just over an 
hour and a quarter and the A2 took little longer. 
No rigid order of flying was enforced and so, apart 
from the inevitable queue some time after the first 
round started, most fliers had a fair chance of picking 
the period in which they wished to fly. There were 
plenty of timekeepers and no great hold-ups any
where.

In the A.2 trials, as it turned out, anyone who 
missed a “  maximum ”  on any round was auto
matically out. A  large number of “  double 
maximums ”  after the first two rounds finally resolved 
into four “  treble maximums ”  at the end of the 
third round. All the other hopefuls with aggregates 
of 14 min. plus automatically became also rans. 
The standard of flying was just as high as that.

The gliders, on the whole, appeared to make 
thermal flights with far more regularity than their 
Wakefield counterparts. The standard of flying

1. W. Royle came top of the Wakefield triols.
2. However, Gorham was out of luck in both Wakefield and

power.
3. Ray Monks gained a place in the power team.
4. R. A. Meanwell’s long-fuselage model was based on a

design by America's Hank Cole.
5. For this year's Wakefield, Evans abandoned feathering

props in favour of folders.
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was very’ high. Models which did not tow up straight 
and come overhead were almost the exception 
rather than the rule, although conditions for towing 
were good. There was no troublesome wind to 
upset towline stability.

Quite a number of models, too, were visibly 
“  held ”  on the line at the top o f the climb whilst 
the launcher “  felt ”  for thermal lift before releasing, 
in the best Scandinavian tradition.

The best o f the Wakefields climbed higher than 
the release height o f the gliders but, o f course, 
literallv “  took their weather with them.”  NoΦ
searching around at the top o f their climb for lift 
for them ! Neglecting the poor flights o f badly 
trimmed models (and these were very few indeed) 
wc would say that roughly two-fifths of all the 
flights had some thermal assistance whilst the 
remainder were about equally divided between those 
influenced by down draughts and those in normal 
air, or “  still ”  in the sense that the air had no 
vertical movement.

There are few outstanding designs in either 
class —possibly because wc have come to accept 
the 40-45 in. long diamond fuselage as orthodox 
for the modern Wakefield and the high-wing slab- 
sidcr type with moderately high aspect ratio wings 
and tip dihedral for “  Nordics.”  But in the Wake
field class in particular, the standard of workmanship 
was extremely high. A  few years ago the really 
well built Wakefield stood out. Now it is just one 
o f many. The majority o f models, too, appeared 
better trimmed than in previous years with a general 
tendency to aim for maximum height under power.

In the Wakefield “  too ”  there were a few new 
ideas which attracted attention. Λ pod and boom 
type fuselage confounded its critics by a splendid 
flight performance. Detail design points of note 
were— Ron W arring’s method o f attaching split 
wings to a diamond fuselage in the shoulder position 
(wings locating on the sides of the fuselage and locked 
by a single wire strut) ; a well made folding pro
peller which moved forwards as it folded to com
pensate for c.g. shift ; a tail trimming device used 
by Dennis Lees which increased the tailplane 
(negative) incidence towards the end o f the power 
run for greater height and optimum glide trim.

The long fuselage models, on tire whole, were not a

success. Most came to grief through structural 
failure of one sort or another. Ted Evans's model 
really comes into the long fuselage category and this 
did fly consistently and well. He was using a folding 
propeller this year. There were just three stream
liners (one a full monocoquc) and three models 
using return gears.

In the glider “  too ”  there were anything up to a 
dozen Toothpick style models, most of which flew 
quite well, but none impressed as the equal of 
Czepa’s original. Toothpick influence was evident 
in many other designs with a cutting down of fuselage 
wetted areas. There was also an increasing pro
portion of models using very short nose lcngtlis and a 
general trend to increase the tailplane moment arm, 
using smaller tailplane areas.

By contrast top A.2 model (Farrance having won 
the fly-off) was almost startlingly orthodox. O b
viously an old, well-tried machine it gave a perfect 
account of itself, both on the towlinc and in the air, 
making one wonder just how much these so-called 
design refinements really matter when it comes to 
normal contest work.

Design refinements most likely to pay off appear 
to be those concerned with airframe construction— 
lighter, rigid structures for Wakefield fuselages; 
warp-resistant wings and tails for all models. In 
this respect we did notice an increasing proportion 
o f geodetic tails and at least one pair o f geodetic 
wings. Diagonal longeron construction has become 
almost standard for diamond fuselages, despite the 
greater difficulty of construction, and internal cotton 
bracing was commonly employed.

And now for the people who did not make the 
teams— how good have you got to be to get in in 
•953? Well, the two diagrams show just how the 
minimum aggregate times to qualify are going up and 
up. Very soon the only way o f getting into an 
international team will be to produce a model 
which does a maximum each flight.

In the meantime we will leave with thoughts 
o f an exciting and pleasant Sunday in Lincolnshire, 
congratulate the various team members and wish 
them all success in the forthcoming championship 
events.

Next year wc want those trophies back in this 
country !

A. C. Albone, who placed in the A toothpick type model by Tony Cook, Nicole's model has a folding prop and 
Wakefield team, with his model. launched by Michael Bird. geodetic wings.
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1952 W E S T  ESSEX
Gala Hay

S . S m e e d  o f  S u r 
b ito n  l« t *  g o  J. 
J o n e s '·  A 2  g l id e r .

B i l l  D e a n  a n d  h i ·  n e w  p y lo n  d e s ig n  w ith  g e o d e t ic  
w in g s  a n d  a n  E .D . 2.46. G . M c L a c h la n  a s s is t s .

T h e  G o ld a lm in g  c lu b ’s  C la s s  '*  B  "  e n t r y  w a *  R. F. 
B o u r n e ’s ’’ B lu e b o t t le . "  a  C .  S .  W e s t  d e s ig n .  T h e  

c re w  w e re  T . R e d m a n  a n d  J. S n a it h .

In  s p it e  o f  th e  p o o r  w e a t h e r  t h a t  p re v a ile d  a t  F a ir lo p  in  th e  
m o r n in g ,  t h is  y e a r ’s G a la  h a d  a  h ig h e r  a t te n d a n c e  th a n  e v e r  
b e fo re ,  a n d  t h e  W e s t  E s s e x  A e r o m o d e l l e r s  w ish  to  t h a n k  
a l l  t h o s e  w h o s e  a s s is t a n c e  h e lp e d  t o  m a k e  th e  m e e t in g  su ch  

a  su cce ss.

D .  H o l t  o f  G o ld a m in g  (le ft) s t a r t in g  u p  the  
F r o g  ·* 500 ”  o f  h i s  C / L  ·· S o p w it h  P u p , "  w ith  

a s s i s t a n c e  o f  J. C .  S n a ith .

P . B u s k e l l  ( S u rb it o n )  w o n  the  
p o w e r  e v e n t  w i t h  t h is  re p l ic a  

o f  h is  T r i a l s  w in n e r .



φ  In presenting the first instalment 
of the “ M.A.” Beginner’s Course, 
we are responding to appeals from 
many of our ever-increasing numbers 
of new readers. In the early stages 
of taking up the hobby, the beginner 
finds there is very little information 
available explaining in simple lan
guage the fundamental principles of 
building and flying model aircraft.

The instructions supplied with kits 
sometimes merely gloss over many 
basic points that the newcomer to 
the hobby finds confusing and 
difficult to grasp, and it is these 
points that the course is intended to 
cover, in this and subsequent articles.

T I’’ you are new to the ranks o f acromodellcrs and 
1  have only just started to build model aircraft, 
this new series should be of interest to you.

I f  you arc a complete stranger to the hobby but 
arc curious to know more about it—and we arc sure 
that, having taken the trouble to look at this copy of 
M o d e l  A i r c r a f t , vou arc not entirely disinterested 
—please read on : we hope that this introductory 
article will give you some idea of the various activities 
o f model aircraft enthusiasts and o f the types of models 
used, and that you m ay also be persuaded to join 
our ranks yourself.

Before going further, however, let us give some 
straight answers to the sort of questions winch 
would-be modellers often ask :

“  Isn't building a model aeroplane rather difficult ? ” —  
Not at all. Structures may look complicated, but 
the material wc mainly use, balsa-wood, is extremely 
easy to work with, while assembly work is simplified 
by the method, universally employed, o f building

The rubber-driven model, once the mainstay of the hobby, 
has now been largely superseded by engine-driven models, 
although the rubber enthusiasts still include many of the

country's top fliers.

directly over a full-size plan, using quick-drying 
adhesives.

“  But aren't I  too old {or too young) fo r this sort o f 
thing ? ” —No! The majority of the country’s leading 
model fliers have long since passed their schooldays. 
On the other hand, there arc plenty o f simple, 
straightforward model designs at which even the 
youngest beginner can try his hand before attempting 
more advanced projects.

“  flow  much w ill it cost ? ” — Less than most other 
hobbies. A  practical flying model can be built for 
less than ten shillings, including dopes, adhesives, 
etc.

“  Do I  need many tools or other equipment ? ” — No. 
Again, this is where acromodclling is cheaper than 
most hobbies. To build a beginner’s model from a 
kit, you will probably need nothing more than a 
razor blade and a small brush. As you progress 
with more advanced models, you will find it worth 
while to have a few simple hand tools— none of them 
expensive.

“  What is the best way to make a start ? ” — Buy a 
simple kit. This will teach you more about the art 
o f model aeroplane construction than a whole bookful 
of written matter. Constructional methods are 
basically similar for all model aircraft. Once you 
have built a model successfully, you will be capable 
of tackling almost any type, although, o f course, it is 
advisable to build one or two intermediate models 
before trying advanced designs.

Model aircraft are o f numerous different types 
and perhaps the best way to describe them is to take 
them in chronological order. We can touch only 
very briefly on the history o f the movement in this 
article, but it will Ik  seen how tremendous has been 
the progress during the past few years and how the 
many and varied types of models have come about.

Model aeroplanes go back to the earliest times of 
aircraft ; in fact, before a full-size aircraft had flown, 
models had demonstrated hcavicr-than-air flight. 
One calls to mind the efforts of Henson and String- 
fellow, a hundred years ago, with steam-powered 
models, and of the Frenchmen Penaud and Jobert 
in the iB/o’s, who were the first to use strip rubber 
as a means of motive power. However, it is with the 
last twenty years or so that, we are mainly concerned.

Prior to 1930, practically all models were rubber-

350



AUGUST 1952 MODEL AIRCRAFT

Post-war modelling has seen a tremendous increase in the 
popularity of models powered by small engines. The advent 
of diesel and glowplug engines has eliminated ignition faults 

which troubled earlier power models.

powered. They were built mainly of spruce, birch 
and steel wire with oiled silk covered flying surfaces 
and, occasionally, with doped silk covered fuselages, 
but often with a simple spar in place of this later 
component. A  few, somewhat larger models were 
successfully powered with small compressed-air 
motors. Gliders were also built, but were not very 
popular among serious enthusiasts in this country. 
Then balsa wood was introduced to the movement 
by the Americans.

Balsa revolutionised the hobby. It is difficult to 
see how aeromodelling could have achieved its 
present popularity without this wonderful material 
which, by its extreme lightness and the ease with 
which it can be worked, has enabled us to build 
vastly better models and has encouraged infinitely 
greater numbers to take up the hobby.

Balsa is supplied in a large variety of sizes and 
sections, in strip, sheet or block form. So many are 
the sizes available that the framework of any model 
can be built from stock size strips, while other parts, 
such as wing-ribs, are simple and quickly cut out, 
with a razor blade or modelling knife, from sheet 
balsa.

Rubber driven duration-type models, built of 
balsa, may be made so light that more than half 
their total weight can consist of rubber-strip. This 
enables the model to reach a great altitude before 
the power-run is exhausted, greatly contributing to 
the gliding time and thus to the total duration of 
the flight. The modern Wakefield class rubber 
model, weighing a little over 8 oz., is often capable 
of a still-air flight of some four minutes, which, 
although it may not sound very much, is really quite 
a long time and is usually enough to take a model 
out of sight. These models, built to the Wakefield 
International Trophy specification, arc generally 
about 43 in. wingspan. In the twenty-four years 
since this competition was instituted, the Wakefield 
has become highly specialised and it is recognised 
as presenting the greatest challenge to the competi
tion flier. Wakefield and other rubber models

are covered with a special lightweight tissue paper, 
which is then painted with cellulose dopes to render 
it air-proof and to tighten it and thus make the 
structure more rigid.

Besides the Wakefield class, there are many 
rubber-driven types. These include other, smaller 
and lighter duration types and also scale models, 
which include a large variety of inexpensive kit 
designs. For larger models, however, the small 
internal-combustion engine is now used exclusively.

A  petrol engined model aeroplane had been flown 
in England as far back as 1914. but it wras not until 
the early ’thirties that suitable sized units for general 
use first started to appear. Col. C. E. Bowden, 
using first a 28 c.c. model power-boat engine of 
American origin, and, later, a 15 c.c. engine designed 
by Edgar T. Wcstbury, of The Model Engineer, 
pioneered the power driven model, as we now know 
it, in Britain. Meanwhile, in the United States, 
Maxwell Bassett, using a 10 c.c. engine designed by 
William Brown, and Bill Atwood with his famous 
6 c.c. “  Baby-Cyclone ”  engine, clearly demonstrated 
the practicability of a really small petrol engine for 
model aeroplanes. The “  Brown Junior ”  and 
“  Baby Cyclone ”  engines were subsequently pro
duced in large numbers and remained among the 
best model aero engines produced before the war. 
Nowadays, however, these capacities would be

Scale free-flight power models are popular. This model of 
a Cessna “  170 ” has a .J c.c. diesel motor and spans 36 in. 

It is available in kit form.

A modern semi-scale control-line stunt model. This machine, 
which was built from a kit, is powered by a 3.5 c.c. engine.

351



MODEL AIRCRAFT AUGUST 1952

considered quite Jarge and we have engines as 
small as i  c.c.

Since World W ar II , the popularity o f the power 
model has increased tremendously. In Europe, this 
has been mainly due to the introduction of the model 
compression-ignition, or diesel, engine, which re
quires no separate electrical ignition system and can 
be made extremely light, compact and simple to 
operate, with the result that relatively small, cheap, 
easily-built models have brought power-modelling 
to a vastly greater number o f aeromodellers than 
hitherto. A  parallel development in America has 
been the glow plug engine which, again, does not 
require the ignition-coil condeaser, batteries and 
contact-breaker assembly o f the normal petrol- 
engine, and this has resulted in tiny engines as light 
as i oz. becoming available. Hundreds o f thousands

The modern power duration contest model has been brought 
to a very high peak of efficiency, and certainly tests the 
builder's ingenuity in obtaining a long flight from a short

engine run.

of diesel and glow plug engines have been sold 
during recent years in Britain and America.

Another development contributing greatly to the 
popularity o f the model aero engine, was the advent 
o f the G/L model. These models, which first began 
appearing in the United States in the early 1940’s, 
differ from normal free-flying types in that they are 
captively controlled from the ground by two thin 
steel wires which, by means of a suitable linkage, 
are arranged to actuate the elevators.

In design, C /L models differ considerably from 
all other power models, since they arc not required 
to possess the free-flight model's automatic stability, 
and true-to-scale models o f full size aircraft arc 
particularly well adapted to this form o f flying. 
Alternatively, design may be altered to produce a

A control-line speed model. Of only 16 in. span but fitted 
with a J-horsepower 5 c.c. engine, it has a speed of 100 m.p.h.

“  stunt ”  model, capable o f intricate aerobatics, 
or a “  speed ”  model, designed simply to achieve 
the highest possible speed in level flight, or a “  team- 
racer ”  designed for racing against other models 
over distances o f 5 or to miles.

All control-liners arc much more powerful, relative 
to their size, than free-flight types. Free-flight 
models seldom exceed a flying speed o f 25 m.p.h. 
C /L models usually fly at between two and three 
times this speed. Scale models and fully acrobatic 
types, for example, usually fly at between 50 and 70 
m.p.h. A 10 c.c. class speed model has reached a 
velocity o f more than 160 m.p.h., while team-racer 
speeds arc now approaching too m.p.h. using 5 c.c. 
engines. The highest officially-recorded speed so 
far reached with a C /L  model is some 179 m.p.h., 
using a miniature pulse-jet engine similar to that 
employed in the wartime German V i missiles.

The swing from rubber to power has also brought 
with it popularity for the “  duration ”  type competi
tion power model. These machines, which may be 
considered logical successors to the rubber-driven 
model of the thirties, are designed to climb as fast as 
possible, since the rules allow only 20 sec., or less, 
engine run. The rest o f the flight is made up by 
gliding time and a good power-duration model will 
stay aloft for 4-5 min. on the 20 sec. allowed. T o  do 
this, the model must climb to 500 ft. or more and 
then settle into a flat, slow glide when the engine 
is cut out.

A  popular size power-duration model is the new 
‘ International ”  class which limits engine capacity 
to 2.5 c.c. A  typical machine to these specifications

Another typical power-duration model before covering. One 
of the most popular contest types, these models are capable 

of very high rates of climb.
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Here is a simple all-sheet semi-scale model resembling a 
typical modern jet fighter, and propelled by a Jetex rocket 

unit held in a clip on the top of the fuselage.

will span about 50 in. and have an all-up weight of 
18 02. Such a design is invariably of the “  pylon ”  
layout to give added stability under power—that is 
to say, the wing is carried well above the fuselage 
on a pylon type mounting.

A propulsion system that bridges the gap between 
rubber and the i.c. engine and is suitable for very 
small models, is the “ Jetex ”  unit, which was intro
duced in 1948 and is available in various sizes. This 
is a jet-type gas propulsion unit which burns a small 
solid fuel pellet and is safe, quiet and efficient. It 
is especially suited to frcc-ffight scale models of 
modern fighter aircraft.

During the past few years, there has also been a 
wide increase in the popularity of competition gliders. 
Highly developed in Continental Europe, these 
gliders are towlinc launched and the Scandinavian 
AJst or “  Nordic ”  class model, now accepted as the 
official International competition type, has show’n 
itself capable of clocking 3^-4 min. from a regulation 
100-metre towline. Nordics usually span 60-70 in. 
and must weigh 14 J oz. Enjoying a more limited 
popularity—limited because of the difficulties of

Gliders are very popular among contest fliers, and examples 
such as this 10-foot model have a slow and graceful flight 

that is fascinating to watch.

transporting such large models—is a large type of 
glider of British origin. These models span around 
10 ft. and have a beautifully graceful, steady flight 
which is hard to match with smaller machines.

Apart from big gliders, the largest model aircraft 
usually seen arc the bigger types of radio-controlled 
models. R/C models have a somewhat higher 
wing-loading than normal free-flight types, due to 
the extra weight of the radio receiver, batteries and 
control system which they must carry, and are, 
therefore, better suited to the larger sizes. Most 
R/C models arc controlled by rudder movements 
only and, properly understood, this single control 
is enough to enable various manoeuvres, including 
loops, to be executed as well as normal left and 
right turns.

The radio equipment used in these models, to-

Regarded by many as the ultimate in model flying, the radio- 
controlled model, usually about 6 ft. in span, is an impressive 

sight in the air.

gether with suitable transmitters, is available com
mercially and is tuned to the special frequency w’hich 
has been allocated by the G.P.O. for just such model 
use and does not require the operator to possess a 
transmitting licence.

To sum up, then, the intending aeromodeller has 
a wide range of types from which to choose. Roughly, 
there are a dozen distinct types : gliders, rubber, 
Jetex, power-duration, scale-power and general- 
purpose power models, all coming under the general 
heading of free-flight, with stunt, speed, scale, team- 
racing and jet coming under G/L and, finally, R/C.

In next month’s and the following articles, we shall 
be giving suggestions for making a start in aero- 
modelling, followed by some information on building 
technique, how basic constructional methods arc 
modified for various types, and so on, plus notes on 
trimming and flying.
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HOW IT WORKS
Compared with a normal aeroplane a helicopter is. 

at first sight, relatively inefficient. A  conventional 
aeroplane derives its lift from forward motion and the 
amount of weight which can be carried or lifted is 
considerably greater than the amount of power or 
thrust needed to produce that forward flight. For 
example, in a 4 oz. model, just I oz. of thrust may 
produce 5 oz. of “ lift.” In other words, since there 
is more ** lift ” force generated than weight, I oz. 
of thrust will climb the model quite satisfactorily.

A comparable helicopter model might weigh 3 oz., 
since one can effect a certain saving in weight by elimi
nating the wings. But to climb the helicopter model 
at a similar rate (i.e., develop 4 oz. of lift) the rotor or 
rotors will have to generate 4 oz. of thrust— four times 
the thrust needed from the propeller of the orthodox 
model.

However, this applies only to vertical ascent. If 
there is a side wind blowing across the path of the 
rotor or the rotor disc, as it is called, there will be a 
definite increase in lift for the same rotor speed. In 
other words, a helicopter, model or full size, will 
climb much better if it is operating in a cross wind, 
such as would be achieved by ascending at an angle 
and not truly vertical. Note that a steady wind 
blowing as the model is launched will not have the 
same effect. The model will drift with the speed of 
that wind. But if the wind is gusty this increased lift 
effect may be noticed.

However, even though a forward velocity, as well as 
an upward velocity, may help a helicopter. It also 
introduces a problem of stability. Normally, in still 
air, both rotors have the same airspeed and therefore 
the same lift. If, however, there is a cross airstream, 
the rotor advancing into this wind will have a greater 
airspeed and the rotor retreating “ downwind ” will 
have a decreased airspeed. The effect is to increase 
the lift on one side of the rotor and decrease it on the 
other, setting up an unbalance which will tend to roll 
the whole machine to one side.

In full size practice this is compensated in a most 
ingenious manner. The rotors are hinged so that they 
are free to flap up and down. If lift increases on one 
rotor blade, the blade flaps up and in so doing de
creases its angle of attack and also its lift. The opposite 
rotor with a decreasing airspeed does just the opposite. 
That flaps down, increases its angle of attack and its 
lift. The result is that the lift is equalised on both 
sides of the rotor disc.

A  rotor freely hinged at the hub will not fold up 
completely when it starts to rotate and generate a lift 
force. There is another force present which will tend

to hold the blades out 
straight and find a point 
of equilibrium with 
the lift. This is cen
trifugal force. The 
resulting angle at which 
the flapping rotor finds 
its equilibrium is called 
the coning angle.

To get forward flight with a helicopter, incidentally, 
the whole rotor disc is tilted forwards so that the 
resulting lift force is also inclined forward of the 
vertical. Similarly for backwards or sideways flight 
the rotor axis is tilted in the desired direction. When 
the rotor axis is truly vertical the helicopter will 
either hover, ascend or descend in a vertical direction 
depending on the amount of lift generated.

Now  all these features are very important in the 
design of model helicopters. They, too, can be made 
to fly with the rotor axis vertical or tilted. The latter 
flight attitude will give more lift and thus a somewhat 
better rate of climb. However, with models there are 
a lot of instability troubles which may be encountered. 
In the full size field most of these stability troubles 
have been ironed out, although most machines do 
still require full control by the pilot all the time. 
Few full size helicopters, in other words, will fly 
“ hands off.”

One of the main troubles with model helicopters is 
that if the rotor axis is fixed (i.e., fixed rotor blades, 
like a propeller), if that axis is tilted or displaced in 
flight, such as by a gust, a reaction is set up tending to 
increase the amount of tilt. Some air disturbance 
displaces the model from its normal flight path and the 
effect is immediately to make things worse. This is a 
big argument in favour of flapping rotors on models, 
which should be self-correcting. The most stable 
model helicopters yet produced— the ** Jetlcopters ” 
— rely for their success on a flapping rotor system. By 
slanting the hinge the design automatically decreases 
the angle of incidence of the rotors as they flap up—  
which is not only a normal stabilising factor but makes 
it possible for the rotors to continue to autorotate 
when the power runs out and continue to develop 
lift for a safe descent.

The other major problem is torque. If only one 
rotor is used, then as the rotor revolves in one 
direction, whatever that rotor is attached to will tend 
to revolve in the other direction, unless the rotor drive 
unit is itself torque free. This is wasted power. One 
way of getting round this difficulty, with a rubber 
model. Is to use a rotor at each end of the fuselage— a 
system which works very well in small sizes. For 
larger models, however, a more popular method is to 
fit large fins on the fuselage to act as an airbrake and 
minimise the loss of power by slowing down the rate 
of rotation of the fuselage.

This works very well, provided the side areas are 
correctly positioned. If the fins are located at the 
bottom of the fuselage so that the centre of pressure 
is well below the centre of gravity we have, in effect, a 
drastically under-elevated aeroplane layout. It may 
be stable whilst there is sufficient rotor lift to maintain 
a fair rate of climb, but as soon as the model slows it 
will tend to turn over and dive. Normally such a 
layout requires that the fins be located approximately 
at the centre of the fuselage to balance out the c.p. 
and c.g. positions.

V
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By B IL L  D E A N

Don Hewitt starting up his original 
Frog “  150 ” powered “ Pogostick ” 
for a flight in the Astral contest at 

Fairlop on April 20th.

•  t h e  s u g g e s t i o n  in the April issue f o r  a midget 
team racer class (0.5 c.c. max. capacity, 35 sq. in. 
min. wing area and 7.5 c.c. tank size) brought in 
plenty o f approving letters, which included such 
typical comments as the following from P. J .  Lewis 
(R .A .F . College, Cranwcll) who wrote : “  Such a 
class would be just the thing for beginners who are 
anxious to get into team racing but are more than 
a little overawed by the larger ‘ A  * and ‘ B  * models 
and the more powerful motors.”

The small team racer illustrated on this page is 
powered by the E.D . .46 ; wing area is 36 sq. in. 
and the weight 4$ oz. Construction is ultra simple 
and features £  in. sheet wings and 3/32 in. sheet 
tail surfaces. The fuselage is oval in section (crutch, 
former and stringer type) and the cowl is built up 
from several pieces o f thick sheet. To eliminate the 
usual tedious control installation, the bcllcrank is 
mounted under the port wing panel (close to the 
fuselage)— and linked to a single elevator on the same 
side. The pushrod is bent so that it lies flush with 
the fuselage side when the bcllcrank is at neutral 
and the general installation is almost as neat as the 
internally mounted type—with none o f the attendant 
difficulties o f threading the pushrod through formers 
and cutting aw ay large chunks o f the fuselage struc
ture to allow adequate bcllcrank movement.

o f the R .A .F . and W .R .A .F .— members 
o f the R .A .F .V .R . and the A .T .C . not 
being eligible . . .  45 different model 
types have been classified for R .A .F . 
record purposes and the first three 
records to be claimed arc : Wakefield 
(3 min. 46 sec.) ; towline glider (37 min. 
46 sec.) and Class ** A ”  F/F (1 min. 
52 sec.).

Other R .A .F .M .A .A . news is that 
F/Lt. J im  Hudson has arranged for 
the loan o f a  cine-camera this year, 
to obtain a complete record o f the 
Championships— the idea Ικ-ing to hire 
out the film to R .A .F . stations during 
the whiter months to raise funds for the 
Association.

★ ★  ★
a  f a v o u r it e  pastime of American 

magazine editors has long been that 
of listing the “  Top Ten ”  in various 
fields o f endeavour. A ir Trails decided 

to get into the act the other month by polling 300 
o f the country’s foremost contest fliers, model de
signers and club presidents to determine who were 
the “  Top Ten American Modellers.”  After the 
votes had been totted up, the following names (in 
alphabetical order) headed the list.

Henry Cole (who started the “  long Wakefield ”  
trend), Dennis Davis (of San de Hogan fame), Frank 
Filling (one o f America’s most prolific designers), 
Dick Everett (an all-rounder whose top interest is 
gliders), Carl Goldberg (designer o f the first pylon 
F/F), Walt Good (five times Nats. R /C  winner), 
Dick Korda (’39 Wakefield winner), Lew Mahieu 
(who once held all the Λ .Μ .Α . speed records at once), 
Jim  Walker (Ole* man U-Control himself) and 
Frank %aic (famous for his pre-war Y ear Books and 
present day Jasco  kits).

One o f these days, we should like to see a similar 
poll carried out b y  M o d el  A ir c r a f t , to find out the 
leading British modellers. But perhaps, on second 
thoughts, we shall all be much happier (with the 
exception o f “  the ten ” ) if  we never know the 
answer to that one !

★  ★  ★
•  t h a n k s  t o  F/Lt. A. F . Davidson, D .F.C ., for 
sending us a copy o f the 1952 R .A .F .M .A .A . Hand
book, from which we learn that the next R .A .F . 
Championships will be held at Newton, Nottingham, 
on September 6th and 7th. This year it is expected 
that as a result of the rapid expansion o f the Asso
ciation, more than 300 Service modellers from all 
the Commands will take part in the finals after 
competing in the eliminators.

Other points gleaned from the Handbook are 
that the Association was formed in October, 1949 . . . 
membership is confined to all serving members

This small team racer, referred to on this page, is powered 
by an E.D. .46 diesel engine
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•  b e r t  j u d g e  sends in ail addition to liis notes 
about the new Jetmaster unit, which were included 
in the June “  Model Talk.”  Apparently the c redit 
for working out the necessary data on which the 
original augment»' tubes were based, should have 
been given to N. K . Walker, of the “  Low Speed 
Research Association.”

In his letter, Bert—who won the Wakefield in *36— 
went on to tell us that lie would have liked to have 
had a shot at this year’s Blue Riband contest, but 
was unable to get any models ready in time, being 
too busy settling into his new home near the Wilmot 
Mansour factory. Before joining “  Jetex ”  some time 
ago, Bert had been with Ι.Μ .Λ. for fifteen years, 
the last five of which were mainly spent on the design 
and development of the 44 Frog ”  range of motors— 
a job which covered the drafting work and making 
and testing of all the prototypes. He is now engaged 
on a new series of kit models, the first of which is a 
20 in. span replica of the Saunders Roe SRjA i jet flying 
boat. No less than four models were built before 
the design was finalised and in the end it was found 
necessary to fit a pendulum rudder to counteract 
any tendency to swing to either side, due to the 
uneven thrust caused by the two “  50 ”  motors 
in the event of the fuses not being ignited simul
taneously.

★  ★  ★
•  LA ST MONTH, the Chelmsford Society of Model 
Engineers and the Chelmsford M .A.C. held their 
annual four-day “  Engineering in Miniature Exhibi
tion.”  We were invited to go along and judge the 
model aircraft section (some 60 entries) and as a 
result had the privilege of inspecting at close range 
some finely made models by members of the Chelms
ford and other East Anglia Clubs. Best model of 
the show was undoubtedly Chelmsford club member 
E. Mead's Super Cyclone powered R/C entry—an 
opinion apparently shared by the judges at the 
1950 Model Engineer Exhibition, where it was awarded 
first place in its class.

First in the power class went to the model men
tioned above and top model in the rubber and glider 
class was one of the best Fillon Champions we have 
yet seen, built by R. M. King (Chelmsford).

What at first looked like a couple of large “  solids ”  
of the Spitfire X IV  and the Thunderbolt, turned out 
on closer inspection to be rubber jiowcred r.t.p. 
models by E. P. Edwards (Chelmsford). P. Wise 
entered an attractive C/L R .E .8, powered with a 
Mills .75 and decked out in Xo. 12 Squadron mark
ings. Another well built old-timer was a C/L 
Sopwith Pup by K . J .  Dean (Brentwood). A Jetex 200 
Vampire by A. J .  Longstafle featured a well detailed 
cockpit interior, plus a sliding canopy. G. Foden 
(Chelmsford) entered one of his distinctive low wing 
Wakefields, complete with twin Jaguar·type blisters.

Frequent flying demonstrations were provided by 
R. M. King’s round-thc-polc Airspeed Ambassador. 
Built to a scale of 1/28, spanning 47 J  in. and weighing 
1 J  lb., this up-to-the-minute project is powered by 
two 24 volt 1 amp electric motors (surplus R.A.F. 
blower type)—which each deliver about 3.J oz.

static thrust, when driving scale diameter four- 
bladcd props. The tricycle undercarriage Ls fully 
retractable and the rather small wing area has been 
extended at the trailing edge with strips of celluloid 
to provide just that extra amount of lift needed 
to get the model clear of the deck.

★  * *
In  B rie f

Look out Canada ! Ted Martin has teamed up 
with Cyril Shaw in Toronto, to get the old flag flying 
in Maple Leaf T .R . circles. Seems like the streets 
arc really paved with gold out there. Ted already 
has an M .C. Sports and Cyril is now the proud owner 
of a Sunbeam Talbot 90 . . .  44 IIow long do you reckon 
it takes to build a Queen’s Cup model to the new 
specifications ? ”  we asked R.H.W. recently. 44 Fif
teen hours,”  came the reply, 44 that is, if you use a 
saw instead of a razor blade ! ”  . . .

It had to happen sooner or later—someone has 
built a prop driven Canberra ! A. W. Major, of the 
Hornchurch and District club decided that the 
famous bomber was too good a scale project to pass 
up, so he went ahead and drew up plans to suit a 
couple of Frog 500 powerplants. It takes a bit of 
getting used to, but the model should look fairly 
realistic in the air. Main specifications are : 5 3 ! in. 
span (5/72 scale), wing area 4 sq. ft. and weight 
5 !  lb. The fuselage is planked with £ in. sheet, 
the wings with in. and the tail surfaces are cut 
from I  in. sheet.

We knew it must be getting really windy at Fairlop 
on June 1st (International power trials, pay-load, 
R/C trophy and scale F/F events) when a youngster 
started cruising along the rumvays in his land yacht. 
Most of the birds w'crc walking and you could tell 
by the expressions on their faces exactly what they 
thought of those modellers who were rash enough 
to fly in any of the contests . . . Bill Winters latest 
R/C model is powered by a British diesel—the faithful 
old E.D. Comp. Special . . . We see from a copy of a 
German model monthly that most well - known 
British kits and engines arc now available there.

A. W. Major ond his twin Frog “  500 ” powered £.£. Canberra. 
This model was scoled up from a I /72 scole kit drawing.
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George Cameron, one of the 
co-designers holds a modified 

version of the “  Tyke."

fT ^ H lS  design was produced by a sub-committee 
jL o f the Leeds M .F .C ., the object being to plan a 

simple, easy to make and easy to fly Wakefield. 
The design had to be suitable for juniors who had 
only made two or three models, and also for the 
grey-beards who had been model flying since the 
bamboo and oiled silk days.

Accordingly wc made it as simple as possible— 
just the bare essentials o f a Wakefield, in fact—and 
incorporated a choice o f wing sections. There is 
Clark Y  for those who don’t like covering under- 
cambcrcd wings, and R .A .F . 32 for those who do, 
if  any. The rest is plain sailing. Even the propeller 
is about as simple as it could be ; and when you 
have finished you have got a model to Wakefield 
rules which will climb high enough to compete with 
the best in normal daytime conditions.

Performance is really up to the builder, first o f all 
in making the model, and later in trimming it. 
During construction, keep the weight down by 
using good quality wood, and only using hard wood 
where you think it is really necessary. The weight 
o f the whole model, minus rubber, should in no 
case exceed 4^ oz., and with a little care you should 
get it below 4 oz.

Fuselage
Build the two sides flat on the plan. Assemble them 

with the aid o f the two formers, using the flat portion 
on the fuselage top to keep the structure true. Make 
up the undercarriage box, bind it tightly with thread, 
and rub cement into the binding. Use ample cement 
on the gussets which hold the box to the longerons. 
The undercarriage and wheels are self-explanatory 
on the plan.

Propeller and Nosebloek
L ay  out the block from five layers o f 18 in. long 

quarter inch sheet, 1 in. wide, as shown on the plan. 
It is an advantage to drill each layer before assembly, 
and then to assemble them on a piece o f wire pro
truding vertically from the building board. The

centre hole for the bush is then automatically true.
I^eave the block to dry for 24 hours, then carve 

and sand. Cut away about half the block thickness 
at the back o f the hub to reduce weight and drag 
there.

Make the nosebloek from four layers o f }  in. 
sheet, with a rectangle made up from in. square 
to fit into the fuselage nose. Ensure that the bush is 
true, then carve and sand to shape.

Assemble by first bending the front hook, then 
adding washer, propeller, ball race and nosebloek. 
Bend the bobbin hook last of all.

Wing
Build this on the plan, first one side, then the other 

and finally assemble on to the centre section. Make 
good joints around the dihedral braces and add the 
fairing after covering.

Tail and Fin
No special instructions are necessary except that 

the fin base must be a good tight fit in the slot 
between the tail centre-ribs.

Cover the model with lightweight modelspan and 
give one coat o f clear dope. Use no coloured dope 
except on the nosebloek if  desired. It is preferable 
from the timekeepers’ viewpoint to make the fuselage 
a dark colour.

Motor
This is sixteen strands of Dunlop or Pirelli \  in. X 

1/24 in. rubber. The length will depend on the 
airframe weight— use enough to bring the total weight 
o f the model to 8 |  oz. As a rough guide about 180 in. 
o f Dunlop rubber strip weighs ioz., Pirelli is slightly 
heavier.

Lubricate the motor with castor oil or glycerine 
and tension it by splitting it into two halves o f eight 
strands each and winding about 70 to 80 turns 
in the normal direction on to each half. For flying, 
the motor should take about 15  tons per inch o f its 

[Continued on page 383)
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MODEL ΐ 

AIRCRAFT

r  I  ''H E  most compact and just about the lightest 
JL o f current £ e x . engines is the new Frog “  50.”  

It is also the lowest-priced ; which price, however, 
has not been achieved by any sacrifice in quality. 
The unit is well made, both in respect o f the quality 

o f the die-casting and machining.
Basically, the “  50 ”  is a  scaled down version of 

the “  1 5 0 ”  model introduced last year and dealt 
with earlier in this series. The only notable design 
modification is the use o f a slightly higher stroke/bore 
ratio. Externally, the appearance o f the engine 
differs only in the use o f a die-cast metal tank (in 
place o f the transparent plastic one on the “  1 5 0 ” ) 
and in the vee-type compression lever and slightly 
deeper cylinder fins.

A t the time o f writing, Frog “  50’s ”  have not yet 
become generally available at home, the bulk of 
production being exported, and the co-operation o f 
the manufacturers was, therefore, gladly accepted 
in the supply o f a unit for test purposes. By the time 
these words appear, “  50’s ”  should be a little more 
plentiful.
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Swept volume : 0.499 c.c. (0.0305 cu. in.).
Bore : 0.343 *n· Stroke : 0.330 in.
Stroke/bore ratio : 0.962 : I.
Compression ratio : Variable.
W eight: 1.2 oz. (including tank).
Genera! structural data : Die-cast aluminium 

alloy crankcase and rear cover. 
Hardened steel cylinder, ground and 
honed and threaded into crankcase. 
Mcehanitc piston and contra-piston, 
ground and lapped. Silver-steel gud
geon pin, tight press fit in piston. 
Forged hiduminium R R .56  connecting- 
rod. Hardened steel crankshaft, ground 
and lapped. Spray-bar type needle- 
valve assembly. Beam or radial moun
ting. Detachable fuel tank, attached 
with single screw to crankcase cover 
and may be rotated for inverted or side- 
mounted running.

T est E n gin e D ata
Total time logged : 2 hours.

Sp ecificatio n
Type : Single cylinder, 

air cooled, two-cycle, com
pression - ignition. Rotary - 
valve induction through hol
low crankshaft with sub
piston supplementary air 
induction. Annular exhaust 
and transfer porting. Coni
cal piston crown.
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This picture shows the small size of the engine.

Fuel used : Ether (40 per cent.), castor-oil (30 
per cent.), kerosene (30 per cent.) plus, 2 per cent, 
amyl-nitrate.

Perfo rm ance
In submitting the “  50 ”  engine for test, the makers 

stated that a r.p.m. check had shown it to be about 
2,000 revs down on the potential performance, and 
it was suggested that this improvement would be 
realised after about two hours’ running-in. Such 
an improvement, of course, calls for a very big 
increase in horsepower as delivered at the shaft 
and the engine was therefore run-in for the period 
specified and a check kept on the power being 
delivered.

After a few preliminary runs to check for any 
undue lightness, the engine was loaded to produce 
an even speed of 9,000 r.p.m. At the end of lialf an 
hour of intermittent running, an improvement of 
approximately 16 per cent, b.h.p. was obtained. 
During the next hour, a further 14 per cent, b.h.p. 
was registered. No further increase 
was detected beyond this period.

The engine showed a negligible 
loss of power when running hot.
It was, therefore, given two conti
nuous runs of i", min. each at 10,000 
r.p.m. Power checks were taken 
at the beginning and end of each run.
The engine held even readings 
throughout each run.

The fuel used throughout the 
tests, and for running-in, was the 
mixture given above, which the 
makers advise for this engine. The 
use of “  etherless ”  type fuels, such 
as Frog “  Powa-Mix,”  is not re
commended for use with the “  50.”

The “  50 ”  was then run over a 
speed range of 6,000/13,500 r.p.m. 
to obtain readings for the torque 
and b.h.p. curves. At the lower 
speeds there was some fluctuation 
and the “  50 ”  definitely seems to 
prefer to run at speeds above 8,000 
r.p.m., than below this figure. The 
best torque figure obtained was

approximately 3.8 in. oz., which is very good, being 
equivalent to a b.m.e.p. of nearly 50 lb./sq. in. and 
this seemed to suggest that a good mechanical 
efficiency had been achieved following the 2-hour 
running-in period. It is, of course, just possible that 
further prolonged running-in may result in a slightly 
higher figure being realised at the top end of the 
speed range, accompanied by a higher peak b.h.p. 
and r.p.m., but the decline of the torque curve Is, in 
fact, at quite a normal rate, while the actual figures 
of just over 0.042 b.h.p. at around 12,600 r.p.m. is, 
of course, a very good performance for a 0.5 c.c. 
unit.

As regards general handling characteristics, we 
have only one complaint to make and this, in any 
case, may only apply to the example tested. On the 
test engine, the contra-piston was unduly tight 
which not only made adjusting it rather uncomfort
able but, more important, complicated the tests 
by making it impossible to reduce compression once 
the engine was running. Thus, every re-adjustment 
to suit load had to be made towards the critical 
setting by increasing compression, and not by backing 
off from excess compression. If, when running, the 
engine began to indicate symptoms of being over- 
compressed for the load, it was necessary to stop the 
engine, prime and flick to return the contra-piston 
re-start and re-adjust to a lower setting.

It must be emphasised that this is very unlikely 
to be a fault common to all “  50’s.”  It is men
tioned only because it is the purpose of these tests 
to report on all such effects encountered. In all 
other respects the engine behaved perfectly and it 
was not thought that a request to the makers for a 
replacement test unit was warranted.

Most very small high-performance diesels tend to 
be slightly more critical to starting adjustments 

(Continued on page 381)
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o z.

Yulon 29* ... 7/32 9/16 1 21/32 H
Amco 3.5* ... 1 * U 41

Mills 2.4 ... i] i 13/16 5 5 /8
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H e n r y  T u b b s ' p o w e r  e n t r y  m a k e s  a  
c le a n  ta k e  off.

R o n  W a r r i n g  c a m e  se c o n d  in  th e  p a y 
lo a d  e v e n t .

E l l io t  H o r w ic h  (W h it e f ic ld )  q u a lif ie d  
a s  re s e r v e  m e m b e r  o f  t h e  p o w e r  te a m . 

H a r r y  H u n d le b y  j u d g in g  th o  e n t r ie s  
f o r  t h e  S u p e r  S c a le  C u p .

P . E . N o r m a n  w i t h  h i s  F o k k e r  T r i -  
p la n c .

R a y  M o n k s ’ p o w e r  m o d e l  w o n  h im  a  
p la ce  in  t h e  te a m .

W H IT SUNDAY 
MEETING at FAtRLOP

warn
I.  S i l v io  L a n f r a n c h i  c h e c k in g  t h e  e n g in e  

r u n  o n  h is  p o w e r  m o d e l.

2. C h a s .  T a y lo r  m a k in g  f ina l a d ju s tm e n t s  
to  D e n  A l l e n 's  w in n in g  R ; C  e n try .
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Upper Wing 
3//£  balsa

Undercarriage fix

E  D  B A B Y  shown 16 g  wire bolted  
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Bottom  stub wings 
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Dowel jo in e rs

Interplane strut
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T H E  M O D E L  S H O P
13. B O O T L E  S T R E E T .  D E A N S G A T E .

M A N C H E S T E R .  2.
Opened in January 1951, by Mr. R. E. Ridyard, chc shop is 

managed by his son Keith, w ho is seen in tho photograph above. 
Both arc keen m od c llcn  and members o f the Sale M .A.C.

T o  cope with its expanding business the shop has been 
extended to  double its original size and it is now possible to  
display the comprehensive range o f model aircraft requisites 
which is stocked.

Warncford’s arc back w ilh  finished, rcarly-to-fly 
rubber models. Their first is called the Wasp and is a 
16 in. span stick design which sells for 8s. 6d. Older 
readers will remember that in the early 1930’* 
YVameford ready-made stick models were a great 
attraction. O f hardwood and wire construction 
with oiled silk covering, they really flew. Quite a 
number of present day experts will admit to having 
been set on the “  duration ”  road with a Warneford.

These will include such modern prototypes as the
Vickers Valiant, etc.

* ★  *
T o  any retailers who have not been circulated wc 

take this opportunity of advising them that all JeU x  
products are now distributed direct by the manufac
turers. All future trade orders, etc., should therefore 
l>e despatched to Wilmot, Mansour & Co. Ltd., 
Salisbury Road, Totton, Hants.

*  *  *

We can thoroughly recommend the new M .S. 
“  Lockfast "  adjustable hold-down bolts for mounting 
all sizes o f motors up to 5 c.c. These obviate the 
necessity o f soldering the heads of screws to a length 
o f wire under the bearers, or similar methods, to 
prevent the screw's turning as the nuts arc tightened.

Λ  pointer here for retailers. We tried in several 
model shops to purchase a 6 B.A. box spanner. Only 
one out o f six could supply. Now this, wc would have 
thought. wras an accessory every retailer ought to 
have in stock.

Messrs. Wilmot Mansour &  Co., manufacturers of 
Jc ic x  motors, are working -on a 10 ft. 6 in. span radio 
controlled glider project for the Ministry of Supply. 
This work is being carried out jointly with the Low 
Speed Aerodynamic Research Association. The model 
was designed by N. K . Walker as a R /C  test bed,

A very welcome addition to the accessory line 
is a  new graduated fuel tank produced by The

Model Shop (Newcastle). 
This has been specially 
designed for baby engines 
and has a non-removable 
filler cap (a good point, 
for this part cannot get 
lost) ; tapered nozzle to 
fit any size o f fuel tubing ; 
and stout mounting lugs. 
Just the sort o f accessory, 
in fact, that contest model
lers have been looking for 
for a long time. Judging 
by the “  bodge jobs ”  wc 
have seen on the flying 
field with home-made cellu
loid tanks, this is not an 
item that the average model
ler likes making liimsclf. 

Price o f the “  M .S .”  tank is «ts. 3d. (including P.T.).

and construction and flight testing have been in the 
hands of Λ. A. Judge who, as we reported earlier, 
joined Wilmot Mansour recently from International 
Model Aircraft.

M ain object behind this experimental model, it 
appears, is to test the practicability o f radio con
trolling target gliders to be used for gunnery practice.

* * *
Production of the first o f the new Kcilkraft t 72nd 

scale solid kits has been delayed so that a complete 
range o f ten models can be launched simultaneously.
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T E ST  R E P O R T
Twenty-nine and fourpence may at first sight 

seem a lot of money for a Jetex “  ioo ”  unit but when 
you come to examine the new “ Jetmaster ”  in detail 
you quickly realise that it is quite an intricate piece 
of mechanism (if such a term can be applied to a 
power unit with no moving parts). Furthermore, 
it is designed and manufactured to the very highest 
standards.

The “  Jetmaster ”  represents a considerable ad
vance over the original “  ioo ”  unit with its greater 
thrust and more streamlined appearance. It is not, 
however, a unit which can be treated with careless 
abandon. It needs proper maintenance and careful 
cleaning—both simple and straightforward jobs, 
but very necessary.

The redesigned clip assembly makes it easier to 
reload the unit but the space between the jet hole 
and the charge is now considerably increased. 
Since the wick is a fairly close fit in die jet hole this 
docs make insertion of the wick a little more tricky. 
It is imperative, in fact, that the jet be thoroughly 
cleaned after each firing and a special tool is provided 
for this purpose. On test we found it easier to use a 
longer length of fuse than that specified so that there 
was enough to hold the fuse rigid in the fingers and 
push the end right through the jet before attempting 
to replace the main end cap. Surplus fuse was then 
cut oil to leave the recommended £ in. protruding.

Λ  series of thrust tests were carried out on a simple 
piece of apparatus made for the job. This is shown

in the diagram, together with a graph of the results. 
The spring used was wound from 30 s.w.g. piano 
wire, aged by “  working ** some five hundred times 
under load and the trolley scale then calibrated with 
hanging weights. At the end of the tests the cali
bration of the scale was again checked.

The resulting thrust curves have been smoothed 
to give a more straightforward picture of comparative 
results. In all cases the thrust was more nearly 
constant with the augmenter tube than without.

With the augmrnter tube, and using Red Spot 
fuel, the makers’ claimed figure of 2.25 oz. thrust 
was achieved on all tests. With the augmenter 
tube and standard “ Je te x ”  fuel, average thrust 
was almost exactly 2 oz. Thus the Red Spot fuel 
gave a 20 per cent, increase in thrust over standard.

Without the augmenter the increase in thrust was 
somewhat smaller. An average thrust of approxi
mately 1.85 oz. was obtained with Red Spot fuel 
as against 1.7 oz. with standard fuel (increase about 
9 per cent.) but both figures were above those 
claimed by the makers.

For lighting the fuse when an augmenter tube is 
used a wire gadget is employed which grips a 
cigarette and is passed up the augmenter tube from 
die rear. This worked quite satisfactorily and was 
quite easy to use. It is. in fact, about the only' 
practical method of firing the unit when an augmenter 
tube is fitted.

Although no apparatus was available to check, 
the Red Spot fuel appeared to burn hotter than 
standard fuel. Gauzes disintegrated after three 
firings and the main cap washer needed replacement 
after every' seven or eight firings, on average.

The one criticism we have of the “ Jetm aster”  
unit is the method of mounting. This is most in
genious and, like most other good design features, 

(Continued on page 379)

2  4 6 3 /0 / 2 / 4 / 6 / 6  SECS.

WITH AUGMENTED TUBE
AUGMENTED

TUBE

WITHOUT AUGMENTER

T R O L L E Y

RED  SPOT FUEL 
STANDARD FUEL

GRADUATING WEIGHTS
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Prototypes Worth 
M odelling

N o . 24 T H E  V IC K E R S  

S U P E R M A R IN E  S W IF T

B y  V .  II. M a y e o e k

Photos.: Cher Its C. Brown

r l ' 'H K  Vickers Supermarine Sw ift, fitted with a 
X Rolls R oycc “  Avon ”  axial-flow turbine first 

flew in August, 19 5 1. It was developed from the 
Attacker and has m any parts in common with that 
aircraft.

The fuselage is o f circular section and. where it 
joins the mainplanes, consists o f three heavy bulk
heads, and a half bulkhead under the mainspar 
connected by the stiffened lower half o f the skin. 
These and the upper half form into a complete drum 
of great strength. T h e central main bulkhead 
carries the pick-up points for the main spar and 
divides the fuselage into two bays at the centre sec
tion. T h e forward portion contains the divided air 
intakes and the after portion, the engine bay. The 
“  Avon ”  runs the full length o f the engine bay with 
the tail pipe protruding through. The housing 
containing the compressor and combustion chambers 
is mounted on to the half bulkhead ; the thrust and 
inertia forces are taken up by diagonal struts. The 
main fuel tanks fit the space between and above the 
air ducts, while a further saddle tank is over the 
engine bay.

The mainplanes arc sharply swept back and have 
two spars. There are two special ribs where the 
outer panels are attached. The front spar is o f  box 
section, and the rear spar I-section inside a C-section. 
The front portion o f the fuselage carries the pres
surised cabin. Pressure and heat for the cabin are 
supplied from the engine compressor. T h e fixed 
windscreen has double panels each side and at the 
front. T h e after part o f the canopy slide's rearwards 
on a rail and can be jettisoned when the ejector scat 
is to 1)0 used. In front o f the pilot is an armour 
plate, and there are two curved plates each side. 
A n emergency exit is placed each side in front o f

the air intakes. They can be opened from outside 
or inside.

The controls arc very similar to those o f the 
piston-engined Vickcrs-Supermarine Spiteful. A 
gyro gun sight is fitted and the armament probably 
consists o f four 30 mm. cannon with 300 to 400 
rounds for each. The V H F  radio, beam approach 
and IF F  systems are all housed in the quickly de
tachable nose.

The colour scheme is highly polished metal all 
over, plus the usual red, white and blue R .A .F . 
markings and the lettering in black. The number 
o f the prototype is W J960, placed each side o f the 
after end o f the fuselage in line with the leading edge 
o f the tailplane, and on the undersurfaces only o f 
the mainplanes, fairly large and close to the leading 
edge. The main dimensions arc as follows : span 
3 1 ft. 8 in ., length 43 ft. 4 in.

The undercarriage ls o f the tricycle type, the nose- 
wheel retracting forwards and the mainwhecls 
inwards, aft o f the main spar. As announced 
recently, the Sw ift is the first swept-wing fighter 
to go into quantity production for the R .A .F .
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R eport on

P art II Perform ance  Factors and D esign  T rends

IN  the first part o f this article, published last 
month, wc discussed the question o f performance 

variation, as recorded by the “  Engine Tests,”  
between apparently identical examples o f model 
engines, and o f the factors which influence such 
variation.

Before going on to analyse the progress which has 
been made o f recent years, it is, perhaps, appropriate 
to insert at this point, some notes o f the meaning 
o f the various units by which the performance o f a 
model engine is measured and recorded for the test 
reports.

Inevitably, this will repeat certain o f the definitions 
included in the writer’s earlier article, “  Facts and 
Findings on Engine Tests,”  published nearly two 
years ago in M o d e l  A i r c r a f t , but this is necessary 
for the benefit o f new readers unacquainted with 
these terms. Some additional information is, how
ever, now included. The terms arc torque, b.h.p., 
b.m.e.p., power weight and power/displacement 
factors and piston-speed.

Torque is simply the turning effort exerted by an 
engine when it is running and is usually measured 
in foot-pounds, inch-pounds or, for very· small engines 
where the larger unit would run to unwieldy decimals, 
in inch-ounces.

In the past, there has been a tendency to confuse 
torque with airscrew design. One has seen it stated
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that a propeller o f a certain type should be used on 
such-and-such a model because it “  has less torque ”  
and will therefore lessen the tendency towards spiral 
dives.

This is very muddled thinking. Torque reaction, 
which is the effect that causes an aircraft to bank 
to the left, with a normal anti-clockwise rotating 
engine (viewed from the front) is entirely dependent 
on the torque generated by the engine.

The only way in which a change o f airscrew could 
influence torque value, would be by its power- 
absorption characteristics being either higher or 
lower, thus increasing or reducing the load on the 
engine and thus lowering or raising the shaft r.p.m. 
If, on the original airscrew, the engine had been 
running at a speed corresponding to the maximum 
torque—i.e., the figure developed at the peak o f the 
torque curve— then a reduction in torque could be 
achieved by the fitting o f a prop which caused the 
revs to rise or fall sufficiently to correspond with a 
point on the curve where less torque was generated.

Generally, running an engine at a high speed, 
rather than at an excessively low speed, is the most 
effective way o f reducing torque without sacrificing 
power, but if  the motor in question is designed for 
high speed and has an exceptionally flat torque curve, 
this may mean that an increase o f several thousand 
r.p.m. is required—probably outside the limits for 
a propeller o f efficient dimensions.

On the other hand, with some lower speed engines, 
increasing revs from, say, 8,000 to 9,000 or 10,000 
r.p.m., can result in a considerable drop in torque 
where there is a quick decline o f the torque curve 
beyond its peak.

For the most part, however, the torque curves of 
modern engines are such that no useful purpose is 
served by juggling with props to reduce torque 
reaction effects. Rather, a prop should be chosen 
which makes the best possible use o f the engine’s 
power, consistent with aerodynamic considerations, 
and a trim adopted to avoid excessive and undesirable 
banking from torque reaction. This really only 
applies, in any case, to scale type models. In com
petition frcc-liight types, design is generally such 
that torque reaction effects arc subdued by counter
acting forces, such, as gyroscopic and slipstream 
effects.

B .H .P . or brake-horsepower, is the power devel
oped by an engine as measured with suitable appara-
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tus, such as a friction brake or reaction dynamo
meter. B.H.P. is the difference between die indicated 
horsepower (i.h.p.) or power developed within die 
engine before accounting for mechanical losses, 
and the f.h.p., or frictional-horsepower, and is thus 
the actual power available at the crankshaft.

Some confusion regarding the meaning of “  horse
power ”  has been apparent in the past due to the 
existence of various formulae and rating systems, 
such as R.A .C., Rating, Treasury Rating, S.A.E. 
Rating, etc., as applied to motor vehicles. The 
Treasury or R .A.C. formula was originally devised, 
in the early days of motoring, as a means of rating 
motorcars and, used for taxation purposes, gave a 
purely nominal figure based only on the bore and 
number of cylinders. Thus did cars become desig
nated “  12 h.p.,”  “  20 h.p.,”  etc., although, in fact, 
these figures bore little relation to the actual power 
delivered and the majority of touring cars now 
develop three to five times their R.A.C. rating, 
while a modern Grand Prix 2-stagc supercliarged 
racing car of i£ litres—nominally, perhaps, 15 
R .A.C. h.p., may develop as much as 400 b.h.p.

Full scale aircraft engines arc normally rated 
according to their b.h.p. output at certain safe 
operational speeds and at certain altitudes. Unlike 
model engines, many full size engines arc made to 
utilise only part of their maximum potential output, 
i.e., their rated working b.h.p. and r.p.m. arc obtained 
below the peak of their power curves.

In all cases, however, the meaning of b.h.p. is 
the same and the definition for this is that one 
horsepower is the equivalent of 33,000 ft. lb. work 
performed in one minute. Thus, torque and revolu
tions per minute, multiplied together in a suitable 
equation, gives us brakc-horscpowcr.

B .M .E .P . or brake mean effective pressure. More 
useful than the torque figure, as a measure of the 
efficiency of an engine, is the b.m.c.p. In effect, 
b.m.e.p. gives as a “  specific torque ”  figure, i.e., 
one that is relative to the capacity o f the engine and enables 
us to quickly compare the torque developed by 
different engines, irrespective of piston displacement.

Actually, b.m.e.p. refers to the average pressure 
exerted on the piston throughout the power stroke. 
B.M.E.P. curves form an extremely useful basis 
for comparison between different engines and also, 
incidentally, between different fuels. Being directly 
related to torque, b.m.e.p., always expressed in 
pounds per square inch, gives a clear indication of 
the efficiency of the engine in making use of the 
energy liberated by the combustion of the fuel. 
With current model two-strokes, a value of 4045 
lb./sq. in. is average. 50 lb./sq. in. or over may be 
considered good. 60 lb./sq. in. is exceptional and has 
only been reached or exceeded on four occasions 
during tests.

The speed at which the maximum torque or 
b.m.c.p. is reached is also significant. A  high 
figure at low speed will indicate good low-speed 
flexibility and pulling power—e.g., the ability to 
swing a fairly large diameter prop. On the other 
hand, where the maximum b.m.c.p. is reached at 
high revs (or is maintained at a fairly even rate well

up the r.p.m. scale) the designer’s interest in the 
highest possible b.h.p. is suggested—as in all racing 
engines.

Piston Speed. Piston speed gives an indication of 
the useful life of an engine. For full scale practice, 
a value of 2,500 to 3,000 ft. per min. mean piston 
velocity, has been laid down as the maximum speed 
at which an engine should be operated contin
uously. Only in the case of high quality racing 
engines do piston speeds frequently exceed 3,000 
f.p.m.

The piston velocity at peak r.p.m. reached in 
tests with a 10 c.c. model racing engine has not 
exceeded 2,400 f.p.m., this being re a lis t  at between 
16,000 and 17,000 r.p.m. Appropriately, the lowest 
speeds (700 f.p.m.) have been reached with very 
small short-stroke c.i. engines where minimum 
bore wear for the maintenance of a good seal with 
lapped pistons is important.

Power,'Weight Ratio and Power!displacement Ratio 
factors arc virtually self-explanatory. Power-to- 
weight ratio is simply the maximum b.h.p. divided 
by the actual weight of the engine and expression in 
b.h.p./Ib. The powcr/displacemcnt ratio gives a 
specific power factor which facilitates the evaluation 
of the performance of engines of different capacities 
and is obtained by dividing the maximum b.h.p. 
by the swept volume and expressing the result in 
b.h.p./litrc.

The advances in model aircraft engine design, 
and in the performance realised, have been out
standing during the past five years. Based on the 
average performance obtainable at the beginning 
of this five-year period, when the writer first started 
to conduct b.h.p. tests, present-day engines arc, 
for example, about 100 per cent, more powerful.

The greater power, of course, has been mainly 
brought about by higher peak r.p.m., although 
improvements of up to 20 per cent, in b.m.e.p. 
have also been a contributing factor.

In general, the greater r.p.m. and torque can be 
attributed, almost entirely, to improved porting. 
The use of ball bearings in some cases has, of course,

TREND Ο Γ DESIG N A M E R IC A N  ENGINES I95I/S2
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been o f assistance in maintaining mechanical effi
ciency at a higher level than would otherwise be 
obtained at very high r.p.m. with plain bearings, 
but this has mainly applied to the very high-revving 
glow-plug and spark ignition racing types, as have 
improvements due to more powerful fuels. With 
diesels, fuel developments have not made any sub
stantial contribution to indicated power outputs.

A n analysis o f the specific outputs o f various 
British engines produced in the five years 1946/51, 
shows that the greatest advances were made in 1949.

This corresponds with the extensive adoption of 
the 360-degrec porting system for diesels combined 
with a shaft type rotary admission valve, and led 
by Elfin and Amco. Although, o f course, a few 
other diesels using different layouts have achieved 
similar levels o f performance, it was this type that 
indicated the high power/weight ratios and r.p.m. 
which were previously considered the exclusive 
features of the high-speed spark-ignition and glow- 
plug ignition engine.

From power/weight ratios o f less than 0.4 b.h.p./lb. 
common for diesels in the 1946/48 period, both the 
Amro 3.5 and the Elfin 2.49 achieved the 
magic one-horsepower-per-pound figure, with peak 
speeds well into five figures, the latter engine also 
distinguishing itself by being the lirst diesel to 
approach a specific output of too b.h.p./litre— a 
figure still confined to very select few among c.i. 
types.

Lowest weight of any diesel on the basis of weight 
per c.c. was actually achieved by the Amco 3.5, 
but this was accompanied by a rather severe crop 
o f structural failures and a retraction in favour o f 
slightly greater weight was evident in the 1951

BB. 3.5 Amco model, which suffered no reduction 
in power/weight ratio, however, since a further 
substantial improvement had been made in b.h.p.

The tremendous strides which have, in fact, 
been made in British model engine design and per
formance are graphically shown in Figs. 7, 8 and 9.

Unlike the diesel, the glow-plug engine has not 
shown any marked improvement since its introduc
tion to this country—except over one or two sub
standard designs appearing in 1948/49. This 
is due mainly to the fact that this type o f engine, 
and the spark-ignition engine from which it had 
stemmed, had already been developed to a high 
standard in the United States and the general 
requirements o f high-performance design were, 
therefore, already understood ; also liccause the very 
high output at high r.p.m. which are the attributes 
of the 5-10  c.c. class racing glow-plug motors, are no 
longer in such great demand, following the decline 
o f interest in competition C, L  flying.

It will be noted that a glow-plug engine docs, in 
fact, show the highest value in each o f the three 
graphs. All three top places, arc, in fact, filled by 
the Series I I I  model Eta “ 29,”  thus making this 
the best performing British model aircraft engine 
produced to date.

During the past year it has become increasingly 
evident that the days o f new engines being introduced 
every month arc gone. Standards of design, con
struction and performance have now been established 
and at no time since 1946, have design trends been 
so static. This applies not only to Great Britain, 
but to the United States as well and the time would 
seem to be ripe, therefore, for a general review of 
current design trends in both countries.
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The accompanying illustrations on trends of design 
arc based on all engines marketed in each country 
at the end of 1951. The percentages are based on 
the number of makes and types marketed—not on 
actual production or sales, in which the cheap and 
popular engines may far outnumber other types— 
and they do hot, therefore, constitute a poll of feature 
popularity.

From these analyses, it will be seen that the vast 
majority of British motors arc compression-ignition 
types (76 per cent.) of between 1 c.c. and 3.5 c.c. 
(60 per cent.), with 84 per cent, of the total under
3.5 c.c. By contrast, the U .S. engines arc almost 
exclusively spark-ignition and glow-plug types and 
the greatest number of engines arc found in the
3.5 to 6 c.c. group (35 per cent.) and over 6 c.c. 
group (28 per cent.).

360-degrce porting accounts for some 55 per cent, 
of British engines, but in America, where the system 
originated, only 22 per cent., mostly among the 
under 0.1 cu. in. sizes, employ annular port design. 
Only one in ten British models use the 180-degrec 
exhaust port system common to racing types, whereas 
37 per cent, of U.S. motors feature thus.

The popularity of the shaft rotary-valve is firmly 
established in both countries, this type of induction 
having gained ground in America, over the disc 
valve, with the introduction of “  Half-A ”  motors 
and of the shaft-valve McCoy models—formerly 
an exclusively disc-valve make, while even the well- 
known Forster “  29 ” —pioneer of production disc- 
valve engines, has lately appeared in a shaft-valve 
version. This reversion to the simpler shaft-valve 
can, of course, be attributed more to the demands 
of cheapness than efficiency. The orthodox three-
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port layout is now the least used and, in both coun
tries, less than one in five engines now employ it.

Being mainly c.i. types, only one in ten British 
engines features piston-rings, but one in three 
American pistons is ringed, while almost an equal 
number of U.S. engines have ball or roller main 
bearings, against one in four British motors thus 
equipped.

Methods of mounting show similar trends in both 
Britain and the U.S., beam being the most popular. 
Where radial fixing is featured, this is more frequently 
found to be complementary to beam mounting lugs, 
than as the sole method of mounting.

Not the least important development, in post
war model engine production, has been the very 
considerable decline in prices. This, so far as 
British engines are concerned, is shown in Fig. 10, 
for engines up to 6 c.c. and is particularly noteworthy 
for the fact that, during this same period, most 
other manufactured goods have steadily risen in 
cost to the consumer. A  slight rise has been evident 
following the general imposition of purchase-tax 
from the end of 1950 but, for the most part, the 
general level of prices is actually lower than the pre
war average.

N E X T  M O N T H
M ODEL AIRCRAFT will contain a full 
report and pictures of the Wakefield 
Trophy Event held in Sweden. Be sure not 

to miss this issue.
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Sp ecia l A irc ra ft
The most momentous event in the model world since 

the launching of the first thermal is the recent record 
application for a revolutionary type of special aircraft. 
By the simple process of mating the upper works of an 
autogiro with an ordinary glider a form of perpetual 
motion has now been established and the bogey of gravity 
at long last overcome.

The principle on which this unique machine works 
is of such utter simplicity that even a child can under
stand it. Perhaps had I been a child 1 wouldn’t have 
found it so incomprehensible. Still, 1 must say that the 
idea appeals to me. Even as a small boy, I never could 
understand why my little c hum’s kite could fly merrily 
aloft for hours on end while my own little aeroplane 
would persist in falling to the ground almost as soon as 
it was launched. This was just as inexplicable to inc as 
the fact that, whereas I could quite easily lift up other 
little boys of my own size and weight I couldn’t elevate 
myself one single inch off the deck. I ’d stand in a basket 
and tug at the handles for hours, but always without result.

Now I no longer need be disturbed by the memory 
of that blooming kite After tacking a set of vanes on the 
old glider I ’ll at last have a model which doesn’ t have to 
come down every few minutes for a shot of fuel, a wind-up 
of rubber, or a long, hard tow. And no strings attached 
either.

Observers at a recent High Court action were impressed 
with the judge's quick grasp of the fundamentals of R/C 
model flying.

This suggests to me that it would be a good thing 
for our learned judges to l>e brought into closer contact 
with those light-fingered airfield lurkers who have an 
equally quick grasp of the fundamentals of power model 
flying.

A M illion  C huck G lid ers
It is well said that the road to a certain torrid, sub

terranean domicile is paved with good intentions. This 
could be aptly applied to the recent efforts of a number of 
well meaning back scat fliers to unleash a pestilential 
horde of chuck-gliding young perishers on to our already 
much abused flying fields.

That the scheme is a worthy and public spirited one I 
have no doubt, and were I not a selfish model flier with
out any concern for the well-being of the nation’s youth I 
would unhesitatingly give every support to the policy of 
driving the destructive little brutes into large open spaces, 
where they would be rendered less harmful to the peace 
loving community. However, as a selfish model flier, 
with the usual dog-in-the-mangcrish attitude towards his 
few privileges, I am quite happy to sec the delinquent 
little juveniles tearing down my fences, breaking my milk 
bottles, or smashing my windows, just as long as they 
stay off the flying field !

W here T w o ’s  a  C row d
Official eyebrows were raised askance when recently a 

model club with a total establishment of only two mem
bers unabashedly applied for rc-affiliation. On the 
surface of things it does appear rather an impudent 
request. Or perhaps a pathetic one—it all depends upon 
your point of view. My own view is that, if by happy 
chance, both members arc on the active flying list, then 
the club, albeit small, must be regarded as a much 
livelier proposition than many a dub with a long and 
impressive paper membership.

Indicative of this is the existence, in the London Area, 
of an informal body known as the Fairlop Mutual Aid 
Society. Only two qualifications are necessary’ for 
admission to the society : a model box and a lost look. 
The present membership, about a dozen, comprises the 
active flying elements of some 20 or more Ixmdon model 
clubs. Flying, repeat flying, meetings are held every' 
Sunday, and all refugees from paper clubs arc extended a 
hearty’ welcome.

Speaking to a newly joined member, I was informed 
that he was officially attached to a large and flourishing 
club. A  really go-ahead sort of concern, simply swarming 
with brisk and efficient types busily organising its many’ 
and elaborate functions. Club meetings, A.G.M ’s and 
other official fixtures were models of their kind, and the 
annual programme was a star studded galaxy of exhibi
tions, dances and lavish club dinners. Yet in spite of all 
this commendable club activitiy our friend confessed to 
feeling rather out of things. He couldn't quite understand 
why, but thought it might be due to the fact that he 
was the only member who still flew model aircraft.

London Area officials are looking a trifle less careworn 
since the authorities decided to drop the Fairlop back 
rent claim. The only back rents now being collected 
arc by bods climbing over the new barbed wire fencing.

One club, we hear, has decorated its airfield clubroom 
with beer mats. Judging by the rate at which modellers 
are being kicked out of aerodromes all over the country 
I should have thought that prayer mats would have been 
more in keeping.
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No. i  on this month’s variety bill, is a  photograph 
by J .  B. Stewart, of Salisbury, and shows fellow 
club member L. Wheeler hand-launching a very 
slcck-looking semi-scale power model.

The beautiful solid in photograph N o. 2 was 
built by Phil Landray, of the Wimbledon Power 
Club, and is the prototype of a range of models 
which will be made available to American and 
Canadian Air Force pilots in England. The model 
is a I2| in. span North American Sabre, and lias a 
really superb sprayed silver finish. The photograph 
was taken by R . A. Adams.

In N o. 3  we have something really ambitious in 
the way of radio-controlled models. In the picture, 
newsreel cameramen are seen filming a demonstration 
flight by a 1/10 scale model of the U.S. Navy’s 
XPfjY-i turl>o-prop flying boat, at San Diego Bay, 
Southern California, where tests are carried out by 
Convair’s hydrodynamic research lab. The model 
is actually powered by jets, and the control panel on 
the right of the picture certainly involves rather 
more than the usual prcss-Button-A technique!

In photograph N o. 4 we arc treated to a portrait 
of that well-known Fairlop landmark—Len (Stoo) 
Steward of West Essex. The model with the rather 
vacant expression' that he is seen holding, is his 
Kestrel-powered Littli Tram, an R/C model using a 
home-built receiver. It has flown consistently for 
the past two years, and was flown between the vcc 
aerial masts on its first day out ! The photograph 
is by Chas. Taylor.

Our star award this month goes to N o. 5. a beauti
ful 1/9 scale Hawker Demon, by I). Bryant, of the 
South London Seale club. The model is powered 
by an Elfin 1.8, is silk-covered, and with a span of 
44 in., weighs 2 lb. 2 oz. It is finished in the colours 
of No. 23 Sqn., and was photographed by J .  Savage 
with—a box camera ! Panchromatic film was used, 
with a pale green filter and a close-up attachment.
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George Davie's highly manoeuvrable 
“ Super-Brigadier ” R/C model which 
is equipped with an E.C.C. hard-valve 
receiver. Note small, high-speed prop 

for aerobatics.

ΤΓ A T E L Y  we have'been flying a Berkeley Super- 
JL.JBrigadier. (Note to old-timers : this is not to 
be confused with the Super-Buccaneer of pre-war 
fame). This model is good: outstandingly so. Yet 
the design is really quite conventional—conventional 
in that it is a straightforward high-wing cabin mono
plane of moderate dimensions and uses none o f the 
strictly “  R C  model ”  features which have come 
into fashion, most o f which can be traced to 
the Rudder bug.

The Brigadier was designed 
by the well-known American 
frcc-flight expert and former 
National Champion o f that 
country, Henry Struck (with 
certain o f the structural design 
by Bill Eflingcr) for R /C  and
P.A.A. Load contests. It is kitted bv Berkeley/  »
Models Inc., o f New York, and has had a number 
of contest successes during the past couple o f years 
or so.

The model has a wingspan o f 57 in. and is approxi
mately 38 in. long. The wing area is 480 sq. in. 
and the empty weight o f the Ρ.Α.Λ. Ix>ad version 
is given as 29 or 33 oz. according to whether a spark 
ignition or glow-plug engine is used. For the 
R /C  version, using the standard ultra-lightweight 
“  Aerotrol ”  receiver and escapement installation, 
an all-up weight o f 36-oz. is quoted. Engines of 
up to 0.29 cu. in. (5 c.c.) are specified for P.A.A. 
Ix>ad events. Installations mentioned on the plan 
include data for the Ohlsson .29, M cC oy .29, K . &  B. 
Torpedo, Dronc-Dicscl and Arden .199.

With the actual Brigadier in question, George 
Davie, whose model this is, decided to start ofT with 
an E.D . 2.46, with the idea o f changing to an Amco 
or something similar, if  greater power were needed 
for acrobatics. It was felt lliat this might well be 
the case, particularly as, instead o f the “  Aerotrol,”  
it had been decided to try out the new E .C .C . hard- 
valve set which, o f course, would put the weight up 
slightly. In any case, by British standards, a 2.4b, 
even at a weight o f 44 oz. (as the model eventually 
turned out to be) docs not suggest underpowering 
in R/C.

Using this engine and radio installation, some 
juggling with the interior arrangements was neces

sary to get the batteries suitably located and the fuel 
tank, a “  Slipstream ”  transparent type, was even
tually mounted on the side o f the cowling. However, 
this has an advantage in that the fuel level is at all 
times visible ; also that it feeds satisfactorily in 
manoeuvres.

With a diesel motor, o f course, any marked 
variation in load at the crankshaft is apt to make 
the engine cut out or stall. This is particularly

so when a large prop, running 
at moderate revs, is used on a 
radio-controlled model. Put
ting the model into a spiral 
dive, which causes airspeed to 
rise sharply and reduce load, 
is then likely to cause engine 
speed to over-run the com

pression adjustment, i.c., for the ignition timing to 
become much too late, with the result that the engine 
will misfire, then cut out completely. Alternatively, 
should it be possible to keep the engine running 
under reduced load (possibly by sending the model 
o ff slightly over-compressed) any attempt at a steep 
climb, such as for a loop, will tend to overload the 
engine and cause it to stall.

These conditions arc always aggravated by the 
use o f extra large props and consequent low revolu
tions. The E.D . 3.46 powered Junior 60 illustrated, 
for example, is shown equipped with a  14 X  6 wide 
blade propeller. This gives a good take-off and a 
steady flight with several minutes running on a 
standard tank. In fact, the level flight performance 
is, to all intents and purposes, just as good as can be 
obtained with the engine delivering twice the output 
on a much smaller prop. The model cannot perform 
even mild aerobatics, however, since a 360-dcgrcc 
turn will immediately cause revs to build up to a 
point where the engine cuts itself o u t ! Useful for 
avoiding power-on spiral dives if control is lost, but 
no good for advanced work.

For the Brigadier, therefore, a  prop was chosen 
which would allow fairly high revs to be main
tained irrespective o f airspeed. This presumably 
meant that a substantial slip would be tolerated 
with the model climbing, so that the most efficient 
dimensions acrodynamically, would be the opposite 
o f our requirements.

A C C E N T  O N  P O W E R  
B Y

P. G. F. CHINN
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With this in mind, a thin narrow-blade Stant pro
peller of m in. diameter and 5 in. pitch, but with 
tips tapered and rounded, was thought to be the 
largest size that could safely be used. With a prop 
of this type, a good 2.46 will turn close to 9,000 revs 
and our choice has, in fact, had the desired effect.

With the model thus equipped and with a fine 
disregard for the possible consequences, George 
handed the writer the transmitter key for the 
Brigadier’s maiden flight. Believing that, on the 
engine/prop combination used, we would need 
practically all the available power, the model was 
sent off with the 2.46 adjusted to maximum revs.

At first, it seemed that the climb was too shallow 
but, having no engine offset and having a slight left 
rudder bias, the model was turning off to the left 
rather sharply. A  slight application of right rudder 
gave instant response, the model heeling quickly 
to the right and into a fast climb. Thereafter, a 
periodic touch of right rudder kept it on a slightly 
zig-zagging course up to 300 feet or so. It was 
obvious, from the rapid response to control and the 
speed under power, that this would easily be the 
nearest to an aerobatic R/G model out of six types 
flown to date ; nevertheless, we were hardly prepared 
for what happened next.

Having gained a safe altitude, it was natural to

Large prop on this E.D. 3.46 powered "  Junior 60 ” eliminates 
risk of a power-on crash in the event of radio failure.

try a turn. We had meant this to be to the right—
i.e., against the torque and inherent left turn— 
but somehow contrived to give left rudder. The 
model seemed to spin round in its own length, drop 
a wing, and hurtle earthward in the most frightening 
spiral dive we have ever seen. Panic-stricken, 
we punched the button and in no time at all, the 
Brigadier seemed to have climbed fifty feet almost 
vertically. We have no very clear recollection of 
what we did, but the model seemed to wing-over, 
loop and roll and then quite suddenly settle down 
into level flight again—following which, the writer 
suddenly became conscious of the transmitter key, 
cold and clammy in the hand. . . .  A cheer went up 
from watching friends, Weakly we had to admit 
that the whole spectacular manoeuvre had been 
purely unintentional.

However, the main thing was that the motor had 
run without a miss throughout these violent man
oeuvres. When the engine cut, the model settled 
into a steady glide. Rudder power now seemed to 
l>e just right for accurate manoeuvring for a touch 
down and, with no conscious effort, the model was 
brought in to land within a hundred feet of the 
transmitter.

The respective and differing flying qualities under 
power and glide arc one of the good features of this 
design. .So many stooge-type R/G models positively 
lumber along under power, seemingly sensitive to 
control because they arc all too ready to tumble 
earthward, yet are without a  correspondingly rapid 
response to pull out from such tumblings, while this 
glide is often faster than the power flight.

The Brigadier is in direct contrast. Its speed under 
power is good ; climb to an adequate altitude for 
acrobatics takes little time without excessive loss of 
forward speed against moderate winds, while correc
tion is extremely rapid. The glide is what one would 
expect of a i3oz./sq. ft. loading and clean design, 
and the control in the glide inspires the sort of con
fidence essential for safe manoeuvring near the ground 
and spot landings.

A few days after its first outing, having straightened 
out the left bias, but with still no right thrust to 
correct torque, we took the Brigadier out again. 
On this occasion, we had a visit from E.C.C. designer 
Steve Fairbrass. O f course, we made good use 
of Steve by getting him to check the receiver, after 
which he was forthwith handed the button.
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As the model took to the air, we thought it 
expedient to venture a word to Steve : “  You’ ll 
find this model quite responsive.”  T o  which, a 
second or two later, Steve, correcting the left turn, 
declared, “  You ’re telling me.”

At about 300 feet we said, “  Now try left rudder, 
till’ loop easily.”  ‘ ‘ No fear,”  said Steve and spun 
the model to the right, neutralised and did two loops, 
clean and round, just like Gold Trophy stuff.

Frankly, we have never associated rudder-only 
R /C  models with consecutive loops and this seems 
to be an effective answer to the claims of some people 
that R C  is in a rut. Presumably there are not very 
many acrobatic R /C  models in the country, but 
their owners would probably agree that the only 
thing which discourages the development o f die true 
R /C  stunt model, is the “  radio failure ”  worry. 
I f  the rudder should stick over on the Brigadier 
at any height under power, it is doubtful whether 
the pieces will be worth picking up, and the same 
would apply to any high acrobatic model unless 
some sort o f over-riding safety control, operating on 
a separate channel, could be built in.

With the Brigadier, these disquieting thoughts on 
the dire consequences o f radio failure have so far 
only initiated the construction o f a duplicate model 
which, by the usual law applying to such things, 
should mean that the evil day will be indefinitely 
postponed. . . No reflection on the efficiency o f the 
E .C .G . hard-valve receiver must be inferred— this 
set has so far given no trouble— but we cannot 
guarantee our own infallability when it comes to 
keeping the radio gear too per cent.

For the second Brigadier, it has been decided to 
use the Norwegian David-Anderson 2.5 c.c. diesel 
(recently featured in the “  Engine Tests ”  scries) 
which, as the test curves indicated, has a power 
equal to the 2.46 up to about 9,000 r.p.m. and slightly 
better at lower speeds. This is a very nice engine to 
operate and an advantage lies in the fact that,

t · ...... .   __ I
A good engine for R/C. The David-Andersen 2.5 c.c. diesel.

Half-wave aerial on rotating mounting.

being a shaft-valve model, better tankage and battery 
arrangements, unhampered by a rear intake, will 
be permitted.

Without wishing to appear dogmatic, the writer 
feels that it is in this type o f model that, for the next 
few years, the greatest promise in R /C  power models 
lies. That is to say, in medium size and weight, 
with plenty o f powef, allied to an aerodynamic 
layout giving a  high degree o f ”  free ”  flight stability, 
but with sufficient rudder power to induce rapid 
manoeuvrability.

G E N E R A L  D A T A — E D. 2.46 P O W E R E D  ” S U P E R -B R IG A D IE R  **

Designed by : .............
Total W e igh t :

H. Struck (U.S.A.)
44 oz.

Overall Length : 38 in.
M ampfonc :

Area ( g r o s s ) ............. 4β0 sq. in.
S p a n ....................... 57 in.
Planform ............. Parallel. Elliptical tips.
C hord  ............. 8.875 in.
Aspect r a t i o ............. 6.77
Section ............. 13 per cent. Flat undersurface.

Toiiplan* :
A r e a ....................... 135 sq. in.
=  per cent, wing area 28.1 per cent.
S p a n ....................... 21.25 in.
Section ............. 10 per cent. F lit undersurface.

Undercarriage : Single leg. i  in. spring steel. 2} in. 
airwhccls.

Engine : ............. E.D. 2.46 c.c. diesel.
A irscrew  ............. 10 x S S u n t. Tips rounded.

Receiver : ............. E.C.C. 951A  (hard valve).
H.T. Batteries 67 J volt*. 3 x B 122.
L.T. Battery 14 volt*. I x D . I I .

Actuator : ............. E.D. rubber driven.
Battery ............. 44 volt*. 1x1289.

C on tro l : ............. Rudder. 2 position, self-neutralising.
Specified Riggina Data :

Mainplane angle of inc. 14 deg. pos.
Tailplane M „  . · 2 deg. neg.
Thrustline, down Zero

side Zero.
C .G . location 40 per cent, chord.

Loadings :
W i n g .................... .. 13.2 oz. Iu\. ft.
Power (approx.) 14 Ib./h.p.
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•  T h e  E d i t o r  d o e s  n o t  h o ld  h im s e l f  r e s p o n s ib le  f o r  
t h e  v ie w *  e x p re s se d  b y  c o r r e s p o n d e n t s .  T h e  n a m e s  
a n d  a d d re s se s  o f  th e  w r i t e r s ,  n o t  n e c e s s a r i ly  f o r  
p u b l ic a t io n ,  m u s t  in  a l l  c a se s  a c c o m p a n y  le t t e r s

1914-18 P R O T O T Y P E S  F O R  F L Y IN G  S C A L E
D e a r  S i r ,—In reply to Mr. Savage’s letter, may I say, 

firstly, that my article “  1914-18 Prototypes for Flying 
Scale ”  was written some time before details of Mr. 
Norman’s Camel anti Triplane were published.

Secondly, die article was based on many years’ exper
ience of rubber-driven flying scale models, and was intended 
as a general guide to those aircraft of the Great War 
suitable for reproduction, as inherently stable flying scale 
models. The writer has no use for problematical aids to 
stability, such as pendulum controlled surfaces. If a 
prototype cannot be reproduced in model form, incor
porating inherent stability, without too much departure 
from scale, then I never bother to proceed further with 
it. Such was my experience with rubber driven models 
of the Camel and Triplane and that was why I stated that 
such aircraft were unsuitable for reproduction as inherently 
stable model aircraft.

Mr. Savage should really not adopt the political 
expedient of lifting sentences from their context, and using 
them to belabour fellow scale enthusiasts whose views 
fail to coincide with his own. I wrote :

“  . . . The Camel . . .  is not suitable for reproduction 
as a flying scale model. I  do not imply that, in the hands of 
an expert a well designed model would not fly , but it would be 
hopelessly unstable, and certainly no machine for trouble free 
‘ sports * flying

I have never had the pleasure of seeing Mr. Norman’s 
Camel in flight, but it is reasonable to assume that the 
flight characteristics of “  P.E.’s ”  heavily wing-loaded 
and overpowered scale models are very far from true scale 
flight and performance. I do Mr. Norman no injustice, 
for he himself stresses the fact that his models arc ruggedly 
built and stressed to withstand hard knocks and crash 
landings. So are the writer’s, but the average weight of 
a ith scale model is round about lb. In consequence, 
I find that a good 1 or i| c.c. motor produces ample 
thrust to fly such a model, with a correspondingly low 
wing loading—and therefore a much more realistic scale 
performance. I am, of course, referring entirely to 
1914-18 biplanes.

Possibly the spectacle of a model Camel or Triplane

cavorting about the sky at scale Spitfire speed may be 
Mr. Savage’s idea of scale model flight but it is certainly 
not mine.

I can well believe that Mr. Norman’s scale Triplane 
lias an excellent glide. So, no doubt, would the oft- 
mentioned barn-door, provided it were properly balanced 
and stabilised, and dropped from a sufficient height.

In conclusion, I am obliged to concede Mr. Savage’s 
point apropos “  Richthofen.”  I disposed of my copy 
of “  Richthofen Red Knight of Germany ”  some time 
ago, and none of my other books give authentic informa
tion concerning the particular type number of the Albatros 
Scout, used by the Richthofen Circus, prior to the Fokker 
Triplane. To the best of my recollection, the colloquialism 
“  Vce-Strutter ”  was used by the wartime R.F.G. to 
designate the Albatros single scat Scout and this is the 
description given in their writings by McCudden and 
most other British airmen who fought the “  circus.”  

Yours faithfully,
Portslade, Sussex. A. W . G a r r y .

A N G L O -A M E R IC A N  P R O X Y  C O N T E S T S
Dear Sir,—·We here in America respect very much the 

standard of British frcc-ilight flying, which is considerably 
better than ours. This lias been due, in great part to 
the failure of the U.S. to take much part in international 
model aero competitions. We hope to remedy this 
situation soon.

If there arc any clubs in Britain that would like to 
hold “  proxy challenge meets ”  with our club in free- 
flight power, rubber and glider, they are welcome to 
write to the Polar Buzz Bugs, 2300 Gall Avenue East, 
North Saint Paul, Minnesota, U.S.A. The meets would 
be held on each of the club’s flying grounds on the same 
day. This would be a novel arrangement at any rate. 
Also if there are any fliers that would like to have models 
proxy flown in our contests and at the same time, fly one 
of our models in non-S.M.A.E. competitions in England, 
we would be happy to hear from them.

Yours faithfully,
North St. Paul, Minn., U.S.A. J ames B a lt e s ,

Corresponding Secretary.

O V E R  T H E  C O U N T E R

Jetex “  Jetmaster ”
(Continued from page 367)

simple. But the actual location of the jet unit does 
not appear positive enough. If the wires on the clip 
assembly arc bent in re-assembling the unit then 
accidental sidethrust may be given to the unit— 
not that this Is likely to aflfcct flight performance for 
“ Jetex ”  units usually need an excessive amount of 
offset before “  sidethrust ”  effects arc apparent. 
More serious, however, is a tendency for the unit 
to come loose, or even drop out, if mounted inverted, 
and inverted mounting of a Jetex motor under the 
fuselage is a very popular design layout. A  remedy 
is to squeeze the sides of the clip fairing in so that

they grip the spring clip tightly.
All told, we could not help but be favourably 

impressed with the “ Jetmaster.”  It is certainly a 
powerful jet unit capable of delivering over twice 
its own weight in direct thrust. As such it is un
doubtedly the “ Je te x ”  unit for duration flying. 
The introduction of an augmenter tube, of course, 
also makes it the ideal power unit for flying scale and 
semi-scale jet models where the jet unit can be 
completely enclosed in the fuselage.

A specification for a duration design would be 
a wing area of about 150 sq. in. and a total weight 
in the region of 3 oz. including loaded “  Jetmaster ”  
and augmenter tube. It should be capable of flight 
ratios in excess of 10 : 1 i.e., an average “  still air ”  
duration slightly in excess of 2 min.
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LAMINATED WAKEFIELD 
PROPELLERS

By K. F. P. RUTTER

1 A M IN A T E D  propellers are not exactly new.
- j In fact they have been used in aviation ever since 

pilots wore knee-breeches and tweed caps with the 
peak facing aft. But the value o f the method when 
applied to Wakefields seems not to be generally 
recognised.

The writer first started laminating Wakefield 
propellers about two years ago, when block wood 
o f the right quality was hard to get. Experiments 
were also being made at that time with constant
thickness propellers and the two ideas fitted nicely 
together. So if you are interested in strong light 
Wakefield propellers which cost about a third of the 
normal block price, read on.

Assuming your propeller is to be eighteen inches 
in diameter, which is the most economical size, you 
need first to know the pitch. Most rubber-twisters 
have their own ideas about this, but if  it is to be 
between 26 and 32 in., Table 1 will give the width 
o f the blank at the tip. This is for a depth o f 1 in., 
which again is an economical figure giving average 
blade area ; but if  you want a real wind-shovel, 
use greater depth and increase the width in pro- 
portion. As an example, we will have a 30 in. pitch 
propeller, the blank for which will be 1 }  in. deep 
and 2.33 in. wide at the tip.

Now take five strips o f quarter-inch sheet balsa, 
eighteen inches long and one inch wide. Recourse 
to mathematics will reveal that these can be cut from 
a stock-size sheet o f quarter, with one strip left over.

But if  you arc really gunning for old Sir Isaac, you 
can grade the wood so that the medium balsa goes 
into the top and bottom laminations and soft in the 
middle. Now drill each o f the strips through the 
centre with a \\ in. drill.

Next arrange a fa in. hole in the building board 
and insert a piece o f 16 s.w.g. wire so that it pro
trudes about i£ in .  vertically. This wire is tlic 
“ jig  ”  for the centre hole o f the propeller, so it must 
be truly vertical from all sides. Slot the laminations 
on to the wire and splay them out so they measure 
2.33 in. (for 30 in. pitch) at the tip. Use a ruler 
and setsquarc for this, as in Fig. 1.

It is possible to make very good left handed pro
pellers this way, so watch it. You don’ t want 
symmetrical splaying out o f the strips ; they should 
be crowded somewhat towards the rear o f the 
propeller to give room for adequate undercamber 
in the carving stage.

M ark on each lamination with a ball pen the posi
tion o f the lamination above it. Then take them 
apart, cement well and replace on the wire, pinning 
each strip to the next. Before the cement gets its 
hooks in, check the width at the tip once more, and—  
can you wind up sixteen strands backwards ?— I f  so 
don’t bother to check if  it is a right-handed block 
or not.

The block will take about twenty-four hours to 
dry out. I f  you carve before the cement has set 
thoroughly it will pull in at the joints and give you a
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scalloped airfoil section. Before carving use a ball 
pen again to draw lines joining the opposite comers 
of the blank on both front and rear faces. These 
lines will be the leading and trailing edges of the 
propeller and will give a true helical pitch all the 
way down the blade except at the centre where a 
boss of some sort must be left. This will vary with 
individual builders (Fig. 2). About £ in. width at 
the centre is the minimum for reasonable strength.

Similarly, during the carving a cutaway should be 
made at the rear of the boss to reduce drag and 
weight there. Again this is at the discretion of the 
builder, but not less than half an inch thickness 
should be left (see heading picture).

The carving itself is straightforward, w ith less wood 
to cut away than with a normal propeller. In the 
writer’s opinion the tips should be left almost square 
but they can of course be rounded off.

Well, that’s it. Advantages over the normal 
block method are :—

1. Cheapness. The cost is that of a sheet of 
quarter inch balsa and half a tube of cement.

2. Strength. The cement layers add strength, 
and the grain fans out as the blade width 
increases towards the tip.

3. Lightness. By putting soft wood in the middle 
layers the weight of a finished Wakefield 
propeller, noseblock, shaft and dural bobbin 
need never exceed 0.9 oz. and can even be 
less.

4. Ease of construction, particularly in the matter 
of getting the hole centred.

In conclusion, the above refers to Wakefields, but 
the method has been used by the writer for all sizes 
of rubber-driven propellers with complete success.

B la n k  d im e n s io n s  a t  t ip  f o r  t h ic k n e s s  o f  1.25 ins.

Pitch ins. 26 27 28 29 30 31 32

Width ins. 2.7 2.6 2.5 2.4 2.33 2.25 2.17

Engine Tests
(Continued from  page 361)

than other Class “  A ”  capacities, but generally 
respond satisfactorily to one particular approach. 
With the Frog “  50,”  the compression-lever was 
slackened οίΓ one-quarter to one-half a  turn from the 
normal setting. The needle-valve was left at its 
running setting (approximately five turns open), 
the engine choked for about half-a-dozen flicks and 
primed with a few drops of fuel through the exhaust 
port. This procedure was found to produce a certain 
start within a few flicks. In general, the “  50 ”

likes to be fairly “  wet ”  for starting—but, of course, 
care should be taken to avoid getting too much 
raw fuel into the combustion chamber.

Mention has already been made of the Frog 
“  50’s ”  ability to hold high r.p.m. for long periods 
without loss of power. The most useful speed would 
appear to be 10,000-12,000 r.p.m., the lower figure 
corresponding to that approximately obtainable 
with the standard Frog 6 x 4  plastic airscrew-, on 
which the engine starts and runs very well indeed. 
For scale models, a slightly larger and thicker section 
prop can be used to limit revs to about 8,000 r.p.m.

Power/weight ratio : (as tested) 0.57 b.h.p./lb.
Power/displacement ration : (as tested) 85 b.h.p./ 

litre.

O U T  O F  T H E  M O U T H S  . . . By H arry  Stil
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B o o k e r /L a v e r y  an d  E d g a r  o f  B a rn s le y  d u r in g 'th e  
te a m  race  a t  F iley.

W in n e r  o f  the  C o n c o u r s  a t Sk e gn e ss ,  G . L a n g d a lo  
o f  L in c o ln  it  seen a t  the  a e ro d ro m e  w ith  h is  

C / L  M o sq u ito .

A n o t h e r  F ilo y  p ic tu re , th is  t im e  a  g lid e r ,  p lu s  
m o r e  th a n  a  l it t le  ** h u m a n  in t e r e s t 99 !

A t  P w llh e li,  C . W y a t t  o f  A s to n  w ith  a  lad y  a ss is 
ta n t, w in d in g  up  h is  ru b b e r  m o d e l.

D e n n is  T r ic k e t  an d  F red  and  F re da  M a s s e y ,  w ith  
the  G r im s b y  c lu b 's  w in n in g  te a m  ra c e r  a t  S k e g ·

ness.

(L e ft )  V ic  D u b e ry  e n te red  in the  ru b b e r  co n te st  
a t the  F ile y  c a m p .

T h e  tw o  Joh n  H o w a r d s  (u n re la te d ) o f  the  
F o re ste rs, re lea se  M . H a w fo r t h 's  m o d e l in  the  

S k e g n e ss  te a m  race.

A ~ d isc u ts io n  o v e r  a C, L  F o k k e r  T r ip la n e ,  be
tw een  R a y  M a x w e ll,  o r g a n ise r  o f  the  c o n te sts  a t  

A y r ,  an d  band  le ad e r  R o n n ie  C a ry l.

> 1 ’ ,



USEFUL CONVERSION TABLES
CO N V ERTIN G  c.c.s into cu. in. and cu. in. into 

c.c·* is always something of a bother. Most 
people know the “ popular”  sizes—0.19 cu. in. =  
3.25 c.c., 0.29 cu. in. =  5 c.c. roughly, and so on. 
Conversions from c.c.s into cu. in. arc not so well 
known.

To give an immediate solution to these problems 
the two following tables have been prepared. One 
converts c.c.s into cu. in., and the other cu. in. into 
c.c.s. Integer conversions, 1, 2, 3, etc., arc given in

the first column of the table, the following column? 
giving the values at 0.1 intervals. By using these 
tables and conversion may be arrived at, no matter 
how many decimal figures arc involved. Simply 
break the conversion up and add the separate parts.

Example : To convert 0.4299 cu. in. into c.c.
From the table, 0.42 cu. in. =  6.8826 c.c. 0.99 

cu. in. =  16.2232 c.c. Therefore 0.0099 cu· *n· =  
0.162232 c.c. 0.4299 cu. in. =  0.42 - f  0.0099 cu. in. 
=  6.8826 +  0.1622 c.c. =  7 0448 c.c.

CUBIC INCHES TO CUBIC CENTIMETRES

C u . In. 0.00 0.01 0.02 0.03 0.04 0.05 0.06 0.07 0.08 0 0 9

- - 0.16357 0.32774 0.491612 0.65548 0.8 I9 3S 0.98322 1.14709 1.31097 1.47484

0.1 1.63871 1.80258 1.96645 2.1303 2.2942 2.4581 2.6219 2.7858 2.9497 3.1135

0.2 3.27741 3.44128 3.66515 3.7690 3 9329 4.0968 4.2606 4.4245 4.5884 4.7523

0.3 4.91612 S.0800 5.2430 5.4077 5.5716 5.7355 5.8993 6.0632 6.2271 6.3910

0.4 6.5548 6.7187 6.8826 7.0464 7.2103 7.3742 7.5380 7.7019 7.8658 8.0297

O.S 8.1935 8.3574 8.5213 8.6851 8.8490 9.0129 9.1763 9.3406 9.5045 9  6684

0.6 9.8322 9.9961 10.1600 10.3239 10.4877 10.6516 10.8155 10.9793 11.1432 11.3071

0.7 11.4709 11.6348 11.7957 11.9626 12.1264 12.2903 12.4542 12.6180 12.7810 12.9458

0.8 13.1097 13.2735 13.4374 13.6013 13.7651 13.9290 14.0929 14.2567 14.4206 14.5845

0.9 14 7484 14.9122 15.0761 15.2400 15.4038 15.5677 15.7316 15.8955 16.0593 16.2232

l.O 16.3871

CUBIC CENTIMETRES TO CUBIC INCHES

c .c 0.00 0.1 0.2 0.3 0.4 0.5 0.6 0.7 0.8 0.9

- - .006102 0.012205 0.018307 0.024410 0.03 0S I2 0.036614 0.002717 0.048819 0.05492

1 0.061024 0.067126 0  073228 0.079331 0.085433 0.091536 0.097638 0.103740 0.109843 0.115945

2 0.122047 0.128150 0.134252 0.140355 0.146457 0.152559 0.158662 0.164764 0.170866 0.176969

3 0.183071 0.189174 0.195276 0.201378 0.207481 0 .2 I3 S83 0.219685 0.225783 0.231890 0.237993

4 0.244095 0.250197 0.256300 0.262402 0.268504 0.274607 0.280709 0.286812 0.292914 0.299016

5 0.305119 0.311221 0.317323 0.323426 0.329528 0.335631 0.341733 0.347835 0.353938 0.360040

6 0.366142 0.372245 0.378347 0.384450 0.390552 0.396654 0.402757 0.408859 0.414961 0.421064

7 0.427166 0.433269 0.439371 0.445473 0.451576 0.457678 0.463780 0.469883 0.475985 0.482088

8 0.488190 0.494292 0.50039 0.50650 0.51260 0.51870 0.52480 0.53091 0.53701 0.54311

9 0.54921 0.55532 0.56142 0.56752 0.57362 0.57973 0.58583 0.59193 0.59803 0.60414

10 0.61024

T H E  T Y K E (Continued from page 358)

untensioned length when it is run in. but you may is shown on the plan. Get into the habit of using 
get more on if you have got the strength. it every time.

Flying
Remove any warps in the steam from a kettle, 

and adjust the wing dowels so that the model balances 
at 50 per cent, of the wing chord. T ry a few hand 
launch glides on a calm evening and move the wing 
back or forward as necessary. A  little offset rudder 
and sidethrust should give a right turn on both 
climb and glide. The dcthcrmaliser arrangement

M A T E R I A L S  R E Q U I R E D
S h e e t  :

I x  1,32 in. x  3 in. x  36 in.
S t r i p  :

12 x έ in. x  l  in. x  36 in.
2  x  3/16 m. x  3 16 in. x 36 in.
2 x  i  in. x  1 in. x  36 in.
3 x  £ in x  | in. x  36 in.

36 in. x  16 s.w.g. w ire .
2  in. x  18 s.w.g. w ire .

2  x  16 s.w.g. b rass bushes.

I x  J  in. x  3 in. x  36 in.
I x  6  in. x  3 in. x  J in.
I x  12 in. x  3 in. x  1/16 in.
I x  8  in. x  3  in. x  1/16 in . p lyw ood .

M i s c e l la n e o u s  :
2 x 1 6  s.w.g. cup  w ashers.
1 ball race.
2  sh ee ts l igh tw e igh t  m odelspan.
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V

W. Nelson of Sheffield en
gaged in the popular (and 
prevalent) pastime of “ Flick- 

a-Flick."

' f a  t h i s  m o n t h  wc can properly get 
out the flags for the lads in the North, 
for in spite of officious officials, 
ferocious farmers and tardy time
keepers, the Northern Area has to its 
credit, thanks to the stout efforts of 
Bill “  Glider ** Farrancc and Silvio 
“  Kaiser "  Lanfranehi, no less than 
three major trophies and a place on 
the International A/a 'learn. Bill 
Fa trance’s efforts at the lower end 
of a tow-line have long hern appre
ciated in the Area, his touch in 
trimming is masterly and his tow 
ups a joy to behold, whilst to mention 
the name of Silvio immediately 
brings to mind a well built, trimmed- 
to-the-last-second power job. Jolly 
good luck lads, and may even more 
pots come your way. Wr hear that 
Silvio is even more thrilled at being 
asked to manage the International 
Power Team on their jaunt to 
Switzerland this year. To my mind 
the council could not have chosen a 
better manager had they deliberated 
for a month, and let me tell you that 
the lads of the team arc more than 
lucky guys to be able to travel under 
the wing of one of the best.

h a d  a  long talk the other day 
with that notorious character, the 
Fiddler himself, anent acromodelling 
in general and fiddles in particular. 
Me was right in the middle of sorting 
out the receipts of the Wakefield 
Draw, and I was pleased to hear 
him say that the lads in the Area 
have sup|K>Mcd this event this year 
in a big way. The general total, 
whilst not so good as the first year, 
is better than that of last and the 
amount realised should be more than 
enough to get the four teams to their 
destinations, always supposing that 
the council don't buy another plane, 
(by the by, what has happened to the 
other two we own ?) As usual many 
clubs ignored the draw completely, 
others returned all the books of 
tickets without a single sale, some 
sold out, and some did the best they 
could. A few members were very

indignant that they should he asked 
to have a tanner’s worth of fiddle, 
no matter what the object, and one 
lot of members demanded 20 per 
cent, commission for selling tickets. 
The l>est of all was one country 
member who said that the Society 
should stop bothering about inter
national competitions anti devote 
their time toother and better objects ; 
needless to say this was another no 
sale merchant. Sam calculated 
that the draw had involved him in 
something like one hundred hours’ 
work—no wonder lie never gets any 
time to build a model.

• f a  m y  n o r t h  w e s t e r n  correspond
ent was not a little critical of the 
organisation of the Wakefield and 
A/2 finals, in his own words they 
were not held, they just happened. 
In defence of the officials responsible 
I would point out that the whole 
of the organisation and running of 
this meeting fell upon the shoulders 
of four or five willing but hard 
worked officials, plus the usual press- 
ganged timekeepers, and from what 
I saw of the events there was little 
to complain about. After all to 
ct through six rounds of a hundred 
ights per round in something like 

five hours, and considering the 
remarkably high times recorded, I 
think the people concerned did very 
well. Someone complained that the 
processing was a farce. They did 
not know, of course, that spot checks 
were in force all day, and that leading 
models in each round were checked 
as well as the final top eight. Some
one else thought that the method of 
fly-when-you-plcase resulted in a 
shambles ; this, of course, in direct 
contrast to the gentleman, who. 
you will remember, wrote a remark
able letter to the columns o f this 
magazine last year, neatly marshal
ling even.· possible objection to the 
fly-by-numbers principle. What was 
it somebody once said? “ You can 
please some of the people some of the 
lime, but anybody who can please

aeromodcllers at all should be 
Prime Minister.’’

o u r  n o r t h e r n  team member, 
Bill Farrance, needs no further 
mention beyond that already said, 
his three maximum* were all well 
earned and he made no bones about 
the lly-off. John O’ Donnell, the 
X.W. Area Wakefield team member, 
is one of those lads who deserves 
bis success by reason of his perse
verance and attention to the main 
principle of comp, winners, fly and 
trim, trim and fly at every possible 
(and sometimes almost impossible) 
moment. Perhaps the luckiest man 
of all was the ultimate Wakefield 
winner, Roylc of the Littleover Club. 
He mislaid his model on the second 
flight, and was still searching within 
half an hour of closing time. In the 
meantime the model' had been 
returned to control, and his son, 
who was already up with the leaders 
in the A/a, dashed off, dragged hack 
his Dad just in time to make a perfect 
maximum. Royle’s model is a 
wonder to watch ; it hardly seems 
to have the strength to get up off the 
deck, but it seems to plod along in the 
right direction all the time, i.c., 
upwards.

t h e  l a t e s t  howl of “  Why 
weren’t we told ? ”  came after the 
Pay Load event on Whit Sunday, 
when it was learned that the first 
three prizes were gold wrist watches 
valued at over one hundred pounds. 
Don’t blame the society for the lack 
of information, because the prizes 
only came to hand the day before 
the contest, and rumours that half 
the council sal up all night trying 
to build models in time arc strictly 
false.

1 h e a r  that Barry Haisman is 
very interested in acquiring an 
ex YV.D. Mark III Fuscsettcr. Price 
no object, but must be accurate.

1

Seen at the recent N.A. meeting, 
a welcome return of an old timer, 

Norman Lees.
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STAT/ON 0 25 5 10 20 JO 40 50 60 70 60 90 too

UPPER 245 705 855 1055 1225 /275 1205 /OTO 900 7/0 4-90 260 0/0

LOWER 245 oe o 050 0/5 OOO 025 065 /05 U 5 /SO /JS 080 O/O
Gttttingen 532

This is a famous full-size glider section which 
has been used with equal success on models. 
For tow-liners the thick section enables deep 
spars to be used for maximum strength, whilst 
aerodynamically the lift and drag characteristics 
are excellent. It is just the section where a 
good, slow glide is required.

This section is a first choice for all gliders of 
F.A.I. loading and above and should be parti
cularly effective on large models. It could also 
be used on a "th ic k  "Wakefield wing, or on 
a power model where maximum rate of climb 
is not the main aim. It fits in well with all 
types of structural design.



c lu b 's  second exhibition was held in  the 
Y .M .C .A .  H a ll o n  M a y  10th, and was 
opened by ex-Provost M axw ell, w hom  the 
club presented with a Sabre ict so lid  o n  a  
stand as a  souvenir. The  Club are to  be 
congratulated on  such an am bitious show, 
from  which on ly go o d  publicity can  come.

S .M .A .E .  C O N T E S T S  R E S U L T S  
S U P E R  S C A L E  T R O P H Y

1. J. Bridgew ood W oodlands... ... 8S.5
2. V. K in g  ... Thames Valley ... S3

A E R O M O D E L L E R  T R O P H Y
1. S. Aden ... W e st Essex ... 100
2. D . A llen ... W e st Essex ... 50

S H O R T  T R O P H Y
1. P. Snodin ... Northam pton  ... 3.34
2. R. H. W arr in g  Zom bies ... ... 3.31
3. I. C. Lucas ... Brighton ............  3.28

W E S T  O F  S C O T L A N D r A R F A  
T h a n k s  to the fine co-operation o f  W hite  

Q t )  Stad ium  m anager, Ia n  H osk in s, and  
stream lined organ isation  by area com p, 
secretary. B ill M ccchun, 25,000 speedway 
fans at G la sgo w , on  M a y  25th, got a  show  
that w as inclined to put stink  wheel racing  
in the shade. F ly in g  men o f  G la sgo w  M .A .C . ,  
the G la sg o w  Barnstorm ers and  Prestwick 
M .A .C .  m ade full use o f  dead ca lm  weather 
fo r a C lL  stunt, racing and  com bat dem on
stration. A  twenty-five m inute interval 
d idn 't leave m uch time fo r Ily in s o ff events 
concurrently, so  the boys got three circles 
go in g  sim ultaneously. A t  one end o f  the 
stad ium  R a b  C o lq u h o u n ’s Ambassador 
stuntster d id  the book, and then A . Bell and  
E . Perry dog-fought with a Fokker D. V III 
and  an  S.E. : f A t  the othc Bob
M u rd o c h  and  Ia n  C la rk  d id  likewise with a  
Spitfire  and an F. W. 190. T h is  was fast 
and  close, and p robab ly  stole the show. 
W h e n  the Spitfire cam e dow n to  refuel B o b  
M u rd o c h  kept the crow d on  tip-toe by do ing  
som e natty zero feet inverted flying with 
the 190. A fter this flight, J. C la rk  put on  
an im pressive d isp lay  with an E .D . 2.46 
stunt J o b . In  the centre circle. B o b  Parsons 
and B r ian  Harris, o f  Prestwick, raced B ill 
C h rysta ll and T o m  S im p so n  o f  the B a rn 
stormers. B o b  flew h is sleek A m c o  3.5 
powered job. Brian  piloted D o n  M itche ll's  
F ro g  500 model. O n  the Barnstorm ers’ side, 
it w as Ian  Cochrane  with B ill Ch rysta ll's  
E .D .  3.46 racer, and  T o m  S im p son  with A lee  
C la rk e 's  A m c o  3.5 job. The  racing was 
fast and  exciting on tc  it go t go ing. but 
bau lk in g  m otors and aw kw ard tufts o f  g r im  
m ade it scrappy at times. B ill C h ry sta ll’s

Sb toddled hom e first fo r the Barnstormers.
hen the tcum race finished, Lric  V 

m oved  in w ith a Scottish  Pow ell-sixty  
powered stumer. T h is  m odel m ade more  
noise than three speedway bikes put to
gether, and on  its long-lines, manoeuvres 
were a  joy to behold. The  crow d Rave the 
show  a b ig  hand, and the A rea  taxes this 
opportun ity  to  thank all c lubs w ho helped 
to m ake the show  such  a success.

E A S T  A N G L I A N  A R E A  
The e lim inators for Pow er W akefie ld  and  

A/2, were held in very p oor conditions, 
except the W eston  and A stra l days. The  
other tw o days consisted o f  h igh  w inds 
coupled with rain, both  heavy and  light. 
T h e  outstanding p o in ts  arc noted under : 

J. H u m e  (Belfa irs) a jun ior member, 
placed second and third in the tw o A /2  
elim inators, and topped the aggregated  
results.

D .  N ic h o ls  (Southern Senior) gave the 
Ip sw ich  d uo  o f  G o rh am -A tk in so n  a run 
in the W akefield, p lacing over A tk in so n  in  
the end.

G .  Peek (C he lm sford ) am azed all w ith the 
stable fast c lim b  o f  h is E lfin  2.49 Jaded Maid  
— be w on both e lim inators in the area.

M is s  P. R .  H ca ly  (Belfa irs) shook a good  
num ber o f  the lads by p lacing fourth in the 
first A /2  and tenth in  the second— she just 
missed the trials.

The places in the trials were well divided.

5 to  Belfairs, 3 to C lac ton  and Ipsw ich, 2 to 
Southend Sen ior and  I to Chelm sford.

S C O T T I S H  S O U T H  E A S T  A R E A
Charities M odeI Show : O n ly  three clubs 

entered the Λ  &  B  team races at a  show run  
fo r Fd inburgh  Students Charitie s Appeal, 
and every club took  hom e a prize! Resu lts 
were : C la ss  Λ  ; G la sg o w  Barnstorm er* 1st. 
G la sgo w  M  \ i. C la ss  B :  G la sgo w
M  A .C .. 1st. S tir lin g  2nd-

Dem onstrations o f  a ll types o f  C / L  
flying were given by E d in b u rgh  members 
and guests. In  particu lar we shou ld  like to  
m ention the impeccable d isp lays o f  stunt 
by Peter Russell (Stirling) and A d r ian  Joyce 
(Ed inburgh), but undoubtedly the model 
that stole the show  wus Jock W righ t's  
m odified Lancaster (4 E .D .  Racer»).

Ideal conditions m ade the full-size air- 
show  thorough ly  enjoyable. 603 (C ity  o f  
Ed in bu rgh ) A ux ilia ry  Squadron  performed  
breath-taking acrobatics w ith  jets, while 
the Varsity  A ir  Sq u ad ron  showed that 
Chipmunks arc no  m ean stunters. C iv il 
aircraft a lso  took part, the most outstanding  
being the new Auster Aiglet trainer, bril
liantly flown by the com pany 's ch ief test 
pilot, M r. Porteous. Territorial paratroops 
gave dem onstration jum ps throughout 
the afternoon, and took  several members 
o f  E .M .F .C .  aloft in the practice balloon  
next day.

Altogether the show was an example o f  
how  full-sized and m odel aircraft can co m 
bine to give the public  an enjoyable time, 
even when an airfield is not Available. 
M odellers and  charities alike benefited by 
the subsequent publicity, and the convener. 
Bill Park, w ould  like to  thank all those who  
helped to  stage the show.

Cowdenbeath. C .M .F .C .  report some  
w oithw hile  activities, and som e older clubs 
in the area w ould  d o  well to hearken. The

I N T E R N A T I O N A L  P O W E R  T R I A L S
1. P. Buskell Surbiton ............. I I . s o
2. R. C. M onks Birm ingham 10.02
3. R. J. N o rth  ... C roydon  ............ 8.04
4. G. Byrd Loughboro  C o ll. ... 7.03

N O R D I C  A 2  “  100 ”
1. W . Farrance W e st Yorks 1500
2. M. A. K ing Belfairs 15.00
3. G. M. Byrd ... Loughboro  Coll. ... 15.00
4. P. J. Royle ... R.A.F. St. Mawgan... 15.00

W A K E F I E L D  ·· 100 ”
1. J. Royfe L t u le o v e r ............. 15.00
2. R. N icole W . Middlesex 14.20
3. R. H. W arring Zom bies 13.22
4. J. O 'D o n n e ll W h itc f ic ld ............. 13.22
5. A. G. A lbonc Croydon 13.22
6. T. Dunkley ... Northam pton 13.19
7. E. W . Evans Northam pton 12.56

A s A. G . A lbonc is unable to  travel to  
Sweden his place in the W akefield team will 
be taken by E. W .  Evans.

O n  M a y  25th members visited G lcn lo m o n d  
Sanatorium  and  put o n  dem onstrations o f  
rubber and  C / L  flying, which were very well 
received by patients and  staff. A fterw ards 
gifts o f  fruit and sweets from  the club and  
six k its donated by M r. J. R e id  were d istri
buted a m o n g  the patients— a very generous 
gesture indeed. R e p ly in g  to  the M a tro n 's  

iks. M r. B row n (c lub  pres.) sa id  that 
the show  w as very satisfying and that the 
club w as am ply  repaid by the enthusiasm  o f  
the younger patients. H o w  about other 
c lubs try ing this ? M o s t  hospitals have 
grounds suitable for flying, o r you m ight 
even m anage som e indoor stuff. Adm ittedly, 
the noise factor m ight be unwelcome so  
times, but there's no  harm  in ask ing. A n d  
in ease you think you will be too  busy pre
paring fo r comps., we can tell you  right now  
that Cow denbeath  is finding time to  build  
fo r m ost o f  the rallies.

Croup of Southport competitors in the Halfox Trophy at Tilstock Aerodrome. They 
are Charlie Fitzpatrick, Harold Griffiths, Geoff Briggsf Bill Lewis, and Tom Nelson.
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N . W .  M I D D L E S E X  M . F . C .
T h e  c lu b  a rc  p leased to  say that they beat 

U p to n  P a rk  in  the th ird  ro u n d  o f  the 
L .D . I.C .C . .  at F a ir lo p .  o n  Su n d a y , M a y  
25th. T h e  weather w as g o o d  a n d  several 
m a x im u m * were put up. but b o th  c lu b s  
o n ly  m anaged  I I  ou t o f  the 12 possib le  
flights, due  to  lo sse s a n d  p rangs. H ow eve r, 
b o th  c lu b s scored  ove r 1.800 sec., the 
T h e rm a lc c rs  w in n in g  by  a m in u te  a n d  a  few- 
o d d  seconds. O n e  o f  the jun io rs, R o n n ie  
Bow ke r, ha s been sh o w in g  the se n io rs  h o w  
to  fly a W akefie ld. H e  placed 10th in  the 
W e sto n  a n d  after a m a d  sc ram b le  to D ig b y  
o n  a  m o to r b ike  o n  Su n d a y  m o rn in g ,  flew 
in  the “  100.”

W I I I T E F T E I . D  M . A . C .
T h e  c lu b  have  h a d  a  con side rab le  am ou n t 

o f  success in  S . M . A E .  contests recently. 
In  the D y C  contest fo r  the K c i l  T ro p h y  
(p o w e r ratio). A .  D .  Bennett p laced first 
w ith  a n  agg. ra t io  o f  66, w h ile  R .  NVoodhouse  
w as fo u rth  w ith  52  ratio.

In  the a rea contest* o n  M a y  11th, H .  
O 'D o n n e l l  w o n  the Κ . Μ . Α . Λ .  C u p  w ith  
13 m in . 29 sec. agg.. f ly in g  a  very h ig h  A .R .  
design . Se c o n d  place  w as secured by  R .  
A sk e w , w ith  I I  m in . 55 sec., flv in g  a lon g  
st ick  N o rd ic  fo r  tw o  fligh ts a n d  a Revenge  
fo r  the third.

In  the  tria ls at D ig b y .  o n  June  8th. J. 
O 'D o n n e l l  secured a place o n  the W akefie ld  
team — tic ing  fo r  th ird  place w ith  13 m in . 
22  sec. agg. F l ig h ts  o f  4  m in . 32  see., 4  m in . 
2 0  see., a n d  4  m in . 30 see. p ro ve d  the va lue  
o f  m u ch  early  m o rn in g  a n d  late n ight 
tr im m in g. T w o  m od e ls were u sed a s  one  
w a s  lost o n  the  second flight b o th  betng 
d ia m o n d  p y lon s, feathe ring p ro p  designs.

S T O C K T O N  &  D I S T R I C T  M . F . C .
T h e  weather at the last area m eeting was 

no t to  the l ik in g  o f  the m ajo rity  o f  o u r  A/2  
e xp o nen ts but th is d id  no t prevent ian  
M a w s o n  g a in in g  a  p lace  in  the A /2  ”  1 0 0 ”  
a n d  a lso  a  chance  o f  co m p e tin g  in  the 
B r it is h  C h a m p io n sh ip s.

Ia n  a n d  E rn ie  H a r r is o n  travelled on  
m oto rcyc le s to  D ig b y  where Ian , a lthough  
sc o r in g  a m a x im u m  o n  the first flight 
su ffered f ro m  the effects o f  a  d ow n -d raugh t  
a n d  a  prem ature  D . T .  o n  h is  second and  
th ird  attem pts. D e sp ite  these m isfortunes, 
the b o y s  had  qu ite  a n  enjoyable  stay a n d  are 
fu ll o f  a c co u n t *  o n :— W a r r in g 's  a n d  E v a n s ’ 
W ake fie ld *, the u ltra  lo n g  fu sc laged  A / 2 's  
a n d — the N . A . A . F . I .  w aitresses ! !

- A E R O B O D S  O F  N O T E -

No. 5
J. L. P IT C H E R

Wearing his famous cap. J. L. 
Pitcher is a familiar figure on 
the contest field. Preferring 
the Wakefield type model, 
he was a member of the 1950 

_  British Wakefield Team.

Y O R K  M . A . S .
Y o r k  succeeded in  de feating  Sheffield &  

D ist r ic t  M .E .E .  in  the first ro u n d  o f  the 
N o rth e rn  A re a  K n o c k o u t  C o m p .,  at B la c k a 
m o o r.  o n  M a y  25th. H ig h  w in d s and  lost 
m od e ls were the o rd e r o f  the d a y  a n d  n o  
sp ectacula r tim es were achieved. A  w ord  
o f  thank s to  the Sheffie ld  * ' b o d s  "  fo r  their 
gene rous a ssistance  in  t ran sp o rt in g  the 
Y o r k  team  to  the fly in g  held.

C o n d it io n *  at R u ffo r th  fo r  the W akefie ld  
a n d  A / 2  E l im in a to rs  were pretty g r im  but 
H a ro ld  B u d d in g  m anaged  to  q u a lify  fo r  the 
“  100,·’ R o n  F irth , “  C o p p e r  ”  B ro w n  and  
A r t h u r  W h a r r ic  a lso  m ade  the g rad e  fo r  the 
A/2. a n d  visited D ig b y  fo r  the tria l*. N o n e  
o f  them  reached the  top  tim e brackets but 
neverthe less a ll p u l  u p  a  c red itab le  per
fo rm ance. H a ro ld  B u d d in g  be ing  well to  
the fo re  in  the N o rth e rn  A re a  contingent.

W E S T  Y O R K S H I R E  M . A . C .
A lth o u g h  han d icapp ed  b y  w hat m ust 

su re ly  be the w orst fly in g  g ro u n d  in  the 
coun try, we have had  a ve ry  g o o d  season 
to  date. W .  F a rra n cc  ha s w o n  b o th  the 
S . M . A . E .  a n d  AerotnodeUer· t roph ie s w ith  
h is  o r ig in a l H elliox  A/2, a n d  we have a lso  
had h igh  p lac ings fro m  E rn ie  Fa rra n cc  
(g lid e rs) a n d  G e o f f  Illin g w o rth  (pow er). 
G e o f f ’s  m ode l is  a n  E lfin  1.49 c.c. Rlythe  
Spirit, ano th e r F a rra n cc  design , and  both 
these m ode ls a rc  bu ilt  as standard  b y  o u r  
m em bers.

O u r  lone rad io  m an, K e n  I.ccs. seem s to  
have got the b usin ess taped th is vea r and 
ha s three m odels. Junior 6 0  (E lfin ), Fa lcon  
( M c C o y )  a n d  Stentorian  ( E n s ig n  10 e x . )  
p e rfo rm in g  beautifully.

W e  flew the first ro u n d  o f  the A re a  K n o c k -  
O u t  aga in st  H udde rsfie ld  M .A .C .  aw ay, and 
o n ly  m anaged  a w in  b y  a ve ry  narrow- m arg in  
due to a  last m inute  flight by  Jack  H epw orth , 
w h ich  just turned  the tables. T h e  keynote 
here seemed to  he hosp ita lity, a n d  the 
H u d d e rsfie ld  la d s even la id  meat a n d  d r in k  
o n  fo r  u s (literally). T h a n k s  H udde rsfie ld  
fo r  a  ve ry  h a p p y  day  I

O u r  m em bersh ip , in  spite o f  o u r  efforts, 
h a s  n o w  d ro p p e d  to  abo u t  20, o f  w h o m  
o n ly  a dozen  are keen fliers. T h is  is about 
a th ird  o f  w hat we had in  1948, so  i f  a n y  lone 
h a n d s  in  the D e w sb u ry .  Batiey, H e c k m o n d - 
w ike  area read this, ro ll up. a n d  y o u  w ill 
be m ore  than  welcome.

O n e  e n co u ra g in g  s ign  how ever, is that 
o u r  ha lf-dozen  ju n io rs  are a lready m a k in g  
the grade, and  com petit io n  fo r  o u r  ju n io r  
t ro p h y  lo o k s  like  d e ve lop ing  in to  a  real 
battle.

F o r  the benefit o f  a n y  in tend ing  m em bers, 
m eetings arc  he ld  every first a n d  th ird  
F r id a y  even ings o f  the m onth , at the V ic to r ia  
C e n tra l S c h o o l,  W e llin g to n  R o a d .  D e w sb u ry .

H E N L E Y  M . C .
T h e  H e n le y  m em bers were a ga in  successfu l 

at the th ird  S o u th  M id la n d  A re a  m eeting, 
held at H e n lo w , Beds. K .  F . S a n d y  w o n  the 
W ake fie ld  event, fly m g  h is  new  o w n  d e sign  
“  lo n g  ’’ fuse lage W ake fie ld  m ode l to  score  
8 m in . 4 0  see. w ith  o n ly  tw o  flights, and  
A .  W .  M .  C o o k e  placed fo u rth , sc o r in g  
5 m in . 52 sec. S a n d y ’s  “  lo n g  ”  fuselage 
m ode l a sto unded  m a n y  o f  the o n lo o k e rs  
w ith  its ve ry  fast, steep c lim b , a n d  ha s been 
ap p rop ria te ly  called  D ragon fly ,  c lo se ly  
re se m b ling  th is insect w ith  its lo n g  tail. 
T h e se  tw o  m em bers qua lified  fo r  the W a k e 
field “  100,”  C o o k e  p la c in g  first a n d  S a n d y  
th ird  in  the c o m b in e d  tria ls results.

W e  arc  n a tu ra lly  ve ry  pleased to hear 
that o u r  c lu b  secretary. F. G .  W a ld ro n , 
h a s  p laced  th ird  in  the N a t io n a l resu lts 
fo r  the H a lfax , a n d  a s  pow er fly in g  w as 
o u r  weakest link , we hop e  th is w ill g ive  it a 
m u ch  needed b oo st ! W a ld ro n  flew an  
E lf in  2.49 c.c. pow ered  Contender at 121 oz. 
a ll-u p  weight, hut ha s n o w  in sta lled  an  
A m c o  3.5 c.c. diesel, g iv in g  a ll u p  w eight o f  
1 3 *  oz.

H A T F I E L D  M . A . C .
T h e  c lu b  h a v in g  ch an ge d  to  the S o u th

A/2C Al. West pumps to start the 
Swiss jet engine on A j lC  Cecil P. 
Pentecost's model ot the U.S.A.F. 

Championships ot Wiesbaden.

M id la n d  A rea , d u b  m em bers have attended 
com petit io n s at K id lin g t o n  a n d  H en low .

J. F ra ze r h a v in g  put u p  g o o d  tim es in  the 
W ake fie ld  E lim in a to rs, passed o n  to  the 
W akefie ld  "  MX).'·

J u n io r  m em bersh ip  ha s c lim b ed  stead ily 
in  the last few  w eeks to a  total o f  22, m a n y  
o f  w h o m  are  sh o w in g  p rom ise  in  rubbe r 
a n d  glider.

T h ro u g h  the k in d n e ss o f  a  loca l trades
m a n  a n d  d u b  m em ber, the c lu b  n o w  p o s 
se sses tw o  fu rther cups, th u s b r in g in g  their 
tota l u p  su fficiently to  cove r glider, rubber, 
p o w e r a n d  ju n io r  contests. T h e  first takes 
p lace  o n  June  22nd, and  is lo r  rubber.

T o  increase the com petitive  sp irit  in  the 
d u b ,  we have now  d iv ided  it up  in to  tw o 
teams, p o in ts be ing  ga ined  in  area, nationa l 
a n d  c lu b  com petit ions.

C A R D I F F  M . A . C .
Su n d a y , M a y  25th, sa w  a  h u rried ly  

o rga n ised  ** sc ram ble  ”  in  p rog re ss at E ly  
Racecourse .

A  m a x im u m  flight o f  tw o  m in utes a n d  a 
m in im u m  o f  20  see. were im posed, flights 
o ve r 2  m in . b e in g  ** n o  score.”

P. Persen w o n  the event, h is  N o rd ic  
agg regating  13 m in. 42  sec. in  the J  hr. 
a llow ed, m a k in g  thirteen flights. O th e r 
eotl Μ  were w ashed  o u t  by  a n  a ll-pow erfu l 
therm al w h ich  to o k  fo u r  m od e ls aw a y  at 
once ! G lid e r  m en w orked  h a rd  in  a 
constantly- c h a n g in g  breeze, so m e  entrants 
u s in g  pu lleys to  get the 23 job s up.

T h e  m ost usefu l adv ice  we can  g ive  to  
o the r people w h o  m ay  be con tem p lating  
s im ila r  events is  that they sh o u ld  be held  on  
nice  c o ld  d a y s— not  in  the heat o f  a su m m er 
afte rno on  ! Seve ra l entries were e lim inated  
by  sheer exh a u st io n  I

S U R B I T O N  &  D .  M . A . C .
W e  w ish  to  a n n o u n ce  that o u r  g lid e r ga la  

w h ich  we had  to  cancel due  to  sn ow  w ill 
n o w  be ru n  o n  O c to b e r 5th.

O u r  first w in  o f  the season  w as at C ro y d o n  
ga la  w hen  D o n  Bu t le r  topped  the glider 
event w ith  an  aggregate  o f  14 m in . 15 sec., 
u s in g  a  lo n g  fuselage deve lopm ent o f  h is  
Jader  60.

A fte r  beating  the P a rk  M . A . L .  b o y s  b y  
44  m in . 25 see. to 35 m in . 40  see. in  the first 
ro u n d  o f  the L . D  I.C .C .C . .  we had  the p o s i
t io n s reversed in  the second  ro u n d  b y  o u r  
o ld  riva ls, C ro y d o n ,  w h o  k n o ck e d  u s  ou t 
b y  47  m in . 8 sec. to  o u r  38 m in . 20  sec.

H a v in g  go t A l la k e r  a n d  B u sk c ll in  the 
W a ke f ie ld  “  100 ”  and  Sm eed, H a n c o c k .
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B a rk *  and  Butler in  the A '2  e lim inators, we  
had  h igh  hopes, but it w as not to  be; dear 
o ld  D ig b y  produced as m any  dow n  draughts 
a s  up, though  JefT H a n c o c k  nearly d id  it. 
w ith  M r .  B a rk s  runn ing  h im  a close second.

Pete Buskcll, after a  bad start, has finally  
foun d  h is o ld  fo rm  a n d  has flow n h im self 
in to  the international pow er team, putting  
up  top times in  the elim inators.

HAYES & DISTRICT M .A.C.
T h e  d u b  gathered in three tents to  face 

N o rthe rn  H e igh ts M .F .C .  in between the 
show ers at F a ir lo p  o n  W h it  Su n d a y  to fly 
o ff the second round  o f  the L o n d o n  A rea  
K .O . team contest. A fte r  a  d o u r  struggle  In  
w hich each team lost a  m odel and m any  
hectic repairs were carried out, the results 
were totted up  to  give us a  w in  o f  191 sec. 
over ou r w orthy hosts.

The  m ost im portant jobs o f  the day were 
carried out b y  the retrieving squads and  it 
w as here that the H ayes m otor-cyclists 
proved their superiority over the N .H . cars.

J im  M u r iso n  deserted h is au to gyro s to 
test ou t his first R / C  job, a  41b. Junior 60, 
with F ro g  500. He had the horrible exper
ience o f  w atching it d isappear in  the direc
tion o f  H arrow , h igh  u p  in a strong riser. 
Further news o f  it is still anx iously  awaited.

W a lly  C a llender has been lo o k in g  sad ly  
at h is m agnificent 12 ft. 6  in. span glider 
fo r  the last tw o seasons and w ondering how  
to  get it ou t to  the fly ing field w hole !

A fte r  attempts to  sell it on  site had  failed, 
he w as heard saw in g  it up in to  se w n  handy  
pieces !

CROYDON & D. M .A.C.
C o n gra tu la tio n s to  o u r  “  d ark  horse.*’ 

M r .  A lbon e , w ho  after o n ly  two years o f  
W akefie ld  experience, m anaged to get into  
th is year’s team. A fte r a  m ediocre first 
flight o f  3 rain. 24 sec., he turned up  trum ps 
o n  h is last tw o with m axim um *. M r.  
A lb o n e  be longs to  the freewheeler, tw o  leg 
undercarriage brigade, but the lad s are still 
convinced that folders are the best.

N . M a rc u s  and E . Bennett both  d id  5 m in. 
o n  their first flights, but p oo r second flights 
spoilt their chances. M r .  Pitcher m anaged  
about 12 m in. total.

T h is  is the third international team that 
N o rm a n  M a rc u s  -  he cam e Sth  w ith 12 m in. 
47 sec.— lias just m issed by those few vital 
seconds.

T h e  A /2  glider trials was a sligh tly  sadder 
tale, w ith  R o y  Y eabslcy— the o n ly  one who  
persevered— m an ag in g  tw o m ax im um s with  
h is new design.

W e  m ust congratu late  the S .M .A .E .  on  
not being able to procure a public  address 
system— this allow ed the contests to proceed 
in a  quiet and  efficient m anner !

Fred Massey, with the winning Grimsby 
team race model, explains the finer 
points to SfLdr. R. E. Lewis D.F.C., 
entertainments manager at Skegness 

Holiday Camp.

EDINBURGH M .F .C .
Indoor Demonstrations. C lu b  members 

gave a num ber o f  C  L  displays, tota lling  
9 hours in  all. at the Festival o f  Spo rt in the 
W averley M arke t. Ed inbu rgh . A s  the tw o  
weeks' show  drew to  a close it was notice
able that fewer m odels were appearing and  
that the better-built and  finished aircraft 
stood  up  m ore to  rough  land ings, etc., than  
d id  the others. A  M e rcu ry  M idge  w as flown  
o n  14 ft. lines (as were a ll m odels !) to  the 
am azem ent o f  spectators, but a  daring  
attempt to  lo o p  a stunt m ode! met with 
failure ow in g  to  low  rafters. T h is  lack  o f  
ro o m  produced som e novel ideas to  replace 
norm al stunting, c.g.. b a lloon  bursting, 
streamer cutting, glider pick-up. and  flying 
through  paper hoops, a ll o f  which were done  
successfully.

W A L L A S E Y  M . A . C .
A  coachfu l o f  c lub m em bers enjoyed a 

go o d  day  at T ilsto ck  o n  M a y  4th, the 
weather turn ing ou t nearly perfect.

In  the K c i l  T rop h y  event the to p  club  
ratios were 33.18. 26.95 and  22 turned in  
by C cs. C a lk in . G e o rge  D a v ie s, an d  Stan  
H in d s  respectively.

U nfortunate ly  the weather put pa id  to the 
hopes o f  o u r  glider boys at the second  
round o f  the A /2  elim inators, held the fo llow 
ing week on  M a y  N th . h igh  w inds and  
intermittent rain  persisting m ost o f  the day.

O u r  team race crew, M essrs. Pum ford, 
A lexander and G o d w in  arc now  practising  
hard fo r  forthcom ing events. F ly in g  a 
m odified Lazy Daisy w ith an E .D .  2.46, 
and  usin g  R o y  A lexander’s patent fuel brew, 
their speeds arc well up  in the 70 m.p.h. 
region, fly ing 50 laps before rc-fuclling.

TH E ENFIELD AND I». M.A.C.
T h e  elub pow er duration record was 

broken at F a ir lo p  d u rin g  the F-vstcr ho liday  
b y  M r .  R . D ud ley , fly ing a Mallard, his 
t in »  was 12 m in. 57.6 see. o n  a 10 sec. engine  
ru n — a  ratio  o f  77.76, w hich wc th ink is 
go in g  to rem ain  unbroken  fo r a  lon g  time.

O u r  "  B a in b ridgc  T ro p h y  ” contest was 
won tills year by M r  M ik e  B row n , w ith a 
W akefie ld  o f  h is ow n  design. H i i  time for  

fa  total o f  three flights was 8 m in. 17.3 sec.
: T h is trophy was presented in A p r il,  1945, 
jby  M r .  B a in bridgc, a late c lu b  member.
I A  successful auction  w as held in the 
d u b ro o m  o n  M a y  19th, to  raise funds fo r a 
c lub  tent. T h e  useful am oun t o f  £5 5s. Od. 
was collected in  th is m anner. T h e  c o m 
mittee has yet to decide whether one large  
tent o r  tw o sm all ones w ill be m ore suitable.

T h e  c lub  meets every- M o n d a y  evening  
at “  The  G eorge  Sp ice r Sch o o l.”  Sou th - 
bury R o a d . Enfield, but when the weather is 
suitable, wc ho ld  a fly ing session o n  the 
local p lay in g  field, w h ich  by arrangem ent 
with the Enfie ld  C o u n c il is  the c lub  flying 
ground.

C H E S T E R  M . F . C .
O u r  annual C lL  Rodeo , sponsored by the 

Chester A u tu m n  S p o rts  Com m ittee, will 
aga in  be held o n  A u gu st  B a n k  H o lid a y ,  
at Chester Racecourse.

O u r  open pow er event fo r the H a m m o n d  
T ro p h y  produced son ic  go o d  fly ing under 
perfect conditions.

The  pow er record prev iously  held b y  ou r  
president, M r .  R .  W . M ilto n , w as broken  
twice, l in t  by F . H a m m o n d , w hose H ell's  
Angel c locked over 8 m in., an d  later by  
F. D o d d ,  w ith a Slicker ” 50 ” fitted with  
h is A / 2  glider w ing, w h ich  com b in a tion  
stayed a lo ft fo r som e 24 m in. an d  landed  
o n ly  hall' a  m ile  aw ay.

T h is  placed F ran k  well in the lead but 
cond ition s were such  that the issue w as in  
doub t up  to  the last few’ flights.

C O N T E S T

C A L E N D A R
, T H E  B R I T I S H  N A T I O N A L S .

R .N . A ir  Station, G osp ort, Hants.
A u g .  3 rd t -  M O D E L  A I R C R A F T  ·· T R O P H Y .

Unrestricted Rubber.
„  3rd T H U R S T O N  C U P .  Unrestricted Glider. 
m  3rd - G O L D -  T R O P H Y .  Con tro l-L ine  Stunt. 
„  3rd C la s s  -  A "  T e a m  Race.

3rd & 4th S .M .A .E .  R / C  T R O P H Y .  Radio Contro l. 
.· 3rd & 4th C O N T R O L - L I N E  S P E E D  C O N T E S T S .  
„  4th S I R  J O H N  S H E L L E Y  C U P .  Pow er Duration. 
„  4th C la s s  “ B  M T e a m  Race.
„  I 0ch S w in d o n  M .A .C .  S lo p e  S o a r in g  M e e t in g ,

W iltsh ire  Dow ns.
„  10th B e lg iu m  v. G t .  B r it a in  C / L  C h a lle n g e  C o n 

te st. N cm ur, Belgium.
h  I3 th -I7 th  S w e d ish  A  2 G l id e r  C u p .  G raz, Austria . 
„  24th A l l - H e r t s  R a lly .  Radletc Aerodrom e, H erts. 
„ 24th Ir i s h  In te rn a t io n a l M e e t in g .

Baldonncl A irp o rt. Dublin.
·» 24th B o lto n  M .A .S .  R a lly ,  Edgw orth. Lancs.

A u g. 31st B R I T I S H  C H A M P I O N S H I P S  and
T A P L I N  T R O P H Y .  Rad io  C on tro l. 

Cranfield A erodrom e, Beds.
31st -  D a i ly  D i s p a t c h "  R a lly .

W o o d fo rd  Aerodrom e. Ches.
Sept. 6th & 7th R o y a l A i r  F o rc e  C h a m p io n s h ip s .
.. 7th -  Y o r k s h ir e  E v e n in g  N e w s  "  F ly in g  F e st iv a l.

Sherburn, Yorks.
,, 14th W o r ld  P o w e r  C h a m p io n sh ip s .  Switzerland.
.. I4ch U .K .  C H A L L E N G E  M A T C H .

Rubbcr/G lidcr/Pow er.
T ilstock  Aerodrom e, Lancs. 14th C am bridge  
Team Race Rally. Co leridge  Rd.

„  21st B u t l in ’s C o n te s ts .  Filey. A yr, Pw llheli and
Skegness. A ll classes o f events.

„  21st S o u th e rn  C o u n t ie s  R a l ly ,  T horney  Island,

·· 28th
Hants.

- T H E  M O D E L  E N G I N E E R -  C U P .

II ’ 28th
Team G lider. Area.

-  F R O G  "  S E N I O R  C U P .

II 28th
1.5 c c . Pow er Duration . A re i.  

S o u t h  M id la n d  A r e a  R a lly .

O ct. 12th
Halcon Aerodrom e. Bucks.

R I P M A X  T R O P H Y .  Radio Contro l.
9 9 12th D A V I E S  T R O P H Y .  Team Race.
99 12th C O N T R O L - L I N E  S P E E D  C O N T E S T S .

Centralised— Venue to  be announced. 
S .M .A .E .  C O N T E S T S  I N  C A P I T A L S
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COM MERCE WAY. LANCING. SUSSEX.
TiUPM O Nf IANONG 20 90 ·» »*

I find i t  surprisingly d ifficu lt  
to keep writing le tte rs  for these advertise
ments. No sooner does one appear than I have 
my advertising agents pushing me for another

I  think th is tin e , in order to give 
myself time to think, a ll  I  am going to do is 
to ask you to keep asking your shops to stock 
11 SOLAN BO" Balsa wood and don't be put o ff with 
any other.

In return, I give you my assurance 
that a l l  my thinking is  devoted to getting 
down the prices of Model A ircraft and, by 
stimulating more business, getting them down 
again.

That, I think, should be the 
objective of every trade in th is country fo r, 
unless we do bring down prices everywhere, we 
w ill not continue to get the necessary exports 
that the country needs.

Tours fa ith fu lly ,
PLANTATION WOOD (L A H C IIC )  L IM IT E D

. (/.

MANAGING DIN US TON.

• ·' ■
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II  u  to you* advantage
to m ention MODEL·

MRCRArl when reply**
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Your N E W  Competition Winner!

TH E ELFIN
•5 c.c. 

DIESEL

W i t h  fin ish , e n d u ran ce , r e lia b il i t y  an d  p e r fo rm a n c e  c o m 
p a ra b le  to  p re v io u s  E lfin  d e s ifn t .  P r ic e  Λ7,'6 inc. P. T a x .

j SOME 1951 COMPETITION W INNERS: ]
Gold Trophy— 1st: Alan Hewitt. Shelley Cup— 1st: 
Pete Wyatt. Bowden International Trophy— 1st:
R. Ward. Aerom odeller R C  Trophy— 1st: W.
H. Taylor. Knokke Surm er O pen Stunt— 1st: Alan 
Hewitt. “ Schipol ” Am sterdam — 1st: Class III—  
Speed, E. K. Reulin and L. K. Suls. Swedish Contest 
Record— 3rd May, Model Race Car "  Alfa Romeo "  
powered by Elfin 2.49. Speed 104 km./hr.

M a d e  b y  A E R O L  E N G I N E E R I N G ,
L I V E R P O O L  3

H o m e  T r a d ·  d is t r ib u t io n  th ro u g h

E. K E IL  & C O M P A N Y  LTD .
L O N D O N  E.2.

V A IV A C
THE K IIIM IIM C

“ V A L V E
BRITISH MADE

S id m in u d u / i€  1/ α ά # ϊ

Including

XFGI— a subminiature gas-filled 
triode for the most efficient single 
valve circuits.

P R IC E  17/6 E A C H .

Plus Purchase Tax

G R E E N H I L L  C R E S C E N T ,  H A R R O W - O N - T H  E - H I L L ,  M I D D X .

Telephone : H A R ro w  265S

STANT
MACHINE-FINISHED

PROPS
Most popular w ith  experts

FOR ALL 
POWER 
MODELS

2 f0

I

4*—10'
O ia m a t c r  

A l l  P it c h · !

{Inc. Ρι/r. To*)

•  STANT  Machine-Cut Props are 
superior to hand-cut because all those 
of the same size and pattern are 
automatically identical, and their de
sign is mathematically correct in every 
detail.

® On the flying-field you will find Stant 
Props used more by contest winners 
than any others.

•  STAN T  PROPS are ready for immediate 
use and require nothing more than the 
application of a suitable finish.

M ake no m istake. A sk f o r  a ,
S T  AWT M A CH O SE-FI WISH E l)  P R O P
— i t ’s r i g h t  e v e r y  t im e .

FROM ALL GOOD MODEL SHOPS

The

How-To-Do-lt
Magazine

of

U.S. Model Aviation

Read F L Y IN G  M O D E L S ,  the only Am erican  

magazine devoted exclusively to model 
aviation ! Every issue includes how-to-build 
data on new model airplanes of various 

types (with full-size plans wherever possible) 
.. . worthwhile hints . . .  photographs . .. 
how-to-do-it Inform ation . . . and features 
for sport aplenty l It ’s a magazine for 
beginners as well as experts ! Published every 
other month. Annual (6-issue) subscription : 
12s. 6d. M ail your order and remittance to
day to : A tlas Publishing & D istributing  

Com pany, Ltd., Dept. M A , 18 Bride Lane, 
Fleet Street, London, E.C.4.

X It pays to say you saw it in MODEL AIRCRAFT



WE DO NOT OFFER . . .

BUT WE DO OFFER YOU
The best H IR E  P U R C H A S E  T E R M S  on Engines. 
Kits and Radio Control Units, including Hobbies Fret 
machines, Lathes. Trlx, Rovex, Gaiety Locos., and 
X-acto Tool Chests.
N O  D E P O S IT  S C H E M E  for all customers who have 
completed a purchase in a satisfactory manner.

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

S  V I L L A G E  W A Y  E A S T .
R A Y N E R S  L A N E .  H A R R O W .  M I D D X .

2 mint. Rayntrt Lane Station.) Tel. P IN ner 6459
.A.E. for enquiries please. Engines run for Personal Callers

T R U C U T
PRECISION - MACHINE - CARVED AND FINISHED

4* ' 7 t i ·  t a ir nr ii' ir i r o i A

1/10 I 'l l  2 'li 2'4 2'9 3'OJ 3'7 Λ .
4-12' 4-12' 4-12* 4-12' 4-8' 4-8' 4 ' EVEN

O RD ER  FROM YO U R  M O DEL SHOP PITCHES o n l y

P R O G R E S S  A E R O  W O R K S  ^SSSSSSS

39, Parkway, 
CAMDEN TOWN, 
London, N.W.I
T e l : G U L liv c r  1818 
(on e  m inute  from  
N o r th e rn  line  tube 
station.)

THE NEW BABY TANK

PRICE 2/3 or 2 6 BY POST DIRECT FROM
T H E  M O D E L  S H O P
3, Ridley Place, Northum berland Street, 

N E W C A S T L E -O N -T Y N E .  Telephone: 22016

Please mention MODEL AIRCRAFT in your reply to Advertisers XI



H O D ** ·
YOUR

IOD£L 
A IR C R A F T U l

A D V E R T I S E  O N  T H E S E  R A G E S  
T O  R E A C H  T H E  L IV E  H O D -  
E L L E R S  I N  Y O U R  T O W N

m S M
Y O U  C A N  D E A L  W I T H  
T H E S E  M O D E L  S H O W  W I T H  
C O M P L E T E  C O N F I D E N C E

Tel. : 24412ABERDEEN

i l n i a i t  S u p p l y ,  d a .
(Model Engineering Branch)
266'268, GEORGE STREET

Siockxti for all M.A. his, entires ογκΙ  accenor-et, br Kei/, Veron 
Frog, Mercury, Skyleada and Jeter

B IR M IN G H A M

Chock Douyhty,
128. ARTH U R  STREET, off C O V EN T R Y  R O A D

M ID L A N D E R S —  Your first model shop by Aero- 
modellers for Acromodellers

B IR M IN G H A M Tef. : Central 1223

M odel ClexatUame did.
43, TEMPLE ROW . 

Ships. Railways. Aircroft. etc.

B IR M IN G H A M

JA e M odel Aiecca.
204 W IT T O N  ROAD. 6

rtrsonof attention of Mr. G. I. Rowond, Aeromodeller and 
Model Engineer for 20 years

Jlo lan d Scott
The Model Specialist 

147. DERBY STREET 
The best shop for mites around

B R IC H T O N 7>J. : Brighton 26790

.Model (letodxome iltd.
37. W EST STREET.

Ships. Railways, Aircraft, etc.

B R IC H T O N Tel. : 279*3 I

CbitAwc M ullett
16. MEETING  HOUSE LANE, N O R T H  STREET 

World wide moil order service 
Visit us for personal attention B expert advice

BRISBANE A U S T R A L IA

Q o v d e ’ i

604. STANLEY  STREET, SO U TH  BRISBANE, S.2. 
The home of hobbies, and (he choice of Model Aviation 

Champions in Queensland

Jihe M odel Uvcpoxt
51. C O LST O N  STREET

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

CANTERBURY Tel, 48212

AieexA ( £tu}iuee%inq) £td.
22, SU N  STREET

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

Personal and Postal Service
irtrs. I

Tel. : 29065

$ u d  Moxyan
THE M O D EL  A IRCRAFT  SPECIALIST,

22 22a CASTLE A R C A D E
Largest model aircraft stock in the country, P L U S  first clast mail 

order service. Send for my I9S2 pficc-f.it, No. 2.— F R E E

C H O R L E Y
Tel. : 3369

JJte M odel Shop
45, CHAPEL STREET. CHORLEY.

LANCS.
C9frt>rrhtnnyc stocks of oO k ilt, engines. o<ct%\ori*s Open urfu  

7-30 p.m. for benefit of out of ty#r> nsodeVeex

Xll When replying io Advertisers be sure to mention MODEL AIRCRAFT



YO U R  B EST M O D E L S H O P S - C o^ d

W .  S .  W j M  ά  S * n

18. M ARKET PLACE
Lincolnshire's newest Model Shop. Send for our 

lists (free). W e supply everything

C l .  i D a i u f o o d

17, M ARKET RO W  
Free postal service.

Record Fuels. Solorbo Balsa supplied to the trode

S l e t A i e y ’ *

89. SPON END
For all your Model Aircraft requirements. Personal 

attention. Mail order

K H 'H e V A  T«f. : Pmner 6459

J A e  M a d e l  S t a d i u m
5. VILLAGE W A Y  EAST. RAYNERS LANE. 

H ARRO W . M IDDX.
The only hire purchase specialists offering no d e p o s it  

terms to established customers

ρ β Ζ ϋ Σ Π ΐ Γ #  r"  433,7

G a u e n i x u ’  6  M o d e l  S h e p a
21. HALES STREET & 62. LOW ER FORD STREET

YOU W A N T  I T .......................
.......................W E 'V E  C O T  IT

Phone or Postcard for C .0 .0  Orders

( p i e a t  W e s t  A l c d e l  S u p p l i e s

474. GREAT W EST ROAD. H O U N SLO W  M IDDX. 

We have everything for the Model Aircroft enthusiast
Call, write or phone

M o d e r n  « M o d e l s

12, THE MARKET. LOW FIELD STREET. DARTFORD, 
KENT

Whether you call or whether you post, we claim  we re got more stock 
titan most

M o M i e o  £ t d .

10. PARAGO N  SQUARE

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

Κ * Π ? Γ Τ | ^ 2 ®  320 H i - i ' / i h : ·  η,.·. 5 ,m

5 A e  S c o t i a  M o d e l  G o .

40. CHAM BERS STREET
Let Mr. Wade advise you. Leading stockists for Kits, 

Keilk'oft. Salsa and Model Aero Supp'ies. etc.

C a s t  d n y l i a n  A l o d e t  S u p p l i e s

37. UPPER O RW ELL STREET, IPSW ICH
Wakefield gears : 3». M t ii,  past 2|d. Contest “ Avenger "  sailplane 
Nordic A.~2 design. Plant and cut ribs. 10*. Kit. 23*. 6d.. both pore free

Β Η Μ Ί 8

M o d e l  C l v t o t a f t

23. GREAT Q U EEN  STREET. LO N D O N . W .C.I

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

£ e e d d  U e * 4 x m a d e U e x 0  S u p p l y .

94. W O O D H O U SE  LANE

M.A. fans "t o u c h  down "  here for engines, kits & accessories 
A ll mail o rd e rs  despatched same day— post tree

m i E E E Z ®  <’cntral Tel. : teno r sec <9 *0

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

THE engine repair specialists. EVERYTHING for the 
enthusiast, with personal attention from GEORGE LEASK,

........................- - -

C .  3 1 .  3 ) ψ ιζ  £ t d .

178, FALCON  RD., CLAPHAM  JUNCTION. S.W.JI 
The local modellers' Mecca. Service and Courtesy from 

an EXPERT

Tel. : Douglas 3986

J.. CfiaiAp>Jid
89, CAM BR IDG E  STREET 

Full representative range of all leading M.A kits and
accessories

Tel. : Rodney 5S09|

3toMie& £td.
117 W A LW O R T H  ROAD. S.W.I7 

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

x iiiIt pay· to aay yon saw M in MODEL AIRCRAFT



Y O U R  B E S T  M O D E L  S H O P S - C o n y

W I R K

Janet Sixat. af CAi&wicA
56. T U R N H A M  GREEN TERRACE. W.4 
I min. Turnham Green Station (Dist. Line) 

THE SHOP W ITH  THE STOCK
O P E N  S A T U R D A Y  9 e . m . - i  30 p m .

T e l. : H o p  3482

Model Uixoiaft. Supplier £td.
171. N E W  KENT  ROAD, S.E.I

The olden established model aircraft shop in London 
Service with satisfaction from H a rry  Y o rk

Tel. : North 4272

Meaiy, J .  Micfialtd ftd .
308. H O LLO W A Y  ROAD, N.7.

The M.A. enthusiasts' complete stockist. Britain's No. I 
Moil Order house. H.J.N. will be pleased to see you

w ; i· .
T t L : Sfoonc 4914

Steplica ftd.
159. SLO ANE STREET, S.W.I

The exclusive model show rooms combining a large ronge
of the latest toys

[·κ Ι»Τ·. Tel.: C u t  l i v e r  1818

Jtipmaac ftd .
39, PARKW AY. C A M D EN  TO W N , N.W.I 

Everyman’s Model Shop 
The post service with the personal touch

ΙΙΣΞ3Β
futon

T t l .  : 3 147

Model
la. W A LD EC K

Supplied
R O A D

for all modelling requirements. Personol attention and 
satisfaction to all. From Ron Hinks and George Fuller

(E c ta b lith c d  I938j

M ANCHESTER T e l. : N a c k f r i a r t  9221

.‘The Model Shop.
13, BOOTLE STREET. DEANSGATE 

We have E V E R Y T H IN G  in stock for the ceromodeller 
Kits. Engines and Accessories

M ANCHESTER
Ttl. : Btockfrfors 6159

Aiedel Supply, Sieved
17. BRAZEN N O SE  STREET

f o r  obioJute satisfaction come to u s  f o r  y o u r  m o d e l  a i r c r a f t  r e q u i r e m e n t s  
N o rth e rn  factors for S K T I E A D A  kits

Tel. : Chiswick 08S i
M IT C H A M Ttl. : Mitch&r I SI 4

Mitcham .Models Co.
243/5 L O N D O N  ROAD. M ITCHAM

Model aircraft kits and accessories specialists. 
Model engineering tools etc. Yachts and troins

O R P IN G T O N Ttl. : Orp 790)

Qxay Model Cxaft
68/70. W ELL IN G TO N  ROAD. O RP ING TO N. KENT 

The only model shop in Orpington

R O C H O A LE T t l . :  4243

fofin St. S*juce
13/15, ST. M A R Y ’S GATE 

Full range of ENGINES, KITS. AND ALL ACCESSORIES

SH EFF IELD

3ioMieo ftd.
4. ST. PAU L’S PARADE

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

SOUTHAMPTON

MoMied ftd .
25, BERN ARD  STREET

A branch of the firm which is known to Modellers through-

TH. rV ij i la m  8292

£ - £. &. Model Supotie0
272. H IGH STREET. SUTTON, SURREY

Su rrey ’ ·  H o b b y  Centro . By re tu rn  Poftml S erv ice

C t m p f i i t  s t o c k  t f  o i l  M . A. r e q u ir e m e n t s .  P c r t t n o l  a t t e n t io n  f r o m  

Norman t u t c h e r

T E D D IN C T O N

W .  3 1 .  3 l% i c e

TtL : M oftit/ 4349

86. BRO AD  STREET, TED D IN G TO N . M IDDX.

For all modelling requirements. Speciality resin bonded

W E S T C U F F -O N -S E A T e J : S o u t h e n d  2 8 9 6

3Uvtamount M odel (luiation
695. L O N D O N  RD.. W ESTCLIFF 

TRY OUR MAIL ORDER SERVICE

xiv Say  you  saw  it in  M O D E L  A IR C R A F T



AUGUST 1952 MODEL AIRCRAFT

“  Supexpcwe* »

—  97.84 m .p.h .
—  100 m .p.h.
—  95.5 m .p.h.
—  90.4 m .p .h .
—  112.28 m .p.h .
—  J u n io r  S t u n t
—  O p e n  S t u n t  

« t  —  103.2 m .p.h . 
• t  —  107.13 m .p .h .

S .E .  A R E A  C / L  C H A M P I O N S H I P S .
A L L  H E R T S  R A L L Y .
L O N D O N  A R E A  C  L  C H A M P I O N S H I P S .  
V I C T O R I A  A U S T R A L I A  C H A M P I O N S H I P S .  
N E W  Z E A L A N D  1950 N A T I O N A L S .
N . S . W .  A U S T R A L I A  C H A M P I O N S H I P S .  
N . S . W .  A U S T R A L I A  C H A M P I O N S H I P S .  
W E S T  E S S E X  G A L A .
S . M . A . E .  C / L  C O N T E S T

W O R L D W I D E  W I N N E R S  

British
Speed Records 

A IR C R A F T  
107*1 m.p.h.

R A C E  C A R S  
80*36 m.p.h.

New A d d r e s s  : E T A  I N S T R U M E N T S  L T D . ,  289, H I G H  S T R E E T .  W A T F O R D , H E R T S .
— -------------------------------- -----------------------

F O L L O W  T H E  L E A D  OF T H E  
EXPER TS T H IS  SEASO N -

Z e e * * * ,

s > V /  s u p e r  r/s s u e

%  L IG H T W E IG H T  F O R  R U B B E R  M O D E L S
Y e llow , M id -B lue . D a rk -B lu e , Red. B lack and W h ite .  2<T X  3 0 ' - 500 ’»

φ  H E A V Y W E IG H T  F O R  P O W E R  M O D E L S
Y e llow . M id -B lue , D a rk -B lu e . Red  and W h ite .  2 0 ' x  3 0 ' - 500 's

"  M O D E L S P A N  ” is included in all the well-known 
kits and is available from  your dealer.

Reg iste red  at S ta t io n e r’s Hall

BALSA W O O D
W c arc Specialists in the Machining of Balsa wood 

strip, sheet and block. Send s.a.e. for comprehensive 
price list. W e  also specialise in OBECHE, SPRUCE, 
ASH, PLYW O O D , etc., for the Model Trade. Prompt 
attention given to Trade enquiries.

E. L A W  & S O N  (T IM B E R )  LTD . 
272/4, H IG H  STREET, 
S U T T O N ,  S U R R E Y

Phone: V IG ILAN T  8291-2

P A R A M O U N T  
M O D E L  A V I A T I O N
6  9 5  , L O N D O N  R O A D .  W E S T C L I F F

C O N D E N S E R  T I S S U E
I D E A L  F O R  U L T R A  
LIGHTW EIG HT M ODELS

S H E E T S  24 in. x 30 in., 3d. E A C H

Please mention MODEL AIRCRAFT in your reply to Advertisers XV



OFF TO A FLYING START

W ITH THE __

D E R
R D V A L V E
E C E I V E R

T E L E C O
951 A

y/CHECK 
THESE 

FEATURES!
* * ^ ^ ^ ^ * ®  £ 3 : 1 0 , ·  0 piu. p .t .

Ψ  Ψ  Case Dimension* 2 i*x  ! j " x  l i*

^  V  Overall W e igh t— less than 2J ounces 

^  Hard valve— long life 

>/  Oust proof— relay protected 

Easy Tuning— long range 

y f  Terr ( rrent change— up to 4 M /A m H B  

Uses our famous 5A  RcUy 

^  Ready to p lug  in!

Order from your local model shop— T O D A Y

ELECTRONIC CONTROL COMPONENTS

48,  S W I N B R O O K  R O A D ,  L O N D O N ,  W . IO .
Sole D istributors—  Home Trade: E. Keil & Co. Ltd., l95Hackney Rd.. London. E.2.

Oversees ; Telaico Ltd.. 20 Grosvenor Place. London. S .W .I.

IDEAL FOR MODELLING
etc, and quite safe when not in use3/9 Complete with three blades of different shopes

SP A R E  B L A D E S  *d. each.

Order from your usual suppliers and not the sole makers—

John & Wm. Ragg Ltd. e l d o Rn 1 t V.S h e f f ie l d

M O D E L  ,  
A IR C R A F T

z : C14SS/MDAPS\
Private, 3d. per w ord prepaid. Trode, 6d. per word prepaid. M inim um  

18 words. Box N o . 2s. 6d.
Copy matter and replies to  Box N o 's, to  be addressed to  ** Model 
Aircraft "  Advertisem ent Departm ent. 23, G reat Queen Street. 
London, W .C.2. Telephone : Chancery 6681-4

B A R G A I N S  G A L O R E .  N o  trouble at all. Peruse carefully the 
advertisements in th is issue and see fo r yourself.

A M E R I C A ’S  fam ous magazine*. O ne  year's supply. "  M o d e l 
Airplane N e w s," 25s. ; M H y in g , "  28s. 6d. Free booklet listing  
all others sent on  request.— W i l l * N Lt d . (Dept. 22), 101, Fleet 
Street. Lon don . F.C.4.

D E N I A L  B U R S ,  assorted sizes and heads, rejects, suitable line 
m odel works. 20s. gross or 12s. h a lf  gross, post paid. C a sh  with 
order.— W ilpam  Industries L id ., 54, Oldfield R d ., H am pton, M id d x .

A M C O  3.5, 50s.. o r exchange fo r E lfin  2.49, or E .D .  2.46. E .D .
C o.*np. Special. 35s. o r exchange for Elfin, .49.— H a m i l t o n , 3 0 ,  
Boydfield Avenue, Prestwick. Ayrshire.

N IT R O M E T H A N E .  5 ga llons available. W rite fo r sample and  
price to— B o x  N o . 246, M o d e l  A ir c r a f t  Offices.

C O N D ITIO N S O F S A L E

T h i* periodical is so ld  subject to  the fo llo w in g  co n 
d itions :— T h at it 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 retai!

Erice o f  l/6d.. and that it sha ll not be lent, resold.
ired-out, o r  otherwise disposed o f  in  m utilated condition  

o r  in any unauthorised cover by w ay o f  Trade  : o r  
affixed to o r  as part o f  any  publication or advertising, 

literary o r  p ictorial matter whatsoever.

MODEL
AIRCRAFT

6 8

PAGES OF INFORMATION, 
PICTURES & PLANS MONTHLY
To any part o f the world 

we will send you a copy 
o f each issue for 12 months

for £1
OR ITS EQUIVALENT IN

FOREIGN CURRENCY

S U B S C R IP T IO N  DEPT. M O D E L  A IR C R A F T  
23, G R E A T  Q U E E N  ST REET , L O N D O N ,  W .C.2

Printed in Great B r ita in  for the Proprietors b y  E lectrical 
and published b y  Perc ival  Marsh all  & Co. Ltd . 

Sole Canad ian  distributors— Messrs. Gordon  Sc Gotch  
Registered for t ran t m ission b y  M agazine Post

P r e s s  L t d ., Cotdw albs W orks. Maidenhead, Berks, 
, 23, Great Queen Street, London, W.C.2.
Ltd., 43, V ictoria  Street, Toronto 1. Canada, 
to  Canada including Newfoundland.



m iMadeM
M IS S  E.D. 2 L A U N C H

H alf scale o f  C h an n e l co n q u e ro r 36 in. long 
x 10 in beam. (B u ilt  as illu stra tion .I Price 
6 I 9 J 0 * .  CM

W hy is it that E.D. Diesels. Kit Sets. Radio Control Units 
Accessories and spares are known the world over as the finest 
obtainable ?

T H E  E.D. *· R A D IO  Q U E E N  ”
T h is  gracefu l and perfectly designed aircraft 

o f 7 ft. w ing  span has been specially designed for 
rem ote  c o n tro l by the  E.D. R a d io  C o n t ro l  U n it  
and to  be pow ere d  by the  E D  3 46 M k  IV 
D iese l R ad io  Q u e e n  K  t Set. Price  £4 5s. Od

Because highly skilled model engineers form the backbone 
of the E.D. staff and each and every item of equipment has been 
painstakingly designed to meet the special requirements of the 
model engineer.

Every E.D. product leaving Kmgston-on-Thamcs is assured of 
a long and useful life in the collection of some model en
thusiast— from the simplest Kit Set to the most intricate 
Radio Control Unit the comprehensive range of E.D. equip
ment gives complete satisfaction and is an education in itself.

E.D. I c.c. M a rk  I (BEE)
A  very com pact lictle m oto r 

w ith  an overa ll he igh t of 2J in. 
i w e ighs o n ly  2 ?  oz. B o re  

0  437 in sta tu  th ru st  12 Oz. 
st ro k e  0  400 R  P M  7.000 plus. 
Price £2 17s. i d

O R O E R  T H R O U G H J Y O U R  M O D E l  S H O P

E.D. Mk. II M IN IA T U R E  3 R A D IO  C O N T R O L  
U N IT  C O M P R IS IN G  T R A N S M IT T E R  A N D  R E C E IV E R

T he  great success enjoyed by o u r  fam ous M k . I R ad io  C o n t ro l  U n it, has now  
resu lted in  o u r  th ief backroom  boy. M r.  G e o rg e  H onn e st  Redlieh, p rod ucing  
the "  E.D. M k  II M in ia tu re  3 "  w hich  still com b in e s the  th ree  m am  features 
of range re lia b ility  and safety against interference, but w ith  reduced weight, 
su e  and battery consu m ption  A  standard  batte ry  pack w ill give  o v e r  3 h o u r s ' 
C O N T IN U O U S  O P E R A T IO N  w ith  a rece ive r and batteries w eight of on ly 
10· oz  W e  specially em phasize  that deaf aid H A R D  valves w ith  a life o f over 
3.000 h o u rs  are  used m the  receiver.

T he  tran sm itte r i* w ire d  fo r  dua l-pu rp ose  u se jand  w ill ope rate  either 
carrie r o r  m odulated rece ive rs

Price  C o m p le te  ... ... ... ... ... 618 10 0
Receiver ... ... 611 10 0

T ra n sm itte r  and A c r  al ... ... ... ... 67 0 0

E.D. .46 B A B Y
Specification . B o re  r« in. 

R.P.M  9 .00012 .00 0  H e igh t  
I H m. Stroke  J in cu. capacity 
0 46 c c. (0 028 cu. m .) B.H  P 
0  04 W e ig h t  1.4 oz. w ith  tank 
Length 2 }  in  W id t h  1} m 
Ru nn ing  p o s it ion  U p rig h t  
inverted o r  side w ind e r Fuel 
C o n tro l ‘placed at 30 deg. for 
easy access. Fuel C o n ta in e r 
Plastic. Fuel E D  Standard. 
Price 62 IS s .  Od.

E.D. Mk. Ill 2.46 
R A C IN G  E N G IN E

Specially designed for use as a 
diesel, g lo-p lug  o r  sp ark  ign ition  
eng ine  the 2 46 deve lops ove r 
i  b h  p, ac 14.000 r.p  m, plus. 
In co rp o ra te s a tw o  ball-race 
c rank shaft and exhausts as an 
integral part of the crank 
cate Tota l w eight S oz Price 
£4 2s. 6d.

Ail prices mclude Purchote Tax

E.D. 3.46 c.c. M k. IV
D e ve lo p in g  10.000 r p.m. the 

three -fo rty -six  is one  of the  finest 
engines fo r  con tro l-line  and stunt 
flying B o re  0.656 in., stroke  
0  625 in., he ight 3 in., w idth  
IJ  in., length 4; in., w e ight 5 i  oz. 
P r,cc l£4  2s. 6d.

K i.U .ELECTRONIC DEVELOPMENTS (SURREY) L T D ^
v>c$to> oa t iu m u  D E V E L O P M E N T  E N G I N E E R S

1223 18,VaU£RS ROAD, KINGSTON-ON-THAMES, SURREY, E N G L A N P ,^ S r



MODEL A IRCRAFT  
COM PETIT IONS

W E E K L Y  C O M P E T I T I O N S  A T

A L L  B U T L I N ’S  C A M P S•
A Y R  · F IL E Y  

P W L L H E L I  · S K E G N E S S  

C L A C T O N  
•Contests for all types of aviation models will be held throughout the season. Entries will be held so that all types will compete on equal terms. Prizes will be awarded each week at each Butlin Camp to the winning competitors.

Combine your hobby 
with your holiday!

For full particulars and holiday 

booking forms write to

B U T L IN ’S LTD.. Dept. M.A.,
439. O X F O R D  STREET. L O N D O N ,  W .l.

SUNDAY. 21st SEPTEMBER, 1952 
at

FILEY. SKEGNESS. AYR AND PWLLHELI 
HOLIDAY CAMPS

1 R U n n E R  D U R A T IO N  1 
C O N T E S T

Prizes for each event:

2 G L ID E R  D U R A T IO N 1st P R IZ E  £ 1 0
C O N T E S T 2nd P R IZ E  £ 5

3 P O W E R  D U R A T IO N
C O N T E S T  J

3rd  P R IZ E  .. £ 2  10s.

4 T E A M  R A C E P R IZ E  £ 5
C L A S S  A for each member of winning 

team (Total £15)

S C O N C O U K S P R IZ E  £ 5
D 'E L E G A N C E for the most outstanding 

model taking part

E N T R Y  FEES
Is. 6il. per contest lor S.M .A.I'. members to be 

paid into the S.M.A.E. General Contest Fund. 
P R IZ E S

These will take the form o f  cash vouchers.
The total prize money offered by Butlin's repres

ents the highest figure ever donated for a scries o f  
contests in Great Britain.

These additional competitions at the four main 
centres provided by Butlin’s Limited, at Ayr—  
Filev— Pwllheli and Skegness, offer easier travelling 

j facilities and additional attractions to competitors 
| who may find it difficult to attend a National Rally 

and who may wish to combine their “  HOBBY 
with their H O LID AY.*·


